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Bruce’s
view

Can you remember how
bad your tyres were a
decade ago? It’s easy
to forget what it was
like to lack grip, good
handling and quick
warm-up times. We’re
truly spoilt by today’s
options, which include
the magnificent Dunlop
Road Smart IIIs I tested
this month in France. It’s
unimaginable to think
tyre development can
continue to evolve as
rapidly as it is, but let’s
hope it does.

Looking forward

John Milbank

E
uro 4 hasn’t been the disaster many
thought it would be. Engineers seem
to have tackled the tighter emission
regulations well, producing solutions
that not only look great (like Triumph’s
T120), but that perform incredibly
well too.

But what about electric power? Will that kill the
internal combustion engine? Having ridden electric
motorcycles, I can honestly say that they can be a huge
amount of fun. For about 50 miles. There’s no denying
they form at least part of our biking future, but at a
launch earlier this year, I got chatting – off the record
– to one engineer, and asked him how long he thought
petrol power had left…
“It will depend on politics,” he said. “That’s all

it is – it’s not about engineering, because internal
combustion engines are getting more and more
efficient; you’re extracting energy efficiently.
“You need to extract the electricity; the UK for

instance isn’t Norway – it doesn’t have hydro-electric,
so you’re going to burn coal or have nuclear. Nuclear
is politics, and I think it’s a good idea, but you’re going
to have issues. It’s down to the political and social
appreciation for apparent – and real – risk.
“The truth is, with most electric it still comes back

to fossil fuels. You have the efficiency of making the
electricity to start with, then the transmission losses
in the power lines. Then you have to bring it down
through transformers to get to your home. Then
you’ve got to put it into a battery. Then you’ve got
to extract that again. Not to mention making –
and recycling – those batteries. I don’t know what
holes you have to dig in the earth to mine this stuff,
then process it.

“It’s for all of us to decide what we want – it’s not
as simple as saying ‘oh, that’s clean because it’s not
putting exhaust gas out of a tail pipe.’ The exhaust gas
is going up a chimney at a power station or out of a
factory making batteries.
“Fuel cells are great, but at the moment there’s no

hydrogen infrastructure. And to make the hydrogen,
where do you get the power from to perform the
hydrolysis of water?
“I think there’s a great future for internal

combustion that will see our careers out. In the type
of bikes we deal with, it’s all about passion. In India,
for instance, it’s all about transport – maybe if you can
build nuclear power stations and take pollution out
of the cities then fair enough, but I haven’t seen any
evidence yet that an electric bike can do what current
bikes can do. They don’t have the range.
“Petrol is a remarkable substance in terms of energy

density. You can extract energy from a battery very
quickly, making it do 160mph, or you can make one
that will do 160 miles. You can’t do both. Of course,
it clearly will develop and there are very, very clever
people working on it.
“I heard a quote from someone who really knows

their stuff about alternative fuel technology; he said
‘We don’t need a new battery technology, we need a
new periodic table.’ Maybe graphine’s the answer…
who knows?
“You can have fun with electric in the right

circumstances, but I think the internal combustion
engine has a got a big future.”

Alan
Cathcart
Alan Cathcart has been

writing about bikes for more
than 30 years, and riding them
for even longer. He’s regularly
given the keys to factory
prototypes and being on first
name terms with the bosses of
bike companies around the world
allows him to bag many scoops.

Roland
Brown
Has ridden for 37 years

and been a bike journalist for
more than 30. At Bike he ended
up as deputy editor before
going freelance. An author of 11
books, as a racer he was Bemsee
1300 champion 1984 and
raced UK F1, Superstock and
Superbike, plus World F1 races.

Chris
Moss
Mossy has raced the

Isle of Man TT, dispatched in
London and ridden everything
from CX500s to full-blown GP
prototypes. A former chief
tester forMotorcycle News, the
legendary journo admits he’s
still loving two-wheeled life,
and still learning.

Peter
Henshaw
Peter knows his stuff

– he’s a former editor of this
very magazine. Now a freelance
journalist, he’s got the same
enthusiasm for anything with
wheels that he’s had since a
child. An all-year-round biker
who doesn’t own a car, he has
more than 40 books to his name.
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HARLEY’S NEWCHAPTER

regulations, torque is slightly up
on the Roadster, compared to
other models in the range that
share the 1202cc air-cooled,
five-speed motor: 71.5lb-ft @
4250rpm, compared to 70.8lb-ft
@ 3500rpm in the Forty-Eight
for instance.
The bike will be available

from June, priced at £9695 in
Vivid Black, £9895 for colours
and £10,145 for two-tone paint.

The American king takes a step into the Euro 4 world of regulation...

T
he Roadster is
Harley-Davidson’s
latest addition to the
Sportster range.
Lighter wheels are

hung from a new 43mm
upside-down cartridge fork with
tri-rate springs. Paired with
gas-charged emulsion coil-over
shocks – also with tri-rate
springs – the Roadster has
11.43cm of travel at the front
and 8.13cm at the rear; more
than any other Sportster.
ABS is now standard, working

with a pair of floating front
discs. A low handlebar and
mid-mount foot controls wrap
the rider around the 12.5 litre
tank, while the front and rear
clipped mudguard join a host of
cosmetic modifications on the
263kg machine. “The Roadster
is a mash-up of styling genres,
but the intent was to build a
rider’s motorcycle, a Sportster
that’s lean and powerful and
connects the rider to the road,”
said H-D director of styling
Brad Richards.
While power figures aren’t

currently available, despite
meeting current emission

Yamaha has unveiled what it’s actually calling the Tracer 700. Based on the MT-07
platform, the new bike uses the same brilliant 698cc motor, making 74bhp@9000rpm
and 50lb-ft@6500rpm.
The machine has a 50mm longer swingarm and revised suspension settings

compared to the MT-07, weighing just 196kg fully fuelled – only 14kg more than its
naked sibling. It features a 17 litre tank (three litres up on the MT), an adjustable screen
and hand-guards with integral indicators.
Along with this change in name, the MT-09 Tracer will now be renamed the

Tracer 900, as Yamaha moves the two machines into its ‘Sport Touring’ category, and
re-brands the MT range as ‘Hyper Nakeds’.
The Tracer 700 will be in dealers from mid-July 2016, costing just £6299 –

a price sure to make it an extremely popular choice.

MT-07 TRACER REVEALED



Don’t miss the National BikeSafe
Show & Track Experience on
July 16 at Rockingham Motor
Speedway in Northamptonshire.

There’ll be over 300 assessed
road ride-outs with a police
motorcyclist available, each
followed by a 15 minute track
experience where bikers on their
own machines get the
opportunity to ride the circuit
under the guidance of the
California Superbike School. It’s
incredible value, at just £35
including entry to the show.

Ride-outs start at 8am, with
the last at 2pm for those wanting
to ride on track. There are two
more sessions at 3pm and 4pm,
without the track experience.

All assessed riders will need to
hold a full motorcycle licence
(restricted is okay), and have a
machine capable of maintaining
the national speed limit. Those
wishing to take part in the track
experience must have one-piece,
or zip-together two-piece
leathers, plus a back protector
and full-face or closed flip-front

• Priced at just £139.99, the new
Richa Diesel jacket has a durable
Invista Cordura body with buffalo
hide arms over a cotton liner.
CE-certified armour is fitted to

the elbows and shoulders, with a
pocket for a back protector. The
front closes with a zip and
buttons, with a pewter-finish
buckle on the rear.
Sizes available from S-6XL,

with 4XL up costing £14 more.
Contact www.nevis.uk.com or
call 01425 478936.

• The new ‘Gravel-T’ range
comprises of five soft, 100%
waterproof bags, each designed
for mixed-terrain touring.
Rated to IP65 (heavy rain and

fine dust resistant), the tarpaulin-
based construction is lightweight
and seamless, with reflective
inserts and a universal strap
attachment system.
The 25 litre backpack costs

£75.50, while a waist bag boasts
three litres of storage for £50.05.
A 20 litre tank bag uses a
quick-release base, and has a
clear top pocket and cable port
for charging your electronics at
£126.40. Two roll bags are also
available in 20 litre and 40 litre, at
£63.77 and £102.64 respectively.
For more information, visit

www.givi.co.uk / 01327 706220.

Leather and
denim is back

Givi’s new
adventure
luggage kit

Learn from the police
at the BikeSafe show

lid. There will be leathers
available to borrow for free, on
the understanding that they’re
replaced if damaged.

Also at the event will be
motorcycle stunt rider shows,
manufacturer and dealer
displays, trade stands and family
attractions, including bouncy
castles. MSL’s editor, John
Milbank, will also be there with
his completed project XSR700 to
chat with you about all things
biking. Parking is free, and entry
to the show is just £1 (free to
children under 14 accompanied
by an adult).

The police BikeSafe training
programme is one of the best
things any rider can do. It’s not
about coppers droning on at you
to slow down; “I sign up for the
BikeSafe course every year,” said
John. “It’s presented in a
light-hearted manner, and the
ride out with a fully-trained
police motorcyclist is a huge
amount of fun. It’s a great way
for any level of rider to be
introduced to advanced
training, or to simply brush up
on their skills.”

For more details visit
www.bit.ly/bikesafeshow

Brand new biking festival
An all-new biking extravaganza
will debut at Santa Pod
Raceway this spring. Race,
Rock ’n’ Ride, sponsored by
Principal Insurance, takes place
on the weekend of May 21-22,
offering two days of nonstop
biking action at one of the
world’s most famous drag
racing venues.

Back Street Heroesmagazine
will sponsor a Show & Shine for
retro rides, custom bikes and
everything in between, while
Fast Bikesmagazine will lend its
name to the venue’s popular
‘Run What Ya Brung’, in which
showgoers can make unlimited
runs on Santa Pod’s iconic drag
strip with their own bike.
Visitors will have the chance

to witness a world record-
breaking jet car – capable of
clocking up a ground-shaking
336mph in 5.763 seconds – and

those daring enough can
participate in two-seater
dragster rides that reach
170mph in just eight
seconds. Places are limited,
so book early.
Stunt bikes, wheelies,

burnouts, monster trucks, trade
stands and bike displays will
make it a weekend not to be
missed, and the action will
continue into the venue’s
Fueler’s Bar with leading AC/DC
tribute act Live/Wire set to
perform as part of the evening’s
entertainment.
One day adult tickets cost

£20 on the gate and two day
weekend passes, including
camping, are just £30. Children
under 16 years go free
(maximum of three kids tickets
per paying adult).
For more information, visit

www.racerockride.com
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Resurgence Gear has added a lighter and
cooler jean to its range – the Warrior is
designed for the everyday road rider, using a
‘Lite’ version of the company’s PEKEV
protective lining.

Covering 60% of the jean, from the waist
at the front to the height of the boots and
down to the top of the legs at the rear, the
PEKEV Lite is thinner and lighter than the
standard PEKEV, but passes and exceeds
the CE EN13595-1 level 1 abrasion test,
with a time of 5.21 seconds.

Utilising a technical denim outer layer
called Promodal, the Warrior jean is light
and soft, with stretch built into the jean.

Woven into the denim fabric are
softening agents, said to make the jeans
comfortable against the skin while ensuring
they remain cool even on the hottest days.
They also come with an anti-bacterial agent, so can apparently be
washed less frequently.

Constructed with a wicking comfort mesh liner, there are pockets
for optional Knox hip and knee armour, with the knee armour pocket
being height adjustable. The men’s jean has a narrow leg cut, similar
to a Levi’s 511 fit, while the ladies’ jean is a super-skinny leg with a
high waist. £129.95, plus £29.97 for Knox hip and knee armour.
www.resurgencegear.net

Our editor’s favourite
motorcycle intercom system –
Interphone – has been updated
following a period of in-depth
market research and product
development work.
The new range is an evolution

of the award-winning kit, and
now includes three products –
Tour, Sport and Urban. Each
features new quick-touch
buttons, improved functionality,
usability and ease of installation,
increased battery life and
reduced charging time, as well
as delivering the best possible
audio quality via Bluetooth 4.2.
All three contain a built-in

RDS FM radio with eight station
presets and automatic storage of
the first eight most powerful
stations. A MicroUSB port is
now used for charging the
devices, with MiniUSB
connecting the microphone and
speakers. An iOS and Android
app also allows configuration
and control of the units.
Each is compatible with the

majority of helmets, all
Bluetooth Smartphones, and
GPS units with Bluetooth and
HFP profiles. They’ll also

The best just got better
connect to earlier Interphones,
as well as intercoms from other
brands. Music can be easily
streamed from a Bluetooth
device using A2DP/AVRCP,
and shared between rider and
pillion, while a speed-dial
feature allows one telephone
number to be stored, with
rapid redial via an intercom
command. Being rated to
IP67, they’re all fully water-
and dustproof.
The Interphones weigh just

55g and use pre-recorded voice
messages to help navigation
through the simple operating
system. They come complete
with a quick-release bracket,
ultra-thin speakers, directional
windproof boom (for open-face
lids) and adhesive pad
microphone (for full-face lids),
as well as a MicroUSB charge/
data cable.
The Urban costs £109.99 for

a single, or £199.99 for a twin
pack, and features a 12 hour
talk time, with 1000 hour
standby, taking just two hours
to charge fully.
The Sport costs £169.99 for a

single, or £299.99 for a twin

pack, and gains
talk time with its uprated
‘Infinity’ battery, as well as a
new 80Mhz digital signal
processor for improved audio. It
also has voice activation of the
intercom and automatic
reconnection if the intercom
signal is lost. While the Urban
only allows rider to pillion
communication, the Sport lets
up to four units connect,
with a full duplex (all parties
able to talk at once) intercom
range of 1km.
The top-of-the-range Tour is

available in a single pack at
£219.99, or a twin pack at
£379.99, and has all the features
of the Sport, plus a 20 hour talk
time and the ability to reach

ust one hour – if
you’re in a hurry, 20 minutes of
charging delivers approximately
six hours of conversation.
The Tour’s ‘Genius Pairing’

links two or more intercoms
simply by turning one of them
on, while ‘FMMix’ lets riders
listen to music from the inbuilt
FM Radio or AUX input
without interruption. Telephone
calls can also be shared between
rider and pillion. It has a
black-chrome titanium body,
with a full-duplex range of up to
1.5km, and comes with a
separate ‘Powerbank’ battery to
charge the unit or your phone.
For more information

visit www.nevis.uk.com
or call 01425 478936.

CE-approved lightweight jeans

We still have a handful of spaces
available for a special day of
half-price advanced training at
Blyton Park on June 30.

Teaming up with the superb
British Superbike School in
Lincolnshire, we’re giving our
readers the opportunity to
receive tuition in the safe
environment of a closed track.

The school employs police,
RoSPA and DVSA RPMT qualified
professional trainers, as well as
national-level racers including
Dan Linfoot, Rob Frost, Dave
Hewson and Pete Boast.

The low price is for MSL
subscribers. If you’re not one
already, sign up on page 18 and
you’ll still get 50% off Level One
or Level Two training, paying just
£144 (usually £289).

Level One is for road riders
who’ve never ridden on track,
and Level Two is for those

Don’t miss the exclusiveMSL
advanced training day

looking to start doing track-
days, or those already out there.

Level Three, a one-to-one
intensive course for road or
track riders, is £345 (usual price
£489). The day is 8am-5pm, with
a maximum of 12 riders on the
1.6 mile track at any one time.

Five 20 minute classroom
theory sessions will be followed
by five 20 minute track sessions,
with riders grouped by skill level.

You can meet and chat with
editor John Milbank and deputy
editor Bruce Wilson too.

To book, or for more details
visit www.britishsuperbikeschool
.co.uk or call 01777 818013.

To get the discount, quote
your subscriber number, which is
on the correspondence that
comes with your magazine each
month, by logging on to
www.classicmagazines.co.uk,
or by calling 01507 529529.
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As John McGuinness confirms the new Honda Fireblade in 2017, MSL
contributor Neil Windsor caught the FCC Honda team at the Le Mans
24-hour Endurance race with this current-generation bike operating as a
test-bed for the new electronic package.

The team is known for its R&D work with Honda, having established
business dealings back in 1948, and was eager to hurry the bike out of
sight, but one engineer told Neil that it’s a better electronics package
than any he’s seen before. Time will tell…

Current Isle of Man TT lap
record holder John McGuinness
has been presented with the
prestigious Segrave Trophy by
the RAC. One of the most
significant awards in global
motorsport, the Segrave Trophy
is named after British pilot and
racing driver, Sir Henry Segrave
– a man who pushed himself
and his machines to the very
limit in the pursuit of ultimate
speed. He was the first to hold
world speed records on both
land and water, though the latter
would cost him his life in 1930.

Speaking at the award
presentation, Tom Purves
– chairman of the RAC – said,
“Lady Segrave commissioned
the Trophy in 1930, soon after
her husband, Sir Henry Segrave
died after breaking the world
water speed record on Lake
Windermere. It was her wish
that the trophy should celebrate
and encourage those individuals
who have demonstrated
outstanding skill and courage,
on land, sea or in the air.

“As one of Britain’s greatest
motorcycle racers of his
generation, John McGuinness’s
bravery and sheer speed are the
exact qualities Lady Segrave
wished to celebrate. It is our
honour to salute John’s career
and his remarkable success,
particularly at the Isle of Man
TT where he is the greatest
living exponent with 23 victories
to his name. He became the first

GETMORRE
For the worldd’s best
road tests evvery month

SUBSCRIBE ON PAGE 18

rider to achieve an average
speed of over 130mph and, in
2015, set the current outright
lap record of 132.701mph.”

A humbled McGuinness, 43,
said “I’m absolutely honoured to
receive this prestigious award.
It’s something quite different,
and I’m definitely in good
company when you look back at
the motorcycling greats who
have previously received this,
with the likes of Geoff Duke,
Barry Sheene and Joey Dunlop.
I have massive respect for
everyone who has been a part of
its history. I am so proud to now
have my name alongside some
of my heroes.

“It’s been an amazing journey
ever since my dad stuck me on
an Italjet 50 with training wheels
at the age of three in 1975, and
taught me how to twist my wrist.
I never dreamed that 40 years
later I’d be standing here
receiving such an honour.
But I’m not finished yet – I
reckon I’ve got a couple more
years left in me, especially with
the new Honda Fireblade
coming next year!”

In a career spanning a quarter
of a century, Lancastrian
McGuinness has achieved
multiple victories on all types of
machinery, from two-stroke
twins and four-stroke singles to
the Mugen electric bikes on
which he’s won two TT Zero
races. He’s earned World
Championship points in 500cc

and 250cc GP racing, as well
as in gruelling 24-hour
endurance racing events, and
has won five Ulster GP races
and six North West 200s, as well
as finishing on the podium in
the Macau GP. But it’s at the Isle
of Man TT that he’s especially
made his mark.

John first visited the Isle of
Man in 1982 when he was 10
years old, to watch his father
racing at the Jurby short circuit
event. He was instantly hooked,
and during the school holidays
made various trips to the island
on his BMX, catching the ferry
to Douglas from Heysham, only
four miles from his home, to
spectate. Some years later, the
BMX was swapped for a Yamaha
TZ250 via money made from
collecting mussels in
Morecambe Bay, and it was this
bike that started his long career

in road racing in between his
day job as a bricklayer.
McGuiness’s debut Isle of Man
TT race was in 1996, when he
won the Best Newcomer award,
and he took his first TT victory
in the Lightweight 250cc race –
breaking the nine year old class
lap record – on his RS250R
Honda in 1999, the year he also
became British 250 Champion
racing the same bike in
mainland short circuit events.

JohnMcGuinnesswins Segrave trophy

New ’Blade to have advanced electronics
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FUTURE TECH
When BMW first brought out
ABS, the company stated that
because you’ve got it, don’t think
you won’t fall off.
In the three accidents I’ve had

in 40 years, I’ve been glad I’ve
parted company with the
machine. In all three cases, a
driver pulled out in front of me
from a side turning; I pressed
hard and locked the rear brake
and laid the bike down, my
machine continuing on its side
and into the car. I stopped short
on my bum.
With ABS I couldn’t have

done that – the bike would have
carried on upright and into the
car with me still on it. Swerving
round the car would in all cases
have put me into oncoming
traffic, or pedestrians on the
pavement. I know there’s no
such thing as a bog-standard

WIN A KRIEGA R3 WAISTPACKWORTH £59
Every month our star letter wins a superb R3 waistpack from Kriega. Worth £59, and designed specifically for riding, the
three-litre waterproof pack uses a unique Kriega alloy buckle for a perfect fit on and off the bike. With a 10 year
guarantee, no loose straps to flap around, an additional zipped coated-mesh pocket and 420D ripstop nylon construction,

it’s designed for bikers, by bikers. We’re big fans of Kriega here at MSL; visit www.kriega.com
We love to hear from you; send your letters to msleditor@mortons.co.uk, or write to Letters, Motorcycle Sport & Leisure

magazine, Mortons Media, Horncastle, Lincs LN9 6JR. You can also join us at facebook.com/mslmag

★ Star Letter

It took a little while to sink in – well, okay,
maybe 35 years or so – but eventually I got
bitten by the motorcycle bug. You could say that
I’m a very late arrival into all things bikes.
The best discovery of all is that for me it’s not

about going fast, or going very far. In fact, it’s
having to not really worry about where I’m
going at all. It’s about the headspace a ride on a
motorbike creates. The challenges and the
discipline of staying safe and riding smoothly
means you don’t have time to worry about
anything else.
Now, it could be because I only passed my test

in December, and so very little is natural. But I
don’t think I will ever tire of the constant
assessment of the surroundings that you need to
make, to not only ride how you want to ride, but
to not get in anyone’s way while you’re doing it.
After a brief stint on a Transalp, I picked up a

very low mileage air-cooled R1200GS. And now
I fully understand what the word ‘character’
means. Sat at traffic lights blipping the throttle,
the bike does that customary lurch to the right
like it’s trying to get away, and it feels like you
should be holding onto a leash or a set of reins.

Never mind the destination

So if you do happen to be out and about in
Norfolk, there’s a chance you may well see me
on my trusty GS. I won’t be going particularly
fast, I’ll probably be lost, and almost certainly
I’ll have a stupid grin on my face.
And yes ‘Nowhere Lane’ exists, and on Friday

nights does go somewhere – a very good bike
night at Whitwell and Reepham station.
Lloyd Nunn

accident, but be aware that in
some cases ABS could make the
outcome worse.
In fact, on my current 2001

BMW R1150RS, the previous
owner had the ABS removed as
it was the size of a fridge and
unreliable! Which brings me on
to the dependability issue, say,
with cornering ABS… you can
guess what will happen if that
packs up halfway round a bend!
It seems that manufacturers

are trying to de-skill the art of
motorcycling. So, how about
this for the future then: ALL
new bikes will have a forward-
facing camera that can read
speed restriction signs. If you’re
going too fast it’ll reduce the
throttle, put the brakes on and
cruise you at the detected speed
limit. Should you then decide to
press the override button and
exceed that limit, the electronics

will bring you safely to a
standstill. The word ‘PILLOCK’
will appear on your display, then
you’ll sit there for five minutes
before the motor restarts. If you
do the same again, not only will
you stop and the word ‘PRAT’
appear, but the police will be
summoned by the gadgetry
and you’ll be told you’re a very
silly person.
Colin Gray

With the accuracy of GPS, you
wouldn’t even need a camera
for the bike to know when
you’re speeding…
ABS has come a long way in
the last 10-15 years, and to be
honest, I do prefer to have it.
At a recent track test in the
pouring rain, even the most
experienced riders were
choosing machines with
advanced technology. As you

rightly pointed out, it won’t stop
you falling off, but it might help.
Yes, theoretically cornering ABS
could fail, but you’ll have a
warning light. What are the
odds that it’ll fail just as you
push so hard that you’ll have
needed it? Pretty slim I’d
wager, and not reason enough
to remove it.
But you’re right again – every
crash is different. I’d wonder if
– in the time it takes to lock and
drop a bike – the far-superior
performance of the front
anchors might not have helped?
I do like the idea of an abusive
dashboard though!
I think electronic safety nets
can be a good thing, but with
luck neither you nor any of our
other readers will have cause to
test the effectiveness of having
them or not. John

DOWE CRAVE
TOOMUCH?
An awful lot of the riding public
appear to be choosing different
machines now. I remember that
out-and-out sport bikes seemed
to make up the majority of sales
years ago, and the need for
speed was foremost.
The off-road style bike now

seems to have grabbed a bigger
slice of the market, and I
wonder if it’s because top speed
is no longer a priority, and that
people want a more all-round
motorcycle that’s fun, but can
still take you on that long trip.
I realise we can adventure on

any bike from 50cc to a Yamaha
R1, but I admit that if I take out
my Ducati 916, I always try to
tell myself to keep it under
77mph, but with such a
wonderful soundtrack, it never
works out. Yes, I keep to
restricted speeds in town and
busy situations, but my fear is
that electronics will take over,
making it almost a certainty that
you will be caught, and it may
cost you dearly.
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Cock-up round-up
A spectacular mistake in the
last issue saw me miss the last
sentence from the concluding
paragraph in the Thruxton R
review. An absolutely stunning
bike, I can only apologise for my
error. Here’s the paragraph in
full: “It’s unusual for a launch to
see so many of us so equally
excited about a bike, but while
the T120 might be the core
Bonneville of the new family,
the Thruxton R is the real
showcase of the engine and
chassis’ potential. To me, this is
the Bonneville of 2016. This is

the sportsbike for today’s
roads and riders.”
I also got so excited about

the excellent performance of
the Datatool TrakKING that I
mistakenly said it costs £99
per month in subscription
costs. 27p per day was correct,
but of course that equates to
£99 per year. And you can get
it even cheaper if you sign up
for longer.
To err is human, but doing it

in front of 25,000 people is
rather embarrassing… sorry!
John, editor

I drive 62 ton, 30m-long
tankers with nitrogen at –175°C
in Sweden, so my licence is very
important to me. That’s why I
tend to take my BMW K1200SE
out – I find I ride more sedately
because it’s a comfortable
touring bike, but has enough
grunt when needed to have fun.
I’m much more relaxed as I
know if I’m stopped its only
going to be a little over the limit.

Of course, I love to see
sportsbikes – I’ve had plenty
myself – but apart from going
on track days, how many people
feel relaxed on the road with a
bike capable of nearly 200mph?
My friend has just sold his
BMW S1000RR, fearful of
losing his licence.

I’m not condemning sports
bikes as it’s everyone’s choice,
and everyone has different
agendas, so I will be interested
in peoples thoughts…
Philip Chard

It’s an interesting question
Philip – I know people who have
gone for ‘slower’ bikes after
losing their licence. For me, the
choice comes down to comfort,
and what I want to do most with
a bike – right now, that’s twisty
backroads and touring. John

AM I MISSING
SOMETHING?
Have you stopped your free
classified ads section?

If so, it’s a great pity as I have
just bought a rather rare bike
from seeing an ad in your mag,
and had hoped to sell one using
the same place.

Maybe it was deemed not
worthy of taking up valuable
pages, but ads in your mag
tend(ed) to reach the right kind
of buyers.
Richard Taylor

Don’t worry Richard – they’re
back now! We had a last-minute
feature change that left us with
no option but to find more
space. Now they’re back
again on page 120. John

WE’RE ALL
ADVENTURERS
What a good read Sam
Manicom’s article about what
makes an adventure rider was in
the April issue.

He hit the nail squarely on the
head – every ride we take, be it
large or small, is an adventure of
sorts. Far too many people find
it easy to sit at a keyboard, or
give their self-important
opinions, while drinking the
same coffee in the same café as
they did the previous Sunday.

I’m not knocking those who
wish to ride the same roads, to
the same place, every Sunday.
For a lot of us, it’s probably the
only few hours of freedom in
the week.

But therein lies the rub; so
many of us are on the treadmill,
doing the same task, day in, day
out, that we get used to routine
and the familiar. Yes, that trip to
Matlock Bath every Sunday may
be repetitive to some of us, but
it’s still an adventure of sorts.

Likewise, many of us struggle,
due to family commitments, or
financial restraints of one form
or another, to take off for longer
journeys further afield; be they
solo trips or organised tours.
Both of which I find admirable.

Sadly, due to two ageing
parents, I’m a tad limited as to
time and distance. But my turn
will come soon enough, to
undertake my personal travel
goals once again. In the
meantime, I applaud those who
manage such adventures.

But, as Sam quite rightly
wrote, every ride is an
adventure, be it long or short.

A couple of days ago, I took
most of the day off to ride into
the High Peak and the Southern
Pennines. Not a great feat, many
would say, but it was an area I’d
never visited before. An
adventure? I’d say so! That 170
or so mile trip took me out of
the normal working day and
opened my eyes to the stark
beauty of the Pennines.

An adventure doesn’t have to
involve masses of cash, exotic
machinery, or huge mileage. Just
a desire to break free and see
something new.

Thanks for an excellent and
inspiring article.
Cliff Williams

RANDOM RANT
I can’t contain myself any more.
Is it just me or do others find the
use of those hideous amber-
filled carbuncles with a bit of
tubing sticking out of them just
waiting to be vandalised
perched on the handlebars
masquerading as brake fluid
reservoirs incredibly irritating?
It is doing my head in ranting

about them! Surely it is not
beyond the manufacturers’ R&D
to come up with a far more
aesthetically pleasing, functional
and more secure reservoir that
will complement the bikes.

I am a long-time subscriber to
MSL so keep up the good work.
I love the travel sections and
used a Yorkshire article for a
great holiday on my Bonnie
with my son.
Iaen Skidmore

I think it might just be you Iaen,
sorry! Though maybe your letter
will start a flood of others,
desperate to see the old
sweat-band holder consigned to
Room 101. John

JOIN UU
Be part oof o
biking coomm

SUBSCRIBE ON PAGE 18
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Who is
Mannings?
Leon is MSL’s political
man. Working within
the corridors of
power Dr Mannings is
consistently on the
inside picking up the
big political changes
and whispers that
threaten to change the
motorcycle world we all
inhabit. Always on the
side of the biker, Leon is
a hard-edged, educated
campaigner for two-
wheeled rights and has
been hugely influential
where it really matters

Crunch time for
biking in Britain?
Leon Mannings

the layout was “encouraged by government and
recommended as a best practice design in traffic
advisory leaflets distributed to local councils”. Another
fatality occurred in 2014, following the installation
of a different scheme. The inquest heard that a male
cyclist who had been drinking earlier that day had
veered across the carriageway and tripped over a
central curb into the path of a car.
Now, the next generation of ‘improvements’ at

this casualty black-spot is about to be formally
opened. It’s part of the North-South CSH, which
runs through a major junction at the Elephant and
Castle that is as infamous as Blackfriars. Whether it
cuts cycling casualties remains to be seen, but it has
already eliminated the congestion-busting benefits
of motorcycling. And, within a month of that section
opening, a motorcyclist was killed.
All of which leads me to feel that crunch time is

looming for all local authorities as they must choose
to either continue following the latest trends in ‘road
safety’ schemes in London, or think again.
Progress is being made by MAG in helping policy

shapers outside London to see the positive role of
motorcycling but there are two stumbling blocks. First
is the David and Goliath difference between the size of
campaign groups seeking better treatment for cyclists
compared to motorcyclists. Pro-cycling ‘charity’
Sustrans has a paid workforce that equates to 400 full-
time employees. MAG has five.
Local authorities face huge challenges too. Central

government offers big bucks to push cycling – the
DfT has £300 million committed to schemes outside
London. And TfL’s cycling budget is £913 million but
neither it nor the DfT have any budget for improving
roads for motorcycling. Recognition of this is growing
in some key regions. Hopefully that awareness
will spread and the full cost of pinch points – to
bikers’ safety and network efficiency – will be more
fairly calculated. Thankfully, a craze to savagely cut
the benefits of motorcycling is only happening in
London. Hopefully it will not catch on elsewhere, and
eventually be rejected in my home town too.

T
here used to be a widely-used phrase
to describe things that were so close
to being unbelievable they couldn’t
happen anywhere other than the
so-called land of opportunity: ‘Only
in America’. But it seems to me
that when it comes to biking, some

trend-setting Brits are leaving the Yanks behind, along
with other contenders for the barmy-doings crown.
This thought struck me on a recent ride to and from
a central part of my home-town. Second thoughts
triggered concerns and hopes about the road ahead for
motorcycling across the UK.
My working patterns are somewhat random, so

I rarely get time to ride just for fun. Nevertheless,
I get to most meetings on one of my bikes – in all
weathers – as that’s the most reliable and quickest
option, always able filter through the jams. I also have
some fun; I’ve ridden round the streets of London
for decades and usually enjoy it. The stretch between
Marble Arch at the end of Oxford Street and Hyde
Park Corner is a particular favourite as it offers
challenges that are almost invariably enjoyable to
tackle. For me, Park Lane is not just a posh blue
patch on a Monopoly board, it’s a giant slalom
course that’s four lanes wide. The ‘gates’ are made
of cars, buses and limos that can be still or moving.
The challenge is finding the best line to get through.
But a ride on another side of town faced me with

challenges that beggared belief. That stretch connects
TfL Towers on the south of the Thames and Hatton
Garden, where a gang of old lags recently stole the
contents of a ‘high security’ vault. Between either end
is Blackfriars Bridge and a junction on the north side
that is notorious for road ‘improvements’ that make
life worse for bikers. The latest scheme is part of the
Cycle Super Highways (CSHs) that are spreading
across London and drastically cutting road space for
everyone else. And, whatever it may do for cyclists,
it certainly makes filtering or overtaking jammed
traffic impossible by motorbike. This is maddening
and seems insane to me, and the track record of
‘improvements’ on this key stretch of public road is
already dreadful.
In 2004, the first ‘improvement’ was introduced.

A cycle-only lane was introduced to improve safety
for our two wheeler cousins on bicycles. Tragically,
a female cyclist was killed within two weeks of the
scheme opening. It was swiftly scrapped, and TfL’s
chairman at the time, Mayor Ken Livingstone,
described it as ‘daft and unsafe’. However, a report
in the pro-cycling Guardian newspaper stated that

Consideration for bikers is improving
in key UK regions but the phrase ‘only
in London’ may replace another that
is often used to describe things which
beggar belief...
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Specification
DUCATI MULTISTRADA
ENDURO
Price: From £16,690

Engine: 1198cc liquid-cooled 90°
dual-spark V-Twin with Desmodromic
valve timing

Power: 158bhp (118kW) @ 9500rpm

Torque: 100lb-ft (136Nm) @ 7500rpm

Transmission: 6-speed, chain final
drive

Chassis: Tubular steel trellis, aluminium
double-sided swingarm

Suspension: Semi-active (F) Sachs
48mm fully-adjustable fork with
electronic compression and rebound
adjustment via Ducati Skyhook
Suspension; (R) Sachs fully adjustable
with electronic compression and
rebound adjustment. Electronic spring
pre-load adjustment with Ducati
Skyhook Suspension

Brakes: Cornering ABS (F) 2x 320mm
semi-floating discs with four-piston
Brembo monobloc radial calipers; (R)
265mm disc with two-piston floating
caliper

Tyres: (F) 120/70 ZR19; (R) 170/60
ZR17. Pirelli Scorpion Trail II or Pirelli
Scorpion Rally

Seat height: 870mm (850mm & 890mm
seats as options)

Tank capacity: 30 litres

Kerb weight: 254kg

Contact: www.ducatiuk.com

Multistrada), and there’s also a higher
handlebar for an improved off-road
riding stance.
The footpegs are now steel with

removable rubber covers, while the
rear brake lever can easily be
height-adjusted, and the gear lever
has a special coupling to prevent
breakage in a fall, or contact with a
rock or other obstacle. The mirror
stems have been redesigned and
repositioned so that they don’t
interfere with your arms any more
when you’re standing on the
footrests, and the seat (available in
three different heights from 870mm
as standard with 850mm/890mm
options) has been reshaped and
narrowed where it meets the tank to
make it feel smaller. The silencer and
air intake have also been positioned
higher for an added safety margin
when fording rivers etc.
The windshield is unchanged,

offering 60mm of up/down travel via
one-handed adjustment, and it does
its job well. There are two 12v, 8A
power sockets – one beneath the
passenger seat and the other at the
front. A Garmin sat-nav/GPS is
available as an accessory, powered via
a dedicated connector located on the
dashboard panel, plus there’s a USB
charging socket under the seat.
The dash is a large full-colour, 5in

TFT LCD display that provides info
on speed, rpm, gear, total mileage,
two trips, engine temp, fuel gauge

and a clock, as well as the selected
riding mode, current/average fuel
consumption, average speed, ambient
temperature, travelling time so far,
and an ice warning. There’s also
hands-free ignition, as on other
Multistradas, with an electric steering
lock engaged at the push of a button,
and automatically released when the
ignition is next turned on.
Build quality seems very high –

certainly as good as BMW for a
similar kind of motorcycle – and you
sit deeper in the bike than on its sister
models, giving a reassuring feeling of
being part of the bike. The 1556mm
wheelbase is 29mm longer than the
standard Multistrada thanks to the
new swingarm, while the 48mm
Sachs upside-down fork’s rake has
been increased by a degree to 25°, so
after taking into account the 19in
front wheel, there’s just 1mmmore
trail at 110mm.
There’s a centrestand fitted, and

luggage brackets have been designed
to minimise bike width while still
providing considerable carrying
capacity via the optional Touratech
aluminium panniers with 81 litres of
space. Still, the Ducati, when fully
loaded, is quite wide at the rear,
which will restrict filtering. It’s good
to also find a decent amount of space
under the seat for toolkit, maps etc…
The front end has been redesigned

to make room for the large fuel tank,
with a longer beak and repositioned

BELOW: The 125
Regolarità was
Ducati’s first
off-road bike 40
years ago.

LEFT: Knobbly
Pirelli Scorpion
Rally tyres can
be chosen at
purchase.

ABOVE: The
Enduro is the
first bike of its
kind for Ducati.
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People poachers
Ducati is proud of the staff it’s got on board.
Global sales and marketing manager Andrea
Buzzoni joined Ducati last year after 10 years as
general manager of BMW Motorrad Italy. Aiding
in the development of the bike was Beppe
Guaini – known as ‘Il Dakariano’ in Italy, he’s
competed in 10 Paris-Dakar rallies and 65
African rallies. Multistrada’s product manager is
Federico Valentini, who was hired from KTM

eight months ago, after 10 years in product
development for Husqvarna. The very fact that
Ducati would hire a man with Valentini’s
experience and status in the off-road industry
shows that there are sure to be plenty more
such dual purpose motorcycles emanating from
the Borgo Panigale factory – like an 821
Multistrada and its Enduro variant, for example.
It’s got to happen…

mudguard to give the rider greater
protection against mud. The two tank
side covers are made of anodised
aluminium, and as I proved in my
off-road sortie, they help it crash well.

The 1198cc Desmo V-twin
dual-spark engine is essentially the
same 90° Testastretta DVT motor
with variable valve timing powering
the existing Multistrada models, but
with a revised timing map to offer
even more torque. In practice, this is
an engine that changes its character
as revs vary – it can pull easily from
as low as 2000rpm on a whisker of
ride-by-wire throttle, or give you
genuinely sparkling performance
when you wind it wide open above
7000rpm, until the shift lights flash at
around 10,000rpm.

There’s also an anti-knock sensor to
keep the engine running smoothly
even when low-octane gas is used, or
in other conditions that might affect
combustion such as high altitude – a
true go-anywhere performance on or
off-roader. The six-speed ’box has a
lower first gear ratio than other bikes

in the Multistrada family, while
retaining the same oil-bath slipper
clutch. But the Enduro also has an
extra three teeth on the rear sprocket
for shorter overall gearing, and more
torque in every gear makes it drive
stronger lower down than its siblings
– almost any gear you throw at this
bike on Tarmac will be the right one.

The Enduro’s electronics are similar
to the Multistrada 1200S package,

with the addition of Vehicle Hold
Control activating the rear brake to
aid uphill starts. Bosch’s Inertial
Measurement Unit has been adapted
to on and off-road use for the
cornering ABS, cornering lights,
eight-stage traction control, wheelie
control and semi-active Ducati
Skyhook Suspension Evolution
system. Further standard features
include cruise control and a
Bluetooth module that allows riders
to connect their smartphone to create
a travel diary that can combine maps,
photos and data from the bike
including lean angle, modes used,
speed, fuel consumption etc. The
multimedia system also allows you to
take incoming calls and stream music
from your phone.

ON (AND OFF) THE ROAD
There are four riding modes on the
new Ducati – Enduro, Urban, Sport
and Touring (aka Normal). In each of
these the suspension automatically
recalibrates, and can be customised
via the on-board computer.

TOP LEFT:

LEFT:

ABOVE: A third
of the 10,000
Multistradas
being built in
2016 are
expected to be
Enduros.

BELOW: The 30
litre tank gives
a claimed 250
mile range.
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In Urban, power is reduced to
100bhp, and all controls are set for
maximum security (so this is also a
Rain mode). In Touring, the full
158bhp power is available, but the
delivery is softer than the Sport,
where the Enduro’s motor regains the
missing zest and personality the
rather sleepy and lethargic Touring
mode lacks – you’d never guess you
were riding a Desmo V-twin here.

But flick to Sport and the Enduro
comes alive – this is a better Tarmac
mode to use at all times except in
towns, especially as the engine
mapping is beautifully done, with a
crisp throttle response that doesn’t
ever seem snatchy or over-responsive.

Enduro mode sees power drop to
100bhp, with a nicely balanced
compromise in throttle response, the
suspension settings soften up,
traction control drops to level one
(though you can switch it off), the
ABS only works on the front, and the
wheelie control is turned off.

Each electronic aid is completely
customisable by the rider, and after
switching to Sport mode I cranked up
the electronically-adjustable Skyhook
suspension to the hardest setting (six)
at both ends. This removed most of
the squat under acceleration and dive
under braking that the Sport default
settings still retained, and the Enduro
felt all the better for that – somehow
more composed and calmer-handling
than the more manic Multistrada
1200S. That’s presumably also thanks
to the 19in front wheel, longer
wheelbase and more conservative
steering geometry, and even if this
means it’s slightly slower steering, I
actually think it’s all the better for it.

Ducati has seemingly refined the
motor even further, and it’s still fast
in spite of the reassuring ‘I’m okay
off-road’ character the bike shouts at
you. 100mph comes up at 6200rpm,
and with a 10,500rpm rev-limiter
there’s lots more performance in
reserve, so this is a genuine 160mph
motorcycle. That’s some Enduro!
Even at high speeds the aerodynamic
protection is excellent for all statures
thanks to the easily-adjustable
windshield, though I preferred to
keep it on the lowest of the three
settings, else it distorted my view in
lining the bike up for tight bends.

The strong Brembo brake package,
with twin 320mm front discs gripped
by radially mounted four-pot calipers,
delivers great modulation, especially
off-road. The 265mm rear disc has a
twin-piston caliper, with the
cornering ABS working very well.

On Tarmac the Multistrada Enduro
has no surprises and it lives up to the
expectations created over the past five
years. But off-road is another matter,
as a 45 mile trail through rugged
mountain territory proved.

After selecting the Enduro
mode, we hurtled onto a level
road composed mainly of gravel
and after a couple of miles we
encountered the rocky boulder-
strewn path that led up and over the
mountains, then down to the sea. The
Multistrada swiftly changed its
character to be absolutely at ease on
the rough going – this isn’t a ‘let’s
pretend’ Tarmac trailie, but a genuine
go-anywhere off-road trailbike with
Tarmac capabilities. It’s a true
dual-purpose motorcycle.

Everything worked fine on a bike
that was improbably confidence

Ducati split our sunny Sardinian
day in two – first a 100-mile trip
along a fabulous switchback road in
the southwest. It was so good, we
lapped it twice, and the second time
around I used Sport mode after
starting out on Touring, rewarded by
the outstanding performance of this
amazing all-rounder of an engine.

Though the fast 1800rpm idle
comes in handy off-road, you need to
get it cranked up above 3000rpm to
be able to accelerate wide open in top
gear without any transmission snatch
– but as revs rise so does the torque
curve you’re riding, peaking at
7500rpm – just 2000 revs lower than
maximum horsepower. Even at just
3500rpm there’s already 74lb-ft of
torque available, and that remains
pretty flat, creeping up to 81lb-ft
between 5000 and 10,000rpm.

BELOW: The
front-end has a
longer beak and
repositioned
mudguard to
give the rider
greater
protection
against mud.

ABOVE: The
1198cc Desmo
V-twin
dual-spark
engine is
essentially the
same, but with a
revised timing
map to offer
even more
torque.
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inspiring for an occasional off-roader
like myself – especially the Sachs
suspension, which as part of the
Enduro mode programme had a pair
of settings better suited to off-road
use over rough terrain.
Traction when climbing rocky

trails was excellent, as were precision
descents. The only time I got in
trouble was fording a muddy junior
lake that a rainstorm had formed in
the road; I lost the front end and went
for an early bath.
After lying half-submerged for a

minute or so while a fellow journalist
came to help me wrestle the Ducati

Personalisation
packages
Touring Pack: Heated grips, Ducati Performance
aluminium panniers by Touratech, handlebar bag

Sport Pack: Homologated Ducati Performance
exhaust by Termignoni, billet black aluminium water
pump cover, billet black aluminium front brake and
clutch fluid reservoir covers

Urban Pack: Aluminium top case, tank bag with tank
lock, USB hub to charge electronic devices

Enduro Pack: Supplementary LED lights, Ducati
Performance components by Touratech: engine
protection bars, radiator protection, oil radiator guard,
sprocket cover, rear brake guard

upright – very definitely a two-man
job – it started on the first button
press. What was that about
Vorsprung durch Technik? I reckon
some of Ducati owner Audi’s
legendary dependability has rubbed
off on this new motorcycle…
If anyone was thinking the new

Multistrada 1200 Enduro was a
simple styling exercise aimed at
attracting hey-look-at-me pseudo-
adventurists, they’re totally wrong.
This is a very serious all-rounder
motorcycle, with genuine off-road
capability matched to class-leading
on-road performance.

CHASSIS
A larger front wheel performs
better off-road, and the spoked
wheels accept tubeless tyres. An
aluminium twin-sided swingarm
replaces the Multistrada 1200’s
single-sided unit.

CORNERING LIGHTS
Standard on the Enduro, the
bike’s Inertial Measurement Unit,
which supplies lean-angle
information to the cornering ABS,
also aids the progressive
illumination of a bank of LEDs
inside the headlight when tipping
into a corner.

TYRES
With a 19in front wheel, the
Enduro is far more trail-focused
than the ‘standard’ Multistrada.
Buyers can choose the relatively
smooth Pirelli Scorpion Trail II
tyres, or the knobbly Pirelli
Scorpion Rally.

SUSPENSION
The Ducati Skyhook Suspension Evolution system allows for
continuous rebound and compression damping adjustment. An
accelerometer on the steering yoke, one at the rear of the bike
and one inside the control unit provide data on sprung weight
while an accelerometer on the fork bottom provides input on
unsprung weight. At the rear, another sensor measures
suspension travel.

TECHNOLOGY
Cornering ABS, traction control and
wheelie control are standard on the bike,
and Vehicle Hold Control has been
added, which applies the rear brake for
up to nine seconds when the rider
applies firm pressure to the front or rear
brake levers when at a standstill with
the side-stand up.

LEFT: The suspension is
electronically controlled as
standard.
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Still no level
playing field
High Sider

I
n 1984 my dad bought a VCR, and the first
thing I watched was V Four Victory, a record of
Joey Dunlop’s 1983 F1 race at the Ulster GP and,
significantly, an onboard lap of yer maun riding
round the Isle of Man TT circuit.
It was the first time we watched bike racing

from a vantage point that still leaves us wide-
eyed in admiration and fear today, although now it’s
Guy Martin, Ian Hutchinson and Bruce Anstey on that
YouTube instead. In fact, before writing this sentence
I’d just spent a few minutes with John McGuinness
on his 132.7mph lap record, set last year. It’s great,
isn’t it, this internet. Not so long ago, the only way we
could experience the sensations that just electrified my
synapses would be to spend 44 years being a stocky
ex-bricklayer from Morecambe.
But that’s technology. It takes the preserve of an elite

and spreads it, like jam, across the bread and butter of
the masses so we can all have a taste, even if we can’t
actually own the means to full-scale jam production.
Its function is to grant a glimpse of the previously
unseen. It’s like the blossoming of literacy throughout
the working class thanks to the technology of print.
Or steam power granting the public access to long
distance travel. Or video recorders letting a bike-mad
teenager get a sense of racing the TT (or the internet
replacing the carefully considered printed product
you’re holding with pixelated opinions).
Later, at the tail end of the 1980s, I recorded

Eurosport’s grainy Grand Prix coverage before it got
all successful, ditched fag sponsorship and became
MotoGP. It was the age of two-strokes; bikes so
violent only a select band of Wild West cowboys
and ex-deported colonial commoners could race
them. With hair-trigger powerbands and bucking
bronco handling, watching Lawson, Gardner, Rainey,
Schwantz and Doohan leaving tiny ticks of rubber on
a converted Spanish go-kart track was an armchair
petrolhead’s porn. Imagine what today’s generation of
race fans would make of the spectacle. Boring! I want
my money back!
Because now I think about it, many of those ‘classic

era’ races were dull. No, it’s true – go back and watch
them again. The line between crashing and not
crashing was so fine riders spent fractions of a second
visibly straddling the physics-defying region between
the two. Blink and you’d miss it. It was what video
recorders were invented for.
Then, technology brought us DVDs while

marketing, masquerading as ecology, brought us four-
strokes (or ‘diesels’ as some commentators jokingly
called them, probably missing the irony). One had

New technology isn’t just good for
racing, it’s good for spectators and
armchair pundits too.

Who is
High Sider?
With a 25-year career
riding and writing about
motorbikes, both on
track and off, High Sider
has been fuelled from
the start by a passion
for racing. From the
technical aspects of
race bike design and
performance to the
motivations of the
people who ride them,
if it’s about going faster
in circles, it matters.

slow motion replays that didn’t wear out, the other
saved the planet – or at least, saved Grand Prix racing,
which is effectively the same thing. And now we could
watch again and again as a new generation of riders
went into combat with the forces of, among many
others, gravity, centripetal acceleration, gyroscopic
precession and camber thrust.
And boy, could we see it. Sideways was the new

forwards, as factories, tyre manufacturers, teams and
riders worked out how to make the bikes go round
corners. It wasn’t a job for spanner-twirling mechanics
– no longer stripping and rebuilding relatively simple
two-stroke engines at the trackside with a brew and
an Embassy No.1, much of their job was now bolting
a sealed motor into a frame and plugging it in. A
new breed of race technician appeared, with a large
forehead and clutching a lap-top. Electronics arrived,
with traction control widening the no-man’s land
between lap record and a crash. Riders didn’t so much
tip-toe up to disaster, poke it with a stick and then run
away, instead wading knee-deep into the fuzzy grey
area where bikes are neither crashed nor in control.
Of course, racing being racing, the world’s elite are

still the world’s elite and those who think anyone can
ride like Marquez, Lorenzo, Stoner, Rossi etc. if they
have the ‘safety net’ of traction control is an idiot.
Electronic control on a race bike lets the genius of
the best riders in the world become even more visibly
apparent – type ‘Marquez COTA slide’ into YouTube
and spend the rest of the day dribbling.
The problem is what these electronic systems cost,

not the spectacle they rob. In British Superbike,
hyper-expensive traction control was outlawed in
2012 when systems could top £40,000 per bike. Four
years later, the electronic brain on a litre sportsbike
is more sophisticated and a fraction of the price. It’d
still need a technician in the pits to get the best from
it, but it’s debatable whether BSB’s current ‘limited’
traction control – which cuts cylinder ignition on a
corner-by-corner basis – is any less labour-intensive
or expensive. Same goes for MotoGP, where all teams
now run the same limited electronic packages – can
anyone tell? Has it levelled the playing field? Doesn’t
look like it, so far.
And, in 1080p, trust me: I’m looking very, very

closely indeed.
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Ask yourself what you really want from a bike, and
chances are the Tiger Sport could be the answer…

HONEST
PERFORMANCE
WORDS: John Milbank PHOTOGRAPHY: Allesio Barbanti and Matteo Cavadini

Triumph Tiger Sport
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Specification
2016 TRIUMPH
TIGER SPORT
Price: £10,300

Engine: 1050cc liquid-cooled 12-valve
dohc triple

Power: 125bhp (93kW) @ 9475rpm

Torque: 78lb-ft (106Nm) @ 7000rpm

Transmission: 6-speed, chain
final-drive

Chassis: Aluminium beam twin-spar
with single-sided aluminium swingarm

Suspension: (F) Showa 43mm
upside-down fork, fully adjustable; (R)
Showa monoshock adjustable for
preload and rebound damping

Brakes: ABS (F): 2x 320mm floating
discs with four-piston Nissin calipers;
(R) Single 255mm disc with two-piston
Nissin caliper

Tyres: Pirelli Angel GT (F) 120/70 ZR17;
(R) 180/55 ZR17

Seat height: 830mm

Kerb weight: 228kg

Tank capacity: 20 litres

Economy: 54mpg (claimed),
42mpg (tested)

Contact: www.triumphmotorcycles.co.uk

the 20 litre tank should give a range
of over 210 miles.
A decent-sized storage area under

the seat will easily swallow a phone,
passport, wallet and more, with a
convenient USB charging port
sharing space with the on-board
diagnostics (OBD) connector. A 12v
power socket is located just below the
tank on the left of the engine.
Another neat touch is the self-

cancelling indicators, which will
switch themselves off after eight
seconds or 65m. Personally, I think
that’s too soon, particularly on large

roundabouts, but as you can
deactivate them in the options menu
(rather than have to pay a dealer to
turn them on or off as with my KTM
1050), it’s a worthy addition.
The kerb weight is slightly up, at

228kg, but that 2kg gain is unlikely to
be noticed.

ON THE ROAD
With unchanged geometry and
suspension, it was no surprise to find
that the new Tiger Sport still handled
superbly on the tight switchbacks and
sweeping bends of our test route.

I couldn’t help but be impressed by
the ability with which the fully-
adjustable 43mm Showa upside-down
fork and Showa shock remained
smooth and compliant, yet hugely
forgiving when I found myself
barrelling into a corner too quickly
– braking on the front even fairly
hard, and quite deep into a turn
didn’t cause the Triumph to sit up.
The rear shock is adjustable for
preload and rebound damping,
though both are done with a
screwdriver, so no skinned knuckles
here from an awkward C-spanner.
The Triumph has a very neutral feel

– tipping it into corners is easy but it
is more than happy to hold any line.
It’s a credit to both the development
riders and Pirelli, which gives the
Tiger its excellent Angel GT rubber.
The three riding modes can be

switched on the go – rain reduces
power to 99bhp, and gives a more
involved level of traction control.
Road is full power, with a smoother
delivery, and Sport has the more
direct throttle response. Both use a
less energetic level of traction control,
which can be switched off in all
modes, but resets whenever you fire
the Tiger up.
To be honest, I felt little difference

between Road and Sport, but that’s
mainly due to the fact that the
fuelling is so wonderfully smooth.
It’s easy to roll on and off the throttle
without ever getting that choppy
feeling of some more aggressive

BELOW: Frame is
unchanged from
the previous
model.

ABOVE: The
Tiger’s new
silencer is lighter
than before, with
a 38% improved
gas flow.
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David Lopez, Triumph development rider
MSL:What were the main areas of
development for the 2016 bike?
DL: There are no geometry changes
between this and the 2013 bike, just a slight
difference in weight distribution, due to the
lighter silencer and slightly heavier screen.
We want every Triumph chassis feel to

be completely neutral, so, for instance,
being able to trail-brake without the bike
standing up is really important. The brakes
are the same as before, but there’s a little
more mechanical advantage in the lever, by
positioning the master cylinder further away
from the end of the bar, allowing the lever
to be longer.
I’m not an engine guy, but I can tell you

that my colleagues have heavily focused –
both with the Speed Triple and this bike – on
increasing the character of the engine and
the strong feel in the mid-range. The
sensation was intended to make the bike
feel a lot stronger than the previous one.
We know we will not win the battle of

maximum power – we believe that this
maximum figure is something that people will
understand is not that relevant when you’re

talking about engine performance, as much
as it is where the power is and how it is
delivered – that is what is making the engine
characterful, useful and fun. We could
develop our engines to make more power, but
there is no way you can have more torque in
the middle as well as much more power at
the top, unless you have significant updates.
In many ways, Euro 4 has been beneficial

to the industry as a whole – the predictions
that the restrictions would kill sports bikes
were wrong. We have made a more
characterful, more fun engine that is
respectful to the environment. When you
have the challenge of developing something
to meet new standards, then you have to
dedicate more time to do it, this way more
clever ideas come.
Nothing is significantly changed [in the

Tiger Sport], but everything is optimised. In
doing so, it gives us another chance to look
at changing things like the sound character.

MSL: Do you think there’d be any advantage
to introducing more advanced cornering
ABS and traction control to this bike?

DL: New technology is always welcome, but
what I can tell you is that we are convinced
by the level of safety that we are providing
with this system. When you have more
available information [like when using an
Inertial Measurement Unit], you can produce
systems that have more performance on the
racetrack, for instance.
Is it worth introducing this technology?

Yes, but it’s expensive technology and the
competitive price of this product limits what
you can provide. You can throw technology at
a bike, but eventually you will make it so
expensive that not many people can enjoy it.

adventure bikes; pillions should love
the Tiger. Changing modes requires
reaching across the bars to the clocks,
then closing the throttle and pulling
in the clutch. It’s a little clumsy, but
you’re unlikely to be switching
between them that often. The rest of
the switchgear is well placed, though
practice will be required to navigate
through the well-specified clocks,

which hide two trip meters, clock,
average speed, journey distance and
time, average and live fuel
consumption, fuel gauge and range to
empty. The digital speedo sits next to
a large analogue rev-counter, which
also carries a comprehensive array of
warning lights.

The Triumph is plenty fast enough,
but that smooth throttle does come at

the cost of a little punch out of
second and third gear corners. It’s
down to riding style, and discussing it
with another journalist, we agreed
that the engine and package is superb,
but my slow-in, hard-out riding style
seemed to have me noticing the slight
lull more than his smoother (and
frankly better) style. Winding the
throttle on in a corner gave a slight

BELOW: The
Tiger Sport
comes in matt
black or silver,
both at the
same price.
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impression of the bike holding back a
little, lacking the kick up the rear that
bikes like the KTM 1190, or even
1050 Adventure, give. You don’t
notice it all the time, and not out of
tight hairpins in first gear… but if it’s
the price to pay for such sublime
handling and comfort, then it’s
unlikely there’ll be any complaints.

I didn’t find the traction control in
any way intrusive – the warning light
would flash occasionally when
clipping bumps in first or second at
wide throttle openings, but I didn’t
feel it intervene. Right at the end of
the test though, I rode over
something very slippery as I exited a
roundabout – maybe it was the silly
paint the French seem so intent on
using for crossings, but it wasn’t wet
so it could have been some oil.
Whatever it was, the back kicked very
quickly out of line, before snapping
back in place. As it was uphill and I
didn’t notice any drop in speed, it
seems likely the bike’s brains caught
me before I could shut the throttle.

Triumph says the gear change
engagement has been improved, and
while I couldn’t find any other
journalists on the launch that
complained, I thought my bike
occasionally felt a little heavy to
select. These were box-fresh machines
though, so it’s likely it would loosen
off, and my thin-topped boots didn’t
help. I wasn’t the only one to
occasionally drop into neutral when
switching up or down between first
and second – a positive selection
seemed important.

The torque-assist clutch allows for
lighter springs to be used, and the
span-adjustable cable-operated lever,

connected to a new forged lifter arm,
is very light – Triumph says it reduces
lever effort by up to 48%. It’s just
another thing that adds to the
comfort of a bike that, over our
entire route, gave me no discomfort.
At 5ft 11in, the 830mm-high saddle
allowed me to comfortably get both
feet on the ground (which made
moving it around gravelly lay-bys
very confidence inspiring), yet also
managed to provide a roomy seating
position with no aching whatsoever
in my behind.

One journalist, at 6ft 5in, also said
he found the bike comfortable, as did
another at 5ft 7in, though he could
only get one foot on the floor (a lower
seat is available as an option).

The new screen, which is adjustable
on the move with one hand, is
matched to a pair of deflectors on
either side that do appear to work
well. We didn’t have the opportunity
to ride any motorways, but on the
longer straights where speeds really
grew I didn’t suffer any unusual noise
or buffeting.

Set at its highest, it didn’t take
much for me to crouch down a little,
eyes still above the screen, and be in a
bubble of still air.

New hand-guards are also a
welcome addition, very effectively
protecting your hands, and a great
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BELOW: Power
and torque are
both improved
slightly over last
year’s model,
giving a very
smooth spread
across the revs.
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complement to the optional heated
grips, which are internally wired and
of a slim design, so should look great
as what will doubtless be one of the
most popular additions.
Full luggage is available of course,

and owners of the current model will
no doubt be pleased to hear that,
although the panniers and top-box
have been updated, the previous kit
will still fit the new bike.
But should those who are riding

the 2013 model rush to the dealer to
update? At £10,300, 2016 sees a £401
price increase – those who bought
last year shouldn’t be kicking
themselves for not waiting, but the
improved weather protection and
traction control certainly justify the
hike in price.
If owners really are as passionate

about their bikes as Triumph says, it

may be a while before bikes that
are just three years old get traded
in for the newer model. But it
would be no surprise to see many
PCP deals drawing to a close and
buyers switching straight to the
newer model.
Triumph has had a spectacular year

– this was the last of the launches
from the Hinckley manufacturer, and
the Tiger Sport will likely be
overshadowed by the excitement
surrounding the awesomeThruxton
R, the stunning T120 and the
ever-popular Explorer range.
But as a perfectly-considered sports

bike with serious touring capabilities,
the Tiger Sport is an absolutely
brilliant motorcycle, and should be
on the test-ride list of every potential
adventure bike, sportsbike, touring
and commuter buyer.

Closest rival:
KAWASAKI VERSYS
1000 – £9949
Triumph sees the Versys, as well
as the Suzuki V-Strom 1000 and
Aprilia Caponord as the main
competition to the Tiger Sport.
We’d add KTM’s 1050 Adventure,
which is similarly priced and also
quite road-focused. The Kawasaki
is a little cheaper, but it weighs
250kg, and does feel slightly
more portly than the Triumph.
Making 120bhp and 75lb-ft,
it’s a very good motorcycle
that gave a healthy 48.5mpg
when I last rode one. The
Tiger, however, feels the
more premium bike, thanks in
part to its smoother-shaped
plastics and very high quality
suspension.

COMFORT
The Tiger Sport is comfortable
like an adventure bike, but
without the height, making it
much easier to handle when
moving it about and very easy
to enjoy when riding. The
natural riding position also
feels good when dropping
down to a more sporty tuck.
A comfort seat is available as
an option, but with the
standard one being so good,
it seems unnecessary.

ENGINE
Built in Hinckley, the new Tiger
Sport’s engine modifications not
only meet Euro 4 regulations –
essential for all bikes from 2017
– they also improve mid-range
and peak performance, as well
as fuel economy.

EQUIPMENT
A new adjustable screen,
wind deflectors on the nose
and handguards improve wind
protection. Mirrors are
excellent, and the new rider
modes are paired with traction
control to complement the
ABS that the previous bike
already had.

HANDLING
The suspension, chassis and
geometry is exactly the same
as the 2013 model, which is no
criticism, as it was a superb
set-up, with no need to alter.
The rear shock’s
preload can
be adjusted with a
screwdriver, rather
than a clumsy
C-spanner.

BRAKES
Largely unchanged over the
previous model, the lever ratio
on the master cylinder has
been tweaked to require less
effort. The brakes are strong
and progressive, with a
two-channel ABS system.

RIGHT: The dash
is clear and
reasonably
simple, with the
riding modes
changed by the
‘M’ button.
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Minor refinements are aimed at improving one
of the most manageable and popular
motorcycles on the market…

POLISHED

WORDS: Chris Moss PHOTOGRAPHY: Honda

2016 HONDA NC750X DCT

PRACTICALITY
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H
onda’s NC750X is
very much an
under-the-radar
bike. It’s a fair bet
you’ll never see the
54bhp parallel-
twin roadster

dominating a magazine front cover,
or read rave reviews on it from most
journalists. It’s not a headliner likely
to have motorcyclists extolling its
virtues down the pub until last
orders. Yet the 750 is still a very
worthy bike and one of Honda’s more
popular models – it was the firm’s
best selling big-engined bike in
Europe in 2015. Owners like its
user-friendly nature, its practicality,
its economy, its no-nonsense type of
character. When it comes to sensible
and purposeful, the NC is a real
class leader.
For this season it’s been altered

for the second time. Not in a radical
way, just honed and improved subtly
via a selection of low-key mods and
updates. Perhaps the conservative
level of change shouldn’t be a
surprise. NC customers might
want better, but I’d wager they
don’t want different. Well, not too
different anyway…

NEW LOOK
Looking distinctly more appealing,
thanks to its restyled bodywork, the
2016 model has a sharper, much
more up-to-date appearance. The
less-rounded shapes give the Honda
more contemporary visual clout, as
do the new clocks, angular exhaust,
and LED head and tail-lights. The
new machine certainly dates the
current model quite appreciably

when it comes to aesthetics. However,
from a dynamic view you’d guess
there shouldn’t be too much
difference in the way the new bike
rides; the low-revving 745cc, 270°
parallel twin motor is claimed to be
unchanged. Even though the exhaust
is said to be freer-breathing, Honda
quotes exactly the same peak power
of 54bhp at 6250rpm, and 50lb-ft of
torque at 4750rpm.
More interestingly though, changes

to the suspension do sound like they
might represent a marginal step
forward. The current bike’s setup isn’t
bad, but the new fork damping and
pre-load adjustable shock could well
sort out what can be deemed as a
shortcoming of the current machine.
Given around a third of all NCs

sold (in the UK, it’s nearly a half of
them) are equipped with Dual Clutch
Transmission, it’s understandable the
setup has been altered for 2016. The
S (Sport) mode now has three levels
with which to tailor the timing of the
automatic gear changes to suit the
rider more. You can have the engine
rev higher before the next ratio is
selected to give keener acceleration,
and have it drop down a gear sooner
to increase engine braking.
With the lower-revving D (Drive)

mode option available to provide
greater economy, a fully manual
option, and another two buttons to
change up or down through the box
when the rider fancies overriding the
auto selection, you can pretty much
have what you want, when you want.
The DCT now has what Honda

refers to as ‘Adaptive Clutch
Capability Control’ to manage clutch
torque, which is a fancy way of saying

The DCT engine gives riders a much easier, more relaxed ride.
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Specification
HONDA NC750X DCT
Price £7049
(manual gearbox model £6649)

Engine: 745cc, liquid-cooled SOHC eight
valve parallel-twin

Power: 54bhp (40kW) @ 6250rpm

Torque: 50lb-ft (68Nm) @ 4750rpm

Transmission: Six-speed, DCT, chain
final drive

Frame: Steel-tubed diamond

Brakes: (F) 320mm disc,
2-piston ABS caliper;
(R) 240mm disc, 1-piston ABS caliper

Suspension: (F) 41mm fork, no
adjustment; (R) Monoshock,
adjustable preload

Seat Height: 830mm

Kerb weight: 230kg

Fuel capacity: 14.1litres

Contact: www.honda.co.uk

The 2016 model has a
sharper, much more up-to-
date appearance. The less
rounded shape gives the
Honda much more clout

there’s better
‘feathering’ of the
clutch when the
throttle is being
opened and closed.
This should make
the bike feel better
in congested traffic.
It’s also claimed you
can now select the auto
setting quicker, and the
latest DCT arrangement
can now better adjust
gearchanges to suit gradients.

There’s a little more room in
the fake tank too, thanks to its
lid being deeper to give an
extra litre of capacity; it also
has some ‘utility rails’ to let
you strap more luggage on
top, and there’s a chance to
secure items on the underside
of the lid thanks to a quartet of
bungee pegs.

A 70mm taller screen provides
more shelter, with a central duct cut
into it to equalise pressure, and slots
on each side to reduce noise. The list
of alterations for 2016 is completed
by new clocks, right-angled tyre
valves to give better access, an
improved anti-theft HISS
immobilising ignition switch, and
new ignition switch.

ASSESSING THE
CHANGES

I like to think I had a bit of a
head-start in assessing the 2016

NC750X at its launch in Malaga,
Spain. I’ve had one of the current
models now – in DCT spec – for
six months and over 5000 miles.
Given I know it’s a bike you need

to spend quite a bit of time with
to fully appreciate, and
certainly to avoid
misunderstanding, I feel I’m in
a good position to give first

impressions on the new model.
The fact I rode my 2015 to the

airport the day before flying off to
Spain to try the new one was bound
to help with the freshness of the
comparison. Getting aboard naturally
felt familiar as the contact points and
their relative positions haven’t been
changed. That’s no bad thing at all,
and I know from personal experience
hat doing 500 miles or more on an

NC won’t alter the way you’re able to
walk at the end of the trip. The new
bike’s taller screen is an improvement
– certainly as protective as the higher
official Honda aftermarket screen I’ve
fitted to my long-term-test NC750X.

More obvious though is the way
the 2016-spec bike’s suspension
improves ride quality. Where there’s a
slightly loose, vague feel to the way
the current machine’s suspension
deals with the road surface, the new
bike gives no such impression.
Feedback is good, and when the front
wheel hits more serious bumps, the
fork absorbs them progressively,
rather than giving the harsh response
of the current model.

Honda claims the only difference
between this, and last year’s rear
shock is the new seven-way preload
adjuster. But I’d say the rear wheel
follows the road surface in superior
fashion too. I don’t think the
improvement is as great as it is up at
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the front, but it’s better. Just like the
current bike, the stopping power is
more than good enough.
The engine is very easy to use,

offering very friendly flexibility, if a
modest level of power. In saying that,
what it does have, it delivers well.
And given its best potential exists at
quite low revs, with the redline set at
just 6500rpm, the parallel twin is very
suited to the DCT gearbox
arrangement. When you do rev it
harder, the new exhaust system
makes a pleasant, fruitier sound.
Only the DCT version of the

Honda was available at the launch,
and as usual I got on well with the
system. I really rate the fuss-free way
gears are changed. There’s no
interruption in power, no temporary
pitching, no need to juggle with any
throttle and clutch action. Think of it
as a quickshifter, but with no need to
do anything at all to execute the
gearchange. It’s magic, and I love it. It
should be added I wasn’t a fan of
DCT for the first couple of hundred
miles on my long-term-test bike; I
considered it unnecessarily novel and

felt it made the riding less involved. I
heard murmurs of this sort of
criticism from other riders on this
test, so I guess DCT can be an
acquired taste. There was talk of
premature upward changing by some
too, even when the sportiest of the
three S mode settings had been
selected. I was happy with the way my
bike changed so maybe it was just a
question of extra experience, or
keener use of the throttle which is
also influential on the timing of the
gear-change.
Besides, whenever I need a

different gear to the one automatically
selected, I just tap the bar-mounted
button to instantly and securely get
what I want. I’m not sure (yet)
whether there’s a need for as many
different settings in S mode as are
now available, but like the DCT
system itself, the extra levels might
take time to fully appreciate.
On the way back to Malaga we

took the Honda ‘off-road’, but as the
terrain wasn’t that challenging, and
could probably have been tackled by
a Fireblade, I dismissed its value.

ABOVE: The
usual tank area
is storage space,
while the filler is
under the pillion
seat – not a
problem unless
you have luggage
strapped to it.

RIGHT: Storage
inside the ‘fake’
tank has been
improved.

Junici Sakamoto, NC750X project leader and Kosaku Takahashi,
DCT electronics engineer
MSL: Who and what influenced
the changes to the new
NC750X?
JS: It’s been two years since the
last upgrade of the bike and lots
of customers are happy with
their purchases. But we like to
get feedback to find out what
they like, and what they’d like
more of. We speak to them via
customer surveys; from
information dealers gain from
discussions with them, and at
shows like the NEC and Intermot.
Then we have lots of discussions
in R&D in Japan to decide what
we’d like to implement.

MSL: Who is the typical
NC750X customer?
JS: The average customer for
the NC750X is slightly older,
mainly aged between 45-55.
They use their bike for a range
of different things like
commuting and one or two
day trips, with and without
pillion. We fitted the larger
screen to help the touring rider.
Most owners are more
experienced riders who enjoy
the bike’s usability.

MSL: Do you see practical, easy
to ride bikes like the NC750X
becoming more popular?
JS: Yes. The market is moving
more that way. There’s less of a
fixation with power, even with
younger riders. More and more
customers like bikes that are
easier to ride and have a lot of
torque lower down the rev
range. Introducing the first
NC700X was quite a test for us
to begin with; it challenged the
preconceptions of customers by
having an engine that was very
different in the way it made its
power. But as it’s sold well, it’s
given us a lot of confidence. The
sales of the 750 have continued
to go well even with many other
new bikes coming to the market
from other manufacturers. It’s
an extremely important model
for us, and we want to keep
getting feedback to keep
continuing to evolve it.

MSL: Are you surprised by how
well the bike has sold?
JS: It’s been surprising in a
pleasant way, by selling well in
every single region where it’s

been available worldwide. We
think the main reasons for its
success are its flexible engine,
excellent fuel consumption, and
good price. We knew the original
NC700 version would be seen
differently, but we were quite
confident it would do well –
even if the journalists weren’t
so keen on it!

MSL: Will you ever make it
more powerful?
JS: It’s possible, but what we’d
need to ensure is that if we gave
it more top-end power, we
wouldn’t lose any of its qualities
further down the rev range, lose

any of its torque, or make it
vibrate for instance.

MSL: Will we see more Hondas
fitted with DCT?
JS: Yes, we’d definitely like
to put it on more and more
models. Customers like DCT
because it’s easy and fun to use.
We’ll continue to refine it and
make the system as advanced
and intuitive as possible. We
even think it could be a good fit
for the Fireblade, but we’d need
to make it lighter and smaller
first. As the system evolves
though, its size and weight
will decrease.
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Once back on the road, I began to
enjoy the agility of the NC along the
hilly and twisting routes once more.
Before long we were back in the town
congested by Friday evening’s traffic.
But this is where the NC performs at
its best, especially with DCT, which
guarantees correct and positive gear
selection. The same easy, flickable feel
that helps it scythe through
countryside corners gives the Honda
manoeuvrability to get through the
traffic, with the friendly and very
usable engine complementing the
chassis manners perfectly. Just like
the current machine, the new bike
has a lovely friendly balance to it.
Commuting can never really be called
a pleasure, but the progress the
Honda can so effortlessly make
certainly reduces the stress of it.

Whether you think the £150 more
you’ll have to pay for the new bike is
worth it (the current stock of some
current machines is being discounted
by as much as £500) depends very
much on your priorities. I think it’s a
superior machine, something that
was again apparent when I rode my
‘lesser’ 2015 bike home much later
that evening from Gatwick. It looks
nicer, has better suspension, and the
larger screen and ‘tank’ storage space
make it a little more practical.
I doubt owners will feel any urgent

need to update to the latest NC just to
stay ahead of the Joneses. I still wish
it had a bigger fuel tank, better access
to fill it, and a louder horn, but given
time I’ve got a sneaking suspicion I’ll
probably be able to appreciate the
2016 bike’s advantage even more.

INTEGRA S SCOOTER
Like the NC750X, the Integra S features many of the
same updates for 2016. It’s a machine I could really
sing the praises of… instead, I’m going to compliment it,
but only up to a very relevant point.
The scooter is effectively an NC750S dressed in

different clothes. Equipped with the same 745cc
parallel-twin engine (but only available with DCT), the
Integra S has plenty of performance in town and out.
As happy in Malaga’s traffic-laden streets as it is
running along the empty roads of the hills around it,
the Honda has plenty of versatility.
One other real bonus point is the use of the same

size 17in wheels as the NC. This gives the Integra S
much more predictable handling, and even on slippery
surfaces doesn’t give the impression the front wheel
will tuck as it can on small-wheeled scooters. Brakes
have good power and feel, and the suspension
(featuring the same upgrades made to the NC, but
without the new shock preload adjuster) copes well.
With good weather protection, the Honda could be a

winner. I say could be, because it has one serious
omission – sufficient storage space. With the under-seat
compartment only big enough to pack a very shallow
open-face helmet, the practicality of the Integra S is
ruined. You wouldn’t buy a family car if it didn’t have a
boot would you? Honda’s answer is to buy its
aftermarket top box and panniers. But that not only
increases width, it adds to the considerable £8149 price.

Power: 54bhp @ 6250rpm

Torque: 50lb-ft @ 4750rpm

Kerb Weight: 238kg

Price: £8149

New LED lights and sharper styling should make the NC
more appealing.

Dash displays driving mode, gear, economy and a digital fuel gauge.
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It might not be the most powerful engine, but too many other journalists have
missed the point of the very capable Honda.

CLOSEST RIVAL:
SUZUKI BURGMAN 650 EXECUTIVE,
£8999
Another hugely practical two-wheeler, the Burgman is
very easy to live with. Massively comfortable, it’s
equipped with heated seats and grips, electric
windscreen and folding mirrors. Very useful under-seat
storage space measures an impressive 50 litres.
Parallel-twin engine develops the same peak 54bhp as
the NC750X, and also features a semiautomatic
gearbox. Not as advanced as the Honda’s, it has two
modes, Power and Drive, as well as a button-adjusted
override to select the five gears manually. But a dry
weight of 277 kilos means it’s less agile, and its small
wheels can make handling feel twitchy at times. Thirst
and 15 litre tank can limit fuel range to half that of the
Honda when riding faster And its extra civility comes

INSTRUMENTS
Depending on the setting, via the
different coloured display of the tacho
segment, you can check which drive mode
and gear you’ve selected, how economical
the engine is running, and whether you’re
running within a pre-set rev range. There’s
also a fuel gauge and clock.

STYLING
New sharply-styled bodywork,
LED lights, instruments, and
attractive angular front-end
can give the Honda a much
fresher and more modern look.
It’s a distinct improvement over
the relatively dowdy looking
current model.

BRAKES
Front is handled by a new twin-piston
Nissin caliper biting a 320mm wavy
disc. At the rear a 240mm wavy disc is
gripped by a single-piston caliper.
Two-channel ABS prevents wheel
lock, and a hand operated parking
brake grips the rear disc. The Honda
cannot be left in gear to stop it
running away on hills.

SUSPENSION
New internal settings
of the 41mm forks,
including Showa Dual
Bending Valves, give
improved compression
and rebound damping
control. Resulting in a
more precise,
progressive movement
with improved feel, the
front end absorbs more
serious bumps with
noticeably less
harshness. The rear
shock now features a
7-position adjuster. It’s
claimed to be
otherwise unchanged,
but its action feels
superior.

ENGINE
No changes for the low-revving Euro
4-compliant, 745cc sohc parallel-twin
engine. The low rpm power and torque
gives it a flexible, prompt and useful
delivery. The DCT’s auto settings
ensure the engine won’t hit its
6500rpm limiter. Expect 60-80mpg
from the power-plant. Twin balancer
shafts ensure smooth running.

DCT
Adding £400 to the cost of the bike, the clever
DCT automatic gearbox arrangement offers
clear advantages. Requiring no involvement from
the rider, the system changes gears positively
and seamlessly. Sport mode now has three
levels to allow a greater choice of gearchange
timing, a Drive mode for greater fuel economy,
and bar-mounted buttons to swap gears
manually. Launching the bike quickly and cleanly
from a standstill is simple as it’s impossible to
stall the engine.

The same, easy, flickable feel that
helps it scythe through corners
gives the Honda manoeuvrability
to get through traffic
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Who is
Cameron?
Kevin is one of the
most widely-respected
technical gurus on the
planet. Author of some
of the most iconic and
landmark books in
motorcycle publishing,
the American brings
the innermost workings
of what goes on in an
engine to the fore in an
easy-to-access way.
Simply put, Cameron is
a genius of all things
metal that are fixed
to two wheels

The role of
development
Kevin Cameron

I
n his own time, the Baroque German composer
Buxtehude was regarded as ‘the real thing’ and
old J S Bach was dismissed as a provincial.
Retrospection and the passage of centuries have
reversed those estimates. In similar fashion,
the 1920s made TT results essential to sales in
a booming motorcycle market, but a quarter-

century later, that investment in high performance was
regarded as having both ‘ruined racing’ and having
dissipated income that would have been better applied
to development of a product more refined than the
raffish high-performance singles of that era.
The charge of ‘ruining racing’ arose from the TT’s

evolution away from its origin as a Tourist Trophy
event intended to demonstrate the durability of
production models, and into an outright contest
of sheer speed over distance, using equipment too
specialized and expensive to have any relevance to the
needs of everyday motorcycling.
And 25 years after that, books were being written

showing that the intensive development of the single-
cylinder motorcycle engine for the TT was adopted
wholesale into highly sophisticated four-cylinder
Grand Prix engines such as those of Vanwall and
Coventry Climax. In this view, the use of intake and
exhaust wave tuning and the evolution away from
steeple-domed pistons in slow-burning orange-peel
combustion chambers, toward faster burning flatter
chambers had their start in the specialized TT racers
that notionally ‘ruined racing’.
We may ask what kind of more refined product

Britain’s motorcycle industry of the 1920s should
have been developing, instead of ladling that same
surplus income into development of overhead valves,
aluminium cylinder heads, and overhead cams?
Historical perspective rules here, just as it has in
taste in Baroque music. When the Great Depression
contracted sales in the 1930s, both cars and
motorcycles suffered, but when recovery came, it was
cars that rebounded, while motorcycling had lost most
of its producers.
At the time, many saw this as the result of

developing the wrong product. It was proposed that
smooth, quiet, easy-starting motorbikes aimed at a
mass market were the correct choice, while developing
powerful singles whose starting was a very athletic
process was a mistake. In that view, more car-like
bikes could have survived hard times as well as cars
did, for both would have been necessities of life rather
than temporary accessories for fast-living young men.
Cars greatly widened the citizen’s choice of housing

as new communities sprang up around the cities, not

served by rail. Why, it was asked, did more sensible,
domesticated motorcycles not seek this role?
Yet after the Second World War ended and

production of motorcycles and cars resumed,
‘civilized’ two-wheelers such as Velo’s LE, the Sunbeam
S7, and various pitiful attempts at scooter production
failed to light the public’s fire. The motorcycle had
already been defined, apparently, so what buyers
wanted was more of what they could recognize as
a motorcycle – BSA Gold Stars, Velos, and the one
successful new development – the British export
parallel twin (as built by Triumph, BSA, Norton,
AMC, and Royal Enfield).
Today we see this automotive success and the failure

of the ‘domesticated motorcycle’ as simple economics.
Given the choice between a car, manufactured using
economical modern production systems, and a not-
much-less-expensive motorcycle built using labour-
intensive prewar methods, people bought cars.
After the war, motorcycles resumed production first

because the capital cost of doing so was lower than for
cars. Bike production in Germany in this period was
explosive. Yet when economical car production was
established, motorcycles were again relegated to the
sporting-minded rider.
New truths about the motorcycle are no doubt

currently in formation. When Japan saw the large US
leisure market pinched by the recession of 2008/9,
they deftly switched to the transportation markets of
Southeast Asia. Round and round it goes.
When Indonesian motorbike dealers were asked

why lower-priced Chinese scooters and bikes had so
small a market share, the reply was that the low-priced
machines were not generally backed by networks
capable of delivering parts and service. Such networks
had been central to the survival of Japan’s Big Four
in the 1950s, when more than 200 makers and
assemblers fought to the death for market share.
All that remains of much of historic motorcycling

is in books. We can only imagine the endless rows
of machines, driven by slapping overhead belting,
each attended by its operator as lads pushing carts
distributed and collected workpieces. I think of
lunches in company canteens, and of flat-capped men
moving through factory gates as the whistle blows.

Kevin Cameron questions whether a race
to be the fastest irreparably damaged
the motorcycle’s potential in the face of
the ever more affordable motor car…
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ABOVE:
1. Shaft drive –
the holy grail for
long-distance
tourers.

2. LED lighting
draws less power
from the battery
and alternator.

3. Big, clear
clocks with
plenty of
in rm o
including ar
position
indicator.

4. Panic braking
does t to ee
the AB c e on

,
w se

t ’ .

Closest rival:
KAWASAKI 1400GTR
£13,699
Sitting between the base and AE
models of Yamaha in price, the
shaft-driven GTR comes with
panniers, heated grips and a fuel
economy assistance mode that
leans the mixture. The fast tourer
makes 153bhp @ 8800rpm and
100lb-ft @ 6200rpm. Close
figures to the Yamaha, with a
similar seat height of 815mm and
a slightly heavier kerb weight of
305kg. A 22 litre tank could
slightly limit touring potential.

Using LEDs front and rear (which
draw less power), the AE and AS
versions benefit from the new
adaptive lighting. Above each
headlight is a row of smaller LEDs
that light up dependant on the angle
of lean. Using an Inertial
Measurement Unit (IMU), the system
detects five degrees of lean and then
illuminates the innermost LED on
that side to light up where you want
to go – not where the headlights are
pointing. Crank it over further an
the remaining lights will enga
predetermined angles. We’v seen
this before in the ma , ut it’s a
first on a Yamah .
I ad si ese areas, and

to tamper with the
ge elsewhere, the enhanceme

made to the FJR are all the more

bike’s price. The standard version
(denoted the FJR1300A) gets
conventional (not USD) and
non-electronically adjustable forks
– as well as the rear shock having to
be adjusted manually. The adaptive
light system is also omitted to get it to
hit its £13,299 price point.
For the electronic suspension that

sorts preload and damping you’re
looking at £14,799 for the AE version.
Add the auto clu ption to turn it

l and the price hits
£15,499. only when you hit these
heig s hat you get the adaptive
lig ts ‘thro ’.

TO THE LIMIT
pecs and

p e is detracting from disc
the bike’s k
n ’t

1 2

3 4

surprise appearance on the FJR at
MotoGP, but I’d wager they would
have a hoot on the bike.
It shouldn’t work here, what

the bike’s i era e wet
wei f 292kg (not helped by a tank
t at can fit a generous 25 litr of fuel
in), but the enthusiasm of the
inline-four motor is h o
– s o n
ushing en a e, set the

pre oa n le ri e
ension to a itio l

u es to m
.
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Specification
YAMAHA
FJR1300AE
Price: From £14,799

Engine: 1298cc dohc
parallel four-cylinder

Power: 144bhp
(107.5kW) @ 8000rpm

Torque: 102lb-ft
(138Nm) @ 7000rpm

Transmission: 6-speed,
shaft final drive
(automatic clutch
on AS)

Frame: Diamond-
shaped aluminium

Suspension: Electronic
preload and damping (F)
USD 48mm fork; (R)
Monoshock

Brakes: ABS (F) Twin
320mm disc with Nissin
four-piston caliper; (R)
282mm disc with
single-piston caliper

Tyres: (F) 120/70 ZR17
(R) 180/55 ZR17

Seat height:
805/825mm

Kerb weight: 292kg

Tank capacity: 25 litres

Contact: www.
yamaha-motor.co.uk

BELOW:
Cornering
headlights on
the AE and AS
models illuminate
as you lean.

it to speeds beyond 130mph with
plenty more to come – although all
that speed had to be shed by the time
the ensuing 90° left arrived. Medium
to hard braking was enough, with
only light pulses of the ABS’s
intervention felt, but knock this up a
level to full-blown panic braking and
the ABS doesn’t trust the grip levels
achievable by the dependable front
Bridgestone BT-023. At least the
traction control had more faith in the
Japanese rubber, not intervening once
despite abusive attempts to engage it.
As a cornering machine, there’s

much to appreciate – the pegs will
only grind if you’ve got an appetite
for their destruction, meaning that
you can make proper progress, so
long as you don’t overstep the line.
You have to brake while the bike’s
upright (there’s no cornering ABS
here), you have to respect the bike’s
weight, and changing direction
mid-turn is greeted with a
recalcitrant reluctance. In short, ride
well and the FJR will reward.
So what was the point of this

irreverence; excess in an arena the
FJR is unlikely to ever find itself in
again? Well, exit the circuit in any
direction you’d care to consider and
you’ll find some of the most

impressively twisty and well-surfaced
roads in Europe. Knowing what the
bike is ultimately capable of offers a
rider confidence galore in a
playground that’s worth crossing a
continent for.
After its abuse at Almeria, the

Yamaha’s motor was having a much
easier time on road. On track it loved
revving above 8000rpm, but now the
motor offered clean drive from just
1800rpm. Even in Sport mode,
delivery to the rear tyre – via the shaft
drive – was impeccable. Switch to
Touring mode and what was once
friendly now became loving. If you
want to hurry things along in this
mode the engine lingers a little in the
lower reaches of the range, but the
motor loses no power in this guise –
it just takes a little longer to get things
done. We’re all getting a bit like that,
aren’t we?
Another onslaught of toggling set

the bike in its most recumbent mode,
the soft damping setting additionally
tempered by knocking it down a
further three increments. The
electronic suspension has three core
settings – soft, standard and hard,
with adjustment able to go plus/minus
three stages. Changes are applied
equally to front and rear, so there’s no

micro-level tinkering available, but
having tested the spectrum, there’s
more than enough to be getting on
with. Additionally, preload settings
can change to accommodate luggage,
a pillion, or both.
What should have been

blancmange-like offered a decent ride
on, admittedly, billiard smooth
surfaces. Harsh application of either
throttle or brake would reveal the
suspension’s softness, but the pace
could be upped to brisk without any
detriment to the suspension’s control.

ABOVE: Pushing
hard will see
the pegs scrape,
but you’ll be
hard pressed
on the road.
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ABOVE: The
headlight
level can be
adjusted to suit
the bike’s load.

Take time to stiffen it all up, and it
reverts to its track manners.
And then there’s the rest of the bike

to consider. Fuel consumption isn’t
brilliant (it was too varied a test to
offer a definitive figure, but 35mpg
was a rough average for the spirited
country blast), nor are service
intervals (6000 miles), but they are
within the realms of acceptability.
Comfort, however, is superb, with

the ergonomics and seat to offer all
day contentment – and given the
choice I would have rather ridden
the bike back to Blighty than
suffered in Easyjet’s cheap seats. The
electric screen can be moved on the
go, but I preferred it on the lower
setting where the wind-blast would
hit my shoulders rather than
upping the noise levels on its
highest setting. Then there
are the small touches, like
the three-level heated grips
being individually
customisable between one
and ten, while the display is
clear (with a new backing to
make it easy to read in bright
conditions), mirrors well placed
and pillion seat very
accommodating. The standard
panniers can easily swallow up a
helmet, and Yamaha is now offering

SUSPENSION
Electronically-adjustable suspension (not on the
base model), allows the rider to select ‘One-up’,
‘One-up with luggage’, ‘Two-up’ or ‘Two-up with
luggage’. Each can be refined with ‘Soft’, ‘Standard’
and ‘Hard’ settings for a total of 12 options.

LED HEADLIGHTS
The AE and AS models get adaptive

cornering headlights that illuminate as the
bike is banked over. This is a first for Yamaha,

and uses an Inertial Measurement Unit.

SIX-SPEED ’BOX
Using new production techniques,
Yamaha has managed to squeeze a
sixth gear into the FJR’s gearbox,
providing the potential for increased
economy and a more relaxed ride.

EQUIPMENT
Cornering ABS is not fitted, though traction
control and cruise control are both built into
each model as standard, along with heated
grips. Panniers come as standard with all three
models in the UK – elsewhere in Europe the
base model doesn’t have them.

an official aftermarket top-box,
something to this point not
recommended by the manufacturer
due to stability issues. As a package
it’s got almost everything you’d be
looking for. The only obvious
omission is cornering ABS.
While at lunch, a German guy on a

BMW bike tour turned up, excited
that he’d just spied his first 2016 FJR.
He knew about all the changes,
quizzed us on the gearbox revision
and wanted to know about the

minutiae of the bike. I think we could
have sold him one there and then.
With the likes of BMW’s K1600

series offering bells, and the Kawasaki
GTR1400 providing the whistles, the
FJR1300 was in danger of losing loyal
customers looking for these
improvements. But Yamaha has
provided enough reasons to at least
visit a dealership for a sit. Or a test
ride. Or to work out a trade-in value
for your old one and a new monthly
payment to finance this new model…
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Specification
BMW F700GS [F800GS]
Engine: 798cc, liquid-cooled,
parallel-twin

Peak power: 75bhp (55kW) @
7300rpm [85bhp (63kW) @ 7500rpm]

Peak torque: 57lb-ft @ 5300rpm
[61lb-ft (83Nm) @ 5750rpm]

Transmission: 6-speed, chain final drive

Frame: Tubular steel type

Wheels: (F) 90/90/21 (spoked)
[110/80/19 (cast)] (R) 150/70/17
(spoked) [140/80/17 (cast)]

Seat height: 765mm-860mm
[820mm-920mm]

Weight: 209kg [214kg]

Tank capacity: 16 litres

Contact: www.bmw-motorrad.co.uk

(ASC), which could be switched
on or off, along with the bike’s
ABS system.

Heading for the surrounding hills,
the tall but agile middleweight soon
felt extremely easy to ride, never
requiring much effort to get it
changing direction. The F800 has a
skinny 21in front wheel, but it didn’t
detract from the ride in any way,
despite being equipped with the
dual-purpose Pirelli Scorpion Trail
rubber. On the roads, grip never felt
compromised and the

ABOVE: Both
machines – in
this case the
F800GS – are
very capable
off-road.

BELOW: The 700
and 800 can be
kitted up for
some big trips.

BMW F800GS
Even in its lowest position, the

F800GS seat sat a lofty 820mm off
the ground, meaning my 5ft 9in
frame could only just touch both
feet flat on the floor. The

redesigned one-piece saddle is
relatively narrow, which helps, and
there’s a clear view of the bike’s
uninspiring but informative dash. I’ve
never quite understood why the fuel
range is only illustrated from the last
50% and downwards, but needless to
say that still remains the case on the
latest incarnation. The F-series
machines don’t offer cruise control,
power modes, or the abundance of
other hi-tech features that have been
so well pioneered by the
German brand in recent years.
Still, my bike did have
Electronic Suspension
Adjustment (ESA) –
albeit only designed to
alter the rebound of
the rear shock across
Comfort, Normal
and Enduro settings
– and Automatic
Stability Control
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Ulli Ast – product manager BMW F-Series
MSL: How important are the F-series models to BMW?
UA: They are of huge importance to us, because we see the F-family
as the gateway into the BMW brand. The F700GS is specifically
targeted at new riders, being low, lightweight and also A2 compliant.
Without bikes like this it would mean people would have to buy
litre-plus capacity motorcycles. It’s so important that we offer good
options. Not everyone wants a big bike, or can afford to buy one. The
pricing of the F-models is also another big attraction for many people.

MSL: Why do the F700 and F800 have different outputs?
UA: Not everyone wants 85bhp, so we thought it made sense to
offer a more welcoming 75bhp option. The F700GS is definitely the
more learner-friendly of the two machines, with the engine
performance being a key draw. The engines are identical in both
bikes, because it makes most sense from a production cost
perspective, but we have altered the torque and power deliveries
accordingly to create two very different characters from the
machines. The F800 has loads more torque from low rpm, because
that’s what people want from that bike. The F700 is much less
intimidating. The two bikes are made to feel very different and that’s
mostly down to the differences in fuelling and electronics.

MSL: Are the current engines Euro 4 compatible, which will be
mandatory from 2017?
UA: No they are not. I can’t really say much about this subject, but
every manufacturer is in a similar position and they have to make the
decision to either develop their motors to meet the new standards, or
produce something new. Everything will become clear before too long.

MSL: Would you consider a Boxer 800 motor?
UA: There are so many different power plants to be considered when
you’re building a new bike. For sure, people connect the GS in with a

Boxer engine, but that doesn’t mean it’s
always the best option. The weight of a
horizontal twin is pretty significant, because
you need two separate barrels, heads and
everything else that goes with it. Then
you’ve got the problem of clearance. A
Boxer makes a bike very wide, which can
hold it back when you’re riding off-road,
because its lacks clearance. Also, Boxers
are comparably more expensive to build
than a parallel-twin, which puts the whole
cost of a new bike up. Plus, with technology as good as it is today,
you can make a parallel-twin sound and feel like it’s a Boxer.

MSL: Do you feel that the F-series models have slipped behind?
UA: I don’t think the bikes have slipped behind, but there is a lot of
new technology that isn’t on the models. We could load them up with
spec, but that would make the prices crazy and they’d sell in much
fewer numbers. The risk is also of crossing over too much with the
more premium machines in BMW’s range – the big GS, etc. Some
features are simply kept for the bigger machines. It’s a tough
challenge knowing exactly what specification to build a bike, but
people aren’t complaining about the current options in the F-series.

MSL: How significant are the new updates?
UA: They’re just typical lifetime updates. Every model has a life-cycle
and there comes a point when we look at a machine and determine
how we can make it better, based on advancements in technology,
but also rider feedback. The idea was to give the F-series models a bit
of a freshen-up, so they remain attractive products. Of course, an
update like this is always limited by the budget you have to play with,
but we are very happy with the updates.

shock definitely felt softer, and
seemed capable of upsetting the bike
if you pushed too hard on the road.
Of course, it’s calibrated for the dirt
and things made much more sense as
we began meandering our way up
gravelly mountain trails.

Our bikes weren’t equipped with
full-on enduro tyres, but you could
get away with pushing the F800 hard
and not be made to feel vulnerable.
Perhaps the sketchiest time came
during a river crossing when the rear
wheel, with ASC switched off, lit-up
underneath the bike and caused it to
go a bit wayward.

From rocks to deep sand, the
Beemer dealt with every obstacle,
being enjoyed best from a standing
position, especially when tackling

rough descents. The ABS hadn’t
proven a hazard on the road

but, for the same reasons as
the over-eager ASC’s

interaction, I preferred
to switch the system off
altogether when
off-road. You’d get the
odd lock up of the front
wheel, but it was a more

welcome alternative to the ABS’s
tendency to hinder your stopping
distances and cause a few heart-in-
mouth moments along the way. It was
all part of the fun.

BMW F700GS
After lunch I got out on the F700GS
– being quickly reminded of the
model’s admirable simplicity. The
smooth and consistent power was
easily accessed, albeit feeling notably
reduced over that of the F800, with
the most substantial difference being
the initial pick-up of torque.

The seat heights were also
drastically different – by almost
100mm – and the riding position
made me feel more sat within the
bike, with my knees slightly more
bent. The road-riding experience was
different, too, partly owing to the
riding position, but also the wider
and smaller profile tyres. Even if for
psychological reasons the F700
seemed the better of the two models
in the corners, where my confidence
was so high the pegs paid the price,
being decked out on the Tarmac
when riding hard.

feedback from the front-end was
plentiful. To look at, you wouldn’t
suspect the F800GS is half as capable
as it proved to be in corners, offering
great stability and ground clearance.
Sharp brakes meant stopping in time
to enter the road’s scattering of
hairpins was never a challenge, and
the gearbox was slick.

Switching the ESA from Comfort
to Sport mode didn’t offer the most
notable of differences, but
changing to Enduro made
more of an impact. The rear
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shale that littered the mountain
route’s decline, I had a sudden feeling
of disbelief, knowing that the bike
beneath me was no custom-built
adventure machine, had no fancy
traction control, or knobbly tyres to
find grip. It didn’t even have long
travel suspension, or handguards to
protect from the overhanging treeline
shouldering the sheer drop to the
right. It’s hard to define exactly what
adventure riding is, but this
experience felt pretty close. The ride
felt edgier than it had on the F800GS,
but it was proving itself perfectly
capable of tackling what only Dakar
legend Simon Pavey, our lead rider,
described as ‘light off-road’. It
certainly wasn’t light to the rest of us!

Other than the occasional washing
out of the front tyre, the F700GS
performed really well on the dirt
before switching back effortlessly to
being a perfectly pleasant road bike
on the final run back to our base.

You can make a machine more
diverse by bolting things to it, but not
a single item on any of the bikes
tested differed to the models you’d
find in a BMW dealership. There
aren’t that many other machines on
the market with such qualities, which
is possibly why these models have
been so successful since their
introduction in 2012.

If you’re new to riding, can’t justify
the extra three to four thousand for
an R1200GS, or don’t want the sheer
weight of today’s ‘big’ adventure bikes,
the F-series makes for some great
options. Bigger isn’t always better.

Closest rival:
TRIUMPH TIGER 800 –
FROM £8600
Triumph’s popular middleweight
adventure machine is available in
no fewer than eight different
versions, built with either an on
or off-road focus. Most of the
components cross over, including
a powerful and torquey triple
motor, tubular steel frame and
ride-by-wire throttle.

According to budget, you can
opt for a machine with everything
from auxiliary fog lights to cruise
control. The best thing about the
Triumph is its dependable and
silky-smooth motor that never
seems to run out of oomph from
tick-over all the way up to its
electrifying-sounding rev limiter.

The gearbox is super-smooth
and spacious ergonomics mean
it’s easy to stay comfortable
while you drain the 19 litre fuel
tank. Both the road bias XR and
the larger-wheeled XCs handle
great on the road, with the latter
making life much easier when you
hit the dirt.

This particular base model had no
ESA or ASC technology fitted, which
caused no issues on the dry and
smooth surfaced roads we were
tackling. Technology is great, but in
this instance I don’t think it would
have made much of a difference to
the experience. The standard spring
rates and suspension settings worked
well, although it would have been
nicer to have had a bit more
compression damping on the forks.

As had been the case with the
F800, we eventually found ourselves
tackling the trails of the Algarve.
With my bike’s cast wheels
negotiating the boulders and deep

Changing the seats can make a huge
difference.

ABOVE: Push
hard on the
F700GS and
you’ll eventually
scrape the pegs.

BELOW: The
smaller capacity
machines are
easier to handle
than the
R1200GS, being
up to 11kg
lighter.
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independent testers had discovered
an 82% average front tyre mileage
advantage when compared to its four
main rivals. It also delivered 19%
better durability with the rear tyre,
and scored the highest ratings for dry
grip. It sounded impressive, as did the
31-month long development process,
which saw in excess of 1,000,000
kilometres of development and 206
different prototype tyres evaluated.

CROSS-BIKE
COMPATIBILITY
On any other launch, torrential rain
would have been considered a
nightmare, but it provided the perfect
chance to determine the product’s

In the last 20 years the
sports-touring tyre segment
has trebled in size, becoming
the number one sector for
motorcycle rubber. For tyre
manufacturers it’s crucial
territory, which Dunlop
intends to claim an increased
stake in following the release
of its new RoadSmart III.

THE GOALPOSTS

WORDS: Bruce Wilson PHOTOGRAPHY: Dunlop

Dunlop RoadSmart III

B
etter handling,
improved wet grip
and increased
performance
durability were the
main aims of
Dunlop’s all-new

RoadSmart III. The revolutionary
design of the tyre, which now sees the
introduction of a rayon ply carcass at
the rear, plus a whole new ‘nano-
rubber’ compound and mixing
process, has moved the sports-
touring goalposts by an
unprecedented degree; there was a
hint of embarrassment during the
tyres’ presentation in Montpellier
when it was announced that

MOVING
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wet grip performance during an
initial 100-mile road ride, on a blend
of motorway, single carriageway and
single track roads, across a mix of
potholed, smooth and even gravelly
surface conditions. Dunlop’s claiming
compatibility with 91% of the
motorcycle market from the new
product, covering everything from
RC30s to the latest Speed Triple R.
We had 56 different motorcycles, of
all sizes and weights to choose from
to test the tyre with...
BMW’s K1600 jumped out as a

great bike to hide away from the
worst of the weather, while seeing just
how well the rubber coped with the
weightiest of motorcycles. Handling’s
been the key focus for the new
product, seeing a smaller radius for
the stiffer front tyre (which means a
sharper profile), while the rear’s gone
the other way with a broader
shoulder and profile in place; the
theoretical results of which encourage
quicker turning, plus improved grip
and stability. Within a matter of
metres of leaving Dunlop’s custom-
built Mireval proving ground, it was
surprisingly notable how effortlessly
the enormous Beemer changed
direction, prancing around like a bike
half its size, regardless of how fast or
slow the direction change.

NEW TREAD
If you were to compare the preceding
RSII and new RSIII visually, the latter
has a significantly greater volume of
tread, intended to improve water
dispersion. Dunlop’s calling the new
design Interconnecting Groove Tread
(IGT), which, it says, is proven to
channel larger volumes of water more
quickly. And its second advantage is
IGT’s influence on more even tyre
wear which, combined with the new
tri-polymer high-silica rubber

demanding. The bike was easier to
keep on a constant radius through
long corners, and the effort to get the
bike turning was much less. A look at
the data afterwards showed that in
most instances the RSIIIs required
around a quarter of the force through
the handlebars to make the bike do
what was needed. If I hadn’t seen the
data, I probably wouldn’t have
believed how much of a difference
there was.

WET, WET, WET
Dunlop has a mile-long circuit
specifically for wet testing, on which
the depth of standing water ranges
from 2-8mm.The next test saw us
ride identical Suzuki GSR 750s on the
circuit, testing the RSIIIs against
Michelin’s Pilot Road 4s and Pirelli’s
Angel GTs. We got a minimum of
four laps on each tyre, free to ride at
our own pace. I’d expected the
Michelins to come off best and the
Pirellis worst, but the order was
actually reversed. The Pirellis offered
loads of grip, good feedback and

ABOVE: A stiffer
carcass is
produced for
heavier
motorcycles.

ABOVE RIGHT:
Testing on
Dunlop’s
wet-weather
circuit gave good
results.

compound, has seen durability
increase by at least 20% over the
RSII. Tech aside, the feel on the
road was highly praiseworthy, at all
times giving me the confidence to
push the BMW hard and never once
feeling vulnerable, even on the
bumpiest and most poorly surfaced
roads. Grip could always be found
and the consistent feedback from the
rubber ensured there were no
unexpected moments.
The road ride had been a real-

world gauge of how competent the
tyres were, but the more thorough
evaluation got under way once we’d
returned to the test centre. The
facility’s low-speed handling course
was where we found a duo of
FJR1300s; one equipped with the
RSIIs and the other with RSIIIs. The
idea was to ride at a set speed on both
bikes and analyse how differently the
tyres steered (both were equipped
with data logging kit).
Having completed the course on

the RSIIs first, the second lap on the
RSIIIs was predictably less

BELOW:
Data-logged
low-speed
control testing
proved the new
profile effective.
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rolled nicely without upsetting the
bike. The same can be said about the
Dunlops, although they did break
traction a tad easier. They offered
sharper handling than the Pirellis, but
in terms of grip, they ranked second.
The surprise of this test was the

Michelins, which were not only hard
to turn but really poor for grip. The
Dunlops didn’t come off best, but the
level of grip and stability they offered
was commendable.
By the end of the day Dunlop’s

high speed testing circuit was almost
fully dry, which meant we got a
chance to try the RSIIIs at speed.
Riding an S1000XR, the tyres felt
good from the off and within a few
corners had warmed up sufficiently to
get some decent lean angle.
Their stability inspired confidence

and I was once more impressed by
how rapidly they made the big bike
turn. With the tyres nice and hot, I
began pushing them for grip and was

AndyMarfleet – Dunlopmarketingmanager Moto EMEA
Why did you produce new rear carcasses?
We were really happy with the new dual rayon ply rear carcass during
testing. It was exactly what was needed for the heavier sports-
touring machines, but it didn’t quite deliver for the lighter bikes.
During testing we found the standard carcass made the lighter bikes
unstable, so we decided to produce a single ply option and this
worked a treat. We test stability by hitting the handlebars at 120mph,
and if the bike doesn’t recover within a set period of time the tyre’s
unacceptable. We didn’t get the results we were after, so we went on
to make the single ply rear and that answered the problem. The first
option was simply too stiff for smaller machines.

Will the RoadSmart II still be made?
Yes, the idea is that we’ll offer the RSI, RSII and RSIII simultaneously. It
allows people to shop to their budget. If they want the very best then

they’ll buy the new RSIII. A lot of our rivals
have continued to produce older model
rubber for this reason, and it’s proven a
popular system. We want to be able to offer
our customers as much range as possible.

Why have you focused on tyre longevity
when average mileages are falling?
The actual focus was on maintaining tyre
performance for as long as possible; the
extended tyre durability is simply an added
bonus. You can easily increase a tyre’s durability, by making the
compound harder or deepening the tread depth, but extending the
durability of a tyres’ performance is the real challenge. It’s not easy to
do, which is why we’re very happy with the RSIIIs.

pleasantly surprised by their
consistent and planted feel, never
experiencing any slides or bad
moments, even when crossing
through damp patches on the track.
Dunlop has developed two

different rear carcasses for the RSIIIS,
with a dual-ply for heavier bikes and
an SP version for lighter, sportier
machines. It goes without saying the
XR had the heavier duty rear fitted,
and it was probably owing to the
fitment that the bike always felt
supported, and never wanted to go
wandering under load, even when
rolling off the throttle or getting on
the brakes.
Riding back into the pit-lane, it hit

me just how capable these tyres were.
They’d performed well in all different
kinds of conditions, in different
temperatures and on different surface
types. A true all-rounder, which could
cope when pushed hard on track, or
challenged for grip on wet roads.

ABOVE: The new
tread design is
said to channel
more water away
than the RSIIs.

The road test saw plenty of rain and a chance
to prove the new tyre’s performance.

LEFT: The
RoadSmart IIIs
use a new rubber
compound and
carcass.
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Who is
Hershon?
MSL’s Maynard is our
man with a very unique
view on motorcycling
from both sides of
the pond. Yes, he is
American, yes, he
does ride around on a
second-hand Kawasaki
that causes him grief...
and yes, he does
have his finger right
on the pulse of life on
two wheels

Fifty years later

Maynard Hershon

L
ike a lot of guys, I loved Triumph 650
twins way back when. They weighed
less than 400lb [180kg], had 50
horsepower, a proven chassis…
and they were beautiful.
When I say we loved them, I don’t

mean just a few Triumph nuts, I mean
thousands of us here in the US. We liked most
motorcycles, well, imported ones anyway, but so
many of us were Triumph guys... owners or those who
intended – someday – to ride a Triumph.
Even when the Honda 750-four and the Triumph/

BSA triples arrived in ’69 – or the new, sportier
BMWs in 1970 – we clung to our 650 Triumph twins.
If someone told us to close our eyes and imagine a
motorcycle, we imagined a Triumph. Maybe among
us old-timers that’s still true.
None of the competing models from other makers

offered the general competence and charm of a
Triumph twin. None had the success in competitions
of all sorts. None sold nearly so well. And nothing else
felt as good under you, in my opinion.
I miss being able to walk into a motorcycle shop

and buy a new TR6 or Bonneville... and get that on-
top-of-the-world feeling. I bought my green TR6 50
years ago. When I think of it today, I do not think of a
creaking, leaking, plodding antique. I think of it as a
gorgeous sporting motorcycle, one I’d be proud to ride
today. I’ll bet I’m not alone in that feeling.
Let’s imagine that you or I could buy a new,

made-in-Meriden, Bonneville today – a new ’66
Bonneville, just as you could’ve half a century ago.
Would we love it? Or have five decades of progress
spoiled us for (even the best of) 60s motorcycles.
After all, bikes weren’t so user-friendly then. The fork
lock wasn’t part of the ignition switch. There were no
dipsticks with which to check oil levels. There were
three oil levels to check.
The drive chain (no O-rings) needed frequent

oiling and adjustment. There was another chain, also
needing occasional adjustment, hidden under an
engine cover. Clutch and front brake were cable-
operated, not hydraulic. The cables did not adjust
themselves. Or lubricate themselves. Valve adjustment
intervals were short.
Nuts, bolts and threads were not metric. A

present-day rider who is well-equipped to do much
of his or her own maintenance might not own a
single appropriate tool, screwdrivers and spark plug
wrenches excepted. A couple of wrenches might fit.
Before you kick-started your Bonneville, you had to
reach down to turn on the fuel tap, or petcock. If the

Maynard questions whether rose-tinted
glasses are clouding our judgement when
it comes to deciding what makes a great
bike for today’s roads...

engine was cold, you had to depress a little plunger
on each carb to flood the engine with fuel so it would
start enthusiastically. Typically you got a little fuel on
your finger.
The clutch and transmission worked in the

same manner as today’s equivalents. That said, the
clutch could not be abused, certainly not held in
disengagement while you waited at a stoplight. If
you did that, the clutch would get hot and refuse
thenceforth to free itself completely, making neutral
frustratingly elusive. I don’t sit at light after light with
my bike in gear and the clutch disengaged, so I can’t
imagine the primitive clutch would be a problem for
me. Nor, I expect, would the marginal headlight.
The gearbox provided only four speeds. Its shift

lever was on the right side of the motorcycle. Laws
standardizing the placement and operation of
motorcycle controls were not yet in place. Not having
shifted with my right foot (or braked with my left)
for decades might be a nuisance for a good while,
especially if I rode the (new) old Triumph and a
modern bike or two.
Let’s agree that in order to flow with traffic on

today’s motorways and interstate highways, a bike has
to be able to cruise at, oh, 80mph, without straining
or shaking itself to bits, shedding parts on the road
surface. I do not think that a (new) old Triumph twin
would do that. The noise from the valve gear would
be offensive to the sensitive ear. The unhappy engine
would vibrate and feel stressed. Remember, there is
no counter-balancer in there... and the engine design,
while revered and adored, is pre-Second World War.
Pre-superhighway.
A sweet old Bonneville will cruise at 70, probably,

75, maybe... but 80mph sustained for mile after mile?
Uh-uh. Eighty for five seconds in between corners on
a curvy road, sure. But 80 as long as a tankful of fuel
would last? I think not. Because so many journeys
involve sections of major highways, that inability
would try your patience.
Perhaps if you lived in a rural area crisscrossed by

secondary roads… if you don’t ride high mileages...
if you don’t mind getting your hands dirty... and you
never ride at night, a 50-year-old Bonneville might
suit you perfectly. The rest of us can only dream.
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TOURING
Your rides◆ Our rides◆ Tips and tricks

MARK KEMPGETS
THROUGHOZ

roads and dirt as they were
wearing rapidly and I had to
nurse them for the last 2000
miles. The Continental TKC70s
I replaced them with seem to be
wearing well so far, but I’ve only
done 1800 miles on those. A
couple of times I have thought
‘What have I done? I’ve given up
a good job and a cushy life to do
this’. But after that I just got into
enjoying the trip and I stopped
worrying about what might go
wrong, and it all came good.

M
ark Kemp
is well
into the
first leg of
his round
the world
ride on a

BMW F800GS, his first big
overland trip. As we went to
press, he was heading through
Tasmania, having covered 7220
miles so far, but he found the
time for a quick email exchange
withMSL.

How has it gone so far?
Really well, and I’ve had high
points pretty much every day.
The wonderful people of
Australia must top the list; I’ve
been invited into people’s
homes, given advice on my
route and I am treated well
wherever I go. A lot of car
drivers acknowledge you on the
road, and even a policeman
waved from his 4x4 as I rode
across the Nullarbor plain on
the Eyre Highway! People told
me I would hate it, but I loved it.
I did some off-road both on the

coast and inland, and stumbled
across Koonalda, a deserted
station on the old Eyre Highway
with around 50 old cars, just
abandoned when they became
uneconomic to repair.

Anyone in particular you’d
like to mention?
It was fantastic to catch up with
an old mate and his wife in
Adelaide. We had a good time
and went on a couple of ride
outs, one of which was with
their 30-year-old son who was
just a baby when I last saw him.
I also met Mark and Bill
Mitchell by chance at their shop;
Mark is a former Australian
Sidecar Speedway Champion
and they treated me to a night
out at the speedway – shame I
missed the World Finals a
couple of weeks later when I was
in Tasmania.

What’s it like to ride in
Australia?
It’s biking heaven, with long
open roads. A lot of them are
very straight but that does give

you a chance to admire the
ever-changing scenery.
Tasmania raised the bar again,
with fantastic twisty roads and
minimal traffic. Every day is
different – the scenery, the
terrain, the roads, the wildlife
and the people all change, so no
amount of planning or
preconceptions are reliable!

Any low points?
TheMetzeler Karoo tyres were
the wrong choice for Australian

MSL reader Mark Kemp set out
on a 50,000-mile round-the-world
ride in February, for the Teenage
Cancer Trust…

Share your adventure
If you’re planning a big trip, you’re about to set off or maybe you’re
already on the road, we’d love to hear about it. Whatever the bike,
whatever your destination (round the world or round the UK), it
could feature in MSL Touring. It could be for a good cause, for the
experience, for a personal challenge or maybe a combo of all
three. Whatever it is, tell us about it at msltravel@yahoo.co.uk

Home from home, Windy Harbour.



W
hat did the Romans ever do
for us? Well apart from the
aqueducts (which go without
saying) they gave us Fosse
Way and Watling Street, two
sides of a four-sided ride
through the southeast

Midlands. You won’t see any towns, but will get big
views, swoopy curves and some fine examples of
Britain’s Roman dividend.

Start in Weedon Bec, an unpromising looking
crossroads of the A5 and A45 with not much to mark
it except a Premier Inn and a Tesco Express. But it
could have been home to royalty. There was a massive
military barracks and ordnance depot here in the 19th
century, and the plan was – if Napoleon ever managed
to cross the Channel and get as far as London – that
the royal family would have been evacuated to the
Midlands. The capital might have fallen to Boney and
his generals, the ravens might have left the Tower, but
the king and queen would be safe and sound at
Weedon Bec.

Anyway, it’s time to head south on the A5, known
to the Romans as Watling Street and one of Britain’s
most remarkable roads. The legionaries, no doubt
delighted to be posted from the Mediterranean to a
damp, foggy island inhabited by woad-covered
savages, would march this way from Londinium right
up to Wroxeter, a Roman fort west of Shrewsbury.
After just three or four miles, turn right (signed

Litchborough) on what used to be the B4525 but is
now unclassified. Despite losing its number, this is a
lovely road that swoops and sweeps across the
Northamptonshire countryside. In fact, losing B road
status has made it quieter, and let’s hope the sat navs
don’t get to know about it, because that would ruin
everything. You pass through a few cutesy villages
with names like Moreton Pinkney, but otherwise it’s a
clear run for about 15 miles before joining the current
B4525. This doesn’t look like a 40-limit road, but it is,
so beware if you’ve been galloping down its ancestor.
After a while the 40 becomes a 50, then it’s back up to
that handy white disc with a black diagonal line.

ROMAN
DIVIDEND
There’s more to the Midlands than Hinckley – here’s a 70-odd mile
circuit taking in the Roman’s best…
WORDS AND PHOTOGRAPHY: Peter Henshaw

ABOVE: Did you know
the Midlands could be
this pretty?

BELOW:What the Romans
did for us.
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Rugby
Coventry

Warwick

Kineton

Daventry

Long Buckby

Weedon Bec

Banbury

A5

We pop out onto a roundabout and the A422. Turn
right on the A-road for Banbury and follow it right
through town, signed for Wroxton. At one point we
seem to be riding through a housing estate, but we’re
still going the right way. Finally, after a right turn at
multiple mini-roundabouts, Banbury spits us out.
It’s worth getting this far because the A422 is a nice

one, twisting its way up onto high ground that forms
the northern edge of the Cotswolds. Through Wroxton
and out the other side for more swoopy Tarmac. If
you’re hungry or thirsty already, or maybe need
another history lesson, turn right a few miles out of
Wroxton, following the sign for Edgehill. The Castle at
Edgehill is a restaurant offering superb views
northwest and afternoon teas. It’s not a real castle, but
the fake battlements do look good.
But there was real fighting here. The Battle of

Edgehill was the first pitched battle in the English
Civil War when the Royalist and Parliamentarian
armies ran into each other almost by accident. It
lasted three days but turned out to have been a bit
of a stalemate, though Edgehill is said to be Europe’s
most haunted battlefield – which is saying something,
considering how many we’ve seen. I searched in
vain for an information board to find out more, but
www.battleofedgehill.org tells much of the story and
details a walk round the site.
Back on the bike, return along the escarpment to

the A422 and turn right for a very steep drop off the
high ground, complete with hairpins and warning
signs about the danger of HGVs toppling over. It’s not
quite the Alps, but it’s heady stuff for an A-road in the
English Midlands. This place is known to generations
of vintage bike nuts as Sunrising Hill, the biggest
challenge of the Vintage Motorcycle Club’s annual
Banbury Run. Choose the right day in June (Sunday
19th this year) and you’re liable to meet a flat-tank
Velocette chugging its way up.
Having survived a descent of Sunrising, we sweep

along through one of the flatter bits of Warwickshire,
as far as a crossroads with the B4455, better known to
the Romans as... the Fosse Way. Funny thing about the
Roman invasion of Britain; we think of the mighty
legions sweeping across the country, but it actually
took them years, the canny strategists invading by
stages rather than trying to take the whole country in
one fell swoop.
Fosse Way was the north-western border of the

Roman Empire for a while, linking a series of forts to

keep the barbarians out until Rome thought it was
worth venturing into Wales, the North and Cornwall.
Turn right onto the B4455, which is straight in places,
fast and busy in parts.
It’s a lonely road, with few villages, and no towns at

all, and it’s hard to believe that we’re not far from the
Coventry/Brum conurbation. Eventually it deposits us
at High Cross, where the Fosse crosses the A5/Watling
St. There’s not much here now, but in the 18th century
somebody did build a big stone cross here to match
the most significant road junction in Roman Britain.
The remains are still there.
It’s time to head back south on the final leg of our

ride, back down the A5. With on/off dual-carriageway,
Watling St is busier here, but you still get decent views
of the surrounding rolling countryside before ducking
under the M6 and diverting to Kilsby to avoid the M1.
Once you’ve done that, most of the HGVs seem to
have taken to the motorway, leaving a quieter section
of single-carriageway A5 – though still wide – a legacy
of its heyday as a three-lane trunk road. Through
Watford Gap, over the Grand Union Canal and back
to Weedon Bec.

BELOW: Not the infamous
ITV soap, but a pub where
A45 meets A5.

TOP LEFT: Nice bit of
chocolate box
architecture.

ABOVE: The drop off
Sunrising Hill – watch out
for chugging vintagents.

RIGHT: Roman Fosse Way
is still marked as such by
the Highways Agency.
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Paris

Tours

Lyon

Turin Bologna

Milan

Basel

Dieppe

FRANCE

SWITZERLAND

ITALY

W
e’d never ridden abroad
before – normally my mate
Laurence and I just do World
Super Bikes or Moto GP at
Donington Park, but why not
(I said) watch the GP at
Imola? It took all of three

seconds to decide to do it, and via mountain passes
rather than autoroutes. I booked the Newhaven-
Dieppe ferry (for no better reason than we each had
loads of mates and relatives in Brighton) and a hotel in
Bologna, and we were sorted.

There was just one thing; I had no doubt my
Fazer 600 could tour that far, but how would Laurie
fare on his CBR600RR? He seemed undaunted by
the prospect of serious neck problems that would
almost certainly ensue, but then Laurie is about half
my age, which probably explains that. Just to help, I
nobly offered to carry all of his luggage, which made
his ride easier but widened our performance
discrepancy even further.

Two friends who’ve never ridden abroad before take on
the challenge for WSBK at Imola…

THE ITALIAN JOB
WORDS AND PHOTOGRAPHY: Graham Hampton

ABOVE:Whatever that
sign means, take notice.
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The ferry decanted us onto the streets of Dieppe at
4.30am, which saw an immediate increase in anxiety
levels as we attempted to find the D915. After a few
tries, we did, but the first hour really dragged as it was
pretty damn chilly. Still, the planned route turned out
okay, going round the north of Paris then onto Reims
before picking up what promised to be a fantastic
route across to the Swiss border at Neuchatel.

All went well until we found ourselves on a
brand-new single carriageway toll road, so new it
wasn’t marked on our maps. We had previously agreed
to avoid toll roads of any description but now it was
too late. The good news was that it was only about
8km long, the bad, that we had to pay over €30 each!
Anyway, after orbiting Reims a couple of times we
found those fabled D roads and were barrelling along
in bright sunshine.

It was warm and the roads were deserted, though
our rapid progress was suddenly slowed when we saw
row upon row upon row of white crosses. I
remembered precisely where I was and felt tears come
to my eyes. We slowed to what seemed to be a more
respectful rate of knots.

The afternoon flowed past with endless quiet,
rolling countryside. Perfect roads (no wet tar here)
and little traffic. At one point we were followed by a
police car for near on 40km and we knew, that he
knew, that he was spoiling our fun. On the other hand,
one of the advantages of travelling with someone on a
supersport is that stops for fuel are frequent, which
gives plenty of time for looking around and loads of
opportunities for coffee and buns.

PASS BAGGING
Next day we had mountains. Firstly into Thun, past an
enormous Harley-Davidson dealership then on into
deepest chocolate box country. Our first pass, the
Glaubenbergpass (1543m) was tight, damp and dark,
needing the firmest concentration. Later we stopped
for coffee, and Laurie decided to go and refuel, leaving
me sitting on some steps, across the road from a
junior school at 3pm – school’s out! As a retired
primary teacher I was naturally interested and noted
several things: there were no uniforms, few parents
meeting their kids, no Chelsea tractors and the kids
largely made their own way home. Very different from

the average UK school run – I think we’ve lost
something in paranoid Britain.

Having stopped in Lucerne to raid the cash
machine, we headed south, but it was now getting late
and we were starting to get twitchy about beds for the
night. As we climbed Grimsel Pass (2165m) between
spectacular crags, three things happened
simultaneously; we were overtaken at high speed by a
full-dress Harley, it got dark just as we entered thick
cloud, and I suddenly felt tired. It was with immense
relief that we reached the summit of the pass and the
inevitable inn, with rooms available. We went straight
to the bar.

Because we had arrived in the dark we had no real
idea of where we were so when we drew the blinds in
the morning… wow! The view across the sunlit shark’s
teeth of the Winterberg peaks was stupendous. The
idea then was to head for the Stelvio Pass (2757m),
drop down into the Po valley and to make the hotel in
Bologna late evening, though little did we know how
late. Over the Furka Pass (2431m) we were starting to
get the hang of hairpins, both ascending and
descending. As I’m sure you agree, IPSGA (The
Institute of Advanced Motorists’ acronym
Information, Position, Speed, Gears, Accelerate) is the
only way, and the thing that really resonated with me
was the pressing need to focus on your exit no matter

BELOW LEFT:Made it.
Well, made the first day
anyway.

BELOW RIGHT: Grizzled
guitarist, Bologna, but
we’re more interested in
what’s holding up the
sound system.

ABOVE LEFT: CBR
travelled light, and
managed the five-day
tour with no cricked
necks.

ABOVEMIDDLE: View
from the Stelvio.

ABOVE RIGHT:WSB was
what they came to see,
and it didn’t disappoint.

The original and the best – established 1962 65

TOURING



how sharp or steep the hairpin – on the Stelvio you
certainly get both! Our admiration went to those
cyclists who made it to the top, where incidentally it
was very cold and wet.
Dropping down into the warmth it wasn’t long

before we encountered the famously creative Italian
approach to driving, being overtaken on a blind bend
in a tunnel while another lunatic attempted to pass
that car at the same time! As it got later and later we
put the hammer down (silly boys), but it was still 1am
by the time we arrived at the hotel.
It was Friday night and the city was jumping.

Bologna is a beautiful place with real class. Stunning
buildings and one of the best places in the world to eat
out. I love the Italian approach to food and eating –
take as long as you like but above all enjoy yourself.
We spent Saturday on foot, sampling the cafes and a
free rock concert in the main piazza that evening.

MEETING DAVE
Finally, the day of the races dawned, and a beautiful one
at that. Imola is just half an hour from Bologna along
one of those boring, dead straight roads. I mean, what
have the Romans ever done for us?! World Superbikes
are still excellent value, and it’s just a pity that more
people don’t go to see them.The racing was fantastic!
Monday saw us begin the long trip home. It was

autostrada as far as Torino, the boredom only being
broken by a wave and a blast of the horn from the
Aprilia team truck. Laurie is a keen cyclist so we
crossed the Alps via some classic Tour de France
passes – Col du Galibier (2642m), de la Croix (2014m)
and du Glandon (1924m).
We traversed southern France on Tuesday, sticking

to scenic roads and stopping at a hotel in Roanne by
the Loire. The final day there saw just major roads,
though they do have their advantages – sitting in a
cafe, we were shocked to see we had 225 miles to the
ferry with less than four hours left. But it was easy on
the peage and anyway, the ferry was late.
Waiting in line for the boat, I noticed another bike

arrive, and waved him alongside us. We got talking, as
you do, and when we mentioned that we had been to
Imola. The rider said: “Blimey, the last time I was at
Imola I was racing Ago, Paul Smart, Peter Williams
and the rest.” My jaw hit the floor. “Who the hell are
you?” I nearly shouted. “Dave Croxford,” he replied.
And so the trip ended with Dave and his delightful

wife for company, with the lowdown on the John
Player Nortons (Dave was offered his at a knockdown
price, something he very much regretted not taking
up) and how he would psyche himself up for racing in
the wet. The answer was two pints of Guinness!
Oh, and yes – you can tour on a supersport

provided some bloke on a Fazer carries your stuff.

SUBSCRIBE ON PAGE 18

RI
Spen
more rr

BELOW: Despite a
supersport bike, Laurence
had a relatively
comfortable trip.

ABOVE LEFT: Neither
biker had ridden abroad
before – they normally
just head for Donington.

ABOVE: Italian tunnels
delivered the odd
‘moment’.
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ABOVE: Non-directional
yak were one of the
traffic hazards.

R
od and I love European rides two-up
on our duck-beaked 1200GS, but
how about somewhere different? The
BMW Machu Picchu trip was fully
booked. North America sounds as
if it’s been overrun by Easy Rider
style crowds chasing Route 66

glamour. It is also, arguably, not very foreign. We
want something more adventurous, more exciting,
more... well, more foreign.

An internet search brought up Himalayan tours
ranging from very expensive to very cheap. The
expensive end, offered by western-run companies with
reliable sounding names, seemed very organised. They
provide modern 500cc Royal Enfield Bullets, plus
back-up support, medical attention and a jeep for
luggage. The cheap end, based in India, are usually
called something like Jolly Tours, and show grinning
groups of mechanics, posing proudly around their
bikes. We went for the safe-sounding option.

Two-up around the Himalayas on a Bullet...
from the pillion’s point of view.

VIEW FROMTHE BACK
WORDS AND PHOTOGRAPHY: Pat Cammish

Amritsar

Dharamshala

Hoshiarpur

Rampur Bushahr

Tabo

Shimla

Chandigarh

Jalandhar

The Great
Himalayan
National Park
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Safe sounding, but it was still a bit of an adventure,
two weeks around the North Western Himalayas in
Himachal Pradesh. We would approach the Chinese
(Tibetan) border and climb up to 4500m. It had to be
in mid-summer as that’s the only time this area is
snow-free, but the organiser warned that it would still
be HOT on the plains and COLD in the mountains.
The choice of kit wasn’t easy, but the organiser
provided a list, recommending walking boots to ride
in, “so you will be ready to go trekking”. Really? I
disregarded this and took my comfy old bike boots.
We booked the flights and then argued with the

airline about helmets. They wouldn’t go in our case
but they exceeded permitted cabin luggage
dimensions. On the phone, unhelpful Virgin Atlantic
staff told my husband that the helmets might be taken
from us at the gate and put into the hold, “so you
should pack them accordingly... any damage would be
at your own risk, sir”. Other phone calls gave different
rules. We got rather exasperated… “No sir, you are not
allowed to wear them onto the plane.” In the end they
let us carry them on as cabin luggage anyway.

WELCOME TO DELHI
Delhi is hot, humid, filthy, friendly and fascinating. In
contrast our hotel was huge, sparkling, glacial and had
no apparent reservations for us. Welcome to India!
The English language has insufficient expressions of
excess to describe the teeming life and traffic of the
old city. Swarms of small Hondas and large numbers
of Chinese machines zoom everywhere. There are few
helmets and none of them are fastened. No one has
gloves and nearly everyone wears flip-flops.
All vehicles are piled as high as possible; bikes are

unbelievably laden: two men with three large gas
cylinders; a boy using his chin to secure a tall pile of
newspapers on his tank; a man, his wife riding
side-saddle, two children and a baby; one sheep, legs
kicking, sandwiched between two men with a small
child on the tank… it went on, but at least it makes
perfect economic sense.
The bikes duck and dive between trucks, buses,

bicycles, pedestrians, cows, bullock carts and

fume-belching yellow and green motor rickshaws.
Everyone takes the quickest route to their destination
using whichever bit of road is handy. The heat is
intense. The roads are slick with a grey slime of
squashed fruit, pulverised cardboard packaging and
lots of unrecognisable stuff. This chaos is the normal
state of affairs, and we were soon to be part of it.
Our group isn’t big, just two couples, a solo rider

and a lead couple, (who know the way as they have
done the trip as clients). We travel by train from Delhi
to Amritsar to join the support crew of three
mechanics, a jeep and an extra bike.
Our Royal Enfield 350cc Bullet is of a certain age.

The brakes slow the bike down a bit, the mirrors rotate
to jaunty angles, but the most important item, the
horn, is fully functioning. That evening we watch the
India/Pakistan border closing ceremony where huge
crowds egg on the uniformed and head-dressed
soldiers of the two nations in their daily display of
irate body language and John Cleese-style walking.

ABOVE: Golden Temple,
Armritsar. It’s not late at
night, but very, very early
in the morning.

ABOVE RIGHT: Leaving
Armritsar, through
post-Monsoon floods.

RIGHT: 350cc Bullet
coped two-up at altitude,
though it used a bit of oil.
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Very bizarre, and it takes our minds off our Indian
road debut tomorrow. Our leader assures us we won’t
set off until daylight.
Don’t believe a word... it turns out to be a pre-dawn

ride through the dark and monsoon-flooded streets of
Amritsar, which takes us to the Golden Temple, the
holiest site of Sikhism. Despite the early hour, it is a
magical visit. The gold-plated temple shimmers under
a velvet sky and looks to be floating on a raft of
reflections in the centre of the lagoon. As the only
Europeans, and in bike vests, armoured trousers (and
glittery head coverings handed out at the gate if you
haven’t got your own), we are in demand as exotic
additions to Sikh devotees’ souvenir photos.
Later, in daylight, we leave the city to cross the

hot plains of the Punjab. There are ox-drawn
wooden ploughs in flooded fields, hellish areas of
black industry, temples, cows, heavy traffic and –
in our armoured gear, gloves and helmets – a
merciless sun. The ‘lads’, our back-up crew, are
watchful, protecting us on bends by riding
creatively with the spare bike and the jeep, as
we get used to the road conditions.
Like locals we beep the horn constantly, not in

anger or protest but to show we are there. All big
vehicles have ‘blow horn’ painted on the back.
Many drivers of the long-distance lorry drivers take

drugs to keep awake, so horn blowing from behind
helps them keep half an eye on the road. Our horn is
actually the loudest noise the bike makes. As we use it
the chaos starts to make sense; if you beep insistently
enough, vehicles move out of the way. Lorry drivers
signal when it is safe to pass by flicking the right
indicator. The first time it happens, we are trying to
overtake and do a panic dive to the left, but thereafter
it proves useful. Buses are another matter altogether.

HIGH ANXIETY
We climb into the foothills among tea plantations, and
the gradients get steeper. We hope our 350cc Bullet,
now very hot and losing oil, will cope with the two of
us when it gets steeper still, which it will. “Ha ha. The
last thing you want to do is stall it on a hairpin,” says
our dear leader on his 500.
After Dharamsala, the Dalai Lama’s home in exile,

we explore higher, more precipitous and increasingly
remote regions, sometimes bouncing alongside huge
churning rivers, sometimes teetering on tracks high
above them. I am happy being nearer the ground than
I would have been perched on Beakie, our GS.
We now have a different idea of what makes a good

road surface. Gravel, stones, grit, mud, stream bed can
all be okay, but we don’t like sand much. Football-
sized rocks cause a bit of a problem too. We learn that
unsurfaced gravel is preferable to potholed, crumbling
Tarmac (and kinder on the behind). One vivid
memory is of crossing a fast stream and realising that
the water’s flowing over parallel slabs of concrete
which have six-inch gaps each side. Luckily the
wheels don’t drop into any of these channels. In the
bright sunlight Rod, at the controls, is oblivious.
However high and remote we are, there are nearly

always labourers squatting by the road breaking rocks
into gravel. At other times we see groups of laughing,
sun-kissed children running along beside precipices to
wave at us. We experience Indian bureaucracy when
getting permits to cross the Inner Line of the Chinese

BELOW: Enfields in their
element.

ABOVE:Mountain village.
Terraced fields (far right)
deliver a precarious living.

TOP RIGHT: Hitting one of
these would be better
than falling off the edge...
probably.

ABOVE RIGHT: Fortnight
on a Mediterranean
beach... or this?
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Write about your adventure
You don’t need to be a professional journalist or photographer, just give a sense
of where you’ve been and why other MSL readers might enjoy the same trip.
We’re looking for the following: Day Ride – favourite day or half-day ride local to

you –(1000 words); Mid Ride – a week or two in Europe (1400 words); Big Ride –
anything more adventurous or further afield – (1800 words).
We’ll need a selection of good, high-resolution pictures – at least 1Mb each.

When your story is published, you’ll receive a free 12-month subscription to MSL.
Submissions or questions to: msltravel@yahoo.co.uk

border. You wait. And wait. We fill up at the highest
petrol station in the world and ride past flapping
prayer flags in the correct clockwise direction around
the Buddhist shrine at Kunzum La, altitude 4550m.

We drink chai in stone huts, stay in simple guest
houses or fixed camp sites and receive unqualified
smiling hospitality wherever we go. We tread barefoot
in ancient monastery temples, meet herds of very
non-directional yak and ride through the wild
grandeur of the Spiti Valley. Our route is crossed by
meltwater streams that get deeper and stronger
through the day as the snow thaws on the higher
slopes. This is excellent motivation to press on, despite
our trail of oil and the lack of any real road. The
itinerary allows no time for the trekking mentioned in
our kit list, which is a pity as we see some incredibly
beautiful areas.

The Indian mechanics are superb, and contribute
hugely to the success and enjoyment of the tour. They
are endlessly helpful, cheerful, capable and solicitous
of our welfare, rushing to kick-start the bikes, picking
up dropped gloves and riding shotgun when
necessary. Topping-up oil, changing tyres, wheels,
clutch cables and fixing everything that falls off. By the
end of each day the little bikes look ready for the scrap
heap, barely visible under the mud, bits of vegetation
and burnt-on oil. But next morning the lads appear
with them good as new, sparkling, ready to splutter
back off across the Himalayas.

I wonder? Would we really have been better served
by the latest water-cooled GS, with restyled beak and
equipped with semi-active suspension, a choice of
multi-switchable riding modes and a plethora of
electronic rider aids? Probably not.

We loved it all. It was certainly foreign. Rod was
rather shellshocked by the relentless concentration
required and saw more potholes, gravel, rocks, mud,
cows and lorries than he did mountains and scenery,
but if I can persuade him to do it again we might take
the Indian-organised option and stay for longer.

ABOVE: Kunzum La,
4550m high.

TOP RIGHT: Think of the
engineering that goes
into even basic roads like
these.

RIGHT: It was this or
riding a GS through
Europe.

BELOW RIGHT: It is
possible to cross – there’s
another Bullet on the
other side.
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Don’t miss this weekend-long motorcycle
festival at Santa Pod Raceway on May
21-22. With plenty of action, nonstop
spectacles and loads of opportunities to
have a go yourself, it’s unmissable!

RUNWHAT YA BRUNG
Your chance to put your machine
through its paces on Santa Pod’s
famous quarter-mile drag strip. Take
on your mates, a fellow club member,
someone with a rival bike or just
anyone who’s brave enough to line up
against you… let’s see who comes out
on top! You’ll receive a full performance
print-out after each run and for just
£25 (not including event admission)
you can get unlimited runs throughout
the whole day. Participants must bring
their driver’s licence with them on the
day to take part.

RETRO ZONE AND GP PADDOCK
An eclectic mix of motorcycles is on
display and on the track, including
sportsbikes, Japanese classics, famous
race machines, some stunning custom
creations and seriously cool café racers.

LIVE/WIRE
The rock part of Race, Rock ’n’ Ride will
be provided by a two-hour set from this
incredible AC/DC tribute act. Exclusive
to weekend campers, Live/Wire will take
to the stage in the Fuelers Bar on
Saturday night.

AND THE REST…
Monster trucks, stunt displays, dragster
rides, wheelie competitions,
Straightliners championships and much,
much more. Don’t miss Race, Rock ’n’
Ride at Santa Pod.

One day adult tickets cost £20 on the
gate and two day weekend passes,
including camping, are just £30.
Children under 16 go free (maximum
of three kids tickets per paying adult).
For more information, visit

www.racerockride.com

EVENTS
MAY
13-15World Superbikes

Round 6 – Fassi Malaysian Round
www.worldsbk.com

15 BMW Bike Day
www.ace-cafe-london.com

15 Garstang Autojumble
Hamilton House Farm, Preston PR3
0TB www.garstangautojumbles.co.uk

20-22Victory Bike Rally
Huntly Arms Hotel, Aboyne,
Aberdeenshire AB34 5HS
www.victoryrally.co.uk

20-22British Superbikes
Round 3 – Brands Hatch Indy
www.britishsuperbike.com

21 Scorton Giant Auto/Bike Jumble
North Yorkshire Events Centre
DL10 6EJ Bert 07909 904705.

21 Southern Classic Bike Show &
Motorcycle Jumble
Kempton Park, Sunbury-on-Thames
TW16 5AQ. www.egp-enterprises.co.uk

21-22NEW FESTIVAL: Race, Rock ’n’ Ride
Santa Pod Raceway, Podington,
Northants NN29 7XA
www.racerockride.com

22 Two Stroke Sunday
www.ace-cafe-london.com

22 Stickney Autojumble
Stickney Car Boot Field PE22 8AG.
Richard 01790 754669,
mobile 07760 557569.

22 MotoGP Italy
AutodromodelMugellowww.motogp.com

22 Herts Auto Show
Stanborough Park, Welwyn Garden City
AL8 6DQ, www.hertsautoshow.co.uk

22 Severn Advanced Motorcyclists’
(SAM) Open Day
The Kings Head Inn, Birdwood, near
Huntley GL19 3EF, www.iamsam.org.uk

22 Rugby BikeFest
Market Place & High Street, Rugby
Town Centre, Warwickshire
www.rugbytowncentre.co.uk/bikefest

25 Bike Night at Plough Inn
Town Street, South Leverton
DN22 0BT. 01427 880323.

26-29The Big Barn Rally
White Bottom Farm, Etherow Country
Park, Stockport SK6 5JQ. 07562
339716 / thebigbarnrally@mail.com

27 WarringtonWheels
Youth Motorcycle Competition,
Woolston Brook School, Warrington,
WA1 4JL www.bobsbikeclasses.co.uk

27-29Fallen Angels ‘Tarts in Tartan’ Rally
Corus Sports & Social Club, Rowleys

27-29World Superbikes
Round 7 – Acerbis UK round
www.worldsbk.com

27-30Trikefest
Littleport Leisure Centre, Littleport
CB6 1PU www.trikesrus.co.uk

28-30Chipping Steam Fair
Green Lane Showground, Chipping.
PR3 2TQ www.chippingsteamfair.co.uk

28-30Enfield Pageant of Motoring
The Playing Fields, Enfield,
Middlesex EN1 3PL
www.whitewebbsmuseum.co.uk

29 Royal British Legion Riders Day in
aid of the Poppy Appeal
www.ace-cafe-london.com

29 Pendle Powerfest
Nelson & Colne College, Barrowford,
Lancashire BB9 7YT
www.pendlepowerfest.com

29 Bideford Bike Show
Bideford Quay, opposite Kings Arms,
Devon EX39 2HW 01237 239265 /
bidefordbikeshow@aol.co.uk

29 Erskine Motorbike Meet
Erskine (Hospital) Bishopton,
Renfrewshire PA7 5PU
www.erskinemotorbikemeet.co.uk

29-30 45th Cheshire Classic Car &
Motorcycle Show
Macclesfield, Cheshire SK11 9JY
www.classicshows.org

30 The 15th Suffolk Auto Jumble
Church Farm, Kettleburgh, near
Woodbridge, Suffolk IP13 7LF. 01728
724858 (before 9pm)

30 Margate Meltdown
www.acecafe-london.com

30 13th Knebworth Festival
of Transport
Knebworth Park, Stevenage SG1 2AX
www.classicshows.org

JUNE
2 Flamin’ June

Krazy Horse, Empire House,
LarkValley Business Park,
Bury St Edmonds, IP32 6NU
www.krazyhorse.co.uk

2-5 Unwanted MCC’s Annual Bike
Trike & Custom Show, The Rockbar,
Shobnall Sports & Social Club,
Shobnall Road, Burton-on-Trent DE14
2BB www.unwantedmcc.co.uk

3-5 BournemouthWheels Festival
Bournemouth Seafront, Undercliffe
Drive BH2 5AA
www.bournemouthwheels.co.uk

3-6 Ireland Bike Fest
Killarney, Co Kerry, Ireland.
www.irelandbikefest.com

5 ’Normous Newark Autojumble
Newark Showground,
Notts NG24 2NY
www.newarkautojumble.co.uk

Please email your event details to jclements@mortons.co.uk
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Who is
Millington?
Richard Millington has
been riding for more
than 30 years, touring
for more than 25, and
has never looked
back. He’s the founder
of Motorrad Tours,
and has ridden on
five continents,
guiding motorcycle
tours in Europe,
Africa and North and
South America. www.
motorrad-tours.com
offers a wide range
of adventures, with
something for
every rider...

Little oor large?

Richard Milllington

T
here are a raft of smaller adventure
bikes coming to, or already on the
market. There’s the new Enfield
Himalaya (which we really hope
gets sold outside of India), the CCM
450GP and the somewhat long in the
tooth Yamaha XT660, though that’s

set to be replaced by the upcoming MT-07 engined
adventurer. They’re designed to appeal to those who
look for a lighter, more off-road biased machine –
something easier to pick up when it goes wrong.
They’re being joined by a group of even lighter

models… overlanding on a CRF250L? Steph Jeavons
has been riding round the world on hers for two years
now! How about the lesser-known CSC RX3 (also
badged the Honley Venturer 250)? It’s another 250cc
adventure bike sold primarily in the USA, normally
the home of the big bike. Then there’s the GS-styled
machine based on BMW’s G310R that was confirmed
exclusively inMSL last issue…
A few years ago there seemed to be a real

campaign for smaller, lighter adventure bikes and the
manufacturers heard the call. But will these models
sell and who will buy them? Despite the apparent
demand, you only have to look at the sales numbers
to see that, while we talk small, we buy big. The BMW
R1200GS outsells its smaller cousins by a considerable
margin – in general in the UK, bikes over 650cc
outsell 125cc to 650cc bikes by more than two to one.
Any big overland journey is going to include

unmade roads, and some off-road, whether planned
or not. Yes, you can ride round the world on Tarmac
these days, but it will be a truck route, and even then
some of the surfaces will resemble, well, roads in
the UK – pot-holed, unmaintained and built on an
unstable base. An adventure bike is the logical choice,
but it’s not the only choice by any means…
Emilio Scott circumnavigated the globe on a

Honda GL1100, and at the other end of the spectrum
Stergios Gogos left Greece for Africa in 2013 on his
70,000-mile-old Vespa PX200; after over a year in
Africa he travelled on to South America. I’m sure
both riders will extol the virtues of their respective
machines, but a bike designed to travel and cope
with poor roads, or no roads, has to be a more logical
choice. But do you go large?
You’re going to spend the majority of time on roads

– the nature of motorcycling demands it. You’re going
to need fuel at some point and you will most likely
find it on a road, even if this is in a plastic bottle in
someone’s home. Roads will also allow you to travel
further than simply cutting a new path across the

countryside. For most journeys the majority of these
roads are going to be surfaced, whether this is Tarmac
or graded gravel. Some will obviously be in disrepair,
and some may just be a mud route or path. They
will, however, be roads and just the sort of thing that
adventure bikes are designed for.
What you need to establish is what you’re looking

for and the compromises that you’re willing to make.
If the majority of your journey is going to be on
Tarmac then a 250cc single with all your kit piled on
it will not be a lot of fun. If you’re going to spend a
lot of time riding tracks in the desert then a 1200cc
adventure bike is going to be a challenge.
At the end of the day you need to balance the weight

and performance of little and large. I’m going to buck
the trend and say that for most people the answer is
going to be large. Most of us are looking for the thrill,
for the exhilaration of acceleration and cornering. For
most of us this means a bike on the plus side of 650cc;
loaded with camping gear and kit for the journey, even
a 650cc can feel underpowered. We want to preserve
the thrill of riding great roads as well as soaking in the
scenery – if you don’t crave riding the Stelvio or The
Road of 1864 Bends in Thailand, then maybe cycling
is more for you? Yes, it’s about the destination, but it is
also about the journey.
So while many people are talking about smaller

adventure bikes, they’re probably riding a big one.
The majority of us are. How many people really need
the adventure model GS? Do you need the extra tank
range? Will you be repairing your spoked wheels at
the roadside when they get bent on a rock? Do you
need the extra ride height? For the majority, the extra
features are not required, but BMW still sells a lot of
GS Adventures. We buy big adventure bikes simply
because we want to. The size, power and style suits the
majority of the riding we do.
The joy of adventure travel is that it combines the

thrills of riding with the sheer joy of discovery; new
places, new faces, new cultures, new food, new roads.
I, for one, don’t want to compromise the riding en
route to these discoveries. Yes please, I’ll go large.

Seasoned overlander Richard Millington
questions whether we all really do want
smaller adventure bikes…

74 Motorcycle Sport & Leisure





W
e hear many stories of
adventure, but few are quite
as remarkable as that of Ron
Fellowes, a New Zealand-
born Australian, who, in 2012
rode overland from
Kathmandu in Nepal all the

way to Herstal in Belgium. Such a journey has been
done before – many times in fact – but not necessarily
by someone aged 68, nor on a motorcycle exactly 102
years old.
The bike in question was a 1910 Fabrique Nationale

de Herstal, or FN for short – the first motorcycle to
feature an inline-four engine. Ron had owned it since
the 1970s, and had dreamed about this trip ever since
he took ownership. That it was so many years before
the trip came to fruition is testament to the fortitude
of our dreams and aspirations…

At an age typically defined by the fading of our dreams and
aspirations, one man set off on an adventure that should make all of
us question what’s possible with the time we have left.

THE TIMELESS RIDE

INTERVIEW: Nathan Millward

Ron, 68, on his 1910 FN.

Taking a break in Todeshk, India.
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GERMANY

POLAND

SLOVAKIA

ROMANIA

BULGARIA

TURKEY

IRAN AFGHANISTAN

PAKISTAN

NEPAL

NATHANMILLWARD: How did the trip come about
and what did you aim to achieve from it?
RON FELLOWES: I gave myself the challenge more
than 40 years ago when I was given the bare bones of
an old motorcycle. I thought that riding it back to the
factory for its centenary would be a tribute to those
who built this magnificent machine.

NM: What did you aim to achieve from it?
RF: It was a combination of wanting to prove the bike
and I were up to the journey, and wanting to visit
countries I had previously not seen. I never imagined I
would be the age I was when I did it, but by the time
the motorcycle was restored, age didn’t seem to matter.

NM: Tell us about the bike…
RF: I spent 40 years restoring the FN – more than half
my life – so she’s pretty special to me. The bike is a
four-cylinder, shaft-drive, single speed machine. It’s
500cc but has only 5hp. The brakes are pretty
ineffective. Turning on the acetylene light would slow
down the machine more than using the rear brake! It
has a total-loss drip-feed oil system and is pedal-
assisted for hills, though without a good run up them,
I’d constantly have to get off and push.
I gained immense satisfaction in making

replacement parts during the restoration, sometimes
having to do it more than once to get them perfect.
I’m not an engineer, so every piece I made from
photos or drawings was trial-and-error. I can only
imagine what it was like in 1910 to own a bike like an
FN and set off with little understanding of how to fix
things that went wrong.

NM: How do you think your age affected the trip?
RF: I was in good health and pretty fit when I left
home, which is probably more important than the age
you are when you travel. Perhaps we see things
through different eyes as we get older, and appreciate
more and have fewer expectations than we do when

we are young. I think my age amazed many people,
and it may have influenced how they treated me at
times, though I’m inclined to feel that in certain
countries, respect for one’s elders is something that is
ingrained as part of the culture.

NM: Do you think there’s a best ‘age’ to travel?
RF:No I don’t think so. It’s a matter of doing things
while you can. Long life is not guaranteed, so who
knows if we’ll still be here in 10 or 20 years’ time?

NM: The breakdowns must have taken their toll on
morale. How did you deal with that?
RF: I knew the bike would need constant maintenance,
but I didn’t envisage breaking so many spokes, so that
was frustrating. I nursed her along, listening to her
sounds, and tried not to push her beyond her limits.

ABOVE: The roads can
get rather tight in Nepal.

BELOW: Engine out for
repairs in Nepal.
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Themost worrying time was being urged to hurry
through Pakistan and Iran for 600km, and I feared
then that the engine would fail. Towards the end I
could tell the bike needed urgent attention, but I met
the right people who could help.

NM: Was there ever a moment that you wished you
were riding a more modern, reliable machine?
RF:No, I think the bike was very reliable. It had
weaknesses I was aware of before I started, so these
weren’t a surprise. Also, if you ride quicker you can
miss the things that really matter. There’s a magic in
travelling at a slower pace.

NM: Which was harder, the physical or mental
challenge of the trip?
RF:The physical challenge was the hardest. It was so
constant, and I knew it wouldn’t get easier where there
were mountains to climb. Counting each step when I
pushed the bike up hills was all I could do to keep me
moving forward.

NM: How did places such as Pakistan and Iran live up
to your expectations, and how were you welcomed?
RF: Both countries were much more fascinating than I
expected. Pakistanis were incredibly friendly and the

far north of Pakistan is stunningly beautiful. Iranian
hospitality is second to none and I was surprised by
the openness of young people who are challenging the
system in every way they can. The historical sites and
the cities like Bam, Esfahan and Shiraz were
spectacular and left a profound impression on me.

NM: Tell us about the hardship of India; what was it
about that country that made it so challenging?
RF: I never felt India was hard, not in the sense that
many might think. It’s challenging in terms of traffic,
but I lived in Indonesia for five years, so the traffic was
no surprise, and in fact, it was easier than Bali. India is
a country that visitors either love or hate. I loved the
people, the colour, the organized chaos and even being
scammed can sometimes add to the charm of a place.
Being swamped in a sea of people when you’re on a

motorcycle can make it difficult to focus, but I was lost
on a Melbourne freeway recently and it’s the loss of
control that’s hard, not the place itself.

NM: You budgeted $50 a day for travelling. Did that
turn out to be enough?
RF:Generally, the more money we have, the more we
tend to spend. My wife Lynne and I worked out what
we thought I’d need and it proved to be sufficient. By
alternating between hotels, dhabbas (truckstops) and
camping it worked out well. There are always
unexpected costs so having something in reserve is
helpful. I wouldn’t suggest travelling on practically
nothing as that becomes a worry you don’t need.

NM: Do you have any regrets about how you did the
trip, and if you were to do it again what would you
do differently?
RF: I was disappointed not to be able to ride through
Burma because of restrictions on taking vehicles into
the country. Also, because I had committed to being at
the Bernkastel FN Rally, there was pressure (from
myself) to be there by a specific date. As a result, I
wasn’t able to spend as much time as I’d have liked
with many of the people I met. But sometimes we

TOP LEFT: A blowout
meant more work
between Yazd and
Esfahan, Iran.

TOP RIGHT: The Fargaras
mountain road in
Romania.

Giving a demonstration of starting the
FN at the Tech Museum in Budapest.

ABOVE: Fitting new
spokes between Multan
and Quetta in Pakistan.
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need deadlines and I wouldn’t have wanted to have
missed the rally given the wonderful reception I
received. I definitely would have had stronger rear
spokes had I known the road conditions were going to
be as bad as they were. I’d had only 2000km testing
and understanding the bike in Australia and Bali. As it
was though, I made do with what I had and managed
to weld two together when I ran out of spare spokes.

NM: How important was it that your wife Lynne was
there to support and encourage you along the way?
RF: Lynne’s support played a huge part in keeping my
spirits up and in the organization and planning. When
I felt I couldn’t continue she encouraged me not to
make a decision until I’d had time to sleep on it. She
did this without influencing me one way or the other.

NM:What would you say to those people who don’t
have the support of their partners for a trip/dream
such as this, and how do you overcome that hurdle?
RF: Two things sadden me. Firstly, when people
express a desire to do something adventurous but add
they know they never will. We only have one life and
it’s up to us how we live it. It’s about believing in
ourselves – the only barriers are those we put in place.

Secondly, when someone says their partner wouldn’t
‘let them’ do something considered unsafe, it bothers
me. Whether this is about control or fear, I don’t
know, but a lot gets back to communication and
respect for each other’s differences.

NM:What advice would you give to someone
planning an adventure and trying not to let the
dream pass them by?
RF: A dream is imaginary, and it remains in our head
until we take action. If I was asked for advice I’d first
suggest identifying if it really is something you want to
do. Then, begin by putting it down on paper – when
we see something on paper it becomes a specific goal.
It’s easier to achieve a goal than a dream.

Next, write down the pros and cons. Sometimes we
get caught up in the romance of an adventure but the
reality is that it’s bloody hard work – it’s lonely,
physically and mentally exhausting much of the time,
but the rewards, if you take the challenge, can be
life-changing.

If you decide to go, then start planning; set up a
bank account and name it; be prepared to give up
what it is you spend your money on now and set that

BELOW: A warm welcome
from the Belgian club at
Bernkastel.

TOP LEFT:More repairs
to be done in Germany.

ABOVE: The simple
pleasures of camping
in Poland.

RIGHT: A fantastic
achievement to have
reached Bernkastel.
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aside for your journey. Don’t fall into the trap of
believing your job is your security and if you leave
you’ll never get work again. The fact you are doing
something outside your comfort zone is an indication
you have what it takes to succeed at anything. Finally,
read everything you can. Take on board what feels
right for you and ignore the rest.

NM: By the end of the trip did you feel satisfied in
what you’d achieved or is there still a desire to do
something else, to challenge yourself further?
RF: I’m satisfied with that journey; just as I was
satisfied riding 200,000km on a modern bike back in
the Eighties from the top of the Americas to the
bottom [through 24 countries over a period of three
years, on a 1976 Honda Goldwing towing a trailer].
They were completely different journeys, and while I
wouldn’t necessarily want to repeat them, I still would
love another challenge.
I’d like to ride coast-to-coast across America on the

FN. I had planned to do the Cannonball Run this year,
but the daily mileage and speed required puts that out
of reach for my bike.

ABOVE:Meeting the CEO
of FN in Herstal.

ABOVE RIGHT: Arriving at
the FN factory.

BELOW: Lynne, Ron and
Effie in Bernkastel,
Germany.

Buy the book
With the help of his wife Lynne, Ron has written a
book about his trip, titled No Room for
Watermelons. It’s a very frank and realistic account
of his journey that doesn’t sugar-coat, and lays out
in great descriptive prose and honesty some of the
good and bad times from the trip.

Less room is given to the people he meets and
the places he passes through – this isn’t an
attempt to make sense of the world or offer great
insight into life in these countries, it’s just a very
clear account of one man’s mission to fulfil his
dreams. Getting hold of a copy is a bit costly as it
has to come from New
Zealand, but the print
quality is excellent,
with plenty of colour
images and in buying a
copy you feel like you’re
part of a man’s quest
to do and document a
most remarkable
adventure. It’s well
worth a read. Visit
www.oldblokeonabike.
com for more
information.

NM: In your book you talk about fate. Were you
prepared to accept any fate to complete the trip?
RF:Death is death, however it happens, whether that
be as a result of a motorcycle accident or a heart attack
in an armchair. When we are faced with seeing an
accident it’s confronting, as it was for me in Amritsar.
All we can do is process it, and move on.
There are some things we think we can control, but

the reality is that fate has a way of stepping in when
we least expect it. I’ve never been one to focus on the
‘what-ifs’, because that would have meant having
regrets and that’s something I never wanted. An
adventure is a collection of experiences – we can add
to them or take away from them. The choice is ours.
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DOORSTEP TOUR
Destination: Scotland – Argyle and Bute /Kintyre
Organiser: Missed Adventures
Duration: 7 days
Dates: July 16-22, 2016
Mileage: 900 miles
Cost: From £695
Contact: 01773 824422 / www.
motorcycletoursineurope.co.uk

Having made your own way to the Scottish Borders,
the next morning you’ll head north through beautiful
Ayshire and past stunning Loch Lomond. The scenery
gets even better as you head towards the west coast
through Argyll and Bute, with the day rounding off at
Oban. Heading south along the coast road, you’ll find
yourself traveling along the shores of Loch Fyne, with
Knapdale forest to the west. Arriving at Kintyre, the
Atlantic Ocean will dominate your view before
reaching Campbeltown and heading back north with
the Isle of Arran in view.
On day four you’ll explore Argyll and Bute on a

variety of breath-taking routes, with highlights
including Loch Fyne and Loch Awe. The next day
head north towards Oban, then back through the pass
of Brander, taking in the beautiful Trossachs National
Park, passing Loch Tay into Perth and Kinross, before
arriving at the night’s accommodation. The
penultimate day kicks off with Perth before heading to
Fife and over the Forth Road Bridge, eventually
circling the city ring road at Edinburgh. Your hotel for
the final night is set within Dumfries and Galloway,
via the beautiful rolling countryside of South
Lanarkshire and the Scottish borders; the perfect place
to reflect on your trip before a good night’s sleep
ahead of your ride home the following morning.

EUROPEAN TOUR
Destination: Eastern Europe
Organiser: Ride With Us Tours
Duration: 10 days
Dates: Anytime (self-guided)
Mileage: 2000 miles+
Cost: From £1245
Contact: 01582 840621 / www.ridewithustours.co.uk

This is where West meets East, tradition meets modern, and mountains meet
plains. It’s ideal alone or in groups of friends, following a comprehensive
itinerary through some of the most scenic routes in Europe, stopping at
carefully-selected accommodation along the way.
After crossing from Folkestone and a ride across Belgium, Holland and

northern Germany, you’ll board the overnight Motorail to Austria, arriving in
Slovenia on the second day to save three days of motorway riding.
The journey continues through the Austrian and Julian Alps – with the

beautiful Karavanke mountain range behind you and river Drava as your guide,
you enter the Pannonian Plains of Hungary. Your base for the next two nights is
the little spa resort on the shores of the thermal lake, with a day off to explore
Lake Balaton and beyond.
Your route towards Serbia will take you across the vast Hungarian plain – the

playground of Attila the Hun. Your furthest destination is a historic town built
by Austro-Hungarian Empress Maria Theresa during the 18th century, staying at
a traditional farm house for two nights.
On to the Zagorje region of Croatia, your base for two nights is another spa

resort. In Slovenia you stay in the Triglav National Park, overlooking a peaceful
valley surrounded by dramatic mountain peaks of the Julian Alps. Your next
stop is Zell am See in Austria (ride over Grossglockner). From here the route
takes you through the Black Forest, followed by the Champagne region and
finally back to UK.
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GLOBAL TOUR
Destination: America – Old Wild West
Organiser:MCI Tours
Duration: 11 days
Dates: September 7-19, 2016
Mileage: 1300 miles
Cost: From £2295
Contact: 0161 941 7149 / www.mcitours.com

How would you like to ride a Harley or Indian along
the Million Dollar Highway and visit seven National
Parks (Zion, Bryce, Capitol Reef, Arches,
Canyonlands, Mesa Verde, and the Grand Canyon)
plus Monument Valley? Well, you can with MCI
Tours, travelling along two of the most scenic
highways in all of America while covering 1300 miles
of beautiful mountains, deserts and mountain valleys.

The tour starts and ends in Las Vegas, with your
first night’s casino-style hotel a few blocks from the
rental depot where you’ll pick up your bike and start
this epic adventure. Leave Nevada and ride through
the western States of Utah, Nevada, Arizona, New
Mexico and Colorado, passing through three Native
American reservations.

Zion National Park is one of nature’s greatest
wonders; gigantic red and white rock monoliths tower
around you like skyscrapers in this city of stone. You’ll
also see the Great White Throne, Angel’s Landing, the
Court of the Patriarchs, and the Narrows where the
Virgin River has carved out a narrow canyon with
2000ft high cliffs on each side. You’ll then traverse
numerous switchbacks and travel through the
mile-long Zion tunnel, past the Red Canyon, riding
through a fascinating landscape of unusual rock and
sand formations.

Bryce Canyon is characterized by an enormous
array of oddly shaped ‘hoodoos’ – uniquely eroded
rock structures tinted with a variety of subtle colours.
The night’s accommodation is close by the park
entrance, so you can witness the sunrise lighting up

the pink cliffs and hoodoos, offering an ethereal and
stunning sight.

The tour continues along Highway 12, one of the
most scenic highways in America, leading to the
Capitol Reef National Park. In Arches National Park,
one of Utah’s most famous parks, you can see over a
thousand natural stone arches and unusual rock
formations. Canyonlands National Park has rugged
and colourful canyons and plateaus carved by the
mighty Colorado river, well worth stopping at for a
photo, as is the case for the Island in the Sky mesa that
rests on sheer sandstone cliffs over 1000ft high. To
make the most of your ride, both parks are within easy
travel of your two-night stop at Moab, Utah. While
here, you can visit the tourist office across the parking
lot from the hotel to find out about local hero Butch
Cassidy – leader of the Wild Bunch gang that pulled
19 bank heists and train robberies from 1896 to 1901.

Onwards to Colorado and you’ll soon find yourself
in Mesa Verde National Park, which shelters some
amazing Pueblo Indian villages and cultural sites
dating back to pre-historic times. It’s considered the
premier archaeological park in the US, and is a World
Cultural Heritage Site. Nearby is an Indian reservation
– only a tiny place but Four Corners is where you can
stand in four States of America at one time.

Into Arizona and Monument Valley – one of the
most photographed landscapes in America – this
valley has been a favourite Hollywood backdrop for 80
years. Included in the tour price is a morning jeep ride
out for a closer look. This takes you to Antelope
Canyon – one of the most beautiful canyons in all of
America and a morning you will never forget. Before
heading back to Vegas, you will also have the chance
to ride via Mexican Hat (so called because that’s what
the rock formation looks like) to the North Rim of the
Grand Canyon. The North Rim is a thousand feet
higher than the more popular South Rim, less
crowded and, arguably, more beautiful. Seeing the sun
go down on the North Rim of the Grand Canyon will
be truly a once in a lifetime experience…
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B
MW’s first four-cylinder GT sports
tourer, the K1200GT, came along in
2003. Powered by an inline,
longitudinally-mounted 1171cc
four-cylinder engine, it produced
130bhp and 86lb-ft of torque. It had
all the hallmarks of a grand touring

machine, with masses of comfort aided by an
adjustable seat, bars and footrests. An electric screen,
panniers and shaft drive added to the civility, but the
GT’s styling wasn’t the most attractive, and with its
firm suspension (though a more complaint electronic
system was available as an option), average tank range
and not inconsiderable 281kg dry weight, it wasn’t a
huge sales hit with production only lasting three years.
Its popularity improved in 2006 when an all-new

K1200GT was introduced. Offering far superior
performance, its across the frame 1157cc inline four
engine made a very impressive 152bhp, and with
95lb-ft of torque, gaining speed was always easy – just
the job for carting luggage and a pillion round the
Alps. Handling mountain hairpins was also a
straightforward task thanks to the 249kg GT’s new
twin-spar frame, and Duolever double wishbone front
suspension. Like the previous model, it featured an
adjustable screen and ergonomics, panniers and shaft
drive. A host of factory-fitted options were available
including ESA (electronically adjustable suspension),
heated grips and seats, traction and cruise control, on
board computer, lower seat option, and a taller screen.
Blighted initially by some engine and electrical
reliability issues, the classy-looking GT became a
good, if not a great seller.
The K1300GT arrived in 2009. Its enlarged 1293cc

engine made even more power, producing a 160bhp
maximumwith 100lb-ft of torque. Overall flexibility of
the motor was improved to make it even more useful as
a tourer, and it ran more smoothly.The GT came with
the option of the ESA II suspension system, which
offered a greater range of adjustment, new instruments,
switchgear, and a slightly restyled fairing.The SE (which
we’ve tested here) and EEmodels featured many of the
available factory-fitted options like heated seats, traction
control, and on board computer as standard. It was
dropped from the BMW line up at the end of 2011 when
it was replaced by the K1600GT.

WHAT’S IT LIKE TO RIDE
Even though BMW has significantly broadened its
range of motorcycles in recent years, tourers are still
arguably what the German firm is most famous for. It’s
got a reputation for building good bikes in this class,
and its K1300GT is no exception. As a mile-eater, it’s
nothing short of superb.
The GT’s powerful 1293cc engine is perhaps the

best of its numerous virtues – with 160bhp and
100lb-ft of torque, the 1293cc parallel-four is a
fantastic power unit. It’s superbly strong and flexible,
and you won’t need to go anywhere near its 10,250rpm
redline to get it to deliver very impressive pace. With
clean and keen throttle response, and pretty much
perfect fuelling, commanding extra speed couldn’t be
much easier.
There’s a slick gearbox action on this model, but

once on the move there’s little need to swap between
the six ratios. At all but the very lowest speeds, I
usually only had either the numbers 5 or 6 showing on
the very useful digital gear indicator. Even in town, the
bigger gears are enough to maintain good response
from the engine. It’ll pull cleanly and strongly even
from 40mph in top.
Out on the open road, the motor can be

devastatingly fast. In fact it’s so deceptive, it’s crucial to
keep an eye on the speedo to avoid getting into serious
trouble with the law. However, the engine’s massive
potential can still be appreciated at legal speeds, and as
any seasoned touring rider will tell you, there’s
nothing quite as rewarding and relaxing as being able
to gain a significant increase in speed without having

Knowing what to look for won’t just get you one of the best
tourers on the market, it might even help your marriage!

2009 BMW
WORDS: Chris Moss PHOTOGRAPHY:Mike Weston

Kept clean, the brakes perform very well indeed.

Used test:

K1300GT SE
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SPECIFICATION
2009 BMW
K1300GT
Engine: 1293cc,
liquid-cooled 16v dohc
parallel four

Power: 160bhp
(119kW) @ 9000rpm

Torque: 100lb-ft
(135Nm) @ 8000rpm

Transmission: 6-speed,
shaft final drive

Frame: Aluminium
twin spar

Suspension: (F) BMW
Duolever, with ESA; (R)
Rising-rate monoshock,
with ESA

Brakes: ABS (F) Twin
320mm discs, four-piston
calipers; (R) 294mm disc,
twin-piston caliper

Tyres: (F) 120/70-17;
(R) 180/55-17

Seat height: 820/840mm

Kerb weight: 255kg

Fuel capacity: 24 litres

to work too hard for it. There will be lots of occasions
during a tour where this engine asset would be
welcome; perhaps to get past some slower-moving
vehicle on an unfamiliar mountain road. With a
pillion and holiday luggage adding to the weight of the
task, you’ll need to rely on a potent power source to
get the job done. The BMW has just that, and can be
guaranteed to give you all the speed you need in a very
calm and unhurried fashion. Save some occasional
light vibration when it’s not being loaded, it’s just
about perfect.
Another very notable plus point of the GT is its

chassis, and more specifically its ESA. Standard-
fitment on this, the SE version of the 1300GT, it’s also
available as an extra on the base model and is certainly
worth having. The brilliant system gives you a chance
to instantly adjust both front and rear suspension
units at the touch of a button while on the move. With
a choice of nine different settings, it lets you tune the
ride to suit different loads, speeds and surfaces. For a
touring bike this is a major benefit and a real
advantage. How many times have you wanted or
needed to alter your suspension but thought the chore
of either accessing the tools or adjusters was just too
much?The ESA is a real solution to the problem.
Of course the system wouldn’t be that much good if

what it was attached to wasn’t capable enough to take
full advantage. Fortunately the GT’s chassis is more
than up to the job; nicely balanced and feeling light on
its feet, once moving above walking pace the weighty

BELOW: Sat-navs are a
very common accessory
on the touring machine.

LEFT: Some older
switchgear had a
tendency to be
troublesome.

DEALER
SERVICING
MINOR@ 6000
MILES/12MONTHS =

£250
INTERIM@ 12,000
MILES =

£325
MAJOR@ 18,000
MILES =

£475
* Costs will vary
depending on labour
rates and condition of
your bike.
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I OWN ONE
Rob Moran, a 57-year-old ground works engineer
from Alton, bought his 2009 K1300GT new, and
has done 38,000 miles on it since. “A couple of
years before I bought the BMW I was running
around on a Fireblade. It was a brilliant bike, served
me well, and gave me plenty of great memories.
But I knew it was getting a bit much for me, and
the desire to go fast everywhere was definitely
starting to fade. I started riding it less often.

“I’d noticed the K1200GT, and liked the idea of
its big power without being compromised by
discomfort. Having a bit of luggage and enough
room to carry a pillion in some style was another
attraction. But it was only when I went to a BMW
dealer with a mate and ended up trying a K1300GT
demo that I knew where my biking future lay. It
only took me a couple of days to decide, and a few
weeks later I got the bike in the spec I wanted.

“I’m really back into my riding now, and have
used the GT for a bit of everything since I got it. I
don’t often ride it for less than a hundred miles,
with trips to Europe for a few weeks probably
being the most common journeys I make. I like its
speed and civility, and it’s great the wife is happy
to spend time with me. We’ve had great times
together touring, which has never been previously
possible. It’s helped my marriage!

“The only trouble I’ve had is with its battery and
one of the handlebar switches. I do get it serviced
on time every time, but after its warranty ran out I
started using a more local private bloke who has
loads of experience with Bee-Ems. He’s a lot
cheaper and his service is a bit more personal.
Looking ahead, I’m not sure the 1300 will suit me
for too much longer. I’m not the strongest of
blokes these days, so I fancy something a bit
lighter. I quite fancy an F800GT or F800GS. Mind
you, just thinking about letting the 1300 go is
making me sad!”

tourer is easy to manage with neutral steering and a
planted, poised and trustworthy feel to it. Braking is a
particularly composed affair, with the stopping power
not only being superbly strong, but with good
progression and feedback, it feels assured as well. ABS
seals the security and works well if it’s ever triggered.

The only real issue with this bike is when it’s at
standstill, or when you’re trying to push it around –
then it can seem quite heavy, awkward and unwieldy.
You need to think ahead a bit to reduce the challenge
it can cause, and things like parking downhill or on a
gravel surface need to be avoided if at all possible.

As soon as the wheels are turning though, the BMW
instantly becomes another bike, feeling as though it’s
left at least half its weight and bulk behind. Then it’s an
easy animal to command, and efforts to get it to
change direction are met with ease and obedience. No
matter what sort of route you’ve chosen, or the speed
you’ve elected to cover it, the GT rarely feels
intimidating. Even when you’re filtering through
heavy traffic, the roomy panniers don’t handicap
getting through the gaps as much as you’d think.
Okay, it’s no congestion-busting scooter, but it’s not
exactly truck-like in size either.

Quite naturally for a touring bike, the riding
position is upright and roomy, to ease any long-
distance induced physical burdens. On top of that
though, the seat and bars are adjustable to tune things
a little more, with the option of a low 800mm seat
should that be needed. The 250-mile tank range,
highly protective fairing with its electrically-adjustable
screen are a real boon too. Our SE test bike had the
aid of cruise control, with heated grips and seats for
both rider and pillion to heighten the luxury and
civility still further.

Instrumentation is clear and comprehensive, though
you do need to pay extra for some of it – features like
the on-board computer or sat-nav as fitted to our test
SE model need to be paid extra for. The only slight
grumble I’d have with the clocks is that the analogue
speedo isn’t as clear as a digital one would be. And
while I’m being picky, I’d say the mirrors aren’t quite
as large as they should be either.

BELOW: Shaft drive is a
touring rider staple, but
beware of worn crown-
wheel bearings.

VALUES

£4500-
£8000
* Prices are for early
models sold privately
in average condition to
almost new, well cared
for examples available at
dealers.

BUYER’S GUIDE
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For minor issues like that to be the only area of
(very slight) criticism just shows how good the
K1300GT really is. With used prices being no higher
than £8000 for one of the latest examples, you
certainly get a lot for your money.

WHAT TO LOOK FOR
Buying a used K1300GT requires care and attention.
Even a bike that looks great cosmetically can need
work to put right mechanically. The majority of
owners care for their bikes and have them serviced by
approved BMW dealers, and the very best bikes to go
for are the ones kept from new by the first owner. They
have a very good reputation for having their bikes
looked after by dealers regardless of age and mileage.

Service history is very important on this bike. Once
bikes get a bit older and clock up more miles, owners
tend to use non-official outlets, or have a go at
servicing themselves. This is generally okay for more
regular work like oil and filter changes, but jobs like
valve clearance checks are much more involved. The
radiator needs to be removed to gain access and a
special tool is required to remove the shims. More
importantly, once the job’s done the coolant system
has to be re-pressurised which can be tricky.
The Duolever’s front suspension ball joints wear and

can only manage around 30,000 miles before giving
steering issues. If they’re worn, a test ride will reveal
vagueness and poor tracking. It’s not an easy job to
sort and is best left to a dealer unless you’re
experienced. Expect to pay up to £250. Check how
freely the rear wheel spins. The shaft drive’s crown-
wheel bearings can give up, leading to a rough feel. It’s
not a cheap fix – around £350 at a dealer. Get the job
done as soon as you detect the issue.
Handlebar switches could fail on early bikes,

especially in hot weather. Most will have been sorted
by now. Superior-spec BMW replacements can cost
around £200 per side. The action of the gearbox can
feel clunky, especially when the engine’s running very
hot. It’ll get slicker with more miles on the clock, or if
you use quality synthetic oil. Be mindful of corrosion
in the radiator, which can lead to overheating and
failure of parts like the ignition coils. Batteries kept in
good condition help starting in all temperatures. CAN
bus electrics usually work well on new bikes, but
performance can deteriorate with age, while many
components are coded to the bike's chassis number
– if you need to replace them, you must order new.
Clocks aren’t always totally reliable, and brakes need

to be kept clean and serviced to give their best. But
don’t worry about clutch rattles – it’s common.

I SELL THEM
Garry Mackay, of BMW dealer
Wollaston Motors in Northampton has
good experience of K1300GTs. “It’s a
bit of an alternative BMW tourer really,
and is significantly outnumbered by
the R1200RT. We don’t trade with
many these days, though they’re
regularly in to be serviced.

“They’re not as popular as the
K1300S. When we do buy them in,
they’re normally on the showroom
floor for just a couple of weeks,
though some have stayed here a fair
bit longer – that’s never the case with
the RT. Most owners are middle-aged,
between 45-60. It’s a bit too big a bike
for riders older than that, and younger
guys think it’s a bit dull to look at. GTs
are generally used for weekend or
summer tours or commuting, but few
are used as everyday bikes. We don’t
see many that have done more than
5000 miles annually.

“Though I’d naturally be accused of
saying this for vested interests, I
would advise any buyer to consider

getting a GT from an approved BMW
dealer first. The K1300GT is one of the
few BMWs we insist on seeing and
running through the workshop before
committing to giving a trade-in value.
It’s a bike that needs a thorough
inspection to check if some work
might need doing. Some items like
sorting the front suspension’s
ball-joints or drive shaft bearings can
start adding up to a significant sum. It
could be easy for a private buyer who
doesn’t spot these things and a few
others to need to shell out between
£800-£1000 for repairs. A non-
franchised dealer might not spot the
sort of issues we can.

“Checking the service history is
crucial – you need to see evidence of
servicing and checking all items have
been done on time, and by the right
people. The K1300GT doesn’t wear
quite as well as BMWs normally do,
and can’t hold its value quite as well
as other BMWs. It’s a bit of a Marmite
bike really.”

ABOVE: Duolever front
suspension eliminates
dive, but beware of worn
ball-joints.

BELOW: There’s rarely
much need to worry
about clutch rattles on
the GT.
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OTHER BIKES TO CONSIDER

BMW R1200RT
2005-2013, 1170cc, flat-twin,
110bhp, 259kg
A superb mile-eater.
Comfortable, practical,
economical, the 1200 is hard to
fault. Its flexible engine,
excellent handling, and top
dealer back-up make it a wise
choice. Most bikes have lots of
useful factory-fitted extras.

YAMAHA FJR1300
2006-2015, 1298cc, parallel-
four, 144bhp, 264kg
Great tourer with a loyal following.
The very strong engine doesn’t
need high revs to pull pillion and
luggage, while great comfort
allows big-mile days and solid
handling permits them to be
speedy. Auto version won’t
suit everyone.

HONDA ST1300 PAN
EUROPEAN
2002-present, 1261cc, 90° V4,
125bhp, 287kg
Once the standard-setter. The V4
engine is strong and usable.
Well-balanced and easy to ride, the
CBS/ABS system adds security. Its
big tank and comfort help
mile-eating, though some might
say it’s a bit short of charisma.

KAWASAKI 1400GTR
2010-present, 1352cc, parallel
four, 155bhp, 279kg
Powerful motor gives its best
when revved, despite variable
valve-timing aimed at more
flexibility. Chassis handles the
power well and steers nicely.
ABS, traction control, panniers,
and heated grips are all
standard features.

USEFUL WEBSITE
Good information and advice can be gained on the dedicated websites,

www.bikersoracle.com/kseries, www.motorworks. .uk
www.nippynormans.co.uk, www.james-sherlock.co.uk

BRAKES
ite its weight and s ee ,

he 1300’s brakes can handle
all that’s thrown at them.
ABS is effe i a oo
intrusive. T st
be kept clean and serviced to
keep them sharp.

FRONT SUSPENSION ENGINE EXTRAS

TYRE CHOICE

at an alarming rate i you’re
ent siastic with the throttle and
load up the bike heavily. Using good
multi-compound sports-touring
rubber will reduce bills and
maintenance intervals, and offer

grip.

FINISH

RELIABILITY

c e ron o t e engine and forks, and for
au s such as worn front suspension joints and drive shaft bearings. It’s

generally a trustworthy bike, provided it’s looked after and serviced well.
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TRIUMPH LEGEND BOBBER
Chris Tunbridge shares the techniques behind
another amazing project…

last bikes produced before they
went to fuel injection.
The original plan was to strip

down to the frame and engine,
which Paul would then clean
before all the modified parts
went on. To get the look, the
17in wheels would need to be

P
aul Sumner
stopped trading
bikes some time
ago, but
occasionally
he’ll be offered
something too

good to refuse. In this case a
2001 Triumph Legend TT 900
triple that wasn’t running, but a
bargain nonetheless... Wanting
to convert it to a bobber, he’d
only got as far as having a new
starter motor fitted and was
already losing heart. I suggested
he could bring the bike to my
’shop and work on it as and
when he wanted.
When it arrived, Paul had

removed the front and rear
mudguards, and the chap who’d
got it running had replaced the
air-box with cone filters. Paul
had also hacksawed off part of
the rear sub-frame, but other
than that it was pretty much
stock, although quite tired
cosmetically. He had ideas on
how he wanted it to look and
had even bought a set of 9in Z
bars, though it soon became
apparent that he really wanted

me to take on the project for
him from start to finish…

GOINGTHEWHOLEHOG
One of the Legend TT’s
redeeming features is its central
single tubular frame, and in this
case the three carbs – one of the

Part one

The Triumph as Chris received it, with the sub-frame already chopped off.

Stripped right down, the intention
was for Paul to clean it up…

The bare, and very distinctive,
Legend TT frame.

WORKSHOP:

90 Motorcycle Sport & Leisure

For Chris, bikes are there to
be enjoyed by their owners.
Specialising in flawless paint
finishes (and an insistence
that everything is done by
hand), this trained tool-maker
has spent years working with
his customers to ensure he
creates the bike they really
want, whether it’s a perfect,
original restoration, or a
totally bespoke machine.
Chris’ workshop – CT

Motorcycle Services in Kent
– has seen everything from
custom cruisers through
classic BMWs and Yamahas to
the dual-sport Ducati Monster
featured in MSL’s February
2016 issue. Visit www.
ctmotorcycleservices.co.uk
or call 07714 266627.

WHO IS CHRIS
TUNBRIDGE?



rebuilt with smaller and wider
16in rims front and rear, chrome
spokes and black powder-coated
original hubs carrying higher-
profile tyres.
The day came for Paul to

clean his engine, but while
pondering how well the original
finishes would clean up we
decided to refurbish absolutely
everything. There wouldn’t be a
single component or bolt that
would remain untouched.
The engine was to be finished

in matt metallic grey, and the
frame and running gear all in
gloss black – as the engine and
frame were both originally
powder-coated in textured satin
black, it wasn’t the easiest
surface to work with.
I started on the chassis first

– the headstock had some
bracketry welded to it that
needed to go, but other than
that the frame remained
unchanged. The swingarm was
anodized dark blue from the
factory, so was to be prepped
and painted in the same finish
as the frame.
The top yoke was originally

cast to allow for mounting of an
ignition barrel and clock mount
– this bike would have a tiny
single speedo and an ignition
barrel elsewhere, so to give a
clean look to the front of the

bike the additional lugs on the
yoke were removed and the
mounting position for the
speedo modified to suit.
The forks were a brushed,

lacquered sand-cast alloy with
lugs for the front mudguard, but
this bike wouldn’t run one, so I
removed them and made the
forks good. Getting them ‘right’
was tough, especially as they
were to be gloss black. It’s a
small detail, but as with all small
details, they soon add up.

CUSTOM REAR FENDER
Paul wanted the front mudguard
to be modified and mounted on
the swingarm to become the
rear mudguard – we discussed
the ease with which a
replacement could be sourced,
but to Paul’s credit he ignored
the extra cost of modifying the
front one; he felt a certain
satisfaction in knowing where it
came from. I applaud him for
that decision; it’s very easy to
take the path of least resistance
in a situation like that.
The rear mudguard will sit on

an invisible mount that’s
designed to allow it to ‘hover’
over the rear wheel. Before
painting the swingarm I thought
it prudent to drill and tap the
holes – a bit of a leap of faith as
there was a long way to go

before I was anything like ready
to fabricate the mount, let alone
test its functionality…
The frame was originally

finished in the same textured
black as the engine, so required
some time-consuming work
before its gloss-black top-coats.
Everything was prepped and
received etch and high-build
primer – a time-consuming
process that, if done correctly,
will reward with a finish that’s
unachievable with corner-
cutting. I’ve been asked by one
of my customers to “just put a
bit more paint on that bit”,
rather than taking the extra time
to prep it properly. I’ll spare you
my answer.
All of the chassis components

got two big coats of two-pack
black, with the exception of the
forks, which got a third coat –
they’re a big part of the look so
needed to be absolutely bang-on
cosmetically, and resilient to
stone chips. The last job was to
press new bearings and dust
seals into the drag-link for the
rear suspension.

FRUSTRATING REALITY
Anyone who’s embarked upon a
project like this will know that
initially there’s a huge surge of
activity and excitement with
stripping down, making plans,

ordering parts and choosing
colours. Then it dawns on you
that you’ve got to physically put
the work in to turn your plans
into reality. There’s a seemingly
endless period of cleaning,
sorting, organizing, prepping,
priming, plating, fixing,
grinding, welding, filling and
modifying. I would wager that
90% of the ‘unfinished projects’
you see advertised are
somewhere in the midst of this
no-man’s land stage. It’s just the
drudge that you have to get
through before the good stuff
starts to happen.
Paul had popped over during

the previous week for a quick
look, to be greeted by what can
only be described as a sea of
primed parts – nothing shiny
or lovely looking – and me
telling him that we were on the
cusp of shiny goodness. He
looked a little deflated. I
soldiered on undaunted.
I was just seeing finished

components going back together,
the box full of new parts in bags
being opened and the assembly
process beginning. This would
be where the mass of parts
started to look like a bike again.
This would be where we saw a
smile on Paul's face again…
Next month Chris’ step-by-step
guide to painting the tank...

TOP LEFT: Drilling the holes in
the swingarm was a leap of faith.

TOP MIDDLE: Only the caliper
mounts we left on the fork legs.

LEFT: Parts are etch-primed after
hours of prep.

ABOVE: Second primer is applied
before a guide coat that shows
any imperfections.

RIGHT: The first coats of deep,
glossy black are the result of
endless work. A shine so deep
you could swim in it!
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Test fleet:
Yamaha XSR700 Cada Día

K
eeping in mind that
this needs to be a
practical custom
bike, I could have
kept the stock

exhaust, or maybe gone for the
new Remus Hexacone full
system costing £666 from
Performance Parts (www.
performanceparts-ltd.com)
– that would have given me
space to throw a pair of panniers
over it for more long-distance
potential. But there’s something
about a high-level scrambler-
style pipe on a bike like this, and
I quite like the asymmetric look
of having a pannier on only one
side. I’ll worry about luggage
space later.

At £1099.99, the official
Yamaha Akrapovič exhaust
system is not cheap, but it is
gorgeous. Made of stainless steel
with a titanium sleeve, I think it
transforms the look of the bike.
And as I’m making this a single

seat machine, with the pillion
pegs removed it’s looking even
tidier. It does also save some
weight – at 5.92kg, the pipework
is 1.36kg lighter than OE.

As I wanted to get dyno
figures before and after, I fitted
the system between runs on the
rolling road while at BSD
(www.bsd.uk.com) – that meant
the luxury of a bike ramp, but
it’s a fairly simple job. There’s no
need to remove the radiator, and
as the bike is so new, the four
manifold nuts came off easily.
The gaskets are reusable too.

You’ll benefit from a decent
spring-puller to get the three
springs on, and it’s useful to have
a second person to ‘encourage’
the under-engine muffler’s
mounting points and the
end-can’s bracket to line up with
their respective holes. The
catalytic converter is an optional
extra, costing £99 – without it,
the system isn’t homologated for

road use (though there’s no law
at the moment saying you must
have one, and the can’s still
stamped). I asked Dave Bowcock
of Principal Insurance if not
fitting it could cause issues with
an insurance claim – he said that
after-market exhausts don’t tend

to affect premiums unless they
increase power by more than
5%. All alterations should still be
declared when getting a quote,
but unless the cat’s omission
affected the performance by this
much, leaving it out shouldn’t
be an issue.

Editor John takes the little Yamaha to the dyno as a high-level pipe goes on…

New downpipes look great feeding into the very free-flowing collector.
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REVEALING FIGURES
As standard the XSR made
70.3bhp @ 8750rpm and
49.6lb-ft @ 6500rpm (Yamaha’s
claimed figures are 73.8bhp @
9000rpm and 50.2lb-ft @
6500rpm). The bike runs rich
at higher revs, and while it’s
not the most efficient, it
wouldn’t cause any problems
for the engine.
After letting the system cool

down, I fitted the Akrapovič –
the first tests would be done
with the baffle and the catalytic
converter in. A quick run up
before testing and the difference
in sound was fantastic – besides
looking great, the deep throb
from the idling parallel-twin
was absolutely superb.
The figures were surprising

though… in this configuration,
the engine performed worse
than standard, making 69.4bhp
and 48.9lb-ft. It also got worse
with each run as heat built up.
The standard exhaust is
designed to have a cat in, and
Yamaha would have spent a lot
of time and money developing
the bike’s fuelling to suit it.

Next, we took the baffle out,
which wasn’t easy. Unlike many
cans that have a lightly tack-
welded bolt holding the baffle, a
rubber plug hides a spot weld on
the Akra. Once drilled out, the
baffle was still stuck fast, but
both race engineer Mark Brewin
and I needed to know what
difference it would make. It took
a pair of mole-grips and a large
hammer to eventually get it out,
by which time the tube at the
end of the baffle was rather
dented. A shame, b t needed

to be done for a thorough test,
and I can’t help thinking that it
was intended to be removed,
otherwise it would have made
more sense to be permanently
TIG-welded all around the
outside edge.
We’d been unable to measure

the fuelling with the baffle in, as
it’s got a dead stop a short way
in. Once the baffle was out, back
on the dyno we found that the
engine’s fuelling was spot-on,
obviously giving just the right
amount of back-pressure, and
making 72.4bhp/49.7lb-ft. Mark
told me that Akrapovič race
cans are typically much less
restrictive than this, as they can
rely on the wadding around the
end-can to kill the noise; there’s
little space for wadding in this
design as it’s more of an exercise
in style, hence the dead stop in
the baffle to reduce noise –
Mark would usually cut the
end off a baffle like this and
spend time adjusting the
fuelling to suit.

THIS MONTH
Rider: John Milbank

Cost new: £6249

Spec: 74bhp/50lb-ft

Kerb weight: 229kg

Tank: 14 litres

Seat: 815mm

Miles this month: n/a

Miles on clock: n/a

Average mpg: n/a

Current tyres: Pirelli Phantom
Sportscomp

Modifications: Yamaha billet chain
adjusters, Mobile Centre 8702
headlamp housing, JW Speaker
Cornering headlight, Akrapovic
high-level exhaust system,
Yamaha single-seat and rear rack.

Total value of mods: £2154.76

Excuse the lack of mileage
figures: as I write this the bike is in
pieces in Maidstone being painted,
and the clocks are in a Royal Mail
van somewhere between there
and my house…

TOP LEFT:Getting the baffle out proved difficult – I wouldn’t recommend it.ABOVE: Power and torque gains are
marginal at best – proof that the fuelling is very good as standard – but the sound is sublime.

LEFT: A Remus system woul
leave more lugga space.

RIGHT: The catalytic converter
is a £99 optional extra!

LONG-TERM REVIEW
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Back on the ramp, I popped
the cat out – with the engine
making 73.3bhp and 50.8lb-ft
when the baffle was removed,
the bike ran too lean below
7000rpm – a potentially harmful
situation. At the time of writing,
Mark would be unable to
re-flash the bike’s ECU to
correct it, but he could fit a
Power Commander. Still
though, performance gains
would be relatively small.
With the baffle in, and no cat,

the bike made 71.5bhp and
49.9lb-ft. For me, this is the best

balance – I’d recommend
leaving the baffle in place as it’s
too hard to remove without
damaging it, and with the cat
out the bike feels good. Again,
we were unable to get reliable
fuel readings, but it seems likely
the fuelling would be about
right in this configuration,
and you’d save £99 by not
buying the cat. Mark points out
that with any alteration at all to
the exhaust system, if the owner
notices any change in feel,
especially at smaller throttle
openings, it’s advisable to get it

checked on a dyno. Fuel
injection is more complicated
than the pilot, needle and jet of
carbs, with the 3D maps tied to
manifold air pressure, throttle
position and RPM.
Any aftermarket can that’s

fitted with a baffle will, to a
point, replicate the standard
exhaust, so shouldn’t need work.
But the Japanese are good at
making exhaust pipes that work
correctly through the rev range,
more so now with the under-
slung exhaust boxes that allow
them to put what they need
inside. Sure, this exhaust is all
about style, not performance,
but in this market, on a bike of
this design, it’s perfectly suited.

With the baffle in the sound is
lovely – deep and throaty. With
it out it’s awesome; what sounds
a tame little thing stock becomes
a beast. It’s too loud with
everything out, but I’ll probably
run it fully open at Wheels &
Waves… just to show off.

Watch the video at bit.ly/xsrdyno
Once removed, the restriction of the baffle is clear.

LONG-TERM REVIEW
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Test fleet:
Royal Enfield Continental GT

I
have lost 100bhp, which to
paraphrase Oscar Wilde
sounds like sheer
carelessness. Oscar was
talking about husbands, but

he would probably have said the
same of horsepower.
Either way, it’s not my fault.

The Honda CrossTourer
long-termer I ran over the
winter claimed 127bhp, while
the Royal Enfield Continental
GT boasts all of 29bhp. All right,
so that’s only a 98bhp difference,
but it’s still something of a
culture shock, coming from a
massive adventure tourer with
ABS, linked brakes and
semi-auto transmission to an
air-cooled retro single with
none of that.
Launched a couple of years

ago, the Continental has been
something of a hit, now RE’s
biggest seller by far in the UK,
making up 45% of its sales here.
Mind you, the days when
Britain was an important export
market for the Indian single are
long gone. In 2014, Enfield
exported a mere 3% of its
output, and the reason is
booming sales at home – the
company built around 300,000
Bullets that year, which put it
ahead of Harley-Davidson. With
an increasingly affluent Indian
middle-class now buying bigger
bikes as a leisure item, it looks
like RE’s time has finally come,
and in 2013 it opened a second
factory to keep up with demand.
Enfield might depend on its

massive home market these
days, but it’s clear that a lot of
the retro appeal rests on having
British roots. To bolster that,
and develop a new generation of
Enfields, it’s taken over
Hertford-based Harris
Performance to act as an R&D

A change of pace for
Peter Henshaw; from
1200cc Honda
Crosstourer to 535cc
Enfield Continental.

SUBSCRIBE ON PAGE 18

98bhp separates Henshaw’s old and new long-termers.

Weekend trip to sunny Weymouth was a perfect Enfield ride.

arm. And as for image, the
international press launch for
the Continental was held, not in
India, but at the Ace Cafe.
The world and his dog

probably know that Harris also
drew up the Conti’s tubular steel
frame. In fact, what with that
new frame, the Brembo disc
brakes, Pirelli Sport Demons,
Paioli shocks and Excel rims,
the Continental is starting to
sound a bit serious.
Topping it all off is brilliantly

evocative café racer styling
(also done in Blighty) which
suggests the original 60s
Continental in a more modern,
muscular sort of way.
So far so good, except that the

535cc single puts out only a little
more power than the standard
Bullet 500, so you can’t really
expect performance to match
the looks and chassis. The funny
thing is that, so far, that hasn’t
really bothered me. Admittedly
the bike is still running in (it
was delivered with just 111
miles showing), but it is pleasant
enough to bop along at a relaxed
50-60mph on twisty A and B
roads. And at these gentle
speeds, it’s been amazingly
frugal, with over 86mpg so far.

A run down to the coast last
weekend, culminating in a mug
of tea and sausage roll on
Weymouth seafront, was just the
sort of thing the Continental is
designed to do, and very nice
too. But will it cope with longer
trips? Is it any more than a
pretty face and some decent
components? Watch this space.

THIS MONTH
Rider: Peter Henshaw

Cost new: £4999

Spec: 29bhp/32.5lb-ft

Kerb weight: 187kg

Tank: 14.5 litres

Seat: 790mm

Miles this month: 360

Miles on clock: 471

Average mpg: 86.8mpg

Current tyres: Pirelli Sport
Demons

Modifications: None so far

Total value of mods: n/a

General impressions: Looks
fantastic, underpinned by some
quality components, but with less
power than a good 250.

LONG-TERM REVIEW
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Test fleet: Honda NC750X
A weighty weekend trip tests the Honda’s abilities.

THIS MONTH
Rider: Chris Moss

Cost new: £6899

Spec: 54bhp/50lb-ft

Kerb weight: 229kg

Tank: 14 litres

Seat: 830mm

Miles this month: 863

Miles on clock: 6235

Average mpg: 62

Current tyres: Bridgestone
T30 EVOs

Modifications: Honda top box
and panniers, BikeTrac tracker,
TomTom sat nav, centrestand,
bigger screen, heated grips,
12v socket

Total value of mods: £2248

General impressions:My
700-mile weekend trip on the
Honda let me discover even
more of its virtues – even
overloaded it can’t be phased.

A
n invitation to ride
in Cumbria for the
weekend needed
no second
thought. Apart

from the chance to enjoy new
zones, I knew my Honda would
make short work of the planned
700-mile trip.
However, the expression, ‘the

best-laid plans of mice and men’
was to become very pertinent
during the trip. Heading up the
Fosse Way to Leicestershire
went, as I’ve come to expect,
well enough – the 750 goes
about its business in such a
matter-of-fact way it’s easy to
take for granted. Often it’s just a
case of filling up, pointing the
right way, and continuing for
around 200 miles without much
thought for the bike itself.
Stopping in Buxton, after

around 140 miles, I made a call
to a mate who I aimed to meet
at the Haggs Bank bunkhouse
and campsite near Alston. I’d
planned to continue riding in
the Peak District, then head up
through the Dales to the
Pennine-based stop. But as he
was ready to go, he suggested I
diverted so we could ride up
together – what a mistake that
turned out to be!
After leaving idyllic empty,

twisting, pretty routes, I found
myself filtering through very
heavy Manchester traffic. Far
less pleasurable though that was,
at least the Honda did a great
job of congestion-beating. The
panniers might have swallowed
all I needed, but they’re still slim
enough to get between cars
unhindered, and the labour-
reducing DCT gearbox was a
real boon. Out on the M61,
having clocked 185 miles, I filled
up and calculated a 65mpg rate
of consumption. Then it started
raining heavily.
Still, with the taller Honda

screen keeping the worst of the
motorway spray at bay, life
wasn’t too bad. Not long later it
soon became far less rosy
though… coming off the M6 at
Penrith, my mate’s KTM 690

RIGHT: A hugger would be a
worthy addition to the NC.

gave up the ghost. To cut a long
and tedious story short, we
abandoned trying to bring it
back to life. Trying again the
next day didn’t bear fruit either,
so we both carried on aboard
my Honda. Trouble is, Shaun is
6ft 4in and weighs 18 stone. To
say it was a squeeze is a massive
understatement. Apart from the
lack of space, the weight of two
(amply proportioned) men and
their kit put quite a strain on the
bike’s suspension.
The softly sprung rear shock

bottomed out several times,
with the distinct rearward
weight bias making the steering
feel less planted than normal.
But the diesel-like torquey
character of the engine proved
to be a real asset. Even up the
steep gradients of Hartside Pass,
the NC pulled us both along
merrily enough, with the
slick-changing DCT system
preventing rider/pillion
head-butting.
Having lost a day, we just had

a good time socially with the
others at Haggs Bank (01434

382486, info@haggsbank.com),
discovering it to be a perfectly-
sited, clean and well-organised
venue from which you can
explore the Pennines area by
bike either on or off-road.
After that, it was back to

reality, riding down the M6 to
Manchester to dump Shaun off
the next day. Before we got there
a fill up showed the strain the
poor Honda had been put
through by only returning
46mpg. Still, given no Honda
designers would have
considered putting the bike
through what we had, that’s
entirely forgiveable. After
staying in the Manchester area, I
rode home on Monday through
the Peaks, enjoying what felt
like a relatively light and
racy-feeling motorcycle. Once at
home I felt most contented with
the hugely-effective Honda’s
achievements. I’d asked plenty
from it, and (as usual) it had
delivered all that and more.

LONG-TERM REVIEW
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Test fleet: BMWC650GT Highline

THIS MONTH
Rider: Roger Jones

Cost new: £10,475

Spec: 59bhp/47lb-ft

Kerb Weight: 261kg

Tank: 15.5 litres

Seat: 805mm

Miles this month: 267

Miles on Clock: 800

Average mpg: 53mpg

Current tyres:Metzeler Feelfree

Modifications: None

Total value of mods: n/a

General Impressions: A well-
balanced scooter that at first
feels very different to bikes I’ve
ridden over the past 50+ years

Roger feels it’s time to try the suitability of a scooter, now the years are creeping up…

L
et’s make things quite
clear from the start
– now I’m 10 times the
age of Barry Sheene’s
race number, some of

the larger-capacity bikes (like
my own BMW R1200GSA and
less so my F650ST) are feeling
pretty bulky.
The C650GT might be a

scooter, but it shares a lot with
bigger bikes. It has a 647cc
water-cooled, parallel-twin
four-stroke motor with eight
valves, giving a claimed top
speed of 112mph. Upside-down
40mm forks and a single-sided
swingarm give 115mm of
suspension travel, while the cast
aluminium wheels carry 270mm
twin front discs and a 270mm
rear disc, each with two-piston
floating callipers. ABS and
traction control are standard.
But it also has a Continuously

ABOVE: A heated passenger seat
should keep your partner good
and snug on any journey.

Variable Transmission (CVT),
with a centrifugal clutch and
chain final drive that’s fully
enclosed in an oil bath.
Friends’ reactions have been

varied; some scream ‘You’ve got
a what?!’ having never even
cocked a leg over the seat of a
scooter, to ‘I tried a so and so
scooter, great aren’t they?!’ Two
years ago I had a day in
Yorkshire on a Yamaha TMAX,
and more recently did 80 miles
on a Suzuki Burgman, so I’m
no stranger to the idea.
As I write this, I’ve only

had the bike for four days,
and my first ride was just 42
miles, but in that time it was
obvious how easy this scooter
is to live with. What hit me
most was the way that at less
than walking pace, both feet
could be kept on the footboards
– it’s so well balanced.

Finding a rear brake lever
where, for years, the clutch
lever has been made this old
brain grate its gears a bit, but
the twin-disc and single rear
were more than adequate; a
deliberate hard stop from
60mph activated the ABS but
in a very controlled manner.
When I got home I moved the

adjustable backrest from the rear
most of the possible three
positions to the centre, to suit
my 29in inside leg. Also, due to
the bike feeling a little harsh, I
decreased the spring pre-load
and will keep it on its lowest
setting unless carrying extra
weight – a simple enough task,
aided by the special tool
provided in the excellent tool kit.
The electric windscreen has

an automatic parking position
when the ignition is switched
off, but if you last rode the bike

with the screen higher than this
lowest position, when the
ignition is switched on it will
return. Clever stuff.
The heated grips and seat can

be run at 100%, 50% or
automatically controlled by
ambient temperature, road
speed and engine rpm – the
setting I’ve opted for. The
passenger has a rocker switch at
the side of the seat to select their
own setting.
Having set the bike up for my

personal needs, I decided to
check out some on-the-fly mpg
figures using the multi-function
display: At a steady 50mph it
showed 72mpg, 60mph returned
62mpg and 70mph gave 52mpg.
After the first fill up, the average
figure showed 53mpg – it’ll be
interesting to see if this is
bettered after a couple of
thousand more miles.

LONG-TERM REVIEW
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Suzuki V-Strom 1000

T
he Suzuki’s
characterful. By that
I mean it’s a little bit
quirky, as I’ve found
out during these

past six weeks, clocking up the
best part of 1000 miles. My very
first ride on the bike was quite
short – I remember getting off
and dwelling on the negatives; a
lumpy motor at low revs being
the biggest stickler.
True, the bike has got a few

hang-ups, but its good qualities
outweigh its drawbacks. It’s like
anything in life; it takes time to
understand some things
properly, to get a feel for that

After racking up the miles, Bruce is finding the Suzuki a real box-ticker…

THIS MONTH
Rider: Bruce Wilson

Cost new: £9999

Spec: 100bhp/76lb-ft

Kerb weight: 228kg

Tank: 20 litres

Seat: 850mm

Miles this month: 608

Miles on clock: 3435

Average mpg: 50mpg

Current tyres: Bridgestone Battle
Wing BW501

Modifications: None

Total value of mods: n/a

General impressions: Economical,
comfortable and great for
everyday blasts. The lumpy and
slightly flat motor holds it back at
slower paces or when riding
two-up.

awkward clutch biting point, or
know exactly when you need to
be changing gear for the
smoothest power delivery, or the
best fuel economy.
I feel like I know the Suzuki

pretty well now. And I’ve grown
to really like it. I talked last
month about its great handling,
which I’ve had chance to sample
further since the last report. It’s
got to be up there among the
very best of the bikes within its
class for cornering, being
surprisingly sharp and coupled
to a frame which is really
informative and confidence
inspiring – especially on the

front end. On faster, bumpier
roads it can feel a little harsh
through the suspension,
rebounding quickly and firmly,
but not to the extent that I’d call
the bike uncomfortable.
I’ve undertaken another

decent sized ride in the past few
weeks, heading down to the
Excel London motorcycle show
with editor John. Sod’s law, it
was a bloody cold journey,
during which I once again
dreamt relentlessly of the heated
grips this bike so desperately
lacks. But in terms of general
ergonomics and comfort, I was
once more impressed by how
well the bike carries a rider over
distance; making light work of
the 300-mile round-trip.
My wife thinks it’s pretty

comfy too. We rode over to see
some friends who live a few
hours away, giving Anna a
chance to experience life on the
back of the bike. She fell for the
relatively large pillion seat and
was also a fan of the good
amount of legroom down to the
pegs. She wasn’t such a fan of the
engine though, giving me an
earful through our Interphone
F5MCs intercoms every time the
motor ran down below

3500rpm, where it can get a bit
lumpy. Likewise, she said the
gear changes were surprisingly
harsh, from her perspective, as
well as the sensation when I
rolled off the throttle.
Because we were stopping

overnight we crammed the
panniers. They’re not the biggest
and their awkward, triangular
shape means you have to pack
them in a considered fashion if
you want to get more than your
toothbrush and slippers inside.
Still, the internal retaining straps
are great, and I can only say
good things about how easily
the boxes lock and unlock. They
also can be removed really
quickly, as I discovered when I
got the pressure washer out and
blasted off a load of road-crud.
To go proper touring on this
bike I’d invest in a top-box,
which would no doubt have
made things a lot more
comfortable for Anna too. But
that boat’s now sailed as the
V-Strom’s loan period has
expired. It was great getting to
finally sample what it had to
offer, proving a really practical
everyday bike as a well as a
comfortable mile muncher.
I’ll miss it.

LONG-TERM REVIEW
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Test fleet: Suzuki GSX-R1000

I
t had been a hellishly long,
cold and wet journey to
Oulton Park from
Horncastle, where I would
watch my brother

Broderick race. What should
have been a two and a half hour
ride took nearly twice as long,
thanks to clogged roads and
getting lost far more times than
I’d care to admit. But, as I took
off my drenched riding kit and
stepped into my brother’s warm
caravan, it hit me that I wasn’t
aching. The best part of five
hours on the Gixxer’s firm
saddle and not even my wrists
hurt, let alone my back, which
had been burdened with a
rucksack full of clothes, shoes
and general junk. It proved a
complete contradiction to the
common rhetoric that sports
bikes were unbearably
uncomfortable.

I guess it’s a personal thing,
but I really did find my new
long-termer surprisingly
accommodating. I’ve ridden
adventure bikes which have
caused me to reach awkwardly
farther to the bars, naked
machines with more demanding
knee angles, and supposed

Common wisdom would suggest that sports bikes are uncomfortable,
impractical and definitely no good at going the distance… THIS MONTH

Rider: Bruce Wilson

Cost new: £11,599

Spec: 182bhp/86lb-ft

Kerb weight: 205kg

Tank: 17.5 litres

Seat: 810mm

Miles this month: 397

Miles on clock: 797

Average mpg: 37.2mpg

Current tyres: Bridgestone
Battlax S20

General impressions: It’s been
surprisingly comfortable and great
fun to ride. I’m a big fan of the
bike’s smooth gearbox and
extremely torquey motor.

RIGHT: The Suzuki’s ergonomics
are surprisingly accommodating
thanks to its shallow angled bars,
low pegs and equally low seat.

tourers with less generous wind
protection than what’s afforded
by the Special Edition, 30th
Anniversary GSX-R1000’s
double-bubble screen and
fairing. I’m not saying this bike’s
an armchair, but I got off it
genuinely impressed and
without a numb bum or
tingling feet.

To date, that’s the longest
journey I’ve made on the
Suzuki, but it’s fuelled
inspiration for many more long
trips this season, including a
final fling to watch the Bol
d’OR at the back end of the
year, for which I’ll be trying to
make the bike as distance-
friendly as possible. But I’m
also keen to explore the
potential of the Suzuki from
a day-to-day perspective; to
learn as much about its
commuting skills as its pure
pleasure potential. Of course,
I’m gagging to get it out on a
track day too.

Perhaps the most attractive
quality to this bike is its motor.
In the few miles I’ve clocked so
far I’ve been blown away by its
torquey delivery and consistent
power curve, made all the better

by smooth fuelling and a slick
gearbox. It might not be the
most powerful or
technologically sophisticated
supersport machine out there,
but it makes for a great road
bike and has yet to leave me
wanting for more oomph – it’s
too much of a missile as it is.

And a sweet sounding one at
that, thanks largely to the
Yoshimura end can that comes
as standard on the Anniversary
model, along with a bucket-load
of other trinkets like bar-ends
and timing-cover plugs. The big
screen, tank pad and paddock
stand bobbins are among the
other selected additions that
make the model stand out, with
the biggest draw, in my opinion,
being its retro paint scheme…
There was the option to have it
in red and black, but nothing
says GSX-R like the blue and
white combo. I love it. We might
only be at the start of the season,
but it already feels like I’ve
picked a winner.
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Test fleet: Kawasaki GTR1400

T
he Kawasaki
GTR1400 glides to a
stop outside the
Casino de Monte-
Carlo after a

sure-footed yet swift ride
through the continent to its
destination. The rider dismounts
in one smooth, fluid motion,
removes his Arai to reveal a
neatly-trimmed, perfect head of
hair. He then whips off his
all-in-one bike suit to expose a
tuxedo. The suave biker has
arrived, and we know what he’s
here for. He stoops to the GTR’s
capacious left pannier: surely
inside is a fortune about to be
blown away on the gambling
tables used by the rich and
famous. Will he place it all on
red, or black? But no, instead
out tumbles a green Co-op
carrier bag, spilling a can of
Lynx deodorant, disposable Bic
razor and dirty kecks onto the
principality’s pricey, poncey and
pretentious pavement…
The romance of travel by

motorcycle is often edged with
the painful reality that – if we’re
honest with ourselves – going by
car is really much more
practical, and today sometimes
even more fuel-efficient.
Helmet-hair aside, even the
most capacious of tourers is
going to mean packing light, the
most waterproof kit often isn’t,
and aging bones and sinew leave
you feeling like a contortionist
who knows they’ve chosen the
wrong profession.
I know I’m talking to the

mile-munching elite ofMSL
here, but I’m now in my
mid-40s and this is how I feel
after a decade on point and
squirt, impractical bikes.
Perhaps the Kawasaki GTR1400
can change my mind? I think it’s
time I rediscovered my
adventurous side.
I recall happy days doing

many miles on a BMW
R1150RT (up to 1000 miles a
week) when commuting and
using the bike for practical
purposes and trips abroad. That
is what I’ll be attempting to

Can Kawasaki’s turbine-smooth tourer change Bertie’s opinion of motorcycling discomfort?

THIS MONTH
Rider: Bertie Simmonds

Cost new: £13,699

Spec: 160bhp/100lb-ft

Kerb weight: 312kg

Tank: 22 litres

Seat: 815mm

Miles this month: 505

Miles on clock: 566.1

Average mpg: 43.5mpg

Current tyres: Bridgestone BT021

Modifications: Carrier bags to act
as pannier liners. And old bungee
straps to attach the laptop to it
when ‘commuting’ to the office a
few times a month.

Total value of mods: 30p for
three ‘bags for life’ to keep items
on the rack dry and act as pannier
inners.

General impressions: It’s bigger
and comfier than anything I’ve
ridden in a long time… things a re
looking good for some
comfortable touring.

recapture on the big Kwak – as
well as looking at the machine’s
progenitor; the GTR1000 (I do
edit Classic Motorcycle
Mechanics, after all…)
So after my first 500 miles on

the bike, impressions are that it’s
bigger than most things I’ve
ridden recently, but very well
balanced. The mirrors are large
and useful, as is the electric
screen. The integral heated grips
are an addition that every
so-called tourer should have, but
oh, that motor. It really is the
star of the show, and it’s no
wonder Kawasaki says the GTR
is a ‘sports-tourer’.
It’s typical Kawasaki, albeit

with a more refined edge than
the sports motors. I actually find
myself taking the panniers off
and going for a ride just for the

hell of it, and that’s a damn good
sign. Comfort: Let’s just say it’s
getting better as I get used (once
more) to having more than 80
miles to do in one hit. Welcome,
ibuprofen, my old friend. It’s
also all about muscle memory
and developing that iron butt.
But, remember how this piece

began? You feel daft turning up
using Co-op carriers as internal
pannier bags. The panniers (as
large as they are) are no real
substitute for a decent-sized
topbox and – while the heated
grips as standard are brilliant –
you need them as you have to
pull over and take your gloves
off to see where you’re going on
your smart phone, so before I
plan that big trip away, it’s time
to make this the perfect
inter-continental sports tourer.
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Test fleet: BMW F800GS

I
t was just a throwaway
comment by the chap on
the BMW R1200GS
Adventure: “Yes, and my
wife’s got an F800GS...”

Meant no harm, but once heard
it couldn’t be unheard. For the
next week, before the F800GS
turned up, I kept looking at
them online trying to persuade
myself that some wouldn’t
describe it as a GS for ‘gurls’.
Then the bike arrived, I went
for a ride and forgot all
that nonsense.
The F800GS excels at the

things parallel twins are perfect
for: it’s just easy. Not only easy
to ride – most bikes are easy to
ride, really – but easy to use. It
requires so little effort to get out
of the garage, jump on and blast
to the shops to get some bread,
compared to the overkill of
wheeling out a fully-tooled
adventure flagship. That’s too
much hassle, right? I’m not
damning the 800 with faint
praise, but it’s a fantastic utility
bike for everyday living.
And versatile; the GS does big

rides too (or I hope so; I’ve got a
three-day, 1200-miler around
Scotland planned). Better
off-road riders than I (er,
everyone) say it’s the perfect
introduction to the noble art of
rolling around in the straw and
filth; less weight and more
nimble than the 1200.
But not on standard Pirelli

Scorpion Trial tyres. They’re
great on tarmac, but the first
thing I did with the BM was
point it down a local green lane
and discover the front finds zero
purchase on grass, mud etc.
After the Scotland trip, a search
begins for better off-road rubber
without compromising tarmac
performance too much. A pair
of Continental TKC80s are first
in line, then Pirelli’s own, new
trail-centric Scorpion Rallys as
soon as they’re in stock.
Also just added to the GS are

BMW’s tall screen option and
hand guards. The stock F800GS
screen is fine for comfort, but
I’m 6ft and need a couple more

Easing into life in the F800GS lane. THIS MONTH
Rider: Simon Hargreaves

Cost new: £10,055

Spec: 85bhp/63lb-ft

Kerb weight: 214kg

Tank: 16 litres

Seat: 880mm

Miles this month: 67

Miles on clock: 460

Average mpg: 44mpg

Current tyres: Pirelli Scorpion Trail

Modifications: BMW touring
screen, BMW hand guards (extra
wind deflectors)

Total value of mods: £420

General impressions: The 800 GS
is light, nimble and relentlessly
upbeat; a perfect day-to-day
living bike. Needs a big ride to
test its long-distance
credentials.

BMW hand guards (new bar ends,
main stay, two-piece wind
deflectors and fittings) are
quality items. But you have to
drill them first.

inches to minimise wind noise
for listening to music. The new
screen adds 6in on top with
wider, flared sides, and an extra
aluminium brace. At tickover it
resonates in harmony, but at
speed it is quieter. It also takes
some of the pressure off my
chest – now wind just ruffles my
shoulders. Judging by forum
responses, some GS owners
don’t like them. But I guess it
depends on your height
preference; works for me.
The BMW hand guards take a

bit of fitting: with the plastic
guards in two pieces (for
alternate fitting options) you
have to drill them to bolt them
together. Not fiddly, but it takes
nerve to assault brand new
BMW parts with a power tool
(an apt metaphor for giving me
the bike in the first place).
They’re quality items though,
which fit well and look right.
The final mod this month was

to remove the rubbers from the
serrated footpegs; nominally for
boot grip off-road, but really
because it looks better. So vain.
But also because I can’t have
anyone saying it’s a girl’s GS.
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My bike: KTM 1050 Adventure

T
he days of slapping
an end-can onto
your bike for some
easy power gains are
long behind us. Say

what you will about modern
fuel-injection systems and
ride-by-wire, but manufacturers
are increasingly finding the
closest-to-optimum settings to
get the best performance and
efficiency from their engines.
Tight emissions legislation

does of course cause issues, and
a skilled engineer – like Mark
Brewin at BSD Performance
(www.bsd.uk.com) – can either
use a Power Commander, or as
is now more often the case,
remap the ECU to better control
the fuel delivery. But outside of
tuning an engine, particularly in
supersport bikes, there’s little
top-end performance to be
gained any more.
I was particularly curious as

to how the KTM would respond

to a replacement end-can – as
owners will no doubt be aware,
in order to be compatible with
the A2 licence laws, it cannot
make more than double the
power it would be restricted to.
Riders under 21 have to make
do with 47bhp (it’s not that
long ago we’d have thought that
very healthy), which means the
1050 mustn’t make more than
94bhp in stock form. Not that
we know of anybody riding one
on an A2 licence.
Claimed power figures are

usually at the crank, so on a
dyno, power and torque will be
lower than quoted. I expected to
see power around the late 80s…
Watching a bike being run on

a dyno is pretty impressive – it’s
a chance to ‘see’ and ‘feel’ the
energy being generated by that
lump of metal between your
legs; visit bit.ly/1050dyno to see
the 1050 running at BSD.
Needless to say, I was very

surprised when, in completely
stock form, my KTMmade
99.2bhp @ 7650rpm, and
79.1lb-ft @ 6200rpm. KTM
claims it makes 93.9bhp @

6200rpm and 78.9lb-ft @
5750rpm. So it’s making MORE
power and torque than
promised; thanks KTM.
KTM offers its own after-

Bike manufacturers have got fuel injection so right, there are few gains to be made…

The Remus Hexacone is a much smaller
and lighter end-can than the KTM original.

Watch the video at bit.ly/1050dyno

KTM 1050 Adventure, strapped down on the dyno at BSD in
Peterborough.
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market exhaust – the £794.48
Akrapovič that’s shared with the
1190 Adventure and 1290 Super
Adventure – but Performance
Parts (www.performanceparts-
ltd.com) also supplies a range of
slim Remus Hexacone silencers
in stainless (£609), titanium
(£661) and carbon fibre (£674).
All have carbon-fibre end caps
and heat shields, and are all
within around 100g of each
other; I found that the Titanium
version I’m testing weighed a
total of 2.86kg – a sizeable
saving over the stock’s 6.56kg.
As with most optional cans,

the baffle can be removed,
though the manufacturers take
small steps to infer that you
shouldn’t, in order to retain
homologation for road use. In
this case, a dome-headed
hex-drive bolt is tack-welded to
the baffle. A round-ended Allen
key is required to fit around the
outlet, but it doesn’t take much
force to free it off.
Maybe unsurprisingly, and as

was the case with the XSR on
page 94, it turns out that there
are no real top-end performance
gains to be had by fitting a freer
breathing can to the 1050. In
fact, with the baffle fitted in the
Remus, the peak figure drops a
fraction (though not that you
notice to ride it) – 98.5bhp @
7600rpm and 77.6lb-ft @
6500rpm. Removing the baffle
sees power climb a touch to
99.5bhp @ 7600rpm, with
77.2lb-ft @ 6300rpm.
When a bike sounds louder,

it’s easy to imagine you’re going
faster, but this engine is fuelled
to exactly match the back-
pressure created by the stock
exhaust. Of course, mapping the
fuelling to allow it to match the
more open Remus can,
especially with the baffle
removed, could see a very small
increase in performance.
This is less of an exercise in

style than the XSR700’s
high-level full system, but there
are still good reasons why
quality aftermarket cans are so
popular. Besides the
individuality, the 1050 feels a
fraction sharper at lower revs
when accelerating, and of course
there’s a substantial weight-
saving. Though I could do with
losing around 10kg from myself
before I can blame my bike for
any excess mass.

I like the look of the standard
KTM exhaust, but while it’s
solidly built, it does tend to get
a few spots of surface rust
around the edge of the end cap.
These can be wiped off with a
little WD40, but the carbon tip
of the Remus is a much more
attractive look.
And then there’s the sound.

With the baffle fitted, the Remus
has a louder, more aggressive
tone. Rolling off the throttle,
there’s a lovely barrage of pops
and burbles, but never to the
extent of backfiring. The engine
sounds more alive – I know this
KTM’s previous owner had one
of these same Remus exhausts
on, and much preferred it.
While working on the bike, I’d

been raving to Mark about the
excellent fuelling on the 1050.
He’s remapped over 360 KTMs,
from the 690s to the RC8R;
owners of the older models have
complained of a harsh throttle
response – something he can
address using computers, a
rolling road and decades of
experience and understanding.
“Take it out for a run,” I said.
“You’ll love it.”
“It’s not got that harshness,”

he said when he got back. “But
it’s just masked by the ride-by-
wire. I can feel when the lambda
sensor kicks in, and it won’t
hold a steady throttle. Over the

severe bumps on the road
behind the workshop, it surges
as it crests them. It’s the same
thing as the older bikes, under a
veil of electronics to make the
motor feel smoother.”
I’ve worked with Mark for

more than 15 years, and he’s one
of the few mechanics I would
trust implicitly. It worried me
that I hadn’t felt what he
described, but then I realised
– no other journalist had
complained either. This is a man
who understands the inner
workings of an engine like few
others, who can feel every signal
sent to the ECU. He’s not like
you or me, and while I’m
delighted that there are people
like him around to improve /
repair my bikes, I’m still more
than happy with what KTM has
done with the stock 1050.

MY BIKE
Owner: John Milbank

Price paid: £7500

Spec: 94bhp/79lb-ft

Kerb weight: 230kg

Tank: 23 litres

Seat: 850mm

Miles on clock: 11,013

Average mpg: 51.7

Current tyres: Bridgestone
Battlax A40

Modifications: Centrestand, Rowe
PDM60, Givi quick-release pannier
racks, aluminium top-box carrier
and Trekker luggage.

Total value of mods: £1323.61

General impressions: It turns out
that the KTM is even more
powerful than I expected. This bike
gets better every day!

ABOVE LEFT: Removing the
baffle just needs the tacked bolt
cracking free.

ABOVE RIGHT: Every part of the
Remus can is beautifully made.
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My bike:
2005 Triumph Speed Triple

I
’ve been riding since I
owned a Yamaha FS1E at
16, and bought the Speed
Triple – the first of the 1050
models – in March 2007

from Total Triumph in Taunton.
I’d liked the look of all the

Speed Triples since they
launched, but when Triumph
brought out the 1050 there was
something about its short,
chunky stance that really
gripped me. And then Total
Triumph let me ride one... I was
convinced! They got this one in
on part-exchange for a 1050
Tiger so I snapped it up – the
optional tribal paint really made
it stand out.

Before buying this, I had a
matt-black, un-faired 955i
Sprint ST, which I still own
along with a vintage Tricati – a
small-frame 350 Ducati with a
350 Triumph motor in it.

Including trips abroad (so
some miles on hire bikes) I ride
an average of about 8000 miles a
year, and have put 30,000 miles
on the Speed Triple since buying
it, using it for year-round
commuting, weekend trips and
the obligatory Sunday blasts to
the beautiful coasts we have
down here in the South West.

The longest trip I’ve done on
it in a single day was around 300
miles – there were no real issues,
even on the motorway; the
fairing deflects more wind than
most would think. I’ve never
owned a faired bike, so have
never been bothered by the talk
of ‘wind blast over 80’ that most
reviewers complain of with
naked bikes. The fuel range is
roughly 160 miles at a push –
depending on how you ride it
– which is plenty for most
people in a single stint.

I took a pillion on it once,
and while she was quite small,
she still found the back
uncomfortable. To be honest, I

think the idea of a pillion was a
long way from the designers’
minds when they built the
Speed Triple.

I love the smooth, constant
wave of torque, and the fact that
you can happily commute on it,
pass your IAM test on it, or ride
it hard and let its pit-bull side
come through – the sound of
the triple motor is incredibly
addictive, and I think the
handling is superb. Oh, and

pretty much everywhere you
go people will come and ask
questions about it.

MAKING IT MINE
The handlebars had already
been changed for Renthals
when I bought it, and having
ridden one with standard bars I
do prefer these aftermarket
ones. I fitted a tail-tidy to
replace the pig-ugly standard
rear, although now I have to be

MSL reader Matt James, a 46-year-old IT manager (and self-proclaimed frustrated traveller),
shares his passion for his Hinckley roadster…

MY BIKE
Owner:Matt James

Price paid: £5500

Spec: 128bhp/78lb-ft

Kerb weight: 207kg

Tank: 18 litres

Seat: 815mm

Miles on clock: 44,000

Average mpg: Around 43mpg

Current tyres:Michelin Pilot Road 4

General impressions: Great fun,
stonking motor, never fails to put
a smile on my face. A true British
hooligan – in a good way.
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WINWITH
DUNLOP
Dunlop’s new RoadSmart IIIs
offer precision handling and
stability without
compromise. The new tread
design and nano technology
compound provide maximum
grip and performance on
both wet and dry roads – a
sure-fire winner for every
trip; from the most
demanding of back roads to
the most epic of adventures.

On middleweight twins to
heavy, large-capacity touring
machines, the ground-
breaking tread pattern of the
RoadSmart III has been
developed to ensure even
wear, efficient evacuation of
water and class-leading grip.

The tri-polymer compound
blend and high-dispersion
silica mix offer improved
wet-weather performance,
and a 10% increase in
mileage over the RoadSmart
II during internal tests.

Dunlop’s RoadSmart III has
an entirely revised rayon ply
carcass, which requires less
steering input, while offering
more precise handling – all
with the RoadSmart’s
trademark confidence and
reliable feedback.
Visit www.dunlop.eu

WIN A PAIR
FOR YOUR BIKE
This is a fantastic chance to
share your experience of the
bike you live with, and if
published, we’ll send you a
set of Dunlop RoadSmart IIIs.
We want to know the good
and the bad. Email us with a
photo of you and your
machine, plus a few small
details of how long you’ve
owned it and what you want
to tell us. We’ll send you a
questionnaire, and together
we’ll produce your feature.
Get in touch today at

dit r@mortons.co.uk

Renthal bars feel better than OE to Matt. M4 exhausts save 7kg, and move the weight lower.

The standard Speed Triple had high-level exhausts, which show off the single-sided swingarm.

prepared to get a wet back when
riding in the rain.
The original under-seat

exhausts were changed for
carbon fibre M4 cans, which
sound much better and shaved
off almost 7kg. Because the
standard cans were mounted
high, the M4s made a huge
improvement to the handling. I
also fitted a K&N air filter to
help the bike breath more easily.
Having changed the exhausts,

a big hole was left where the
originals were, and the rear pegs
looked odd, flaring out over
them. Daytona 675 ones fit
directly on, and really tidy it up.
The standard lights aren’t bad,

but replacing the OEM bulbs for
some Osram Night-breakers has
made a big improvement in both
use at night and how visible they
are in daylight traffic.
I’ve also bought a Ventura

luggage rack, to make weekend

(or longer) trips less hassle with
luggage. Other than that, I
wouldn’t mind an extra couple
of litres capacity in the tank, and
I wish there was more space
under the seat. Oh, and it’s
useless for luggage – for the
newer models, companies are
making luggage, but for the
’05-’07s there’s little to none.

IT’S A KEEPER
I have no plans to change it – I
always wanted a Speed Triple,
and so although I’ve ridden new
models of the 1050 they almost
seem a little ‘too good’ – they
don’t seem to have the same
character to me. I think other
bikes may come and go from the
garage, but this will stay.
Having said all that, if I did

need to replace it, it probably
would be with a newer 1050, but
one before ABS / traction
control. I don’t see the need for

such rider aids on the road, and
to me they’re just one more
thing that can go wrong.
Though now I’m thinking about
it, the new Street Twin does
have some appeal, and I love the
Indian Scout (but have far too
many Triumph T-shirts to
change brands).
To me the Speed Triple is the

true spiritual heir to the original
Bonneville in the Triumph
range. The first Bonnie was a
small, sporty performance bike
that made other manufacturers
change their game, and I think
the Speed Triple did the same in
resurrecting naked roadsters.
Nobody else was making one
and now everyone does. It may
not be the most powerful, but on
the road it’ll hold its own against
any of the others. Very few bikes
deserve the title ‘iconic’, but I
believe the Speed Triple is one
that does... and it’s British!
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course CE-approved lids. This
graphic scheme has been
replaced in the range, but a mixed
black/fluoro yellow is still
available, offering good visibility
without being too garish. I think
the Shoei has a slightly more
stylish shell shape, but that’s a
very personal opinion. As are all
the differences between the two
helmets – both are excellent,
delivering real comfort in a lid
style that I wear more than
day-to-day than any other; no
more hassle at the fuel pump…

It’s inevitable that comparisons
will be made between this, and
the similarly-priced Schuberth C3
Pro. I’ve used both, and have to
admit that the choice will come
down to very personal opinions.
The Shoei is a superb flip-front,

with a quality removable lining
fitted in a composite fibre outer
shell that’s made in three sizes to
suit the XS-2XL range. A fog-free
Pinlock is included, which doesn’t
of course stop the drop-down
sun-visor from misting, though I
rarely find this a problem. The
dark shield falls slightly further
than that of the Schuberth, so
while it still doesn’t clip my nose,
it does provide less of a
distraction with a smaller band of
bright light at the bottom. While
sun-shields are more convenient
– and of course legal – I still prefer
to use a black visor in bright
sunlight as it offers a much
clearer view than the two layers
of plastic and bright bottom band
a drop-down provides.
The vents are very good on the

Shoei, with the top in particular
being easier to use than that of
the Schuberth C3 Pro (it’s been
improved on the E1).
Everybody’s head is a different

shape, so trying on any helmet is
vital – I find both the Shoei and
the Schuberth to be extremely
comfortable all day long, though
the Schuberth has the slightly
plusher-feeling liner. I’ve yet to
find any lid that can be worn
without earplugs, and while these

are both impressive helmets, the
Schuberth is fractionally quieter. I
wear glasses, and have no
problems on either with the arms.
The Shoei’s flip-front

mechanism is very easy to use,
but it’s only with the Schuberth
that you can flip the lid up with an
open visor, and return it to closed
with the visor in the same
position. I also find the Schuberth
has a slightly smoother visor
mechanism, the Shoei having a bit
more of a harsh jump from closed
to cracked open. It’s not a
deal-breaker, but I do prefer the
German smoothness, as well as
the thumb tabs moulded onto
both sides, not just the left of
the Shoei.
Both helmets use a ratchet-

type chin strap – I know deputy

editor and racer Bruce prefers a
double-D ring, but on a lid like this
I find the ratchet ideal, and very
secure. Both helmets are
homologated as full-face when
closed, so offer good protection in
the event of an impact. The
Schuberth is rated three stars by
the government-backed SHARP
scheme, losing points for side, top
and rear impacts. The Shoei gets
four stars, performing slightly
better in these areas. Both are of

Let’s be honest – this aluminium
bracket does no better job than the
plastic SR7705, which with the
adaptor plates costs £70. But it’s
easy for luggage racks to spoil a
bike’s styling, and while the Givi
Trekker top box I have fitted tomy
KTM 1050 Adventure looks great
on the bike, with it removed, the
aluminium adaptor plate certainly
looks a lot more in keeping with the
bike’s styling than the alternative.
Fitting is straightforward, and

only requires the removal of the

1050’s basic OE rack. This does
leave a couple of holes exposed in
the grab handles, but to be
honest, I’d forgotten about them
until I started to write this review.
Whether you feel it’s worth

paying out for an item that can
do the same job as something
half its price is up to you, but as
so many of us take so much pride
in what our bikes look like, it
wouldn’t surprise me to find
more of you making the same
choice as me…

Shoei Neotec flip-front helmet

Givi SRA7703Monokey Adaptor Plate

TESTED BY: John Milbank | £499 | www.shoeiassured.co.uk

TESTED BY: John Milbank | £133.99 | www.givi.co.uk

Ratchet fastener is quick and
easy to use.

Top vent can be operated with
the thickest gloves.
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The Prime jacket, from
Scandinavian company
Halvarssons, is a premium-quality
touring jacket designed for all
four seasons. Using an Outlast
and Thinsulate removable liner,
there’s little bulk when you’re
riding in winter, while zipped air
vents and a mesh inner make it
comfortable through the summer.
Adjustable CE-approved armour

is fitted to the shoulders and
elbows, though a back protector
is an optional extra. The
company’s own tough HI-ART
material is used to reinforce the
key impact points, and while
textile kit can never match the
protective qualities of the best
leathers, there’s a reassuring
level of build quality to this gear
that makes it my favourite riding
kit. Ever.
I don’t like to get too hot when

riding, and usually remove most
bike kit’s thermal liners as they’re
too bulky, in favour of my own
fleeces and other layering. So far
I’ve left the liner in, even during
the brief warm spell on the
otherwise very wet KTM 1290
Super Duke GT launch. Outlast is
claimed to absorb heat when you
don’t need it, and give it back
when you do. It certainly feels
cool as you slip it on, and despite
it not making me feel cramped or
overheated, it’s kept me very
warm over winter. As summer
(hopefully) takes hold, I’ll remove
it, but in the UK at least, I’ll have it
in for at least half the year. For
hotter European trips in summer,
I’d have liked to see some vents

on the chest, but it’s a small price
to pay for the everyday
performance in Britain.
Wearing the correct gear under

any jacket is important – cotton
tends to hold sweat, which then
makes you feel cold. The best bet
is a technical T-shirt, be it one of
the excellent bike-specific ones
available, or those in high-street
walking shops. Despite knowing
this, I still tend to ride in a cotton
shirt or T-shirt. Like in January,
when I rode for just over an hour
to work across the windswept
Fens at 3°C, with nothing but my
cotton boxers and cotton shirt
under my Halvarssons kit on the
KTM 1050 Adventure. I was
perfectly fine all the way.
An early morning trip to

London was sub-zero, so I used
my Gerbing heated vest, but a
little layering should have been
just as effective.
What really helps the Prime is

the supplied neck gaiter, which
prevents wind getting down your
front or back; I’d have preferred a
slightly strong Velcro here, but
that would likely come at the
price of comfort. There’s a good
amount of adjustment in the
cuffs to get the sleeves over or
under most gloves. The waist-
straps, which draw down from
your shoulder blades, then back
to your hips, also help create a
very good fit, as do the clips on
the biceps and forearms.
The main zip is chunky and

easy to use, with the storm flap
sealing extremely neatly every
time thanks to the well-positioned

Velcro and a powerful magnet at
the top. This is echoed in the main
pockets, which zip shut with a
magnetic closure on the flap.
While the pockets don’t

quite manage to keep
every last drop of water
out in prolonged riding
during very heavy
storms (though they
do a very good job),
the Prime – and
Prince – most
certainly keep
your body dry. In
torrential rain
and hail so far,
I’ve had no
problems
whatsoever with
the Halvarssons
gear – the cut,
fit and quality
construction
mean I’ve stayed
completely dry on
every ride.
The Prime also comes

with a one-piece
fluorescent bib that
quickly zips to the front
and back of the jacket – it’s
small enough to keep in the
rear map pocket, and easy
enough to just pop on when
you want to use it, only
covering the upper two
front pockets when
in use.
Zipping the jacket

to the Prince trousers
takes a little bit of care, due to
the zip cover on the pants that
can get caught in the mechanism

Halvarssons Prime jacket and Prince pants
TESTED BY: John Milbank | £419 and £299 | www.jofama.se

A supplied hi-vis bib can be quickly zipped to the jacket. Belt loops, a zip and braces give you every option.
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Second opinion
MSL reader and BloodBiker Paul
Chamberlain has ridden more
than 20,000 miles in his Prime
jacket and Targa trousers since
November 2013, including trips
to Scotland, Germany and
Luxembourg: “This is a good
jacket – whether out for an
afternoon ride, touring Europe or
doing occasional BloodBike
work, it does just what I expect
of it in the sun, rain and snow.
“It’s comfortable, waterproof,

draught free, hard-wearing and
durable. There are so many pockets I’d had it a few weeks before I
discovered them all. With the exception of those hidden behind
the removable hi-vis vest, they all fall to hand and have kept their
contents dry to date.
“I fitted the Halvarssons back protector, but other ones easily

slip into the pocket. After a wash it still looks like new – I use
Nikwax Tech Wash and TX.Direct Wash-In reproofing about three
times a year. The reproofing also helps to keep the outer layer
from absorbing too much rain.
“In temperatures down to around two degrees I’m quite

comfortable wearing a T-shirt and thin sweater under the jacket.
Below that I’d be adding a heated vest just in case. When riding in
temperatures of 30 plus though, I notice a lack of sufficient vents.
“Even with the effective thermal layer removed there is

insufficient airflow through the jacket. However, I’m not good in
the heat and the airflow would undoubtedly be different for riders
not sheltered behind an effective fairing or screen. For summer
continental touring I now use a different jacket. I’d buy another so
long as I had a summer jacket too.”

Regular readers will know all about
Zoë Cano, who featured in an
interview a few issues ago after she
rode a new Bonneville across the USA
– 5000 miles in three months – and
wrote a book about the experience.
Southern Escapades is the

follow-up, describing a far more
modest couple of weeks around the
southern states. There is the odd
piece of nice descriptive writing, but
a lot of the book depends on
relatively dull dialogue between Zoë
and her riding buddy.
Zoë’s enthusiasm shines through,

and she clearly loves being on the
road, but it’s more of a ‘what I did on
my holiday’ sort of book, though still worth buying if
you’re thinking of riding through Florida, Alabama and Georgia.

Why hasn’t anyone thought of this before? The Blizzards are a sort of
bijou version of the traditional handlebar muff, still giving some
protection from the elements, but a lot smaller and neater – almost
looking as if they were designed as part of the bike.
The Australian manufacturer (Bark Busters also makes a big range of

plastic handguards) says the Blizzards will fit ‘almost’ any handlebar
set-up, and they come with a whole range of spacers and bolts, which
helps. Certainly there was no problem fitting them to the bars of my
Gladius, though I did make the classic mistake of pushing the old fixing
down inside the bar – I had to use a knitting needle to hook it out!
The Blizzards work well, making an appreciable difference to warmth,

and probably adding to the effectiveness of heated grips. They are a
bit cramped with big winter gloves on, but I guess the whole point is
that, protected by the Blizzards, you should get away with thinner
handwear. Otherwise they don’t interfere with the controls or flap
around in the wind.
The bad news is that at £79.99 they’re about twice the price of

traditional muffs and give less protection, but they look so neat I’d be
happy to leave them on the bike all year round, so I will.

Southern Escapades by Zoë Cano
REVIEWED BY: Peter Henshaw | £5.83 (Kindle) | www.roaddogpub.com

Bark Busters Blizzard muffs
TESTED BY: Peter Henshaw | £79.99 | www.rg-racing.com | 01420 890007

Outlast and Thinsulate jacket
liner is very effective.

Magnets close the main pocket
flaps and the front.

– lead the zip with your finger and
it’s not a problem.
The trousers (which are

available in short, standard and
long, as well as a more round D
size) have a removable Outlast
lining (without Thinsulate), so are
a very good fit, but that lack of
extra insulation has never made
me feel cold when I’ve got
all-season boots on.
When popping out with my very

short summer boots in winter, I
did notice a slight chill at the
bottom of my leg, below the
Outlast liner, but when worn with
my TCX X-Tour Evo GTXs – the

kind of boot you’d usually
wear with these – I’ve been
utterly comfortable.
Again, the trousers are easy to

fit and adjust, while nice details
like waist fastening clips for
varying paunches, belt loops and
a pair of supplied braces give you
every option.
I can’t recommend this kit

enough, and being priced
around the middle of the
market, it should be considered
a very shrewd investment for
anyone who expects to
encounter all weathers on
their journeys.
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The last of the air-cooled Yamaha parallel twins has
the raw excitement that was lost for many as water
enveloped the cylinders…
WORDS: Roland Brown PHOTOGRAPHY: Phil Masters

1981 YAMAHA
RD250E

P
erhaps it’s the way that a gentle
swing of the kick-starter brings
the engine to life with a racka-
tack-tack two-stroke sound and a
cloud of pungent smoke from the
twin silencers. Or maybe just the
way the bike suddenly comes to

life at about 6000rpm, surging forward hard
enough to tug its rider’s leather-jacketed
shoulders in exhilarating fashion.
Whatever it is that’s most special about the

RD250E, the overall effect is as addictive now as
it was back in the late-Seventies heyday of
screaming Japanese two-strokes ridden by
speed-crazed teenagers. Decades later there’s still
something about Yamaha’s learner-legal loony
machine that seems to sum up all that was best
about the days when, for a young rider with a
provisional licence, a hot 250cc stroker was the
height of motorcycling performance.
The RD250E was launched in 1978, the year

in which King Kenny Roberts won the first of
his three straight 500cc world championships.
Along with the similarly-styled and even
quicker RD400E that arrived at the same time,
not to mention the exploits of TZ racers all
over the world, it reinforced the image of a
two-stroke Yamaha with speed-block paint
scheme as one of the fastest, most exciting
things on two wheels.
The story of Yamaha’s twins had begun a long

way before that. This bike’s bloodline goes
directly back to 1957 and the YD-2, Yamaha’s
first air-cooled two-stroke twin, which was
developed from the company’s very first
motorcycle, the 125cc single-cylinder YA-1 Red
Dragonfly of two years earlier.
A few years later came the YDS-2, a more

powerful and sophisticated 250 twin that was
unleashed on export markets worldwide in the
early Sixties. Yamaha’s reputation for fast and

furious two-strokes was enhanced by the firm’s
Grand Prix success, notably in the 250cc class,
where Phil Read won three world championships
in the Sixties. The world titles kept coming into
the Seventies, with Britain’s Rodney Gould, Read
again, flying Finn Jarno Saarinen, and Germany’s
Dieter Braun continuing the run between 1970
and ’73. In that year Yamaha renamed its new
roadster the RD250, the initials standing for
Race Developed.
The first RD250A had the rounded petrol tank

and drum front brake of its predecessors, but was
powered by a revised engine with dimensions of
54 x 54mm, instead of 56 x 50mm. It was also
more compact, produced a claimed 30bhp and
had reed-valve induction for the first time.
“Featuring every merit of Yamaha’s world GP
proven technologies,” boasted the advertising
blurb, with some justification.
Yamaha raised the bar again in 1976 with the

RD250C which, along with its
RD400C sibling, introduced a
new, more angular look,
complete with cast wheels
and single disc brake front
and rear. The larger
model’s engine was
increased in
capacity from the
old RD350.
Although the
RD250C
retained its
capacity, changes
including the use
of 28mmMikuni
carbs in place of
the earlier 24mm
units increased peak
output to 32bhp at
8000rpm.





Specification
YAMAHA RD250E
Engine: 247cc air-cooled two-stroke
parallel twin

Bore x stroke: 54 x 54mm

Compression ratio: 6.2:1

Carburation: 2 x 28mm Mikunis

Power: 32bhp (24kW) @ 8000rpm

Transmission: 6-speed, chain final drive

Electrics:12v battery; 40/30W
headlamp

Frame: Tubular steel cradle

Suspension: (F) Telescopic, no
adjustment; (R) twin shock absorbers,
adjustable preload

Brake: (F) single 267mm disc; (R) single
267mm disc

Tyres: (F) 3.00 x 18in (Dunlop K82); (R)
3.50 x 18in (Dunlop K82)

Wheelbase: 1334mm

Seat height: 800mm

Fuel capacity: 16 litres

Kerb weight: 165kg

Supplied by: Oxford Classic Honda,
www.classichondamotorcycles.co.uk

ABOVE: This model
gained a very useful
low two-stoke oil
warning light.

ABOVE RIGHT: The
distinctive speed-block
colours contributed to
the Yam’s image.

RIGHT: Even at this
age, the ride was
reasonably firm.

Two years later the RD250E introduced electronic
ignition plus a frame with revised footrest mounting.
In performance terms it was essentially unchanged
(unlike the RD400E, which incorporated engine
improvements) but the new ignition was more reliable,
reducing the number of holed pistons of RDs that
were routinely thrashed to within a millimetre of
their lives.
Light weight and revvy power delivery is always an

exciting combination. Weighing just 165kg with a
gallon of unleaded in that rectangular tank, the
RD250E earned a great reputation for quarter-litre
performance. It had a serious rival in Suzuki’s GT250
X7, which was even lighter and quicker. But the
Yamaha, which shared its chassis with the more
powerful RD400, was larger and more substantial,
which arguably made it a better roadster.
An RD250 was good for an indicated ton when new,

even if its true top speed was less than spectacular, at
between 90 and 95mph. Inevitably the raised
handlebars meant high-speed cruising soon became
tiring, and prompted many owners to fit Ace bars or
clip-ons. Plenty went further, with fairings, expansion
chambers and ported engines.
The standard Yamaha’s extra weight compared to

the X7 might have been a handicap in the heat of
production race battle, but the more substantial RD,
which also had a longer wheelbase, was the more
stable handling of the two. Its chassis was identical to
that of the RD400, and the 250 benefited from the
frame strength and geometry designed to contain the
more powerful motor.
Curiously, Yamaha had changed to a single-piston

caliper from the earlier RD’s twin-piston design. Even
the faster RD400E had only a single disc though, and
most riders were happy enough, not least because of
the bike’s relatively light weight (I production raced
my RD400C and it stopped pretty well, albeit with
softer pads).
Most RD250E owners were pleased with the

air-cooled twin’s performance and reliability, too, and
with its general level of quality. By this time the neat

and simple instrument console included a light for low
two-stroke oil. Indicators were self-cancelling, a
feature sadly lacking on most modern bikes.
Tightening emissions legislation and the demand

for more performance meant the air-cooled RDs’
period of glory was brief. But the faithful format saw
out the decade. The RD250F and RD400F that
followed in 1979 had just minor cosmetic changes.
The liquid-cooled RD250LC, which arrived along

with the RD350LC in 1980, had more power and
sophistication, although it arguably lacked a little of its
predecessor’s raw charm. As Yamaha’s final model in a
line of air-cooled 250s stretching right back to the
Fifties, the coffin-tanked RD250 was a mighty good
way to end the very distinguished line.
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BELOW: It’s unusual to
find standard exhausts on
the bikes these days.

WHAT’S IT LIKE TO RIDE?
Simply catching sight of the very clean white-and-red
RD250E had brought back a few memories, and
starting the engine really transported me back in time.
The Yamaha fired up first kick with that raucous,
clattery exhaust note from its twin pipes, along with a
small cloud of two-stroke exhaust smoke that
provided the perfect, atmosphere-enhancing (and
polluting) accompaniment.
Ten minutes later, its engine warmed and the road

ahead clear, the RD revved hard through the gears
while I held its throttle wide open, slid back on the
seat and crouched down to help make the high-
handlebarred machine as aerodynamically efficient as
possible. The speedo needle crept towards 90mph, the
engine screamed, the scenery rushed by… and it was
very easy to understand the phenomenal success of
Yamaha’s air-cooled parallel twins.
At low revs the reed-valve two-stroke ran cleanly

and pulled well enough for easy acceleration in the
lower gears, without the need for frantic revving
when pulling away (unless of course your mates were
lined up alongside you at the lights). Then at just
before 6000rpm the motor reached its power band
and came alive.
The exhaust note hardened to a pleasingly racy

two-stroke cry – far too loud to be legal these days –
and the speedo kept on moving as I flicked through
the six-speed box, which shifted nicely, although this
bike’s lever was set slightly too high for my liking.
Mindful of this machine’s age, I backed off at an
indicated 90mph.
Even at high speed, with the wind flapping at my

jacket and jeans, the Yam always felt stable and well
controlled. It handled pretty well at slower speeds, too,
just as I remember my RD400C doing many years ago.
The wide bars and narrow Dunlop K82 tyres gave

ABOVE:Wide bars and
narrow tyres gave plenty
of agility, despite the
18in wheels.

plenty of agility, despite the 18in diameter of the neat,
seven-spoke alloy wheels.
This bike’s suspension seemed to have survived well,

even with slightly pitted fork stanchions – one of its
very few cosmetic blemishes. The ride was reasonably
firm, with none of the bouncy, under-damped feel I’d
half expected. The Dunlops had more than enough
grip to use all the fairly generous ground clearance
too, and would doubtless have worked much better in
the wet than the Yokohama rubber with which the RD
was generally fitted when new.
Braking performance hadn’t held up quite so well.

This bike’s modern pads should have helped, but even
in the dry the single-disc front stopper was lacking in
bite. Still, the Yamaha slowed well enough provided I
gave the lever a firm squeeze. And the RD’s blend of
acceleration, agility and rev-happy character were
more than enough to illustrate why so many riders
held it in such high regard almost four decades ago.
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WHAT THEY COST
Plenty of people have come round to the charms of
air-cooled Yamaha twins in recent years, with the
result being that good ones are no longer cheap. “You’d
pay between £3000 and £4000 for a nice RD250E or F,”
says Charlie Garratt of Oxford Classic Honda (www.
classichondamotorcycles.co.uk), who supplied the test
bike. “But for that sort of money it would have to be a
good one – a really strong runner with matching
numbers and everything correct.”
An RD250 is worth less than an RD400 of identical

age and condition, with the RD400E or F likely to
cost £4500 or more. So the smaller-engined model
can be an attractive buy, especially if you don’t mind
going for the earlier RD250C, which you should be
able to find for less than £3000. The RD250E with
its electronic ignition is more reliable and likely to
cost roughly £1000 more than an earlier model in
similar condition.

WHAT TO LOOK OUT FOR
By the time the RD250E was released, Yamaha had
huge experience with air-cooled two-stroke twins,
which shows in the bike’s sound design. “They’re
basically pretty reliable,” confirms Charlie Garratt of
Oxford Classic Honda. “Any two-stroke needs to
sound right, and pull right when you ride it. But one

RIGHT: Despite modern
pads, this RD’s brakes
lacked bite.

good thing about the RDs is that any engine problems
are relatively easy to sort out.”
Common problems with RD250s and 400s include

sticking rev-counters, failed rubber shock absorbers in
the clutch, and the frame corroding around the
centrestand pivot. Exhaust pipes are a key area to
check because they tend to corrode – original systems
are hard to find, especially for the E and F models. The
metal seat base can also rot. But the good news is that
most spares are available so there aren’t many issues
that can’t be put right.

HANDLEBARS
Despite its sporty
character, the RD came
with high handlebars,
which many owners
swapped for Ace bars
that made using its
90mph-plus performance
much easier.

PETROL TANK
The RD250E retained
the angular ‘coffin tank’
that had been the
RD250’s most
distinctive feature,
especially as it carried
Yamaha’s famous
speed-block graphics.

ENGINE
This 247cc unit, which
produced a maximum of
32bhp, was essentially
the last of Yamaha’s
air-cooled two-stroke
parallel twins as it was
replaced by the RD250LC
in 1980.

FRONT BRAKE
Like the more powerful
RD400E, the 250 relied
on a single 267mm
front disc and a
single-pot caliper,
although the previous
RD250C had used a
twin-piston design.

FRAME
The RD250 shared its
twin-downtube steel
frame and most other
chassis parts with the
RD400, which meant it
could handle the power
but was heavier than
Suzuki’s rival X7.

EXHAUST
By no means every
RD250 kept a
standard exhaust
system like this bike:
many road riders
fitted expansion
chambers, and
production racers
modified the pipes
for extra ground
clearance.
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APRILIA FUTURA 1000cc, RST
panniers, 2001, 23k miles,
Scottoiler, h/grips, Sorned, MoT,
alarm, manuals, garaged, fully
maintained, owned 8 yrs,£2000.
Tel. 07793 107877. W Sussex.

BETTERMOTORCYCLE 125cc,
2006, excellent run around, MoT,
new chain, sprockets, new rear
brake linings, good tyres, reliable
easy starter, 31,000 miles, £200
ono. Tel. 07594 471560. Warks.

BMW R100 GSPD 1993, 110k
miles, Siebenrock, Ohlins, well
maintained, history, can deliver
France/Spain/UK, £5500. Tel. 00
33 562093970 or 07977 934611.
Nogaro, France.

BMW R1200GS, silver/blue,
2004, heated grips, engine bars,
ABS, tested to April 2017, vgc,
£4500. Tel. 07799 657719.
Northants.

BMW R1200R 2008, 1,700 dry
miles, full s/h, BMW warranty,
mint condition, £3500 factory
fitted extras inc unused panniers,
bars, protectors etc etc, £600.
Tel. 07797 725816. Jersey.

VESPA GT200 exc cond, green,
unmarked, MoT, 9k, s/h, wind-
screen, spotlight, powerpoint a
classic machine, bargain £1500
ono. Tel. 07944 669384.
mikebiketoys@live.com Derbys.

VRSCA V ROD pristine - unreg -
unused (PDImiles) indoor display
use only, 100th Anniversary 2003
model, c/w Gold Key accessory
package, £12,795. Tel. 07984
969293. Gtr London.

YAMAHAXT660Z Tenere, 2009,
blue, 18,600miles, vgc,MoT, one
owner, road use only, garaged, c/
stand, top box, all keys, books,
s/h, really goodmpg, £3400 ono.
Tel. 07979 355736. Merseyside.

YAMAHA YZFR125 2011, 10k
miles, two previous owners, long
MoT, serviced, very good
condition, £2100 ono Tel. 07885
492110. Beds/Cambs border.

TWO MOTORCYCLE TRAILER
German built, suitable for larger
bikes, folds when not in use,
spare wheel, £350. Tel. 07879
443955. Derbys.

SUZUKI DL1000 2006, K6GT
V-Strom, one owner from new,
panniers and top box, centre
stand, 14,049 miles, currently on
Sorn, £3250. Tel. 01246 474895.
Chesterfield, Derbys.

SUZUKI GS250ET 250cc, MoT
Sept 2016, very good condition,
new seat, brake pads, oil and
filter, 14,000 miles, £1100 ono
Tel. 01543 673286. Staffs

SUZUKI GSX650F 650cc, 2008,
58 reg, exc cond, 10,900 miles,
summer use only, fsh, two sets
keys, handbook, 60-65mpg, 12
mths MoT, £2850. Tel. 01978
266082. Wrexham.

SUZUKI HAYABUSA 2006,
21,000 miles, silver/black
powerful, fast, £2950. Tel. 07914
072336. Surrey.

TRIUMPHBONNEVILLE 865cc,
2011, 9000miles, vgc, new tyres,
detachable windshield, c/stand,
reason for sale getting too old for
bike riding, £4200. Tel. 01751
474688. N Yorks.

MOTOGUZZI 1100Brava, 2006,
owner retiring, sorry to see it go,
low mileage, well looked after
extras, £3950. Tel. 01706
750932. Lancs.

MOTO GUZZI BREVA 1100
2008, selling due to ill health,
owned from new, full dealer s/h,
panniers, top box, tank bag,
ready to tour, £3995. Tel. 01606
553260. Cheshire.

ROYAL ENFIELD Bullet 500,
2014, 64 reg, 1000 miles only,
Sorn, two keys and handbook
and s/h, met green, v clean cond,
warranty to Sept 2016, £2750.
Tel. 07785 734804. W Yorks.

SUZUKI 650 V STROM ABS,
2008, MoT heated grips, sump
shield twin horns, just had full
service (valves, filters, etc) and
tyres, £2650. Tel. 01623 467372.
pleasleymc@hotmail.com Notts

SUZUKI BANDIT 1255cc, grey,
2010 reg, petrol, MoT till
10/04/16, will renew MoT, 3,500
mileage, £3995. Tel. 07719
609163 if no answer leave a
message or text. Cheshire.

HONDA VARADERO XL1000
2003, MoT Oct 2016, new
battery, tyres, Givi top box,
17,700 miles, £2900 ono Tel.
01450 870700 after 6pm.
Scottish borders.

HONDA VTS 750 Tricolour,
2012, 12,500 miles, Givi
windscreen and heated grips,
lovely condition, £3950 ono Tel.
0151 6485470. Wirral, Cheshire.

HUSQVARNA650TERRA 2013,
mine from new, carefully run in,
mature owner, just 1500 dry
Summer miles, still as new,
£4250. Tel. 01763 272339;
07905 184644. Royston, Herts.

HUSQVARNA 900 NUDA 2013,
mine from new, carefully run in,
mature owner, just 1500 dry
Summer miles, still as new,
£5750. Tel. 01763 272339;
07905 184644. Royston, Herts.

KAWASAKI ZRX1100 1999,
excellent condition, year MoT.
Tel. 07876 636272. Cornwall.

BMW R1200RT 2012, great
touring bike, getting over 50mpg,
MoT, 19,700 miles, garaged, low
comfort seat plus other spares,
£9000. Tel. 02891 872355. jim_
inler@yahoo.ie N Ireland.

BMW RT5 1977, excellent
condition, low mileage, first to
see will buy, owner retiring,
owned 14 years, £4500. Tel.
01706 750932. Lancs.

CONDOR A580 Quality Swiss
military spec, 1953, nice
unrestored original condition,
very correct and running with
V5C, £5500. Tel. 07798 866071.
Middx.

HARLEY XL1200T 2015, Super
low, black and green, low
mileage, loads of extras, Vance &
Hines cans, owner retiring,
£9750. Tel. 01706 750932.
Lancs.

HONDA CB1000 The Big One,
original condition, £2800. Tel.
01252 616192. Hants.

Classified
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For sale
AJS Regal Raptor, 250cc, black/
chrome, year 2010, 2,300miles, good
condition, year’s MoT, no advisories,
cruiser, fully dressed, haggle on £700.
Tel. 07976 480637 eves. Devon.
BMW 1200RT 2011, one owner,
25k miles, good cond, many extras,
full s/h, £6000. Tel. 07969 227004.
Derbys.
BMW F800ST 2006, one owner,
computer h/grips, c/stand, alarm, hard
luggage, recent tyres, s/h, service and
MoT Oct 2015, £2450 ono. Tel. 01639
630053. W Glam.
BMW GS1200 Adventure, 2006,
white, 25,200 miles, new tyres, ABS,
heated grips, top box, good condition,
£5850. ono Tel. 07745 415762;
01269 842351. W Wales.
DUCATI 748SP rare model, 1995,
Ohlins Termis, full s/h, MoT Sept
2016, service belts Jul 15, immac,
£5199. Tel. 01772 780976. Lancs.
DUCATI SP 748 1995, rare model,
Ohlins Termis carbon parts, full s/h,
MoT Sept 16, service belts, July 2015,
immac cond, some new parts, £5350.
Tel. 01772 780976. Lancs.

HARLEY DAVIDSON Road King
1450cc, 2000, blue/silver touring
pack, owned 10 years, new battery,
superb tourer, illness forces sale, best
offer secures. Tel. 01384 823222;
07950 398750. W Mids.
HARLEY DAVIDSON Sportster 1200,
2002, black/silver, Ltd Edit, upgraded
exhausts, Stage 1, loads of extras,
neons, new MoT with sale, illness
forces sale, best offer secures. Tel.
01384 823222; 07950 398750. W
Mids.
HONDA 125RR red in colour, vgc. Tel.
01536 416045. Northants.
HONDA CB900F 1979, silver, 28k,
fresh tyres, new chain, braided hoses,
new master cylinder, Vance & Hines
pipe, rebuilt carbs, runs sweet, £1800.
(deal on early Honda CBR600). Tel.
0777 5671836. Cambs.
HONDA SLR650 1998, black, very
good clean bike, 15k miles only, all
MoTs from new slightly lowered with
topbox, fitted, genuine reason for sale,
£1195 ovno, cash on collection. Tel.
01257 462185. Lancs.
HONDA TRANSALP 650cc, 2007,
33k miles, high screen, centre stand,
crash bars, top box, running lights,
recent chain and sprockets plus
service, plugs, s/s ‘fuel’ end can,
exhaust, 12v socket, good Avon road
tyres, MoT, £27,500 ono. Tel. 07704
343331. Stockport.
HONDA VFR800F red, 3 owners,
top cond, service record, new chain
etc head bearings, h/grips, always
garaged, alarm, MoT 08/16, 16,000
miles, pics on request, £2195. Tel.
07908 508537. Leics.

KAWASAKI GT550 G reg, good
runner, can get years MoT, well used
but good work horse, £495 ono. Tel.
Gary 07877 017041. Kent.
MOTOBECANE Z24C 175cc, French
classic, single cyl 4-speed, historic
vehicle cert, tax/MoT exempt, amal
carb, ride away, 1954, nice cond,
beige brown paintwork, used weekly,
£1250 ono. Tel. 07774 056526. Leics.
YAMAHA XJ600S Diversion, 1996,
not running, been off-road 2 yrs,
electrical problem bike, is complete,
£325. ono; buyer collects. Tel. 01353
663502. Cambs.
ROYAL ENFIELD EFI Bullet, 500cc,
2009, 1,950 miles, black/chrome,
deluxe, as new, Goldie silencer,
rack, screen, age/health problems
force sale, on Sorn, £2500. Tel. 0191
2641966. Newcastle-upon-Tyne.
SUZUKI SV650 13,000 miles, 2001,
blue, vgc, MoT, no issues all is well,
£1500 ono. Tel. 07773 455964. Notts.
TRIUMPH pre-unit 500cc project
1954/55 rolling chassis, forks, petrol
and oil tanks, gear box, chaincases,
T100 engine, carb, magneto and
dynamo, no docs, oiro £2150. Email:
DerekBrock01@Tiscali.co.uk Derbys.
TRIUMPH ROCKET 2300cc touring
model, 2008, blue/silver, ultimate
tourer, recent tyres, brakes, service,
low mileage, history, reluctant sale,
new MoT, loads of upgrades, £9000.
Offers. Tel. 01384 823222; 07950
398750. W Mids.
YAMAHA SR 125cc, Sorned, MoT
Mar 17, ex riding school bike, spent
more time on its side than its wheels,
too many battle scars to list, perfect
for new learner, £475 ono. Tel. 0151
3068745. Wirral, Cheshire.

YAMAHA XV1100 1999, this machine
is in beautiful condition with 10k
genuine miles, c/w screen, tote bag,
panniers and back rest, MoT 2017,
you won’t find better, £2450. Tel.
01743 860367 (ansaphone please
leave message). Shrops.

Parts for sale
SCORPION Serket carbon exhaust and
link pipe with all fittings and boxed for
Kawasaki GTR1400, it’s the carbon
oval version, part number on the box is
RKA94CEO (cost around £360), £200.
ono Tel. 0789 4078815. Notts.
HONDA SH300I genuine 3-pce
screen, new in box, early type, £50;
also Malossi Multi-var variator, £50;
buyer collects. Tel. 02476 593567.
Coventry.
MV AGUSTA Brutale, carbon fibre
massive list titanium exhaust, factory
seat, MV cover, also F4 carbon
fibre, big list. Tel. 07576 569102.
Porthcawl. remosidoli@sky.com
ROOF BOXER HELMET size XL, only
used for a couple of weeks, mint
condition, brother has emigrated so
no longer needed, Tel. 07901 735089.
Gtr London.
SCREEN TO FIT Honda CB500X,
excellent condition, dealer price
£173.64 + VAT £25 + £5 postage.
Tel. 07764 149190. W Lothian.
SUZUKI AN400 2005, all spares
available, breaking, maroon, plastics,
all good condition, ring for cheap
price! Tel. Mike 07944 669384.
Derbys. mikebiketoys@live.com
SUZUKI VZR1800 V Stream, dark tint
screen, Sport size, complete with all
fittings and hardly used, £160. ono
Tel. 07894 078815. Notts.

TRIUMPH EXPLORER 1200 2012-
2015, genuine Triumph touring
screen, as new, £40. Tel. 01794
390838. Wilts.
TRIUMPH TIGER 1050 genuine trial
tail pack kit as new, £40. Original
screen as new, £40. Tel. 01794
390838. Wilts.
VZR 1800 V STREAM black tint
screen (sport size), hardly used, with
all fittings, £160 ono. Tel. 07894
078815. Notts.

Wanted
ANY MAKE OR SIZE classic
motorcycle wanted, in any condition,
from a basket case to one in nice
condition, Tel. 07548 801403. Notts.
HARLEY DAVIDSON Rushmore Street
Glide or Road King wanted, swap for
2015 BMWR1200 RT LE, 2,800miles,
as new, top box, sat nav, too much to
list. Tel. 07950 402304. W Mids.

Miscellaneous
LADIES CLOTHING: 2-piece leathers,
size 14, black, leather trousers, size
16, black jacket, classic, smart, size
14, black textile trousers, size 14; Giali
jeans, size 14; Giali heated waistcoat,
size 2; photos & details available,
in very good, unmarked condition,
any offer plus p&p considered. Tel.
078130 84627. Bristol.
RIDER RETIRING brand new Arai Tour
x4 helmet XS, Venture, boxed, £350;
RST leather jeans, Knox armour,
32”, £60; Triumph Alpine Stars w/
proof sports boots, size 42 euro, £75;
Belstaff lined over suit XL, blue/black,
£30; all exc cond. Tel. 01527 853959;
07841 538409. W Mids.

0800 781 9318

Classic Bike
insurance
Carole Nash Insurance Consultants Ltd
is authorised and regulated by the
Financial Conduct Authority.



Who is Rose?
MSL’s publisher, Steve
is a high-mileage road
rider, former scientist,
editor of Bike and
RiDEmagazines, and a
one time back-street
motorcycle dealer. A
hugely experienced
road tester, he’s no
Luddite, but he does
think there are too
many buttons on bikes
these days.

Tuning a
pigeon’s claws
Steve Rose

R
iding down one of those long,
straight, Lincolnshire roads the
other day – at 42mph on a 9bhp
retro-styled scooter – three things
struck me.
Firstly, it’s amazing how exciting

42mph can feel when you have the
wheelbase of a skateboard, 10in rims and a 35mph
sidewind. Secondly, I never realised how clever
pigeons were till just now and finally, when Jorge
Lorenzo goes to Ducati, he won’t end up a winner.
Nine bhp gives you a lot of time to watch the world

go by, and I’ve just been watching a couple of weighty
sky-rats land on a telephone wire. Up until now I’ve
never considered how hard that actually is – slowing
from full flight to a standstill and gripping a thin piece
of cable, despite not being able to see forwards and
having the daintiness of a chocolate pudding. How do
they learn that? How come you never see the young
fledglings falling off or spinning round and round like
a Catherine wheel as they (literally) get to grips with
it? I couldn’t do anything that clever.
There was something on telly the other night about

how the human brain learns by making biochemical
connections. As a baby we can’t walk, run, dance or
ride a motorcycle. We try, we wobble, we fall, but
inside our brain connections are made that help co-
ordinate muscle movement, balance and motion. The
more we try, the more connections are made and the
better it gets until that particular action is performed
unconsciously. It’s how fighter pilots and racing
drivers work at extremes of the performance spectrum
without even breaking sweat. The science backs it
up and reminded me of conversations I’ve had with
racers. I’ve been lucky enough to interview a couple
of genuine legends – a certain Mr Lawson and some
Italian geezer named Valentino – and both described
how they focus on the most teeny-tiny of details like
brake pressure and footrest weighting while sitting
on top of a bucking, howling, slapping piece of
violent engineering without even being aware of the
complexity of what they are doing.
I was thinking of this the third time I unleashed the

full potential on the Vespa-tribute scoot and realised
that, in some tiny way I was experiencing the same
thing. Twenty-four hours ago it handled like the back
wheel was loose and both tyres were flat. But it turns
out that with a bit of practice, some refinements to my
own muscle memory and a demonstration of how old

How do pigeons land so perfectly on
telephone lines? Will Lorenzo be any
good on a Ducati? It all makes sense in
Steve’s head…

dogs can learn new tricks, I’m chucking it around
with confidence and a smile on my face.
An hour or so later and I’m sat on the sofa

watching the MotoGP qualifying and listening to
the talk about how one rider sets his bike up better
than the others and the excuses for being halfway
down the grid on a works machine. And it makes me
wonder whether those pigeons on the wire have the
same conversations (‘I just need three more pecks of
rebound on my claws Jerry’) or whether this is why
some riders are just so much better than others. After
all, those Top Gun fighter pilots never complained.
I don’t remember Maverick ever asking Goose for a
couple of clicks more rebound.
In any given period there are a handful of racers who

can seemingly jump on any bike and make it work.
Schwantz, Lawson, Doohan and Stoner all spring to
mind as being able to drag a result out of anything on
a Sunday afternoon. My as-yet-unproven theory is that
these riders just get on with it, using their unconscious
talents to ride around a machine’s problems. The
second tier guys have almost as much unconscious
talent, but still need the bike to be just-so. Lorenzo is
in the latter camp – Rossi too (contentious, I know,
but let’s not forget that he was nowhere on the Ducati).
Bologna’s MotoGP bike has a reputation for testing a
reputation and I think that will be enough to sink him.
Maybe what we need is to replace GP qualifying

with a human cannonball cannon and a telephone
wire. My guess is that Stoner wouldn’t land upright on
the first attempt, but he’d still grab the wire and spin
round and round. Give him a day to practice and he’d
be landing on his feet every time while Jorge was still
complaining about the angle of the cannon.
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