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What’s in a Name ?

A man’s reputation if he puts it on the bike he builds.
That’s why a pair of English brothers named Derek
and Don Rickman exactingly develop, thoroughly
test and carefully manufacture every motorcycle and
accessory product carrying the Rickman name. They
build bikes not just for competition, but to win. And
Rickman Metisse have been winning all over the two-
wheeled racing world since their beginning ten years
ago. They're still doing it. Every week. There’s a lot
more going on under the Rickman name now, from
100 to 700cc. in scrambles, moto-cross, street and
road racing, Engine power conversions, magnesium
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hubs, hydraulic disc brakes, suspension systems and
other exciting products wear this respected name.
What's in the Rickman name for you? Beauty. Mech-
anical excellence. Pride of ownership. Performance.
Winning? That'll be up to you. Your Rickman is
ready if you are. (Even Street Metisse are little more
than road-legal racers.) Win or lose, you'll enjoy it
more on the fine bikes that wear the Rickmun name.
Up to date on the latest models for '717 See your
local dealer or write to the national distributor for
current info and prices. Send §1 for “*Supergoodies!’”
catalog, requesting SA-292 for immediate mailing.
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CHECK POINT

by John Huetter

There has never been a month-
ly publication focused on the nearly
two million off-road riders and com-
petitors in this country. And, in the
bike scene today, in the dirt is where
it's happening, Cycle World, Cycle,
Cycle Guide, Popular Cycling, etc,
are fine magazines and P’ll undoubt-
edly continue to buy and read them.
They are good general publications
covering the entire spectrum of mo-
torcycling with varied emphasis. DIRT
BIkE will not cover everything; it's a
magazine devoted to the dirt rider,
both recreational and competitive,

Aside from the sheer number of
people who ride off-road, the dirt rid-
er tends to be a much more involved
person. He generally has an extra
spark of adyenture in his (or her)
personality. He gets more involved
with his machine and with his sport.
And the dirt rider tends to want more
out of a magazine or newspaper than
the average cycle owner who maybe
uses his bike for transportation to
work. This is the reason for DIRT
Bikg. It is the publication for the
off-road (which is a nice way of say-
ing “dirt”) rider.

DirT BIKE is the result of a lot of
agitation, persuasive arguing, prom-
ises to perform and, in the final anal-
ysis, years of fogging various roach-
es, two-wheeled stones and, more re-
cently, fast, competitive machines
around rocks, trees, cactus and dirt
courses. The increasing acceptance
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of off-road riding as fun family recre-
ation (which it is) and the populari-
ty of the Inter-Am and Trans-AMA
motocross series, which helped estab-
lish dirt competition as an exciting
athletic event, didn’t hurt in getting
the whole number together. People
are now prone to listen when you
talk dirt bike.

We're going into this thing flat out
because, frankly, we dig it. The
tradeoff between pounding the type-
writer and wringing out some beauti-
ful racing machine around a moto-
cross course is one any rider would
be happy to live with, and I'm no
exception.

Because we ride, this has got to
be a rider's magazine. No way to
get around that. And since it’s a
rider’s magazine, that means there
should be a two-way communication
between myself and every other dirt
rider. Maybe we both stand to learn
something that way. [ think so. We
hope you like the stuff we put out
but we're not telling you that such-
and-such is THE way, it's just one
way of doing something. I don’t like
preachy editorials, or articles, and if
we ever get into that, one of you de-
liver a swift kick to wake me up.

WHAT CAN yoU expect from DIRT
BIKE? Basically, the following: off-
road comparison tests, ie.. shoot-
outs between similar bikes; personali-
ty profiles of some of the big guns in

off-road racing, whether it" be cross
country, motocross, enduro, or trials,
including the European stars; how-to-
do-it and technical articles that we
hope will be of interest to neophyte
and seasoned expert alike; tasty tid-
bits of news from Europe and all over
the U.S.; a look at some of the rarer
off-road machines that are real mind-
blowers (like the Wasp sidecar in this
issue); recognition of the beginning
or novice rider who too often gets
passed over in the press: and cover-
age of the big events, like the Mint
400, Baja 1000 and the Grands Prix.
Plus the usual that turns us on
as dirt riders and, hopefully, will pro-
vide the data, humor or tech tip that
will help round out your riding, mak-
ing the whole off-road scene more
enjoyable for you.

DIRT BIKE is coming into your
hands at an interesting, perhaps cru-
cial, time in the development of off-
road riding. Never has dirt biking
been more popular or more widely ac-
cepted as good, clean fun and never
has the pressure of burgeoning popu-
lation and uninformed legislation
moved so fast to curtail off-road rid-
ing activities.

The more people/more riders/less
land thing is a real bucket of worms
that has got to be sorted out with
proper recognition of the rights and
pleasures of all concerned and that
includes a good-size chunk of week-
end off-road riders.

DESPITE THE INCREASING restric-
tion of riding areas in some parts of
the country, people are still discoy-
ering that there are few experiences
so satisfying as following your own
track, or a little-used trail. until you
find what you're out there riding for.
The experience really clears your
head out. With the market booming
in off-road and dual-purpose bikes,
the potential buyer has never had it
so good. God, but it's nice to keep
the riding that way, too, Wide open
with a lot of choice.

[ know very well reading about
it just doesn’t make it compared to
the real thing, whether in sex or bik-
ing. But on those seemingly endless
days between weekends or days ofl,
when you cun’t get out to ride or
race, there will now be DiRT BIKE
for you to consider.

We'll be as straight with you as we
know how and are determined to do
this thing right. After all. T want
something I can read between Sun-
days, too. L



SPECIAL ‘
SUBSCRIPTION I
OFFER! -
SAVE $$ $ ; —=

The more you subscribe to

BIG BIKE

the more issues you get

$6.99 o

articles. A must for the big bike
rider and custom enthusiast.
SAVE MORE THAN 20% OVER
REGULARSUBSCRIPTION PRICE

MAKE SURE YOU DON'T MISS
L s BIG BIKE
IT ALL TO YOU FOR 12 MONTHS IN

| BIG BIKE magazine

153-01 Tenth Ave.
| Flushing, New York 11357 1

Enclosed is a money order for $ for one year's subscription (12 issues) |
| to BIG BIKE. Canada, add $1.00 per yr., all other countries $2.00 per year.

Name Address
| City State Zip

DIRT BIKE 5




FROM THE SADDLE

by Rick Sieman

Dirt riders are basically very inde-
pendent, and our independence is
causing us an unnecessary amount of
pressure from law enforcement types.
In this case, I'm specifically referring
to the problem of stranded or lost
riders. An ever-increasing number of
Enduros and Hare and Hounds/Hare
Scrambles are being cancelled be-
cause a sour taste is left in the mouth
of the authorities who may have spent
many frustrating hours searching for
some inexperienced kid in the middle
of the Mojave.

We all break down out in the
boonies at one time or another and
it's not fun no matter where it hap-
pens. It's even less fun 28 miles from
nowhere. There’s not much you can
do if you lunch an engine or destroy
a gearbox, but a lot of riders are
stranded because of lack of prepara-
tion. ninth rate equipment, or instiffi-
cient spares carried along for the ma-
chine. There is absolutely no exeuse
for not taping a spare throttle cable 10
your existing unit as a back up on a
long run. Things like plugs, plug tools,
assorted wrenches, safety wire, spare
links, chain breakers, cables. levers
and such should be on your machine
before the banner drops. Even if you
belong to a club that will search for
you if you don't show up after an
event, bear in mind that it's sure as
hell no fun for them to wet nurse you
all the way back at the end of a tow
rope.

Enduro riders should have the
above gear, plus basic vital compo-
nents back in the truck, such as clutch
plates, pistons, rings, ete. In real En-
duro country, more often than not,
towing a bike is completely out of
the question. A recent enduro comes
readily to mind. My DTI clutch gave
up the ghost completely 26 miles
from the pits and the many rock-filled
rivers and streams precluded towing.
A little foresight enabled me, after
bumming a ride back to the pits, to
pick up the plates and tools needed,
have a fellow Dirt Digger pack me
double to the machine, rebuild it
quickly, and get back in time to see
my last beer being consumed by yet
another club member. Such is the
penalty for untimely breakage. Hay-
ing the right items available saved
untold grief, time lost from work, and

6

e

e -

e —— ., -

Lasin= g
TR e _’ : e |

maybe even prevented a lost or stolen
bike.

You might think that it's unreason-
able to expect the average dirt rider to
be a mechanical whiz. Well friend, if
you want to ride the big toughies. you
had better be prepared for almost any-
thing. It’s really not all that hard to
do most of the common breakage
work yourself, especially on today’s
uncomplicated two-strokes. Anyone,
no matter how fumble-fingered, can
put a piston or rings in a two-stroke
single. The majority of clutches re-
quire a twenty to thirty minute job to
replace plates, even with the most
clementary tools. Take the time to
learn these procedures and prepare
yourself for any reasonable break-
down. Naturally you can't be expeet-
ed to carry $900.00 worth of spares
and a tracer lathe for emergencies,
but common sense should tell you
what is likely to fail.

HAVE YOU EVER spent a night in
the desert or back country next to
your “never-lets-me-down’ machine?
If you don’t mind it, fine. But what
about the people wha have to look
for you and risk their machines while
spending hours searching? Dirt riders
understand and accept this to some
extent, but I'm sure that the local
sherifl, who would rather be at home
resting, is less than enthusiastic about
searching about in the boonies for

missing riders after almost every
major desert race or enduro. A recent
enduro in which over 600 riders were
stranded overnight really brought the
wrath of the authorities down on dirt
riding in that particular arca. What
do vou think of the chances of local

approval for that run again?
Something must be done, and done
quickly. What about some sort of
icch inspection for enduros and
desert races? Sure it's inconvenient
and a lot of extra work, but it beats
not being allowed to ride at all in an
ever increasing number of areas. It is
absolutely criminal to let an inex-
perienced rider and totally unpre-
pared machine even start something
like the 147 mile Barstow-to-Vegas
Hare and Hound race. Yet it is done
every year. You could start the ma-
jority of desert races on a stock Ves-
pa scooter, and nothing would be
said. How many times have you seen
riders take off at their assigned time
on an enduro with a street bike com-
plete with mirrors, center stands and
street  tires?  Generally everyone
shakes their head and thinks what
a fool he is, but that is all that hap-
pens, Nothing is done by the peo-
ple in charge to discourage this. If
we don't do something to paolice
ourselves, someone will do it for us,
in spades. Wake up, race organ-
izers and club officials, Is it worth
Continued on page 62
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By Scott Schafer

LOOKING EAST

e L N S —
It’s not that far from West to East
when you’'re riding off the road

Your body goes sailing in a
great arc and Ouch! Thump!, you've
gotten off again. You have once again
made contact with the hard, unyield-

ing earth formerly beneath your
wheels. Don’t get up right away.
Sit there on the ground a minute,
while vou brush off the dust, twigs
and grass. Consider the earth.

A lot of smart people are plugging
themselves into computers today (and
yesterday and tomorrow) to see if
they can assign a number to each
blade of grass, the grass that makes
your feet green when you mow it in
the morning. If they can come up
with some quantity or summation that
equals all the grass underfoot. that
tells them how much grass is worth,
then real quick they're going to tell
you how many cubic feet of grass a
4.00 x 18 knobby eats per second,
and next there’ll be a restriction on
how much grass a knobby is allowed
to use up, a tax on knobbies, or no
off-road tires at all.

“Far out,” you say? Nobody can
define “far out” any more. Every-
thing's up close, and that's where Big
Brother is going to get if we dirt rid-
ers aren't a bit less passionate when
we mate our knobbies with Mother
Earth. “But wait,” you say, “it's
just to have some fun. It's not a
fight between me and the grass. I'm
not spinning the wheel to damage. I
need a wheel with bite to make the
climb.” You've got a point. We're
young, and Earth is not. She accepts
our play up to a point but, like all
mothers, she has her limits, YOU
never hurt the Earth. and neither do
I, but WE dig pretty deep into her
when we chase hard over rolling hills
or up impossible ridges.

Nowhere is there a decision-maker
or legislator who is not human. He
can feel no more for the Earth than
you or me, nor does he know more
about her, even if he has a dollar sign,
or a vote, pinned to each blade of
grass. OK, so we know and feel as
much, or more, as the next guy, but
we're in a position where we have to
prove it to him because there are get-
ting to be almost as many people as
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there are blades of grass.

What to do? Well. T wasn’t as
worried about these things in the des-
ert, because what damage 15 done is
hard to see since there isn’t much
change (who looks back, anyway?).
Not so in wet climates, where a track
in the grass is usually quite notice-
able. for a mess of basic agricultural
reasons. I can’t get too interested in
trying to reclaim areas that have al-
ready been stripped of their protec-
tive covering by loggers, bad farmers,
and in a few cases, unthinking bikers.
Think ahead, though, to what damage
you could do next time you ride.
Grass is really fragile stuff,. We have
to help things along a bit. and ride
easy over ground that has to have
that green blanket to protect it from
erosion. That way when we want
to ride it again next year, we'll be
able to.

I'M NOT READY to restrict myself
to competition, but I don’t want to
tear up too much virgin turf. either.
There should be some way to provide
enjoyment for the multiplying num-
bers of dirt-diggers, without upset-
ting the populace or the ecology in
whole areas of the countryside. Even-
tually the competition scene will pro-
vide a place for those of us who are
essentially pleasure riders, much as
drag racing has done for car nuts. but
right now the situation is definitely
not so good,

What svould be a good way to have
both riding and conservation? One
thing that has struck me as logical
is to reserve a portion of selected
National and State parks for motor-
cycle activities. A valley or bowl-
shaped area would allow a maximum
variety of terrain features. restrict po-
tential erosion to a small watershed,
and minimize noise pollution. (Noise
pollution—you’ll hear more about
that when Ralph Nader gets tired of
his latest kick.) Any ecological im-
balance which might result from cy-
cling activity in this area would be
centralized, predictable and avoid-
able by wildlife or anyone else who
didn’t want to be there. T can un-
derstand why I can’t go traipsing all

over parks. Other people use them
for different pleasures that are large-
Iy incompatible with trail bikes or all-
out competition machines. The gov-
ernment already builds roads through
parks. so people who don’t want to
pack in can enjoy them. Tt doesn't
seem like too much to ask to have a
few hundred acres for bikes.

It somehow seems like a shame to
have to be responsible while we're out
trying to have fun. but responsible
behavior taday means no harsher laws
governing the sport tomorrow. We
all saw how fast the helmet laws were
imposed over many American motor-
cyclists. The biggest complaint most
of us had was not against wearing hel-
mots, but rather against being forced
to wear them. You'll notice that very
few states have laws requiring hunters
to wear red, although most do be-
cause it's a good, safe idea. But
they don’t have to dress just so. and
we do in many states.

IF WE AREN'T more careful when
we lace green grass with tread-pat-
tern scars, we won't be able to en-
joy what freedoms we have now. The
momentum is rolling the wrong way.
We're picking up restrictions instead
of privileges at the same time the
sport is expanding.

How many kids have mini-bikes?
What are they going to do for fun
ten years from now? Take their 200
HP Squatty Hummingbird out to the
unispeed roadway and hump its 5000
pounds of smog control devices down
the pike? I doubt it. They're going
to select an aluminum-siroked, titani-
um-framed two-wheeled machine that
weighs the same as they do, and
they're going to thump it around in
this dirt that we all end up in. They're
going to need room to let it hang out
after a week of shuffling computer
cards in a windowless cubicle. They'll
want to see what it's like, as we do
now, to run 400 pounds of man and
machine at an unyielding mountain,
and conquer it, fight gravity and win.
They'll be able to do that only if we
aren't too selfish right now. We have
to think about conservation before
we ride, though. 1, for one, have a
cable that runs from my throttle hand
up into my head. The wider I open
the throttle, the narrower my think-
ing is. IU's impossible to ride hard
and be thinking about conservation,
too. I'm afraid that if we don't de-
velop a different attitude toward the
earth before we ride, the Man will tie
that cable off in the closed position.
Think green. &



SPECIAL OFFER
ONLY $6.66

“the bike builder’s encyclopedia™

oppers magazine

COMBINED WITH @H@PE@E@ @@H@E
SAVE! SAVE!

Chopper magazine, the original cycle magazine by Ed “Big Daddy" Roth which was
devoted solely to choppers, and Chopper Guide are putting down the road to-
gether. The two magazines are combined with a new format, better paper, more
photos and many more "how-to'" articles. Each monthly issue will feature:

How-to-do-it articles!
Wild feature bikes!
Tech articles!

Bikes and bikers in action!
“Big Daddy's" column

SUBSCRIBE NOW!

=Y A\VS 3.

Enclosed is a money order for $6.66 for one year's
subscription (12 jssues) to CHOPPERS magazine.

CHOPPERS Magazine This special subscription

Subscription Dept. B4 offer is a savings.
Box 154

Encino, California 91316 poON'T WAIT — ORDER NOW!

I
|
|
|
|
|
|
|
|
|
|
|

INAME

| ADDRESS CITY

LiTﬂ E_ = ZIP




END OF AN ERA

he biggest news to hit the
headlines on this side of the Atlantic
is the retirement of Sammy Miller
from the Trials world. The ‘Maestro’
has been the king of the plonker bri-
gade for the past twelve years and
his loss to the sport will be greatly
felt by both fans and participants.
He will still keep a hand in at the
occasional local or club event, but
the big meetings have seen the last
of Sammy. This (1970) is the first
year that Sammy has not taken the
prestigious British Trials Champion-
ship; a lengthy reign draws to a close.

This year Gordon Farley brought
the British title home for the Mon-
tesa factory and many people believed
this to be Sam's reason for calling it
quits. Nothing could be further from
the truth. At 38, Sam believes his
talents could be put to better use. He
plans to act as team manager for the
Bultaco team of Geoff Chandler, Paul
Dunkley and Malcolm Rathmell.
These younger riders were possibly
the only people not to be hurt at the
loss of Miller, for they will now have
a chance at victory. When Sam was
entered, the competition was usually
for runner-up.

Many people do not realize the
extent of Miller’s talent as a motor-
eyclist. He made his mark in trials.
but before the championship years he
was an accomplished sand racer, mo-
tocross rider, 1.S.D.T. gold medalist,
and road racer. However, starting
in 1959 Miller captured the coveted
British Trials title on his now-leg-
endary 500 Ariel. He switched to
Bultaco in '65, proving that it was
the man and not the machine that
makes a champion, as he clinched
the title up until this year. Anyone
who competes on a Bultaco Sherpa
T has a lot to thank Miller for as he
developed this machine into a world
champion trials bike, which suits noy-
ice as well as expert.

SMITH RETURNS
Jeff Smith, considered the “grand-
father” of motocross at 36, has de-
cided to make a comeback in Grand
Prix racing. Smith really shook up
the troops on his recent Stateside
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AN REPORT

by John
Weed

In the Manx Two-Day Trial in 1967, Sammy Miller shows the form that will

put him down in trials history,

visit to compete in the Trans-AMA
series. He proved himself absolute
master of the 250 BSA motocross
machine. In a field ruled by the
two-strokes and younger men, Jeff
showed that the BSA single with an
older type at the helm can still be
competitive.

Jeff Smith will make a full scale return

to Grand Prix motocross. He is 36
years old.

Smith retired from the Grand Prix
scene in 1968, but was still active in
the non-championship Internationals,
He feels that he is still as fit as he
ever was and although he won’t have
full factory support. he will obvious-
ly have the factory’s blessings. Ring-
dings beware!

NEW FACES IN THE BSA STABLE

Comes winter and comes the ex-
piration of rider contracts with the
factory teams. This means dissatis-
fied riders on the prowl for sponsored
rides, Two riders in this category
who resolved their problem are Vic
Allan and Andy Roberton. The al-
ready talent-loaded people ar Bir-
mingham Small Arms, Ltd. have of-
fered them works contracts to ride
BSA in this years classics, Allan
has been a works Greeves rider for
the past five years, but he really hit
his form last year and was Britain’s
best rider in the 500ce world cham-
pionship. He is really keen to have
a go at the title this year and like
most motocrossers in England, he



feels that the 500 BSA is his best
chance.

Andy Roberton has been associat-
ed with the AJS team off and on for
the past three years and has showed
that he can really go on a big bike.
Once again, he wants a crack at the
title and switched to BSA as his best
bet. Both of these riders are charg-
ers and would be a welcome addition
to any works team. This brings the
BSA team up to fearsome strength
as they already have John Banks,
Dave Nicoll. Keith Hickman and JefT
Smith,

GOSS TOO!

While on the subject of ‘musical
machines,” Bryan Goss has forsaken
his Husqvarna and gone to a Maico.
The British champ has been cam-
paigning Huskies for the past four
years, but was very impressed by the
performance of Ake Jonsson in last
vear's Grands Prix. and as he plans
on importing the machines into Great
Britain, he couldn™ see himself rid-
ing one make and selling another.

WORKS RIDERS TO THE SIX DAYS

Scotland will not be supplying the
British Vase ‘B’ team in this year's
International Six Day Trials as the
British Auto-Cycle Union has decid-
ed to man the team with works
Greeves and BSA rniders. Scotland
has entered the ‘B' team for the past
two vears and one of Great Britain’s
six gold medals last year came from
one of the Scottish teams. The Vase

Stocky Scotsman Vie Allan has decided to join the BSA team and now leaves the
Greeves factory short of top class talent.

‘A’ team will be made up of army
personnel as in the past. The Tro-
phy team will once again be mount-
ed on Cheney Triumphs and they will
be dealer sponsored but there may

Andy Roberton at Ascot Park in this years' Inter-Am — one of his last rides for
AJS. Andy started on a big Matchless single so his change to BSA will not be a
new venture,

DIRT BIKE

be some static yet, as some of the
larger manufacturers have plans for
their own teams and the problem of
who has first choice on the contract-
ed riders may cause friction.

RUMBLINGS FROM
BEHIND THE CURTAIN

Rumors from the factories include
the possibility of the Soviet Union
entering a national team in champion-
ship motocross competition. The ma-
chine will probably be a Vostok, al-
though it might very well be cam-
paigned under a different name. It
seems that the Russians have taken
notice of the good vibes the’ Czechs
have generated with their success, of-
tcn under adverse political and eco-
nomic conditions.

It looks very likely at press time
that CZ will develop and market a
machine for cross-country competi-
tion in addition to their motocross
models. Changes will probably in-
clude a longer swingarm, more rake
and increased tank capacity. With
the noted CZ engine reliability. they
could have another winner, and a
challenger for the current crop of des-
ert machines. e
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EDITORIAL

"SUFFER THE LITTLE CHILDREN,, by Swede Carlson

The generation gap is nothing
new. It's been going on ever since
our ancestors lived in caves. They
didn’t have the fancy term to define
it. They just had the problem. We
also have the fancy labels, thanks to
modern politics and instant media
communication, which have given us
so many blessings.

The problem is almost as old as
time, because it’s essentially a prob-
lem of time. Sigmund Freud said,
“Anatomy is destiny.” He was right,
but in a far broader context than he
intended, being somewhat preoccu-
pied with matters sexual. The sim-
ple fact is that time changes every-
thing, including you and me. As we
grow older, from birth onward, our
needs and desires change as our bod-
ics change. The truth probably is
that our bodies control our minds far
more than our minds control our
bodies.

Most healthy children are literally
bursting with energy. They have to
move. Recent scientific experiments
have determined that physically re-
straining a child’s movements causes
the child actual pain. The same re-
straint would probably cause an adult
only boredom. The same restraint
would probably cause an elderly per-
son great discomfort. They prefer
not to move too much, anyway.

And therein lies the rub, because
the economic systems of almost all
societies in all times have required
long apprenticeships before the ma-
jority of individuals can acquire much
wealth or influence. Which means
that gencrally the middle aged and
older population have the most pow-
er to control the conduet of their cul-
ture. It gives rise to some interest-
ing, endless conflicts; the conflicts of
the young demanding action versus
the old demanding restraint. The
generation gap.

The old people, of course, were all
young once, But somehow they man-
age to forget how it was. They only
remember how it is now. Their ear-
nest claims to the wisdom of experi-
ence and the best interests of every-
one are only partly true. What is
much more immediately and impor-
tantly true is what their tired old bod-
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ies tell them they want; peace, quiet,
rest. The only way they feel they
can get enough of these loves is if
they can persuade everyone else to
join them. And if you can’t persuade
them, perhaps you can pass a few
laws.

How WELL I remember the Sun-
day mornings of my boyhood. The
parents demanded the right to sleep
until eight o'clock. T could get up
earlier, but I had to quietly dress and
go outside and play. That was all
right, But when they got up, I had
to come in for breakfast and get
dressed for church.

How I hated church! A friend of
mine, who was as irretrievably
damned to hell as T was, collaborated
with me in what we called the Preach-
er Game. All week long we would
carefully save all the slivers in our
hands, no matter how painful, We
would carry a safety pin to church.
There, while the preacher droned on,
we would slowly, luxuriously extract
our slivers, trying to make them last
as long as the sermon. Meanwhile,
the old folks would listen with shin-
ing eyes to the promises about their
future. I must admit those promises
seem much more attractive now.

It's an interesting, universal bias of
human nature. While you know damn
well that what's good for someone
else may not be good for you, you're
sure that what's good for you will be
good for everyone else. So natural-
ly, the grandmother with fat, vari-
cose-veined legs is against mini skirts,
The prohibitionist is against alcohol.
The millionaire is against taxes. And
all the folks who don’t ride are against
motorcycles. Gloom and doom for
everyone.

OF COURSE THEY have some legiti-
mate complaints against motorcyeles.
The things are noisy. They tear up
the ground cover. They raise clouds
of dust. They disturb the animals,
But they also take riders where only a
few hardy hikers could go before. And
many places even hikers wouldn’t go.
They disturb the status quo, what-
ever that is. Most of all, they allow
the riders to have fun, and that is

the unforgivable sin in the eyes of
those whose fun is the more station-
ary variety.

The Huns who followed Attila out
of Mongolia, riding their tough little
ponies across the steppes of Russia
to plunder the Roman Empire were
young men. They knew the odds
were very good that they could die
in battle. 1If they lived, their share
of the loot probably wouldn’t make
them rich, They went along any-
way, for the ride. It was better than
staying home. No doubt the old folks
back home shook their heads at such
lack of wisdom.

S0 now we have a population ex-
plosion, which compounds the prob-
lem. On the one hand, there are
more and more young people de-
manding room to ride motoreycles.
On the other hand, there is less room
available for anything as the country
fills up with people. The frontier
has vanished into history. The Great
Plains are covered with wheat farms
and grazing cattle. The mountains
are full of ski resorts. The beaches
are overflowing with bodies. The
national parks look like a mob scene
from a Hollywood spectacular. Where
shall we ride motoreycles?

In California and elsewhere, more
legislation is being enacted to ban mo-
torcycles from more areas. The law-
makers assure everybody that they're
not being repressive. It's for the
good of everybody. Which really
means the slow diers still have more
political muscle than the fast livers.

AN EXAMPLE OF the absurdity this
can lead to is the California desert.
It covers a mere sixteen million acres,
For more than a hundred years, it
was considered to be a vast waste-
land. What a shame that all that
land was so useless. Then the motor-
cycle riders discovered a use for it
And suddenly the old folks realized
how precious the desert was, after all,
Too precious to allow the motorcycles
o tear it up. There are now vast
political pressures building to save
the desert from the people. They
want to ban motoreycles,

The ecologists, who are supposed

Continued on page 62



James “Whitey” Martino re-
cently won the No, | Desert Heavy-
weight title for A.M.A. District 37

for the second year in a row, He
was also a member of the U.S. In-
ternational Six-Day Trial team for the
1970 trials in Spain. He ranks as
one of the top American long-dis-
tance cross-country riders in anyone's
evaluation and shows signs of con-
tinuing to improve in both skill and
attitude.

The editor and tech editor of Dirr
Bike recently had the opportunity to
corner Whitey and talk for a couple
of hours over a platter of Mexican
food. His remarks are candid, and
for the most part, unedited, In the
following pages, Whitey tells what it
takes to get the coveted No. 1 plate
and how it is in the upper echelons
of dirt racing. He also managed to
pass on numerous hints and tips that
he uses in the rugged grind of high-
speed cross-country competition. Our
discussion also provided some rare in-
sight into what it takes to ride at top
form, winning overall week after week
throughout the year, The knowledge-
able rider will recognize the truth and
authenticity in what Whitey says. He
intended no offense to anyone and
neither does Dirt Bike. This is the
desert racing scene as viewed by No.
I, Whitey Martino.

Huetter: “Whitey, you've compet-
ed very successfully on your 400
Husky, Did you ever ride the 8-speed
model, either 360 or 400?"

Martino: “I've ridden an 8-speed,
but my Husky is the standard four-
speed. I'm wsed to it and it's really
all I need.”

Sieman: “The Husky has a repu-
tation for being very stiff-shifting. Do
you find this true?”
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Martino:  “Yeah, the shifting is
stiff, but I consider that an advantage
in desert racing, A bush or some-
thing won't knock it out of gear. Be-
sides, you're not changing pears that
much if you're riding hard.”

Sieman: “What single item on the
Husky is likely to break first?

Martino: “Ummh, probably the
piston.”
Sternan:  “Really? Nothing else

will erack or rattle off?"

Martino: “No, not if your bike is
prepared correctly, There aren’t too
many weak points on the Husky?"

Huetter: “The 400 has a reputa-
tion for having just awesome power;
more than most riders can use. There
are probably only a handful of racers
who ecan utilize it. How do you feel
about that?”

Martino: “Well, T could use some
more power at times. It wouldn’t
hurt to have some more on tap. [t
really: doesn’t have enough for my
purposes.”

Steman and Huetter; “Not enough
power?”  (Stunned silence. )

Sieman: “Do you feel it's the best
bike out there?”

Martino: It seems to be the one
that's winning. and it very seldom
breaks during a race. It depends a
lot on who has maintained it and who
15 riding it. But I'd say it'’s the best
right now."

Sieman: “I'm sure it happens to
dozens and dozens of riders. You're
28 miles out and you're out of the
race because of your engine, or what-
ever. What do you do?"

Muartino: “Well, if you are 28 miles
out, vou're probably still in the race
pretty well and if there is a lot of
traffic, the first thing you do is try to
get your bike out of the way of the

- WHITEY
- MARTING

DIRT BIKE talks with the top
desert heavyweight and U.S.
I.S.D.T. team member

traffic, get it behind a bush or some-
thing. A big enough one where some-
body is not going to plow through and
rip that metal. And then, what 1
usually do, is turn the bike around
and make sure certain they can see
the number and remember that num-
ber. Let them see you angd just wave
and let them know you are there.
Don't hide or lay down because they
will never find you. Just keep stir-
ring and take your helmet off so they
can see your face. And then if no-
body stops, (but there is bound to
be somebody coming through) well,
wave them down and don’t just say,
‘Give me a ride.” talk to them for
awhile. Whatever they want to say.
They'll ask you what's wrong and
this and that. Try in a nice way to
get on the first bike you can and get
out of there. When it does break
down, one of the other things you
want to do is sight in on a mountain
or a prominent tree to get two dif-
ferent directions right back to where
you can locate the bike. People have
broken down out there and it’s the
only way there is to find the bike
again, This is how I can get back to
the bike and so many times I've been
able to go right to a bike with proper
locating by triangulation. Like a lot
of people don't want to pack double,
but try to get them to. The best
thing to do is just get out of there."

Huetter: “*How are you in the over-
all desert ratings now?"

Martino: “1 think T am Number
One again,” (Ed. note: Martino did
finish Number One. )

Huetter: “Do you enjoy riding? |
mean do you stll like it just for the
fun and real pleasure?”

Martino: “From time to time. Like
a lot of times I'll ride and I'll just
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really enjoy it and have a lot of fun.
Other times it’s just something I have
to do.”

Huetter: *“You mentioned earlier
that you'd probably have a sponsor
for the next Mint 400. Are you go-
ing to accept that? Is it pretty much
a sure thing?™

Martino: “Well, I'll accept it, may-
be.  But, the first thing I'll have to
do is go talk to the people. I just
can't seem to pin them down.”

Hueter: “Do they have a starting
position for you already? Do you
think you might campaign a different
bike next year?”

Martino: “Well, T feel this way.
If somebody wants to sponsor you
and you ride the bike and everything.
then you don’t badmouth it. 1 have
seen too many guys do that. Gel
sponsorships just like (a well-known
rider) did and he sits there and bad-
motths the sponsor. [ disapprove.”

Huetter: “Yeah, that's not good.”

Martino: “1 have seen a famous
desert rider finish a race and they’ll
say, ‘Hey, did you use such and such
an additive?" and he'll say, 'I don't
use that____, Rid

Sieman: “*Say a seventeen year old
Kid is ready to buy a bike and saves
his money. What would you recom-
mend he buy, and how should he
start to learn to ride like you do?”

Martino: “Well, just get a bike
that is popular. Probably one that
is winning the most and just get out
and ride as much as possible, not fast.
I think one of the best conditioners is
riding Enduro. You have to learn
how to ride a bike slow before you
learn to ride it fast.”

Sieman: *Well, one rider said that
trials are a good conditioner. Have
you ever tried trials with him?”

Martino: *“I've played around on
trials bikes a lot, but I have never
entered any. [I've tried the Six Day
Trials.”

Siernan: “Yeah, what happened on
that? You couldn't start your bike.”

Martino: *“The bike was a dud, 1
had to completely overhaul it when I
got there. The carburetors were the
new style Bing and 1 had to work on
them before the start. They didn’t
pick up the gas right and it wouldn’t
fire. Three days and it quit again and
[ was out.”

Huertter: “How did you like the
Six Days?"

Martino: “T'll tell you the truth, 1
wasn't ready for it. Financially, 1
wasn't ready for it, it cost over $1500
and I'm still making payments on
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Martino leads a bash around the Indian Dunes motocross course.

that. T wasn't ready financially, and
physically too, because I was wound-
ed from a race a couple weeks pre-
vious, T did a number on a Husky.
Right into the tank holt.”

Sierman: “Do you mean that___
breaker?”

Martino: “Yeah, it hurts.”

Sieman: “Is that the one that
proves that all Husky riders are not
necessarily made of steel?”

Martino: “Yeah, you know T was
in pain. Sitting on the plane to go
over there was painful for me. |1
couldn’t stand the pain. [ was so
badly off I couldn’t get the bike start-
ed.”

Huerter: “How did you like the
actual terrain?"

Martino: “Rocky terrain.
rocks and a lot of asphalt,”

Huerrer: “Would you say it's very
demanding physically.”

Martino: “Very. Very demanding.

Huerter: *What about the mental
preparation? Daoes it equate to some-
thing like the Baja 1000?”

Martine: “Yeah, very much so.
This thing is to set yourself in the
state of mind that says you are go-
ing to finish. Six days, that’s a long
time. You know, riding six days and
getting up very early when you are
sore from the day before and muaybe
i's snowing or raining out and you
froze the day before.”

Sieman: “How long have you ac-
tually been winning?"

Mariino: *“The last couple of years,
would you believe it? Well. what
happened to me is I was married for

Lots of

ten years, I got a divorce and be-
came Number One. It just did every-
thing, Made all the difference. It
just proved to me that a person has
to be loose and free to ride and race
and win.”

Steman: *“You're not married now,
are you?”

Martino: “No. I couldn’t do much
of anything when I was married. 1
couldn’t see anything wrong with mar-
riage. It's a great thing, but it just
secems to me I loosened up when |
started doing what T wanted to do.”

Huetter: *Do you remember back
when you first started in the desert?
How did you feel about it?"”

Martino: “Well, 1 had to start
somewhere out in the desert. A lot
of it was really hard for me to cope
with, you know. A lot of times I
wanted to quit, where now I can just
ride weekend after weekend out there
and never have any real difficulties.
It doesn’t bother me at all now.”

Sieman: “What about the long
down-hills? Sometimes you see guys
bulldogging their bikes down there.
How do you take those, just slide
them carcfully or charge or what?"

Martino: “One time I had trouble
going down hills like that. Probably
everybody’s weakness is going down
hills, The thing 10 do when you
come to a fair-sized down hill is as
soon as you come close to the top of
it, pull the clutch in and rev it up
and pop the clutch and let the bike
wheelie down,”

Sieman: “Wheelie down?”

Martino: “Yeah, so then when it



lands you're already going much fast-
er than you want to go and you learn
real quick how to balance.”

Sieman: “1 think you're out of your
mind, Whitey.”

Marting: “*That’s what I do.”

Sieman: “Let me take that slowly,
you come to the top of the hill, I
don’t believe this, and then you do a
wheelie down it. . . ."

Huetter: “And this is when I am
carrying my bike down the hill.”

Martino: “It's hell going down un-
der any conditions, and then you
know there's nothing to do but learn
how 10 steer it going down a hill.
That's what I do.

Sieman: “What's your favorite
course, if you had to pick one?”

Martino: “Oh, Red Rock 1 guess,
or Holiday."

Sieman: “What do you think is the

toughest?
Martino: *“Check Chase. And a
Checker won this year. That's an-

other first for the Checkers.”

Sieman: “How many people do
you have in the Checkers?"

Martino: “I haven't gone to the
meetings for a long time. There's
probably around 30 guys.”

Huetter: “You mentioned before
that an awful lot of young kids just
don't last in the desert, That it's a
place where judgement, maturity and
experience count.”

Martine: “Yeah, that's right.”

Sieman: “How old are you, Whit-
ey?”

Martino: “Thirty.”

Huetter: ““That's the one question
I guess that always comes up when
you are talking about competition
racing. When are you really through?
You see all the 14 year old hot
shoes. . . ."

Martino: **You know how I fecl on
that. It's a matter of how you con-
dition yourself. T think a guy is safe
'til about 45 years old. After 45 he
shouldn’t do it because his bones are
brittle and it’s harder to heal. But
45 years old, I think a guy could still
be winning overall.™

Sieman: *‘Say you are in a typical
desert event and your bike doesn’t
start right away. takes two kicks, and
you take off the line, and you sud-
denly find yourself surrounded by
dust, you can barely see your front
fender. What do you do?"

Martino:  “Well, whenever you
start a race, the smart thing to do,
which probably 1 don’t do often
enough, is take a little time and pick
yourself out about three different
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routes. Check your wind. Like on a
day where you feel you're going to
take off from the line and you're go-
ing to lead it all the way. Then start
wherever it's the fastest way to the
bomb. But you may haye to haul to
get yourself some running room so
you can get around everything and
always try to find out after the smoke
bomb which way the course goes.
If it goes straight, there’s not much
to worry about. But usually there will
be a turn, right after the smoke bomb.
If you're back in the pack, don't go
all the way to the bomb. Just head
right for the trail, cut across.”

Sieman: “That's an excellent tip.
I think everybody goes through the
smoke bomb first rather than cutting
off to the trail.”

Martino: “T've had them all pulled
on me so many times. It takes several
years to become a good ecross-country
rider, especially a desert rider. Learn
to read terrain. Anytime you know
you're poing near the mountains.
you're going to get into wash-out
country. You're going against the
flow of the terrain.”

Sieman: “It's something that every
guy who rides runs into. You'e gone
along 15 miles, all of a sudden you
come to a hill and it looks like there’s
maybe ecight million ants crawling up
this hill, riders all over the place.
How do you get up the path?”

Martino: *The best thing to do is
not look at the congested spot, glance
at it, and then glance at the whole
area and look for canyons. Go
around, or if you can go straight
when you can't find a way to go
around; if you end up going directly
through, do it slowly and smoothly
and don't make any mistakes. If you
don't try to just bomb your way
through, you'll end up picking up 50
positions on a bad hill.”

Sieman: “All right, let's carry this
further. Let's say you are going
through and the guy ahead of you
falls and you have to lay your bike
down or stop it. . . "

Martino: “1 try never to get my-
self in that position. I keep away
from everybody or T'll think who-
ever's in front of me is going to fall
and goof me up. so you allow for
that. You allow for him falling. And,
if he does fall, you watch how he
falls and maybe have to use his bike
for traction.”

Huetter! “You don't usually run
into that kind of situation though, do
you? Have any big crowds in front
of you?"

Martino: “I have." :

Sieman: “What do you do when
you get in really blinding dust? Do
you still charge or do you wait till
you can see?”

Martino: " Get off the trail and ride
about %3 of your ability, Don’t try
to go to your peak speed. Just keep
steady.™

Steman: “You mean off the trail
and blind, you still ride hard?"”

Martino: “No, I get off the trail on
the opposite side depending on which
way the wind is blowing. If there is
no wind it just stays there. You just
have to go a little bit slower. Natu-
rally, when you can't sce the best
thing to do is get up on the pegs and
stand there and brace yourself. Tf you
start sitting down and even if you are
going slow you might get pitched over
the handlebars. I've hit a lot of things
that T couldn't even see.”

Huetter: “Do you wear yellow gog-
gles if there is heavy dust?”

Martino: “Once in a while."

Huetter: Do they work?"

Martino: “They help a little. Yel-
low goggles are really bad for your
eyes ‘cause you get a lot of glare in
the desert anyway and that just adds
to it. By the end of the race your
eyes will hurt. . . . "

Huetter: “*More so than with the
tinted goggles?”

Martino: *Right, I've tried it once
with tinted goggles.™

Sieman: “Do you tape up the sides
and vents, the whole thing?”

Martino: “Yeah, 1 leave a couple
of them open on the sides.”

Huetter: “Don't you still get dust
in?"

Mariino: “Very little. It just de-
pends on how hard you are thrashing
along.”

Sieman: “What do you do for body
comfort for a long race? You know,
the little blisters, the chafed spots, the
little irritations.

Martino: “If it is really a long way,
I'll try to wear two belts, two kidney
belts. One below and one a little
higher."”

Steman: “Do you wear a kidney
belt all the time? Does it add to your
confidence too?"

Martino: *'It just doesn't hurt as
much, You might as well save a rib.”

Huetter: “How long have you been
riding?”

Martino: “I've been racing for
about 74 years.”

Sieman: “What did you start rid-
ing on?"

Continued on page 60
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Lenqthening the D11 and A1 Swingarm

How to get better handling from your Yamaha

The Yamaha invasion of the
on/off-road motorcycle market shows
little sign of slackening. The success-
ful DT-1 of 1968 (has it only been
that long?) has resulted in a prolifer-
ation of other “Enduro™ beasties and
their high-performance cousins, the
MX moadels.

It seems everybody starts on a
Yamaha. or rides one at some point
in their motorcycling career. The 125
and 250 machines are always present
in their respective classes at races or
enduros. In the hands of the right
man, they usually acquit themselves

honorably in almost any tvpe of
event.
The Yamaha has the virtues of at-

tractive styling, easy maintenance, and
reliability. The major drawback in
the machines, and one that most
owners run into when they start mov-
ing out more rapidly in the rough,
the handling. Yamaha's handling is a
result of the necessary design com-
promise in any bike designed for both
street and dirt. There are a lot of
reasons the bike handles the way it
does, but the culminating result is that
most people do not find the Yamaha
ideal for going fast off the road.
Whether riding for competition or
recreation, many riders have availed
themselves of the numerous Yamaha
handling kits on the market or have
gone to different rear shocks. The re-

sults of such modifications have often
proved less than satisfactory because
in most cases, the basic frame geom-
etry is not really altered. One of the
surest, most sanitary modifications
vou can make to improve the off-road
handling of your Yamaha DT-1 or
AT-1 is lengthening the swingarm.
The overall geometry, and ]mndllnﬂ.
of the machine is changed by hrmgmL
the rear wheel back from its stock
position and raising its position rela-
tive to the bike, thereby lowering the
center of gravity.

This modification eliminates nearly
all of the shudder and wheel-hop
native to the DT-1. You also have
fewer of those white-knuckle situa-
tions where the rear wheel is swinging
in great arcs from a position next to
your left shoulder over to a point in
space beside your right ear. Riders
who have tried the modification also
report 87% fewer endos in the rough
stuff. Onc:g. the sideways hop is con-
trolled the Yamaha tends to track
pretty smoothly in a straight line
through deep sand, mud and orher
memorable challenges of off-road
riding.

THE MODIFICATION IS not that hard
if you do it right. If you make a hack
job of it, the best that can happen
will be ruining a perfectly innocent
swingarm. At the other end of the
scale, you could kill yourself by doing
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by John Huetter

a sloppy job and having it break un-
derway.

Pre-cut, shaped metal extensions
that will extend your swingarm one
inch and lower the rear of the ma-
chine an equivalent amount are avail-
able from Cycle Products West. If
you don’t want to do it. or have the
welding done on your own, they'll
take your money and old swingarm
and send you back an extended heli-
arc welded version. The process for
doing it yourself is detailed along with
the illustrative photos. The mechan-
ics are virtually the same for both the
DT-1 and AT-1. The difference is in
the size of the metal piece welded in
to form the extension. Both types of
swingarms are depicted so you can
follow the step-by-step whether you're
thrashing around on a 250 or a 125,
It’s a short and simple task, if you
have the right tools.
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Now that you've successfully com-
pleted the Yamaha swingarm modifi-
cation you have to get the roach back
luuuhcr before you can take advan-
tage of the improved handling. One
way that works goes something like
this:

1. Reassemble the

always—insert

swingarm as
and tighten the

bolt.
2. When re-installing the rear
wheel, remove the brake rod

1. Stock length swingarms on the Yamaha DT-1 (left) and
AT-1 (right). The DT-1 sclected for modification is used for
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everyday riding and occasional enduros; the AT-1 has been
prepared, to some extent, for competition.



attachment from the rear hub.

3. Reattach rear hub and axle to
swingarm and remount shocks.
No alteration of shock mount-
ing lugs is necessary.

4, Reconnect brake rod, dialing
in appropriate adjustment for
your bike and your riding style.
Tighten all other adjusting nuts,
bolts, ete.

5. Fit chain, adding three extra
links and a master link if you're

3. Remove the rear wheel, disconnecting chain for later in-
sertion of exira links; disconnect briake rod, shock mounts,

etc.

DIRT BIKE

2. All that it takes to make a smooth-handling charger out
of your DT-1. The exact number of extra cham links needed
will depend on the size of your countershaft and rear
sprockets.

running stock sprockets on your
DT-1. The number of extra links
will vary depending on the size
sprockets you've selected for
your 125 or 250. Adjust chain
to proper (tension.

THE VISUAL EFFECT of all this is a
tremendous lengthening of the wheel-
base. This look is partially due to the
fact that the bike sits lower in back,
The modification. in fact, lengthens

the wheelbase of the DT-1 to.55.5
inches; that of an AT-1 with a 21-
mch wheel in front to 53.0 inches.
The mod also softens the impact
shock of hard riding to some extent
because more of the wheel (and

weight) is behind the shock mount-
ing.

Charging cross-country at speed
no longer is an invitation for the Ya-
maha to swap ends with quite the
eagerness it previously displayed.

5. Cut off the flat tab at the end of the swingarm as near
to the swingarm tube as possible, without cutting through
the origimal weld bead. The cut can be made with a hack-
saw and some sweat, If you're using a hacksaw, the swing-
arm should be mounted firmly in a bench vise. It's quicker
and easier if you have a metal cutter. Also more expensive.
Cutting the AT-1 is shown; DT-1 process is the same.
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6. The swingarm, securely mounted, must have the cut
edge ground down to a “V” for the strongest heli-arc weld!

7. Place the

edge to a . Grind about 1% inches back on the bottom
of the axle mounting tab. The extension piece will weld on
here,

e

8. Place the shaped metal extension piece in the vise and
use the hand grinder (or file, if you're brave but poor) and
“¥™ all edges that will contact swingarm and axle mounting
tab when the pieces are welded up. Smooth all rough edges.
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AT-1 swingarm is shown on the left: DT-1 to the right. A
power grinder makes the job go faster, edges can he filed.

s : J

9. After all three pieces have had their edges ground down
to a “V", they should look and go together like this. The
longer piece of the weld-in extension goes on the hottom of
the AT-1 swingarm.

10. Set shaped extension piece against swingarm for weld-
ing, Axle mounting tab can be arranged in place at this time
also. Note: Putting the components together before welding
is just about essential when doing the second mod, Cut only
one side of swingarm at a time so they can be lined up at
least by eyeball, Finish extending one side of the swingarm
completely before youw start the other.




11. Spot weld the extension piece in place. Some clamps arc torch. The AT-1 swingarm is shown set up on left, pro-
can then be removed allowing easier access with the heli- cedure is same for DT-1 extension, shown on right.

12, The extension piece and axle mounting tab should be

HELI-ARC welded onto the swingarm. Tt is essential to
get the “V" where the metal meets filled and completely 15. You are now the proud owner of an extended swingarm

solid when welding—this ensures the strength of the weld. for your DT-1 or A'l'-1 Yamaha.
13. When you've finished extending one side completely,
start on the other,

14, Let the finished extended swingarm cool. A coat of
spray paint (rust-resistant type) is a good idea after any un-
sightly gobs or cobby-looking weld beads are ground off
smoothly. It preserves the metal and improves appearance.
Black has been a traditional favorite for Yamaha swing-
arms.

DIRT BIKE

the AT-1. It's not THAT much different but the resulting
handling is!
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Husqvarna/GZ/Maico

MOTO-GROSS GOMPARISON

Shoot-out between the hot 250-class moto-cross machines

Put together a minimum of two
dirt bikers, and the conversation in-
evitably turns to a comparison of the
virtues and vices of various makes of
motoreycles. Nowhere is this relative
superiority more fiercely contested
than with the competitive, fat out,
highly specialized class of machines
used for motocross competition.

Along about the second six-pack
of this fierce wheel-to-wheel pit rac-
ing, the field of contending machines
which still retain fanatical advocates
(who are probably cheating by argu-
ing with the facts) is usually nar-
rowed to three makes in the 250cc
class. The big three, acknowledged
tacitly by nearly everyone, are Husg-
varna, CZ, and Muico. These also
happen to be the top three interna-
tional contenders that can actually be
purchased by a rider. Suzuki may
have won the manufacturer’s cham-

The cooperation of the following
organizations and individuals in sup-
porting the CZ/Husky/Maico com-
parison test is gratefully acknowl-
edged.

Mid-Valley Cycle who made

available and prepared the CZ.

under the direction of Andy De la

Torre.

Cooper Motors, who supplied the

Maico, and Brian Fabre who put

the machine together out of the

crate.

MED International, suppliers of

the Husqvarna, and Scuderia

Husqvarna who prepared the ma-

chine right, i.e., as per customer

set-up.

DirT BIKE specifically requested
that the machines be set up in a
manner identical to that in which the
regular  customer would receive
them. We checked for modified en-
gines, special lightweight frames and
other trick stuff, but found no evi-
dence of any special treatment. Our
sincere thanks to all above for the
opportunity to wring out one of your
seooters.
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pionship and BSA the Trans-AMA,
but have you seen one of their 250
motocross machines for sale at your
local dealer? No way. You're not
likely to consider a Suzuki 250 for
your compelition bike unless your
last name is Robert, Geboers, Peters-
son. etc. Not for a while., anyway.
So it remains that a Husky, CZ or
Maico is the bike to beat (along with
the Spanish 250 machines to be cov-
ered in the next issue of DIRT BIKE)
at your local motoeross track or rough
scrambles event.  What makes these
machines winners? Why choose one
over the other? Which one is the
right mount for the novice rider, or
the expert?

DirT BIKE acquired the current
model of each of these 250 class ma-
chines and after weeks of riding, dy-
no-ing, timing and measuring, man-
aged to put together the info to an-
swer those questions. The source of
this data was a head-to-head confron-
tation of all three: on the track, from
the specs, and in the shop. Welcome
to the Husky-CZ-Maico shoot-out.
The choice of weapons 1s yours,

More than anything else that
emerges from an extensive test of a
racing machine, is the personality of
the bike. The three motocrossers
that we wrung out, even though al-
most identical in weight, size and di-
mensions, were distinctively different
in feel and behavior. To be com-
petitive in today's market, a 250-class
machine must have the following at-
tributes:

1. Close to 30 horsepower (at the

crankshaft).

2. A good power range.

3. Brutal acceleration.

4. Light weight, normally around

230 pounds or less.

5. Precise steering.

6. Ncarly perfect suspension and

predictable handling.

7. Reliability and ease of mainte-

nance.

8. It must instill confidence in the

rider and respond instantly to his

every demand.

by the staff of DIRT BIKE

9. It should look like a racer: dy-
namic and clean. vet funetional.
10. Tt must have all the trick stuff
as standard cequipment and be
ready to win races right out of the
crate.

ALL THREE OF the bikes we tested
had these 100 requirements in vary-
ing degrees. and all are successful in
both racing and sales. The minute
differences that appear on paper real-
Iy amount to a world of difference
when you realize that the machine
will probably spend the greatest part
of its existence operating near that
thin line that separates crashing from
winning. It’s an awful lot to ask of
a machine and still have it stay in one
piece. With this in mind. we put
the 250 Husky, C-Z and Maico
through THE TEST.

Indian Dunes is sand. And water.
And hills.  And deep ruts.  And ev-
erything else you can think of that
could possibly destroy a machine in
the shortest possible time. It's also
one of the neatest off-road play-
grounds around, having a very de-
manding motocross course, lotsa des-
ert terrain, hillclimbs and such, Be-
ing only 20 minutes from our office
didn’t hurt either. We unloaded all
of those brand new. shiny machines
at Indian Dunes and commenced to
filthy them up in a vigorous manner.
Some break-in trail riding was the
first order of the day and we found
out that these hot MX'ers don’t real-
ly like to be ridden slowly, Except
the Husky. It was very torquey at
the bottom and seemed content to
poke around at low revs all day long.
The CZ. being a hair on the peaky
side, took a lot of restraint 1o cow
trail properly. The Maico seemed
sort of neutral; didn’t really like to
pok-pok-pok around. but would do
so if it seemed really necessary.

After this impatient break-in. the
test team of seasoned dirt riders head-
ed right for the big, twisty two mile
motocross course and started to get
it on a bit. This is when we started






to find out the true differences in the
three machines.

cz

Our test CZ had incorporated the
following non-stock items: folding
footpegs replaced the stock rigid pegs
which offered almost no grip in addi-
tion to being potential ankle-breakers;
Champion L3G and L2G plugs re-
placed the Czech PAL plugs which
are factory equipment, but expensive
and difficult to obtain in this country.
The CZ is the only totally new de-
sign motocross engine of the three
test bikes. Both the Maico and Husg-
varna engines are derived from 175cce
road machines.

The overall finish of the CZ was
good. The color scheme is attric-
tive while paint and fiberglass arc
both well done.  Accessibility to elec-
trics is excellent on the CZ. The
points are in front of the flywheel and
can be reached simply by removing
the side cover. Generally, all work-
ing components on the bike can be
reached with a minimum of hassle for
maintenance or repair.

The CZ had the lightest clutch ac-
tion of the shoot-out bikes. with good
release: this from a clutch that it was
seldom necessary to use. It was pos-
sible to slam indiscriminately either
up or down the gears without touch-
ing the clutch. This included shifting
into low at the start. This latter will
be appreciated for the quick moto-
cross start. All motocross bike clutch-
es and gearboxes should be as good.
The gear ratios are spot-on for MX
racing with a good spread. The only
fault in this department is the rather
long shift throw between all the gears.
This can be adapted to, as shifting
without removing the foot from the
peg is still possible, unless you have
less than size nine feet.

The brakes, taking front and rear
together, were the best of the three
shoot-out bikes. The front brake was

particularly impressive. and both
could be wvsed severely without any
tendency to fade during a moto,

The front forks are excellent.
Springing and dampening seem just
right, even though the forks travel a
good distance before reaching full
compression in competitive use, The
rear shocks are just OK. They are
not quite right and a change of springs
is in order for most riders. The front
forks leaked oil very freely with the
stock seals. and most serious riders
replace the Czech items with Honda
or Ceriani seals.  The quality of
Czech neoprene is not up to Western
standards.  The overall suspension
feels light. almost delicate. The steer-
ing is very precise as a result, and
ultimate control in placement is there
for the rider able to take advantage
of it. With the stock shocks it is
difficult to keep the rear end under
you and straightencd out through the
rough stuff.

The very good brakes are con-
tained in conical hubs front and rear,
which helps to reduce unsprung
weight.  There is no front brake ad-
justment at the lever, and the rear
brake has no return mechanism. A
return spring or picce of strong rub-
ber must be lashed up to insure posi-
tive brake return action, particular-
ly when mud or dirt starts to build
up around the pivot points. The steel
rims are reasonably strong and do
not bend easily. Chromed spokes
seem unnecessary on a competition
machine, plus chroming tends 10
make the spokes more brittle.  The
Barum tires are definitely mudders.
They wear very rapidly on dry or
hard surfaces and tend to squirm a bit
because of the fexible sidewall. A
3.00 x 21 front tirc would be our
choice for bikes imported into the
US. It gives the rider a better cush-
ion and avoids the tendency of the
2.75 to knife into sandy or loose
ground.

The reliable CZ engine deserves the
good reputation it has established, [t
is an excellent powerplant. The dual
ignition is a definite asset, ensuring
zasy starts and complete combustion.
There is a wide power band and the
bike showed no tendency to load up.
Throttle action is smooth, with just
the right amount of wrist action for
short bursts of full throttle, The low
end torque was poor compared to the
other two test bikes, but the CZ came
on very strong. possibly the strongest.
from mid-range through to top end.
Il the rider is skillful enough to keep
the machine up on the pipe, the pow-
er is awesome and can be used effi-
ciently. Our test bike proved fairly
casy to keep within the power band
and was devastatingly quick when
wicked on for short bursts between
corners.  Enough to produce white
knuckles if you aren’t ready for it or
haven’t adapted to the potential of
the machine.

The power characteristics com-
bined with the fantastic handling
made the CZ a formidable mount on
the medium-choppy straights and
through the corners. The tendency
of the rear end to hop on deep
whoop-de-doos was initially unsettling
but no serious problems developed as
long as the throttle was kept screwed
on. As a matter of fact, the solu-
tion to a lot of awkward situations
the average rider will encounter
scemed to be the application of more
throttle. The bike inevitably straight-
ened oul in response 1o the smooth
build-up of power and handling came
under the control of the rider again,
even in near disasters.

The gearing of the machine for dif-
ferent courses or conditions is simple
and quick, with a completely exposed
countershaft sprocket and a bolt-on
rear sprocket.  Rear sprocket bolts
must be checked for tightness as part
of normal routine preparation,

The frame is simple and solid. The

Similarity of swing-arm/rear shock set-up on the three MX bikes is striking. It's the little differences that count. Husky
and Maico use Girling shocks, of slightly different types. Rear brake return is spring-actuated on these two, non-
existent on CZ, Husky floating rear brake is a definite plus. (CZ chain guide had vibrated loose during test, but acts
about midway up the chain.)

22



Amount of finning is more than enough for efficient cooling of the high-per

formance engines. CZ employs dual ignition

and Jikov carburetion. Both Maico and Husqvarma have single plug ignition and Bing carburetors. Bing carb on
Maico is a whopping 36mm size. Flat black finish on Husky looks very businesslike.

bike is a heavyweight amidst the cur-
rent crop of 250 competition ma-
chines, but was also the most rugged,
in integral construction, of the test
machines. The true quick-detach
wheels and simple chain adjustment
are other positive points for the CZ.
The stock high pipe inevitably hits
(and burns) the leg. regardless of
rider size. The heat shield is of
marginal utility during the shifting of
body position required in motocross.
A number of CZ low pipes are on
the market and some riders claim
both better performance and  in-
creased comfort.  The paper element
air cleaner is inadequate. even though
location and case of access are cx-
cellent.  Unscrew one seat bolt and
the cleaner is there in its "glass box.

The CZ is a machine which can be
ridden, and ridden competitively, by
the novice competitor. Tt takes the
skill and experience of the expert to
get the full potential out of the bike,
something that is true of most all-out
motocross machines. The qualities
that make it a World Champion in
the hands of Robert or Friedrichs al-
so allow the sportsman rider an extra
margin for error and recovery dur-
ing the fast pace of motocross com-
petition,

HUSQVARNA

Our test Husky from MED was not
showroom stock. something to keep
in mind when considering the follow-
ing DIRT BIKE evaluation. It had
different handlebars and a remote
float Bing carburetor, (Huskies gen-
crally come equipped with a center
float Bing.) It took some prepara-
tion to get the Husky “right.”

The gearing was quite low and the
Husky had a power curve that seemed
more suited to enduro riding. The

DIRT BIKE

result was overpowering low and mid-
range power. There is so much
torque, it’s hard to tell what gear you
are in. The Husky topped out on
speed and revs much sooner than the
other machines, and it scems that a
tooth or two more on the counter-
shaft sprocket would result in a bet-
ter spread of power.

One result of the brutal low end
torque was the suddenness of wheel
spin when cornering.  This created a
problem on a twisting, tight-cornered
motocross track as the rear end would
break away in an unpredictable man-
ner.  The Husky just did not like
cornering as well as either the CZ
or Maico. The best way to go
through a corner, determined after
many cfforts by the test team, is to
go in deep, square it off sharply. pick
a line, and carefully wind on throttle
to get out of the trn, Too eager
a right hand would cause the rear
wheel to break loose and put the bike
and rider in very undesirable con-
figurations, This condition was ag-
gravated, initially, by a sticky throt-
tle cable, which made it almost im-
possible to apply power smoothly.
This was corrected by Scuderia Husg-
varna before the end of our test
period.

The Husky proved very responsive
at low speeds, due in part o the
power band. Steering was neutral,
permitting a rider to corner with pow-
er ¢ither on or off.  Hundling is very
quick. This, combined with the mas-
sive low end torque, meant that the
bike required constant attention as it
wanted to go growling and breaking
away if the steering-throttle combi-
nation was not correel for the course
situation.

Opinion of the Husky suspension
jaried among the test riders. The

bike tended to be more “bouncy™
than the others, but the Girlings on
the rear were the best shocks on any
test bike. The impact after a bad
jump was very soft and the bike al-
ways stayed under control while push-
ing it over repeated choppy, hard
jumps. It was very stable through
deep whoop-de-doos but. paradoxi-
cally, the whole machine moved
around a lot in the sand, It would
cover the same ground over a much
wider track than cither the CZ or the
Maico.  Front forks were very good
and took front wheel landings with
case.  The machine recovered beau-
tifully after jumps or steep drops re-
gardless of rider.

The bars on the test Husky were
definitely too high for maximum con-
trol in cornering. It required real
cffort to force the Husky's front end
down into a corner. This fact, cou-
pled with a steering head that was
nearly an inch taller than that of the
other bikes, means that the novice or
beginning rider will have to work
harder to get the Husky through cor-
ners at fast, controllable speeds. It
scems that heavier or taller riders do
not experience this problem; it could
be a leverage factor.

Appearance of the Husqvarna is
functionally attractive. The fat black
eylinder and exhaust look very busi-
ness-like.  The pipe is tucked away
very nicely out of the rider's way; no
burns. The red and silver colors are
striking, but aluminum fenders are
pretty much pass¢ for this type of
machine.

The Husqvarna air cleaner is al-
most a joke in its stock form. It is
very exposed and difficult to water-
proof. It sits outside of the frame
where it can collect an awful lot of
whatever happens to be flying around,
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such as mud, dust, sand, water, etc.
The single paper element just doesn’t
make it.

Engine parts accessibility is pood,
except for the countershaft sprocket
which is completely enclosed behind
a cover on a taper. It is more diffi-
cult to change than the exposed type
running on a splined shaft. The
Husqvarna chassis (a frame type des-

ignated MF) appears to have evolved
with the machine rather than being
an original, integral part of the de-
sign, It looks like it's built with the
strength of an armored tank, but this
is partly due to the many brackets.
gussets and reinforcing tubes. One
witty dude suggested that they were
trying to reinforce the hinge in the
frame under the seat. Our test bike,

by the way, did not have this ten-
dency to flex, as reported by some
Husky owners.

Clutch action was stiff and the shift
throw was very long. So long that it
was necessary to remove the foot
from the peg in order to shift. The
clutech had very smooth action, how-
ever, with good, positive engagement,
Shifts were always clean and could

SPECIFICATIONS: MAICO 250 ce
K5 Motocross

Price. suggested retail:
$1100 (varies greatly)
Engine type: Single eylinder 2 cycle.
air cooled

Displacement: 248cc

Bore x Stroke: 67mm bore/70mm
stroke

Compression Ratio: 12 to |

Carburetion: Bing 36mm

HP @ RPM: Claimed 33 at 6500—
actual 26.7

Clutch: Wet multi-plate steel

Primary drive: Duplex chain

Final drive: Chain

Gear ratios:

Approx.

9 to |

2 to 1

3 tol

1.00 to |

Air Filtration: Still air box and paper
filter

Electrical System and Ignition: Mag-
neto flywheel, with single plug

Lubrication: Oil in gas—pre-mix

Recommended Fuel: Premium

Recommended Oil: Petroleum base

Fuel Capacity: 1.4 gallons

Frame: Double loop full cradle

Suspension: Front: Hydraulic tele-
scopic forks 7” travel
Rear: Swingarm with
shocks

Tires: Front: 3.00 x 21 knobby—
Metzler tires standard
Rear: 4.00 x 18 knobby

Wheels: Front: steel
Rear: steel

Dimensions: Wheelbase:; 55 inches
Ground Clearance; 8147
Weight: Claimed 220/actual 231

Instruments; None

Brake: Front: Leading shoe/light al-
loy hub
Rear: Twin leading shoe/special
light weight motoeross hub

Pounds/HP (roadweight): 8.614 Ibs.
per horse power at crank

W Lh O
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SPECIFICATIONS: CZ 250cc Mo-
tocross

Price. suggested retail:
$1135

Engine type: Single cylinder 2 cycle,
air cooled

Displacement: 246.2¢cc
Bore x Stroke: 70mm bore/64mm
stroke

Compression Ratio: 10.5 to 1

Carburetion: Jikoy 2930 30mm

HP @ RPM: 28.6 at 6800 claimed/
actual 28

Clutch: Dry multi-plate
Primary drive; Gear
Final drive: Chain
Gear ratios:

Approx.

1 1.84 to 1
2 1.47 to |
3 LIS to |
4 1.06 to |

Air Filtration: Paper element in still
air box
Electrical System and Ignition: Mag-
neto flywheel with dual coil and
dual plug
Lubrication: Oil in gas—pre-mix
Recommended Fuel: Regular
Recommended Oil: Castrol
Fuel Capacity: 2.2 gallons
Frame: Single down tube split cradle
Suspension: Front: Hydraulic tele-
scopic forks
Rear: Swingarm with CZ shock
Tires: Front: 2.75 x 21 Kknobby—
Barum tires standard
Rear: 4.00.x 18 knobby
Wheels: Frong: steel
Rear: steel
Dimensions: Wheelbase: 54.33 inch-
es
Height: 42.91 inches
Ground Clearance: 7.48 inches
Weight: 242 pounds actual
Instruments: None
Brake: Front: [Internal
180mm x 25mm
Rear: Internal expansion 180mm
X 25mm
Pounds/HP (roadweight): 8.643 Ibs.
per horse power at crank

expansion

SPECIFICATIONS: HUSOVARNA
250cc Cross
Price. suggested retail:
$1175

Engine type: Single eylinder 2 stroke,
air cooled

Displacement: 245 ce

Bore x Stroke: 69.5mm bore (2.72
in.) x 64.5mm stroke (2,54 in.)

Compression Ratio: 12.3 to 1

Carburetion: Bing 32mm (36mm on
newer models)

HP (@ RPM: 26.2 at 6200 actual/
29 at 7000 claimed

Clutch: Wet multi-plate 5 steel, 5
fiber

Primary drive: Gear driven, straight
cut

Final drive: Chain

Gear ratios:

Approx.

1 IR2 to 1 Final drive with
2 138 to 1 stock gearing

3 11.7 to |

4 97 to |

Electrical System and Ignition: Stefa
magneto to single plug

Lubrication: Oil in gas—pre-mix

Recommended Fuel: Premium

Recommended Oil: Viking

Fuel Capacity: 9.5 Liters (2% gal-
lons)

Frame: Single downtube MF type

Suspension: Front: Hydraulic tele-
scopic 634" travel
Rear: Swingarm with  Girling
shocks

Tires: Front: 3.00 x 21 knobby—
Trelleborg tires standard
Rear: 4.00 x 18 knobby

Wheels: Front: Akront alloy
Rear: Akront alloy

Dimensions: Wheelbase: 54 inches
Seat Height: 31.5 inches
Ground Clearance: 9.0 inches
Weight: actual 234

[nstruments: None

Brake: Front: DLS internal expand-
ing 160mm x 30mm
Rear: DLS internal
160mm x 30mm

Pounds/HP (roadweight): 8.916 Ibs.
per horse power at crank

expanding

DIRT BIKE
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usually be accomplished without the
clutch by blipping the throttle. Third
and fourth gears were very close on
our test Husky, but with all that low
end available, you didn’t have to
work the gearbox that much to get
around a motocross course fairly

quickly.

Starting the 250 Husqvarna was a
real bear. It was definitely not a first
kick starter from cold, even following
the proper procedure. If dumped or
dropped while riding, it was difficult
to ever get the bike to fire without a
push. The Husky always required
some severe booting to get interested

in firing. The successful drill, when
the bike was warm, went something

like this: 1. Petcock off. 2. Lean
bike to left. 3. Hold throttle full
open. 4. Kick. 5. Kick. 6. Kick.

-« . Street bike starts are not expect-
ed from motocross machines and this
reluctance to run seems to be one of

Countershaft sprocket on CZ is completely exposed, permitting quick an
gearing changes from the standard 14-tooth sprocket, Maico countershaft

cket is semienclosed but still reasonably accessible, Husqvarna is completely
enclosed. Replacement requires removal of side cover,
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d easy CZ conical hubs, front and rear, hold
brakes that are outstanding. Hub de -

sign reduces unsprung weight and bra -
king does the joh,

Of the stock air cleaners, only the wire mesh element on the Maico seemed adequate. Paper element Husqvarna and CZ
filters won't hack it for most U.S. riding applications.

. T

Muaico wns only test bike with a stock downpipe. Tt is out
of the rider’s way, but exposed to rocks. A skid plate is a
definite necessity for cross-country riding.
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Husky had the best chamber arrangement, to our taste. Tt
is high and tucked out of the way, Heat shield works and

it is difficult to contact the pipe and get burned.



the personal idiosyncrasies of the
Husky. but it got to be a drag. (When
it did fire up, it was a gas to be able
to loft the front wheel at will just
by dialing on the beans. )

Husqvarna's floating rear brake is
excellent. A gold star to Husky for
this item. The rear brake pedal should

have a slightly larger foot tab, how-
ever. as it was possible to miss it
when stomping in a panic mode, The
front brake is not up to the high per-
formance standards of the back end.
Why equip an expensive machine
with a wvital component that just
doesn’t hack it?

The Swedes should Know better.

Bits and pieces: Vibration at any
engine speed is severe. Long-time
Husky riders adapt to it, but the bike
buzzes something fierce. The Akront
rims are an excellent feature for the
privateer, but do tend to colleet mud.
Husky cables were the only ones with

- - L T o

wider path.

During a rest break in the day's testing, the bikes were killed 1o cool and the
riders swap opinions on the machines. Left to right: John Huetter, Brian Fabre,
Lee Wells,

DIRT BIKE

Handling through deep sand was most stable on the Maico,
most precise on the CZ. Husky was quickest, but over a

groove,

o ~
N ¢ ¥ ]
0 6, . —! i | .
Maico won into the corner and starts to get the power on.
CZ prepares to dive underneath and pick up the inside

CZ lofts its front end over an off-cam-
ber bump.
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Mava e th dirt machine |
More raw torque "= drmactin

The words aren't ours, They come from
an Independent, unbiased evaluation of
the Husqvarna 400 Moto Cross made
by a leading motorcycle magazine.

And you'll find unanimous agreement
among the champions who dial in the
power at just the rate they need to win
national and international titles on both
sides of the Atlantic.

In 1968 and again in 1970 it was
Bengt Aberg who won the 500cc World
Championship, pushed to the limit by
Arne Kring — both on Huskies.

DIRT BIKE

And again in 1970, the Desert Fox,

J. N. Roberts, won the Barstow-LasVegas

stampede for the third successive year,
beating out more than 2,000 contestants
in the world's largest motoreycle race.

Name the event, and a Husqvarna has
waon it: the Mint 500, the Baja 500 and the
Mexican 1000, the Jack Pine Enduro,
The Inter-Am.

Name the champions, and you'll find
they ride a Husky: Dick Burleson, first
official AMA National Moto Cross Cham-
pion, and ISDT Gold Medal winners John

Panton, Malcolm Smith and Ron Bohn.
Husgvarna should be your choice, too
for power, endurance and perform-

ance. Try one on for size. 250cc, 360ce

and 400cc models are available right now!

Husqvarna

Choice of Champions

n Disiributor: Fanton Imports, |
orain, Ohio 44052
3y ED Intarnational,

4790 Paim Avenue, La Mesa, Galifornia 82041
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[HE FRONT BRAKE-
NEY 10 GORNERING

DURING THOSE ALL important for-
mative vears of riding, most of the
action takes place in casual weekend
bashes on some isolated piece of
ground with your favorite dirt riding
buddy. Most dirt bikers have a friend
or two, usually at the same level of
competence (or incompetence), that
they can count on for a real head to
head racing session. Quite a few years
ago, my riding partner, Tom, taught
me a lesson about the front brake that
took us out of the level of poor riding
all the way up to mediocre.

It was a typical Sunday morning
when we unloaded our bikes to do
battle on our home-brew motocross
course near the famed Mojave desert.
One thing bothered me a bit; Tom
seemed a little more eager than usual
to get on the course. Hmmmm. Could
it be that he’d wrung a few more
horses out of his ancient round-barrel
Victor or perhaps he'd finally gotten
his front forks to travel more than
their usual three inches?

We warmed the machines briefly
and headed for our course. my old
650 Triumph clattering reasurringly.
A mutual nod of the head, and we
were off, charging madly across the
rutted field, rear ends hopping from
side to side in five foot arcs, As the
first sharp left hander loomed up, I
punched the rear broke and deftly
down-shifted two gears. The big Tri-
umph shuddered and slowed, Then it
happened; Tom’s Beezer went howl-
ing by, still on full throttle. “Omy-
gawd,” T thought, “his slide’s stuck
and he's going to kill himself!™ Tom
went deep into the corner, slowed
abruptly, banked the machine and
neatly squared off the turn, going
through a good fifteen mph faster
than he had ever done before. 1 was
so astounded by this mancuver that
I forgot to take the corner myself,
and went ripping off through the tin
cans and broken bottles that served
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as course markers, Immediately there-
after, T performed that well-known
racing maneuver, the ENDO. Several
times. T propped my battered body
up on a Coors can, just in time to
see Tom come back around the corner
with a grin a mile wide on his face,
He helped remove me from under the
still running Triumph, which, for the
first time since I had owned it, was
idling evenly. “Dammit, Tom, how
did you take that turn so fast?” 1
asked, while extracting a pop top
opener from my right knee.

ToM HAD LEARNED a lesson that
all pros take for granted. The front
brake is 75% of your stopping power.
Its judicious use enables you not
only to go much deeper into corners,
but faster down hills. plus a multitude
of other benefits. The front brake’s
effectiveness is so great not because
of the cfficiency of the unit, but be-
cause of weight transfer. This is graph-
ically illustrated by the diving lunge
most riders experience with any
strong brake application. Assuming
front/rear weight distribution is about
Lquul on your machine. an additional
25% or more of the machine’s weight
will be transterred from the rear axle
to the front axle. If the rear brake is
used alone, the bike's stopping effec-
tiveness now becomes only 25% of
the total possible braking force.

Rear braking alone also induces un-
wanted slides and hopping, quite of-
ten Killing the engine in the process.
Once that engine is dead, the bike
becomes a nearly uncontrollable pro-
jectile. Photos A and B show the
weight transfer effect on the front
end. Add a choppy, rutted surface to
this situation and you can see how
everything from a simple crash to a
locked rear wheel endo can come

about.
The greatest fear in the mind of
the inexperienced rider associated

with using the front binder is that of

locking the wheel up and going over

the bars. Believe it or not, this is a
physical impossibility, as long as the
machine is level and straight up and
down. A crash can easily occur, how-
ever, if the front wheel is the least
bit cocked, or “crabbed in." Once
that front wheel is off the center line,
it’s all over and a full lock high-speed
spill is in order.

THE BEST BRAKING to date, on as-
phalt under perfect conditions, is not
much over 1.25 G's. In the dirt. this
condition does not exist. and the most
that can happen is loss of traction on
the braked wheel. The 1.25-plus G
readings were achieved using both
brakes and could not be reached us-
ing the front brake alone. Even un-
der nptlmum front braking conditions,
the maximum the front brake alone
can generate is around 75% of the
total possible G force generated. Car-
rying this a bit further, let’s assume
your machine can stop from 60 miles
per hour in 100 feet, using both
brakes. Using the rear brake alone,
would raise the distance required to
stop 75% . and using the front brake
alone, (very unsafe) would raise it
only 25%.

Dirt racing is vastly different from
road racing and even though G loads,
weight transfer and the like are con-
trolling factors, they must be modified
slightly to fit the uneven, unstable dirt
surface. Since this surface can be
anything from hard packed yellow
clay, to axle-deep sand, to bottomless
Eastern mud bogs, the braking tech-
niques applicd must be modified ac-
cordingly. Naturally, the most effec-
tive front hr.tl\mg is achieved on a
hard surface, where the brake lever
may be grabbed firmly, almost to the
point of mducmg wheel lock. In deep
sand, the front brake should be
brought on gradually to prevent the
front wheel from knifing in sharply,
especially so with a narrow 21” front



wheel, or at high speeds in a sand
wash. In the muddy stuff. a gentle
touch is also the answer, more so
when water is covering the mud and
the surface beneath is not visible.
Rocks, shale, wet rocks and loose
rocks should all be treated with ut-
mosl respect, as too much pressure,
front or rear on braking, can produce
instant wheel lock. If possible, try to
do all of your braking before you
reach this kind of terrain, and accel-
crate slightly over it. One finger on
the front lever, when you must brake
is the answer. If you do lock up the
front wheel on any of the above, re-
lease the lever immediately and try
to get rolling again with a quick blip
of the throttle. After the wheel is
free rolling, resume braking.
POSSIBLY THE SINGLE most effec-
tive use of the front brake is on a
steep downhill section. How many
times have you locked up the rear end
and had the machine swap ends dur-
ing the descent? As long as that front
wheel is Kept perpendicular to the
surface on a downhill, you can use
that front brake and the machine will

CZ front end shown at full extension prior to any braking

action,

DIRT BIKE

travel in a straight line. If you have to
go around a turn or an obstacle dur-
ing the descent, let go of both brakes
momentarily until the machine passes
the point in question and straightens,
then apply again as necessary.

Off-camber surfaces are death to
braking of any sort, because so little
of the tire “footprint™ is in contact
with the surface, and locking up
either wheel becomes frighteningly
easy.

MOST RIDERS SEEM to delight in
keeping their brake lever adjusted
incorrectly; that is, no braking action
until the lever is almost touching the
grip. They seem to feel that this is
the safest approach. A little logic
(plus observing the European aces)
shows that if the lever is adjusted so
that the action starts near full exten-
sion, the lever can be operated with
one or two fingers, instead of a ham-
fisted hand. This offers the side bene-
fit of being able to maintain some sort
of a grip at all times, very important
when negotiating rough terrain. One
dangerous thing about having the
lever work too near the throttle, is

that of brake fade. After a few really
hard applications, you could suddenly
find yourself with no braking action
at all. No one adjusts their rear brakes
to the point of sloppiness; why should
the front brake be otherwise? Also
your hand is much more sensitive
than your foot and one finger is more
sensitive than a whole fistful.

When adjusting the front binder,
make sure that the shoe does not
drag at full release. or you’ll probably
find a spill on your hands. Make it
sensitive, not grabby. Once you get
used to the procedure of braking
properly, you'll find that lap times
will come down, as you go deeper
and deeper into the corners before
you have to shut off. Even if you're
not racing, you'll have more control
for pleasure riding, and a lot more
confidence. Just take it easy and get
the feel of the front grabber. Ledrn
the unit’s (and your) limitations, un-
til you are able to come as close as
possible to the ragged edge before
vou turn it off. This is one step in be-
coming the dirt rider of your day-
dreams.

Hard braking action will almost bottom out even the finest
front suspension made today. This graphically illustrates just

how much weight is on the front end.
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The world championship three-wheeled dirt machine,
made by Rhind Tutt in his garage

The minute the sidehacks get
on the line, everyone makes a mad
dash for choice viewing spots along
the track. If there's a mudhole on
the course, the spectators are lined
up 5 deep. Sidecars generate a va-
riety of reactions from spectators
ranging from puzzled expressions to
“you'll-never-get-me-on-one-of-them™
attitudes. Most people feel that side-
hacks are merely bulky, ill-handling
monsters and that their riders are in-
sane. The three-wheel competition ma-
chines have come a long way from
the days when all you did was add
another wheel, a piece of plywood,
some old piping and go racing. Like
all phases of your sport, specialized
equipment has become a necessity
in order to run at the front of the
pack. The Wasp represents the ulti-
mate c¢ffort to date in the competi-
tive and colorful sidecar racing scene.
This machine, abounding with tech-
nical innovations, is even more amaz-
ing when you consider that one man
makes all of them in a small 10 x 10
foot garage in his backyard.

The builder of the Wasps, Rhind
Tutt, is one of those rare individuals
who is not satisfied with the offer-
ings on the market, and decides to
build the right tool for the job. With
this attitude and an assortment of

basic machine shop tools, he has
turned out the World Champion Side-
In the last three years,

car chassis.

Riding the berm requires a different technique when you

have three wheels and two up.

DIRT BIKE

only 60 of these 385 pound units have
been built, and all have been snapped
up by serious competitors. Offers to
g0 into mass production have been
turned down by Tutt simply because
he doesn’t feel that the personal at-
tention necessary for guality would be
retained. Wasps are rare and in high
demand. Proof of their effectiveness
includes the English sidecar cham-
pionship and the two Wasps currently
dominating the Southern California
off-road scene. John Palfreyman, with
co-pilot Steve Foss. has recently put
together a string of wins, culminating
with top sidehack in the grueling 147
mile Barstow-to-Vegas Hare and
Hound.

The all-up 385 weight of the Wasp
is even more impressive when you
consider that a stock 650 Triumph
weighs in at over 400 pounds. The
Wasp is powered by this proven en-
gine on John Palfreyman’s machine,
even though the chassis will accept
other Triumphs and the Norton or
BSA twins as well. The Wasp kit
comes from Rhind Tutt with every-
thing but the engine, wheels and
shocks, Many combinations of shocks
have been tried to date on the Wasp,
the most successful being Girlings,
Cerianis and Konis. The unique trail-
ing link front suspension works much
quicker than a standard leading link
springer, making the Wasp much
more at home on a tight course.

o+

MucH ofF THE light weight is
achieved through the use of glass and
alloys. The 2 gallon tank and side
panels are glass, while the fenders
plus other bits and pieces are alloy.
No strength is sacrificed for the light-
ness, however, as the frame is made
from high quality aircraft tubing. Ev-
ery nut on the machine is an aircraft
nut and the owners of both hacks re-
port never having a loose nut in two
years of racing. More of the big
manufacturers should follow this ex-
ample on their production racers.
Greeves is the only other builder to
use this practice to our knowledge.
and they, too, are sturdy mauchines.

Oil is carried in the frame (ala
Metisse) and even runs through the
hand grips. Padding is thick and well
placed throughout, and the Wasp, as
a whole, seems to have no weak
points. The longish 572 inch wheel-
base., combined with the swingarm
setup on the hack side, makes the
machine stable in even the roughest
terrain. A second Wasp. owned by
Ray Hunter (longtime friend and
competitor of Palfreyman) was differ-
ent in details from Palfreyman’s. The
“Bloke,” as Hunter is called, is a
firm believer in Girlings front and
rear paired with an extra heavy Royal
Enfield unit for the sidecar. Dozens

of personal touches can be made on
the Wasp to suit the rider and pas-
senger, as pointed out by the “Bloke.”

é ] 3
John Palfreyman, pilot, and Steve Foss, passenger, take

a Triumph-puwered Wasp over the whoop-de-doos

33



The Wasp kit will cost you about
%950 and Rhind Tutt will supply the
right mounting brackets for the type
engine you specify. If you want to
try riding sidecar in off-road com-
petition, and be competitive, the
Wasp is the rig to have.

I¥ you coNSIDER yourself to be an
experienced dirt rider and in good
shape for riding, try going a couple of
laps around a motocross course mon-
keying on a Wasp. DIRT BIKE's cdi-
tor and tech editor are in better than
average riding condition as a result

.

of weekly competition and test rid-
ing during the week. but after two
hot laps on a bucking, pitching side-
car both were begging for mercy.
Taking jumps at speed and crawling
around the frame in anticipation of
the pilot’s moves leaves you out of

Passenger must be part g\mnml and able to anticipate the moves of machine and pilot to split second accuracy.
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bireath, with aching legs and blistered
hands. Riding a hack requires a
pain-tolerance and endurance level
not even approached on a solo bike.
Both troops came away from the ex-
perience battered, bruised and, some-
how, more humble.

Consider approaching a  bumpy
right-hander at 40 mph, hanging over
the edge of the hack inches from the
ground and sliding through the turn
under full power. It wakes you right
up. If it was this demanding on the
Wasp, probably the best heavyweight

sidecar rig available, what would it
be like on a more conventional home-
built three-wheeler? The “Bloke"
(Ray Hunter) summed up the experi-
ence succinctly in the best British
manner, “You fall on your bloody
arse a lot, mate.”

-— - ]
“The Bloke”
Both machines are 'I'riumph-powurmi

DIRT BIKE

lofts the front wheel of his Wasp, passi

= - - I'\

ng another Rhind Tutt original, and gets by on the outside.

A ' \ L

35



RICKMAN
METISOE
[UNDAPP

RICKMAN
MHISSE
[UNDAPP

Nine hundred is a lot of bucks.
There are plenty of adequate 250's
around for that price. So when some-
one asks you to part with 900 green
ones for a 125¢cc motocrosser, you
have to do some close, hard looking.
Is the Rickman Zundapp Métisse
worth that kind of money? Maybe not
for everybody. However, I doubt if
that one factor will stop many people
from buying one.

The brothers Rickman are past
masters in the art of making a motor-
cycle so throat-chokingly beautiful,
that all common sense is thrown to
the wind. There are many riders who
have caten beans for extended per-
iods of time, just to own such a work
of art on two wheels. The machine is
done right and is a delight to ride.
but putting all of that beautiful. frag-

ile fiberglass on a racing bike scems
like overkill.

A perfect example is the road-racy
low and slender front fender. This
unit offers no protection at all from
mud and sand thrown up at the rider;
often creating mottled patterns on
one’s face. A more conventional alloy
full fender would have been a wiser
{though not as pretty) choice. Load-
ing and unloading the bike from the
truck leaves you puzzled as to what
to grab. The glass is far too flimsy
and no protective tubing is exposed.
Everything is neat and concealed for
looks, sacrificing convenience in the
process. You know, you just pain-
fully know, that one good spill and
all that glass beauty will be marred.
Expensively marred. Even though
you know this, you will probably still

buy it, because the bike handles like
a dream and instills confidence like
few other 125's in the world.

Based on a lightweight, double
downtube Rickman frame, the major
working parts of the bike are the
Zundapp engine with a five-speed

box, Ceriani suspension front and
rear, and Bing carburetion. This sc-
lected combination of ingredients
should be a winner on motocross
tracks.

BEFORE THROWING THE bike
through the rigors of the sandy In-

dian Dunes motocross course, we dug
into the innards a bit to sece how 2
Rickman really goes together. The
small paper element air filter does not
appear adequate for any serious rid-
ing and Steen’s, the U.S. distributor

Ceriani suspension front and rear make for a spcr.lucular ham(llmg mmlum:
and keep unsprung weight down to an absolute minimum.,

Conical hubs are cast magnesium alloy

al/]
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for Rickman machines, replaces the
unit with a foam-type cleaner before
delivery to the customer. A point for
the good-guy dealer. The bolts hold-
ing on the head are very long, and
number only four. Their length and
number means that there is a fair
likelihood of vibration loosening
them, so a heavy-duty gasket and gas-
ket sealer, while not required, seem
like a good idea.

The biggest problem we encoun-
tered in dismantling the bike was the
gas tank. Its dimensions just miss be-
ing an easy pop-on, pop-off, fasten-
ing, with a single nylon-fitted bolt and
rear flange. The tank is about %2-
inch too long in front and hangs up
on the bars in removal and re-instal-
lation. This means that the vinyl-
covered seat takes more abusc than
is strictly necessary. No big thing.
admittedly, but shaving just a hair off
the non-functional fiber-glass at the
front of the tank would cure this an-
noyance. Removing the bars in order
to easily remove the tank is a drag.
Our only other reservation about the
machine is the fiberglass itself. It is
light, very attractive, generally high-
quality molding, but even if you don’t
dump as frequently as our more-

Outstanding feature of the Micro-Metisse is the use of
Magura controls and levers. Rubber covers over pivot points
keep the muck out of the moving surfaces. Large plastic
knobs allow easy adjustment of cable tension. Levers will

bend back.

Exhaust exits through the tuned downpipe, which is too vul-
nerable for cross-country bashes without a skid plate. Tt is

right for motocross as is.
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speed-than-skill staff, you could be
facing a sizable cost in ’glass work
before the end of the season. The an-
swer, of course, is not to lay it down,
but that’s not always something you
can control. The Rickman frame itself
is beautifully engineered. It looks
light almost “airy” to someone used
to thick heavy downtubes and cen-
tertubes.

One loop on a twisting motocross
circuit is enough to make you forget
all the cautionary words in the above
paragraph and start trying to figure
out how you can justify buying one.
The handling is that good. It really
does improve your riding by 20%.
The Rickman ads are not an exag-
geration in that respect. It is great fun.

GETTING OUT THERE on the course
should happen something like this.
Tickle the Bing slightly and stomp the
kick-starter through about medium-
hard. First kick every time got the
beastie ticking over. Warm-up time,
at least until the two-stroke burble
stopped, was very short. The bike
pulled quite strongly from an idle in
both first and second gear. This was
a surprise for a racing 125 that we
had thought musr be peaky. It was

no problem to putt around enjoying
the countryside in the lower gears,
but that is really not what the Micro-
Metisse is all about, though it makes
a nice trail bike. The riding position
for this machine. up on the pegs and
leaning back slightly. is immediately
comfortable and seemed quite natu-
ral even the first time aboard. This
statement has to be modified for the
heavier or larger rider. The 200-Ib..
6-foot rider may never find a comfor-
table position or get sufficient per-
formance out of the machine, but it
seems ideal for weights up to about
175 and riders of average (or less)
height. The small seat is attractive,
fitting in with the overall look of the
bike, but that’s about all it does.

Handling is the Rickman Zundapp’s
strong suit and, in the right hands,
could make it unbeatable. The com-
bination of light weight. well-planned
geometry and Ceriani suspension is
the right one. Riders kept taking it
flat-out around the course, without
braking in places where. on other
bikes. it had been necessary. Throw-
ing the bike into corners was a ball.
It was possible to lay the Rickman
over and stuff the front end into a
corner exactly where you wanted it.

are the rule.

The Zundapp 125¢c engine sucks up to 1.7 gallons of pre-
mix per tank through the Bing carburetor. First kick starts



Handling was very precise with the
6-inch travel Cerianis and well-damp-
ened shocks of like manufacture in
the rear.

The DirT BIKE editor could man-
age to get into some impossible
crossed-up situations in corners and
recover from them with minimum loss
of time or dignity. It was possible to
lay the machine over in the corners
until knees and knuckles grazed and
still come out of the turn on the pipe.
If you want handling in a machine,
this is it. The “feel” of the bike is
very light and the amount of precise
control possible inspires confidence in
even the novice rider. The Ceriani
forks were brand new and. as such.
quite stifl. This was felt particularly
over hard-packed washboard and
deep whoop-de-doos. The benefits of
the stiff forks were manifested in the
ability to carve a line through a cor-
ner with amazing precision. “The rear
shocks, also Cerianis, are quite good.
They do the job for the wught and
set-up of the bike. We suspect that
handling on this scooter will even im-
prove as it's broken in.

Clutchless shifting is the rule and
that's a definite plus. since the box
is necessary to keep it up on the pipe
while negotiating a twisty uphill-
downhill course. The Lundapp geur-
box had a bad case of the “neutrals.”
There scemed to be a neutral on each
side of every gear. Long-time Zun-
dapp riders seem to adjust to the
shift-hesitate-snick gearshifting drill.
but it can be a real drag to slap up
and get nothing but an over-revving
engine, particularly in  motocross
where a missed shift can mean a dif-
ference of u dozen finishing positions.
One of the many Zundapp gearbox
fix-it kits would seem to be necessary
for the serious competitor. Or else
more experience in working that par-
ticular shift sequence.

The front brake was surprising on
the Rickman Micro. It was more than
adequate for a 125, and really hauled
the bike down without getting twitchy
or locking it up. The cable-operated
rear brake is spongy and was never
just “right,” even after adjustment.
A rod-operated brake has got to be
better. The cable will always stretch
a bit and doesn’t give the positive
feel that a rigid rod imparts to the
rider.

TAKING A FEW laps at speed has
a way of making all these nit-picking
gripes disappear. The bike was cap-
able of beating 250cc bikes of re-
spectable makes around the track,

DIRT BIKE

almost regardless of who was at the
controls. The bike was quite sensi-
tive to weight, however, as already
mentioned. It is definitely underpow-
ered for the big man, but he is prob-
ably not going to pick up on a 125 in
the first place. In the hands of the
135-Ib. hotshoe. the Micro-Rickman
is a real screamer.

The Dunlop Trials tires that come
as standard equipment proved quite
adequate, even in deep sand. There
was no apparent loss of traction and
the high speed stability was excellent
lhrum_h the rough stuff. The 53-inch
wheelb: 1se, long fora 125 lightweight,
contributes to the stable fLLhrIL and
the rear wheel showed no lcmluu.y
to come around even on a series of
high, hard bumps, It is almost im-
possible to fault the handling of the
Micro-Metisse in any respect.

The full size tires are what should
be on a machine of this caliber. The
3.00 x 21 and 3.50 x 18 skins would
be our choice for any serious compe-
tition machine in this size/power
bracket. There is a strong prejudice
among the staff against inadequate or
“toy” wheel/tirc combinations, even
on the smaller machines. Ground
clearance of 9-inches is ample for mo-
tocross, even with a downpipe. As on
many machines of the MX-type,
skid plate is necessary for any bash-
ing ofl a course as the pipe is out-
side the frame and quite vulnerable.
An up-pipe is available as an option.
It tucks up under the tank and exits

through the fiberglass side cover. The
kick-stand is another option. handy
for propping up the scooter when
you're out cow-trailing but, as it at-
taches to the swingarm, it's not some-
thing you'd be likely to keep on a
competition machine,

The 1.7 gallon capacity gas tank
is standard issue on the Micro-Me-
tisse. A 3-gallon tank is available
for the cross-country or desert rider
and adds §15 to the cost. The only
color is blue, identified by Steen's as
U. S. Racing Blue. Whatever you
choose to call it, the color is rich,
L]LLP { permcates the £|.l~.\} and in-
tense. Black number plates are mold-
e¢d into the side pllni.lh and one is
suppliecd for the front. The rather
brittle plastic of the strap-on plate is
prone to cracking, but at that level of
criticism we are really digging for the
nits.

The Zundapp-powered Rickman
scales out at an honest dry weight of
under 200 Ibs.  With the potential
inherent in the Zundapp engine, the
serious rider can arrive at some favor-
able power to weight ratios. Top
that off with the completely control-
lable, precise handling and all the in-
gredients are there for one of the
best-performing “little” machines on
the market.

There are a lot of cheaper 125°s
available but very few that will de-
liver, even with modification, what
the Rickman Zundapp Micro-Metisse
offers right off the dealer’s floor. e

Full-size 21-inch Dunlop goes on the front. Sidestand is an extra

cost option; mounts on the swingarm,
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-|-hcrc may come a time in your
life when you decide to get serious
about racing. It's not easy to pin-
point exactly when or why. Maybe
you're just tired of running “some-
where in the pack” or you figure if
someone you know started winning,
you can too. Or what about the
young kid you used to beat with ease,
who is now a fully sponsored win-
ner? Whatever it is that gives you a
steely-eyed look is not that impor-
tant. The important thing becomes
winning. The following is a collec-
tion of hard learned lessons that can
make this goal easier and let you
concentrate on riding competitively,
rather than bemoaning mistake after
mistake, or going back to a steady
diet of play riding.

Preparation is the key to success
in motocross, and preparing for a race
can be divided into three phases,
with the actual racing being a sepa-
rate fourth phase. Machine prepara-
tion, mental preparation and physi-
cal preparation will be covered in
this issue as Part One. Actual mo-
tocross racing techniques will be de-
tailed next issue in Part Two.

MACHINE PREPARATION

Do not even think of competing
against top riders with second rate
equipment. Once in a while, some
natural comes along who can do it,
but this type is very rare. If your
equipment is more than two years old,
the rigors of motocross will just about
guarantee a whole string of DNF's,
It is cheaper over a season to have a
more expensive picce of equipment
that will stay together for a while.
than a less expensive machine that
you are constantly repairing. Let’s
assume you have a year old MX ma-
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chine that is in good shape and has
been fairly reliable for the duration.
Before serious motocross riding, the
bike should be gone through com-
pletely. This includes things that
everyone takes for granted like wheel
bearings, steering head bearings, gear-
box bushings and bearings, shifting
dogs and plates, new cables, seals,
etc., etc. The machine, when de-
tailed properly, should be virtually
as good as, or better than, new. This
keeps the DNF's to a minimum, and
nothing dampens the spirit as badly
as not finishing a moto,

Before every race, your MX-er
should be meticulously cleaned, all
nuts and bolts checked, timing

by Larry Kumferman

checked, all oil levels topped up, loose
or frayed wires and cables replaced,
air filter cleaned, chain adjusted prop-
erly, all controls functioning smooth-
ly and a generally detailed inspection
of the entire bike performed. Before
cach moto, instead of bench racing
with your buddies, check all spokes
for looseness, go over all control ad-
justments, and wipe the bike down.
Between motos, the Europeans (or
their factory mechanics) fine-tooth
comb the machine. Just because the
machine is perfect in the first moto
doesn’t guarantee something didn’t
start to go that will show up halfway
through the second. A perfect ex-
ample took place during the 1969
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Roger DeCoster displays his unique style on a stock Yamaha DT-1 proving that,
beyond a certain point, it's not the bike; it's the rider that makes a difference.

Photo courtesy of Mike Burke Cycle Specialties
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Grand Prix circuit in Europe. Ake
Jonsson, riding a Maico, had done
well during the first moto, only to
have his handlebars come loose dur-
ing the second, causing a spill and
consequent loss of his high placing.
Needless to say, the Maico mechanic
who overlooked the loose clamps be-
tween motos had his ears burned se-
verely. It is this attention to detail,
and constant practice, more than any-
thing else, that separates the Euro-
peans from us. It is not uncommon
to see a European rider race an en-
tire season on the same piston and
rings., Mechanical failures during an
event are not as common as.they are
here. In this country, when we in-
stall a new set of rings for example,
we give the cylinder a quick hone,
pop on the rings, give it a brief break-
in before racing and that’s it. In
Europe, when a rider installs a set of
rings, the machine is given a brief
run-in; then taken apart and exam-
ined closely. Tf a high spot is found
on the cylinder wall, the ring (rings)
will be carefully filed and sanded to
the correct contour, then re-installed.
This process may be repeated several
times until all high spots are eliminat-
ed and the ring seal is perfect. The
chances of seizure on this type of an
engine are greatly reduced, and this
knowledge lets you relax a bit more
while racing,

Part of machine preparation is tak-
ing the right stuff to the track with
you. You can waste a great deal of
time scrounging around for parts that
a little foresight could have prevent-
cd. If the course demands a gearing
change, make sure that you have the
right amount of chain with you, pre-
cut, to make the change in the quick-
est possible time. Always carry at
least one countershaft sprocket for
gear changes in each direction: up
and down, If stock gearing is 14
teeth on the countershaft, have a 13
and a 15 tooth with you. Have a
good selection of jets to meet any
possible requirement, and have at
least one fresh plug in each heat
range available. Safety wire, bungee
cords, washers, cotter pins and all
the little bits and pieces laying around
your garage should be in your tool-
box. A tire pump and an accurate
air gauge are a necessity to meet
widely varying course conditions, We
are not trying to suggest that you
turn into a tool freak, but it is a
reassuring feeling to know that you're
ready for most any emergency.
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PHYSICAL PREPARATION

Contrary to what some people be-
lieve, motocross is one of the most
physically exhausting sports on the
face of the earth. A 30 or 45 min-
ute moto will leave an unprepared
rider with blistered and bleeding
hands and cramped muscles, and
quite often, unable to start the next
moto because of sheer fatigue.

Your hands and legs take more
abuse than the rest of your body and
require special exercises to prepare
them for the grind. One very effec-
tive movement for building leg en-
durance is the jumping squat. As-
sume a stance approximately the same
as a normal seating position on your
machine, with the feet about 18 inch-

es apart. Then leap as high into the
air as you can, landing with the knees
bent to take the shock. Repeat this
as many times as you can until your
legs are cramping and you are breath-
ing heavily. When you can do three
sets of 100 repetitions of this toughie,
your legs should be ready for any-
thing. Add a day or two each week
of running for insurance and don't be
afraid to sweat a bit.

The hands require more work than
the legs, especially so if they are on
the small side. Plain old-fashioned
chinups are good and just hanging
from a bar helps a great deal. A few
more specialized exercises produce
faster results, A particularly effec-
tive one is that of crumpling news-

e -

RD Team Maico shows how it's done leading the pack at Baymare.

To get consistently faster lap times, go deep into the corner at speed, hit the grabbers
and square it off. Come out of the corner on your selected line with the power on.

your older brother is

the top US rider.

John De'ium leSH(‘."i on some pointers to brother Ron. It doesn't hurt your riding |I

Photo courtesy of RD Sporteycles



paper up with one hand. Take a full add a five pound weight, hold your work. You don't have to turn into
sheet of newspaper and lay your palm arms straight out in front of you and a complete health freak, but the bet-
on it. Now start squeezing and crum- slowly wind it all the way up. Af- ter condition you are in, the easier
pling it into a ball. Try to get it ter it's wound up, unwind to the floor it is for you to win. Getting to a
down to the size of a grapefruit if and repeat until you feel it in your physical peak is harder than keeping
you can. After three or four sheets. fingers and forearms. it once you get there, but the work
the hands and forearms should really Combining these exercises with rid-  is worth it. 1f you do crash. the
be burning. This may sound weird., ing at least twice a week should turn  chances of getting hurt are less if
but it works surprisingly well. An- you into a man of iron, able to charge  you're in shape.
other, and my Favorite, is using a grip- the entire length of any moto. To
per and squeezing it as long as you back up the conditioning exereises, MENTAL PREPARATION
can without opening it up. This one try to maintain a balanced diet and The mental aspect of motocross
can be done anywhere. You can stay away from too much junk food, Preparation has to be lh‘t: most im-
keep one on your dash and use it as especially before a race. There is portant. The best equipment and
you drive to work. An old weight- no way that you can ride at your body conditioning in the world will
lifter’s trick is also very useful. Take best, if you get bombed the night be- 1ot win a race if your attitude isn’t
a section of broom handle at least 18 fore and ate 14 enchiladas on the Tight. An old. but true, saying, “Suc-
inches long and tie a 4 foot rope to way to the track. Take vitamins and ¢ess breeds success, failure breeds
the middle of it. On the other end a few basic food supplements, They failure™ applics here. Set attainable
goals for yourself, and one at a time,
reach them. Even if your goal is a
simple one, like passing two or three
other riders, aim for it, do it and
classify the accomplishment as a suc-
cess. When you find that you can
reach a goal easily, raise your sights
a bit, until you succeed again. Keep
this process going and someday you
will be the winner. Make your goals
realistic and keep them in proportion
with your increase in riding skill. Pic-
ture yourself as a successful rider and
get that mental picture set in your
mind. If you cannot picture yourself
as a winner, then you will never be a
winner and will be better off going
back to fun riding or even ping pong.
When you arrive at the track, take

Tim Hart chockﬁ over Im \iemlc\a Capra |(Ron DeSoto (John's younger brother) flat the. time to walk E,"mmd,” slowly "’!“d
between motos, a good practice to follow. |out over the jump at Ascot Park. It takes| Paint a mental picture in your mind

Make sure all the nuts are tight before you | meticulous machincdprepurnlmn to com- | ©Of how you are going to take C‘f':h
line up for that next moto. pete against the goo ';prmsnred riders. section, corner or straight. Combine

this with the knowledge that your bike
is at its mechanical peak; your body
at its physical best, and you are half
way to that trophy, Instead of yak-
kmL it up with your pals all day, take
a bit of time out before the race. Go
off by yourself and get serious. Put
your mind away from all those dis-
tractions and prepare it for the task
ahead. And when you ride, try to
put your head 20 feet in front of your
bike and concentrate. Watch the top
experts on the starting line sometime,
and look at the intense, almost pain-
ful expression they're wearing. They
are aware of nothing but the starter’s
flag and the need to explode away
ahead of the pack. No smiles or
laughing here. But then, winning is
Serious.

Jim Wilson (formerly Greeves, now CZ) passes Tim Hart (Montesa) on the inside of Next issue, how to ride and the ac-

an off-camber turn. Don't attéempt the gestures until you are to Wilson's skill level, l:]l_c:islt.(:ht’llquus used to win at moto-
ITOSS.
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BULITACO

MATADOR

Evcryhnd}r makes a “dual pur-
pose’” machine. At least that's what
they call them. There are two basic
schools of thought on building dual
purpose motorcycles. One way is to
take a street machine, install knobby
tires, high exhaust, a thicker seat,
cross-braced dirt bars and think up
some sort of neat name for it. Call-
ing a machine the Mountain Mother
or the Mud Scrambler, we feel, doesn’t
really help a lot in the design and
development of a real combination
dirt/street bike. The other tack is
that of taking a genuine dirt racing
machine, detuning it slightly, adding
the necessary legal hardware, and
ending up with something slightly less
than a full out racer. The bulk of
the dual purpose bikes that will take
some thrashing use this approach.
There is a third approach. Only a
few manufacturers attempt it, and
that is building a machine from the
ground up as a true dual purpose
bike. Bultaco has taken this approach
in designing their new Mark I'V Mata-
dor.

The Bul can be used for enduros,
successfully ridden in the desert,
raced cross-country, or ridden to the
store for that occasional pack of
butts. Any motorcycle that can do
all of these things, without so much
as changing a plug, has to be dollar
for dollar, one of the best fun buys
today. It will cost you a bit more
than the typical Japanese dual pur-
pose bike, but the Bul's handling in-
spires twice the confidence of the best
Oriental effort.

The awesome low-end torque on
hand makes the Bul a favorite for
mud-slogging Eastern riding condi-
tions as well as the deep sand encoun-
tered in the great western deserts. All
of the power is not isolated at the
lower end of the rpm scale, however,
as the Matador pulls strongly all the
way through the power band, flatten-
ing slightly at peak revs.
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The Matador Mk4 lends itself to hard
cross-country charges with completely
predictable power and handling.

Second gear starts are not only pos-

sible, but very easy. In fact during
our testing, more than one member
of our staff started off in second,
thinking it was low. Low gear is
not really needed in any but the most
trying circumstances, The Matador
would pull strongly from idle, in any
of the first four gears, making it an
ideal mount for the most demanding
trail rider.

HANDLING, AS PREVIOUSLY men-
tioned, was first class, due in large
part to the plush, soft suspension.
The Telesco front forks cannot be
faulted in performance, but in typical
Bultaco fashion, leak from the very
first downstroke. It's about time
someone corrected this small problem
in an otherwise superb set of forks.
Trayel is a genuine, usable 642", and
no topping or bottoming was experi-
enced. Dampening is something the
Japanese manufacturers should copy
immediately. The Betor rear shocks
were a perfect match for the excellent

front end. The only time bottoming
could be induced was on a hard land-
ing from a jump. Then the impact
could be felt, but caused no adverse
effects. Strangely enough, a long se-
ries of bad dips would not cause bot-
toming of any sort, except for the
initial bump. Dampening seemed to
increase with progressive pumping,
and maximum ground contact was
maintained at all times. Betor shocks,
even though an excellent unit, don't
seem to last as long as some others
available, and are not rebuildable.
Travel is 3 15/16” and the shocks
are five-way adjustable, allowing a
goad selection for any rider's de-
mands. The Bul was a good slider
in sand or soft ground, but the front
end tended to knife in a bit if the
power was backed off. It definitely
is a “power on” handler. For slow-
er riding and picking your way over
rough ground, the Matador is almost
as good as an all-out trials machine.
In fact many riders have acquitted
themselves honorably in trials com-
petition on this model of the Bul-
taco line-up.

Weight distribution was beautiful
and with all the torque, the front
end could be lofted at will in almost
any gear. If any one thing stood out
about the Matador’s handling, it was
the lack of shock impact on landing
from a long, high jump. One un-
planned front end landing at speed
even proved comfortable. Not fun,
mind you, but a lesser suspension
might have tossed the rider on his
ear.

The machine had a poor combina-
tion of very low saddle and very high
footpegs, In a seating position, the
legs cramped quickly, especially for
some of our taller test riders. In a
standing position. nothing got in the
way of the rider and the bike could
move around freely between the rid-
ers’ legs. The big problem, how-
ever, was the distance one had to
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Power slides were easy and great fun. The Bul's center of
gravity and geometry made for very smooth entries and exits

in and out of the slide.

Lofting the front end could be accomplished at will in any
of the hottom four gears.

travel to stand up.

I’s a long, long
way ‘twixt seat and butt and wvery
hard on the legs when a lot of posi-

tion changing is required. Seat-peg
relationship needs some re-thinking.

CONTROLS WERE EXCELLENT and
well placed. Everything fell right to
hand almost immediately. Those clip-
on Bul bars can be adjusted to any
position and any reasonable height.
and if the bike is dropped. the bars
will slip rather than break. Clutch
action is feather light and no sign
of slipping was detected at any time.
We might add at this point that the
Matador was subjected to more abuse
than any motoreyele tested. Every-
one thrashed the machine to its limit
because it had the magic combination
of being forgiving and fun. Noth-
ing broke or fell off. It was dropped
at least 10 times and generally re-
quired only re-adjustment of the bars.

When we received the Matador it
had over 800 miles on it: all of them
hard test miles, and we added hun-
dreds more. It is still quiet and
smooth running, with no mechanical
clatter to be heard. This is one Bul-
taco that will not self-destruet, and
is probably the most reliable in their
line.

Shifting was crisp and clean
(clutchless if desired) and properly
spaced.  Shifting could be accom-
plished without removing the foot
from the peg, a definite advantage
over rough ground. Care had to be
taken if you had a size 10 or larger
foot, however, as the kickstarter lock-
ing bolt was in the way and could
hang up the tip of your boot. The
rear brake was a joke, and not in
keeping with the quality of the rest of
the bike. Bultaco has had a history
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of rear brakes that cease to funetion
when wet or dirty, a condition that
happens quickly, as the brakes are not
sealed from the elements. This is
surprising when you consider that the
front stopper is one of the best. (Sen-
or Bulto. maybe you ought to put the
front on the back too?)

Topping off all of the neat things,
like good paint and glasswork, are a
pair of lightweight alloy rims, mount-
ed with a 4.00 x 18 rear knobby and
a 3.00 x 21 motocross-type front, Un-
sprung weight is very low and con-
tributes in great part to the excellent
handling.  Some possible improve-
ments would be an oil injection set
up a la Yamaha and a non-leaking
gas cap.

THE KICKSTARTER WAS very awk-
ward to use and had a short arc of
travel, Shin guards would be a good
Christmas present for any Matador
owner. Fortunately, the machine
starts easily. normally with one kick,
except when it's very cold. Liberal
flooding of the 32Zmm Amal concen-
tric carburetor is an aid to cold start-
ing and the bike will idle sweetly af-
ter a brief warm up period. There
seems to be some magic in the Span-
1ish Amals that the British Amals nev-
er have achieved. No one seems to
know why, but the Spanish carbs are
trouble free. while the others tend to
be plagued with minor hassles.

The exhaust system on the Mk IV
is one of the most outstanding on
any of the current crop of enduro ma-
chines. The pipe is tucked out of
the way where it is virtually impos-
sible for it to contact your body and
is surprisingly quiet, even without the
detachable muffler/spark arrester.
The exhaust note is very mellow, not
at all pingy or disturbing. It sounds

almost like a smaller four-stroke and
speaks of latent power which, happi-
ly, is there in great gobs. The rub-
ber attachment hose between muffier
and pipe tended to smoke a bit when
hot but aside from that, no com-
plaints.

The finish of the machine was at-
tractive, with red and metallic gray
predominant. The polished alumi-
num fenders look great and the shape
and placement of the front mud-grab-
ber is perfect for enduros. The bike
has a lot of functional beauty.

OTHER NICE TOUCHES include a
fully enclosed rear chain, a rubber
suspended speedo and an all-impor-
tant kill button. We feel that every
machine, street included, should have
an easily accessible kill button. Nit
picking a bit, the electrics were no-
where near a quick disconnect and
required a good bit of effort to de-
tach, and a few miscellaneous nuts
and bolts vibrated off during the test
A dab of Loc-Tite quickly cured this.
It would probably be a good idea to
go over all nuts and bolts when you
buy a Matador, as some vibration is
present.

To sum up, we felt that the Mata-
dor would make an excellent first
bike, even if you wanted to race with
it. It has more than enough power
for a novice, and it's all predictable
power. Long, controllable slides were
a gas. It is possible that a beginner
could go around an MX course fast-
er on the Matador than its hairier
brother, the Pursang, simply because
of the confidence this machine in-
stills. It will not do anything sur-
prising, but will go where you point
it quickly and comfortably. When
you think about it, that’s all you can
really ask of any dirt bike.
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Betor shocks could be bottomed coming down after a jump

Finish of the Matador was quite good. Carburetion is by

but generally provided smooth, stable ride even in the rough.  32mm Amal. Skid plate is effectively designed.

The rear brake was definitely not dirt
emanated grinding sounds and minimal stopping power dur-  two bolts. Even without the muffler, the Matador has a sub-

ing our test.

or waterprool. It The mulller attaches to the exhaust with a rubber hose and

dued, mellow sound. Tool kit is contained in inset canister.

F.O.B. Santa Clara, Calif.
Engine type: Two-cycle, single cylin-
der
Displacement: 244.28 cc
Bore/Stroke: 72 x 60 mm

SPECIFICATIONS BULTACO MARK IV MATADOR

Price, suggested retail:  $895.00 Air Filtration: Paper clement Wheels—Front: Akront alloy 214"
Electrical System: 6 v., Battery 36 spoke Rear: Akront alloy 3*;
[gnition: Electronic 36 spoke

Compression Ratio: 10:] SAE 40 Scat height: 3034 inches
Carburetion: 32 mm Amal Fuel Capacity: 234 gallon Ground clearance: 9% inches
BHP @ RPM: 23.5 at 7000 rpm Frame: Single downtube, split cradle  Footpeg height: 12%2 inches
Cluteh: Multiple plate, oil bath Suspension— Weight (full tank gas and tool kit)
Primary drive: ¥&-in. chain Front: Telescopic, hydraulic, 282.65 pounds
Final drive: Y2-in. chain 6Y2-in. travel Instruments: Speedometer, odometer
Overall gear ratios: | 27.45:1 Rear: Swingarm/S-way adjustable Brake—front: 2-shoe, rear: 2-shoe,
2 17.83:1 spring over hydruulic shock ab- internal expansion
3 12.62:| sorber Brake swept area: Front—140 x 35
4 9.54:1 Tires—Front: 3:00 x 21 cross mm  Rear—I160 x 35 mm
5 7.89:1 Rear: 4:00 x 18 cross Pounds/HP (roadweight): 12 pounds

Lubrication: Pre-mix, 20:1 or 25;1 Dimensions—
Recommended Fuel: Premium grade Overall Length: 79%2 inches
Recommended OQil: Bardahl VBA, Wheelbase: 532 inches

DIRT BIKE
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WMZ 2950

An off-road test of the I.S.D.T. Championship Replica

Man, that is the strangest-
looking bike T ever saw."”

“Is that a 1949 Greeves? Ha, ha.
ha.”

“Hey, buddy, what the hell is that
thing?"”

We heard these and other witty
comments as we puited the MZ 250
up to the starting line. Just to see how
tough the machime really was, we
entered the beast in competition and
the reaction was definitely not
neutral. All xenophobic American
comments aside, the bike ran rapidly
with & very good feel. And it should.
The MZ has been the International
Six Day Trials champion six times.
That's no small accomplishment
when you realize that the LS.D.T.
is recognized as the most grueling,
demanding single event in the world.
If nothing else, you know you're
going to finish on this bike.

The MZ has got to be the epitome
of everything that is East European
in motorcycle design and construc-
tion, Everything about the bike is
starkly functional and there have
been ne compromises in favor of
styling. Every component is extra
strong and cobby looking. All bolts,
nuts, brackets. tubes. everything, is
much stronger than is strictly neces-
sary. Nothing flimsy here.

It was difficult to know what to
expect from a bike that is almost a
legend by virtue of its I.S.D.T. per-
formances. What emerged was a
solid, heavy, fast machine that looked
like a street 500 standing still and,
once underway. handles with the
lightness and responsiveness of a
good 125. The MZ is not designed
for all-out charging over hill and
dale, but rather for maintaining a
brisk pace over miserable terrain for
extended periods of time without
breaking. Not only is this machine
able to do this, but it provides ex-
cellent rider comfort as well. Riding
position is initially alien, vet quite
comfortable. The bars are wide and
all controls fall readily into place,
Opinion on the correct riding posi-
tion varied from test rider to fest
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rider. Some felt it had the best saddle
in the world; others maintained that
the only comfortable. confident posi-
tion they could find was up on the
pegs. All of the controls seemed to
have a neutral feel. You weren't
aware of them, which is great. If you
are aware of a control’s operation,
something is not quite right. You
should be able to take them for

granted so you can concentrate on
riding.

[NITIAL IMPRESSIONS OF power are
misleading, until you consider that
the machine is geared for 100 miles
an hour. The 250 puts out a claimed
32 horsepower and if geared for 70
or 75. the power would be fierce.
Lack of beans was never a real prob-
lem, however, even in deep sand.
The low end could be a little torquier
for the American enduro rider. The
bike instills confidence in terms of
acceleration ability and top end. It

‘ 1

Exposed clutch cable could be a potential weak point in an otherwise soundly

laid out machine,
"Il

| i

Rear wheel features a quick detach axle with puller. All working components

are heayy duty and extensively waterproofed.
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feels like it could run at speed all
day. It's as rapid as you could want,
and it has been shown that in the
hands of the right man, like East
German champ Werner Salersky. that
the bike is very competitive. The MZ
will appeal to the enduro rider in
this country and should perform ad-
mirably in this role. The only draw-
back in this application is the weight.
With a full tank of gas and the very
complete tool kit strapped on the
tank, the MZ came out to a hefty 328
pounds. It's a good thing the bike
performs as reliably as claimed, since
it would be a bear to push the scooter
out of a mud bog.

THE MACHINE 15 actually decep-
tively fast, belying its bulky appear-
ance. On desert fire roads or other
secondary roads, such as one encount-
ers in Europe or most enduros, the
thing moves out faster than a greased
cel, Severul times the specdo was
pegged while still accelerating in
fourth, and speeds of 80-90 were
attainable by dialing on the throttle.
The fifth gear is rather high, more
like an overdrive, and could be used
only on flat, smooth surfaces. Shifting
is very quick and positive; use of the
clutch is optionul but recommended
in order to save the gearbox on long
hauls. It doesn’t make much sense to

The MZ ETS 250/CG LS.D.T. Championshi

its stark, functional glory.
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slam through clutchless shifts only to
find yourself 20 miles from nowhere
with a crunched pgearbox, The smooth
shifting action is there if you need it
and should pay off on some tight en-
duros. Say, on a rocky downhill where
you really don’t want to change your
body position or can't take the extra
time (and mental effort) to clutch.
Doug Evans, who made the MZ
available through the importer (MED
International) and also does a gig
as Eastern distributor, is familiar
enough with the machine to push it
along at a pace equal to, or better
than., many riders on flat-out racing
machines of very competitive makes,
The machine has the potential if you
do. Doug also pointed out some of
the things that time and trial have
brought out in the MZ. The biggest
problem has been attaining proper
jetting of the carb. This is the result
of the climatic conditions and gaso-
line differences between Eastern Eu-
rope and the various areas of the U.S
THE ONLY PROBLEM Wwe encoun-
tered with the bike during the test
period was with the fuel line petcock.
A ten-cent gasket in the shut-off

valve tends to work loose, become
misaligned and starve the engine of
fuel at higher revs, The recommenda-
tion is to replace this culprit with
the nylon gasket from a Kawasaki

i
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p Replica in all

Engine features dual ignition, a nice feature on any bike
and uncommon on an endure machine. Finning is more than
adequate as engine was never too hot to the touch even
after hard running.,

petcock. It's a drop-in fit. There have
never been any reported (or experi-
enced) problems with the electrics,
even though some fuses and connec-
tions are exposed under the seat/skirt
combination. While on the subject of
clectrics, the lighting is quite ade-
quate for its intended purposes and
even passes as being street legal.

The air cleaner is tucked away
under skirt and seat and is virtually
waterproof. It's a decent size. also.
The large skirts are quite functional
and scem to keep dirt, mud, sand and
other undesirables out rather than
collecting the stuff. The carburetor
is tucked away under there, also. The
carb is a BVF 30 KN-1, of Eust
German manufacture. with a 30mm
throat.

First kick starts were the rule,
either hot or cold, and the success-
ful starting procedure from cold went
something like this. Turn ignition
switch on, to straight down position.
Open fuel petcock. Apply slight
choke. Lift up skirt and reach under
to press tickler until it splashes.
Apply one smooth kick to the kick-
starter and blip throttle as necessary.
Choke can be closed as engine

smoothes out. The engine responds
with a tinny ping-ping-ping which
gives no aural indication of its power
potential.

>

Large paper element air cleaner is buried under seat and
side skirt. Electrical contacts and fuses are exposed but have
posed no operational problems in international use.
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Our main eriticisms of the machine
sound almost petty but there are some
areas for improvement. The chain is
completely enclosed, with the rear
sprocket encased in a lightweight
magnesium casing. This has the obvi-
ous benefit of keeping garbage out of
the chain, but it is almost impossible
to repair it or change the countershaft
sprocket (should that seem desirable)
out in the field. The rubber fittings
are quite good, but the links are very
difficult to get to. Second. the clutch
cable, where it enters the casing, is
quite vulnerable. It sits outside the
protection of the bashplate and is a
prime candidate for getting sheared
off by a rock or catching a low branch
in the woods, The team 1.S.D.T. bikes
had a protective metal bar welded on
in addition to the regular bash plate
and some such protection seems
necessary. Detachable lighting is an-
other good idea that is not incorpo-
rated in this machine. It would be
nice to have the option of removing
at least the front headlamp if its use
was not required. One comment ad-
vanced by several, but not all, of the
test riders was that the tank with its
rubber pads is too wide when riding
the bike in a standing position and
tends to force the legs out and off
the rigid pegs. The tank holds an
ample 3.75 gallons of pre-mix
(25:1) but could be narrowed so
that gripping with the knees is less
of a chore.

SOME OF THE positive. even unique
for an enduro machine, features in-
cluded the deep front fender which
did keep ground matter off the rider
and the bike. The ample fender com-
bined with the mud flap prevented

any mud or wet sand from reaching
the cooling fins which gave the engine
a better chance to avoid overheating
and to work at full output longer. The
travel of the oil-dampened front forks
has been increased from four to six
inches and they are excellent units.
The center-line braking also gave
swift, surc stops. No complaints
there. The dual ignition (with double
coils) is via metal-capped Isolator
plugs when factory stock. They are
difficult to find in this country, and
expensive, but replacement is accom-
plished with NGK, Champion or
Bosch plugs, all of which have been
used and work with no problems.
The MZ comes equipped with dura-
ble metal number plates and a highly
audible squeeze bulb horn, which is
a nice touch.

The real goodies package, though,
is the fantastic ool kit provided with
the machine. It is unbelievably com-
plete, down to a first aid kit, which
has instructions printed in German.
(Too bad if you have to repair and
you don't know how or can’t read
German.) Part of the kit is a real
working tire pump which attaches
under the right side of the tank. The
rest of the tools and repair items are
contained in the large leather box
which is strapped to the top of the
tank with two leather crossbelts.

Contents of the kit include: spare
carburetor jets and gaskets, a 13-
tooth countershaft sprocket, a15-tooth
countershaft sprocket (the 14-tooth
sprocket is already on the machine),
spark plug tool, extra clutch and
brake cables. spare plug, tire irons.
tire patch kit. a selection of metric
crescent wrenches from 8 to 2Zmm,

grease gun. cut-edge pliers.  two
metric sockets. and the emergency
first aid kit complete with smelling
salts.

FRAME coNsTRUCTION 1S alloy
with a single downtube and center
tube and has the reputation of being
indestructible. Overall geometry is
good for enduro or 1.S.D.T. competi-
tion but requires more rake and a
longer swing arm for any high speed
cross-country bashing, as in the
desert.

Overall impression: the MZ 250
was designed specifically for LS.D.T.
type competition and that is what it
excels at. That can mean an outstand-
ing enduro mount for the U.S. rider,
particularly in the events common in
the East like the Berkshire. And since
it'’s street legal. you couwld license it
and ride it to work.

Tool kit, complete with spare cables
and Ffirst aid materials, is very extensive

and should permit complete field
maintenance.

SPECIFICATIONS: MZ ETS 250/G

Price, suggested retail ... us $950
Engine type ............ Single cylinder

Electrical System ... 6 v/12 Ah
battery delivering 60W

Tires: Front — 3.00 x 21 Knobby
Rear — 4.00 x 18 motocross type

two-stroke continuous and 90W  Dimensions .............. Length overall:
Displacement ... 243¢c, 14.8 cu. in, for short period 81.09 in. (2060mm)
Bore x Stroke .......... 69mm x 65mm  Lubrication _ Oil in gas, SAE 40-20, Width ........... . 35 in. (890mm)
Compression Ratio ... 0.5:1 25:1 ratio Height ... 4723 in. (1200mm)
Carburetion One 30mm Type Recommended Fuel ... Gasoline, Ground clearance ... 8.3 in. (210mm)
BVF 30 KN-1 85-100 octane  Weight: (full gas tank and
HP @ RPM ................. 32 @ 6800 Recommended Oil ......... SAE 40-20 tool kit) ... 328 pounds
Cluteh! =it Aluminum alloy Fuel Capacity 3.75 gal. (U.S.); Instruments Speedometer, odometer
multi-disc wet 15 liters DBrake:
Primary drive .............. Gear driven Frame . ... Alloy center tube Front — Center line, Double
Final drive ...... Fully-enclosed chain single downtube Leading Shoe Drum
Air Filtration .......... Paper element, Suspension: Rear — Centerline internal
105mm x 140 mm Front — Oil-dampened telescopic expanding drum
Ignition ............. Dual coil with two Rear — Swingarm; hydraulically Pounds/HP (roadweight) ... 10.25
spark plug head dampened shock absorbers Max. speed (actual) ... 95 mph
DIRT BIKE
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Nate Sciaqua,
coming novice for this issue,
manages a pose at the end of

The vast majority of people
who ride in off-road competition are
not the big names that always ap-
pear in print. Even though it's the
experts who make the news, there
are a bunch of hard-riding novices
around that the motoreycle press, by
and large, chooses to ignore. DIRT
BIKE wants to recognize the novice
rider, the sportsman who is riding for
the fun of it on his own hard-earned
machine, without a sponsor.

Each month, DirT Bike will focus
on a novice rider on his way up. The
green plate puys deserve recognition,
even if they're not as spectacular as
the experts and the International class
riders. These riders are the backbone
of the sport and give dirt riding most
of its color and popularity. If you
know of a rider, a novice, who exem-
plifics where the sport is at today,
we'd like to hear about him. If you
think you personally qualify, don't be
modest, drop us a line and a photo,

DirT BIKE's Novice of the Month
for this issue is Nate Sciaqua (pro-
nounced Shakwa), a 30 year old
school teacher and father of two ankle
biters. Nate, who lives in Inglewood.,
California, has recently started to at-
tract attention with his racing per-
formances and we thought that we'd
look a little deeper and see what
makes him, and thousands like him.
tick.

AMA DISTRICT 37 is often consid-
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a day’s riding.

by Rex MeMasters

ered to be one of the toughest dis-
tricts in the country, so when a rider
starts to do well in this area, you won-
der how he rose above the pack.
Nate’s racing career started back in
1965 on, of all things, a hammered
250 Honda Hawk. After playing
around in the desert for a long time,
he saw a race start while out riding
one Sunday and just jumped in and
tried to finish, without even p:!Vlﬂﬁ
the entry fee. His first experience
with racing (a Hare and Hound)
ended abruptly when the battery fell
out of the bike and he had to be tow-
ed in. Rather than getting turned off
by this, it fired him up to try again.
And again. Finally, on his third le-
gitimate attempt, he finished a long,
grueling Hare and Hound on that
Honda. The ‘only modifications he
had made were lengthening the swing-
arm two inches. mkme the neck to 30
degrees and a bit of tampering with
the front to try to get a bit more travel
out of the street ’lounn!: design forks.
The reason he stuck with this ill-
suited machine was a common one:
money. The Honda was cheap and it
didn’t break.

When he decided to move up to &
real racing machine, his real troubles
started. Troubles encountered by
most novices, For $300, he purchased
a4 much abused 250 CZ twin pipe
that had been thrashed past the point
of reason, To quote Nate, “Oh, I

paid a fortunc for that veteran. It cost

me $300, and 1o me, that's a lot of
bread. But anyway, that was the
sweetest handling machine I have
ridden to this day. Like riding on a
cloud.” A lot of riders have echoed
this, and rumor has it that Bob Messer
(of Maico fame) has one tucked
away in his garage. Off the record,
Bob'll tell you what he thinks of it,
even though he's not sponsored by
CZ.

NATE SCROUNGED SOME money to-
gether and purchased a Yamaha DT-
I MX. When asked why a Yamaha,
the answer was predictable, “The
price was right. I could have gotten a
better handling bike for 150 or 200
dollars more. The only problem was
I couldn’t afford to maintain a better
handling bike, like Husky or CZ.
They are definitely better handling
than the Yammie, but | figured with
a little extra effort, I conld learn how
to handle the Yamaha and 1 wouldn't
have to spend so much money on
parts. I'll give you an example: the
most expensive gear in the Yamaha
transmission is $5.40. It's not the
best handling machine around, but is
super-relinble.”

Once he adapted to the Yamaha's
handling. Nate put ln;.clhcr a string
of desert and motoeross wins. To fur-
ther increase reliability, he removed
the MX barrel and piston, and re-
placed them with the milder enduro
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Nate doing his motocross thing. He flings his DT-1 around

the course at white-knuckle speeds.

.. and into a stretch of deep-rutted sand, grinning broadly

hehind the full-coverage helmet,

items. A strange move to most racers.
but one that insures a lot of finishes.

To quote, “You get a lot of
guys out there who think that just
because they can afford to buy a hot-
rod racing machine, they are going
to win the race. This just isn’t true.
You could take a guy like John
DeSoto, Jim Rice or Jim Connolly
and they could get on a mini-bike and
win. They could get on any machine,
and beat you or me ‘cause it's the
racer. These guys are superior. They
know what they're doing.™

WHEN NOT RACING or riding, Nate
is a school teacher at Belmont High
in Los Angeles. He just turned 30
and has been riding for only the last
five years, never having been on a
bike until he was 25.

He started racing on older bikes
and recommends that anyone getting
into. competition do likewise.

“For a youngster or any beginner.
I suggest he get a 125 and learn how
to handle it. It’s not the machine, it’s
the way the guy handles the machine.
If a guy buys a cheap Yamaha, it will
run and it won’t cost him a lot fo
operate while he learns how to handle
the thing. He could even be a winner,”

We asked Nate how a novice could
get to his level and he firmly believes
there is only one amswer. That's to
ride. Every other day. twice a week
or every weekend. Ride whether it's
racing or trail riding, If you want to
race and be good, ride. Regardless of
the machine you have.

Nate manages to get around a
course very rapidly and he seldom
crashes. He says he rargly crashes be-
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cause he doesn’t go fast enough. “If
you ride fast enough, you're going to
crash. You either crash or you win,
And the difference between a winner
and a loser is the guy who is willing
to push himself a little bit farther, a
bit over his head to win.”

Nate lists his most satisfying race
as the California North-South Moto-
cross at Baymare, which he won, but
perhaps his most spectacular single
performance was at the Dirt Diggers’
Grand Prix at Hopetown. Nate took
off dead last, way behind the pack,
after his dinosaur CZ (win-pipe re-
fused to fire at the starting line. After
finally getting the 250 to fire (post-
race inspection revealed a missing
piston skirt), he took off after the
other sixty-three starters. When the
checkered dropped, Nate was closing
on the first and second place finishers,
having worked through sixty other
bikes for a very respectable third.
Nate gives some insight into his feel-
ings on that race. “The bike was run-
ning so bad. I'd go down the straights
and I was almost pedaling. You're
right, though, I was very happy with
that race.”

NATE'S FUTURE PLANS in compe-
tition are those of any novice: to im-
prove. Having attained his goal of a
two-digit motocross number plate, he
now has his sights set on a possible
move up to the amateur ranks. His
wife, while not overly enthusiastic,
tolerates his racing and motoreycles
in general because Nate gets such a
personal reward from competition.
His kids are not that stroked on bikes
and he refuses fo push them into it

just because he digs off-road racing.
His attitude on pushing his son: “If
they don’t want them (bikes), then
that's fine. They don’t have to have
them. But, if my kid wants to ride,
I’ll get him the best bike I can afford.”

Nate Sciaqua’s high school students
enjoy talking to him about racing and
he has taught several to ride dirt
bikes. taking them with him trail rid-
ing. “I encourage a lot of kids to ride
dirt bikes, I don’t encourage them to
ride street bikes so much because it's
awfully dangerous and kids don't
have as much fear. Consequently,
they sometimes do things that are
riskier, and in street riding you don't
make too many mistakes and live
through it.”

When the subject of possible spon-
sorship came up, Nate responded that
the only effect it would have on him
would be an ineentive to ride harder;
having a sense of obligation to the
sponsor. He would, he continued, re-
serve the right to race the events he
wanted to every weekend, including
the big game runs, like the 147 mile
Barstow-to-Vegas Hare and Hound,
in which he placed twelfth in class
out of field of over 2000 riders. He
managed (o pass close to 90% of the
experts and amateurs who started fif-
teen minutes ahead of the novices in
this race.

Dirt BIke asked Nate if he had
any good words to pass on to the
novice rider, or the beginner who is
interested in improving his perform-
ance. His reply: “There’s only onc
thing 1 can say and that's ride! Ride,
ride, ride. It’s the only way to get
better.”
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WHEN YOU BREAK

Before you buy know what your bike will really cost

We all tend to get a little stoned
on overall appearance when we de-
cide to buy a new thrashing machine.
Even the experienced competition
rider gets his head turned by a racy
tank shape or a sleek paint job. Ev-
ery one of us, right down to the lowly
Sunday afternoon plonker, is inevita-
bly faced with the task of making a
single selection from a bevy of con-
tenders using a confusing variety of
consideration factors while being in-
fluenced by slick advertising claims
and a beautiful beast that sits there
and shines, providing punch lines for
the Madison Avenue copy.

There are dozens of factors which
could and should influence selective
preference. By and large, they are
all predicated on price, personal fit,
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handling feel, power characteristics.
performance profile, and of course.
the least important but most influen-
tial—appearance. Traditionally, we
apply these factors with varying de-
grees of body english, and end up
with a not-much-narrowed group of
candidates, Most competition ma-
chines meet the fit and performance
requirements of most novice compe-
tition and non-competition riders, We
tend to completely overlook the one
major consideration, or really two as-
sociated considerations, which  will
show us the way once the contender
pack has been narrowed through oth-
er means—engine life expectancy.
and cost of engine repair.

TwWo-CYCLE ENGINES for competi-

by Larry Kumfernan

tive dirt use are like thoroughbred
race horses—lightweight and line
bred for ragged-cdge performance.
Every ounce of fat is pared, every
last inch-gram of torque is wrung out.
These mills are designed to deliver
hair-raising power peaks under tre-
mendous stress loads. but. and this is
the kicker, not with excessive cham-
ber temperature. You allow too much
summertime in the bore and you're
begging for a repair bill.  There is
no quicker way in the world 10 scat-
ter a two-stroke top end all over the
terrain than to relax vigilance and let
chamber temperature build 1o abnor-
mal highs. Just two minutes of
sereaming towsird a smoke bomb with
a lean carb is enough to hole a piston.
You can zonk an entire mill by care-
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lessly hauling butt on a fireroad or
fighting a sand wash. But a high per-
formance two-stroke churner doesn’t
always let go in a spray of shrapnel.
Usually it's a slow process that
doesn’t really show itself until you
shuffle the sheaf of repair bills at the
end of the season. Whenever you
operate your machine over an assort-
ment of demanding conditions you
add a few nails to the coffin.

Even fun riders tend to get caught
up in the spirit of competitive style
riding and forgetful of the mill's limi-
tations. It 1S not uncommon to see
a lone rider belting hell out of the
boondocks, pitting his riding skills
against himself. It's kind of like try-
ing to ride over your own shadow,
or beat yourself to an imaginary fin-
ish line. The competition is very
keen. It is also not uncommon for
these treadmill riders to lose sight of
Just what stress demands they are
placing on an engine and inadvertent-
ly overheat it.

IT ALL BOILS down to this—a two-
stroke engine is an excellent power
source for its purpose, with rather
a short life expectancy on certain
parts, particularly when subjected to
its Achilles heel—excessive heat.

Excessive heat originates from one
or more of five sources—inadequate
cooling, inadequate lubrication, lean
air/fuel mixture, rpm’s wound out
for extended periods, and low speed
lugging. It is difficult to engage in
any kind of hot pursuit and not sub-
ject the mill to some measure of these
overheat sources.

Since there is such a high mortality
rate on engine parts, the relative cost
of vulnerable parts and a projection
of repair frequency probability should
be strong considerations when plan-
ning a bike purchase.

Some machines have mills which
withstand overheat better than oth-
ers. In a very general sense, the
more expensive machines do. But
the more expensive mills are more
costly to repair. Somewhere there is
an appropriate tradeoff of original

machine cost, and projected frequen-
cy and cost of repair, with intended
use of the machine.

Table 1 shows cost breakdown on
upper end parts for 11 of the most
used 250 cc off-road machines. 1In
addition, suggested new retail price
of each bike is included for conveni-
ence.

Parts are priced in the manner in
which dealers supply them. You will
note that in some cases pistons, for
example, are priced with rings, wrist
pin. and circlips. Other prices rep-
resent the piston, alone. Where no
price appears, the part indicated is
not available for installation by own-
er or repair station. Any given repair
would include the parts listed to its
left.

DEFINITION OF RIDER style in the
four categories is, by necessity, rather
broad. It is assumed that each rider
will assess his own riding style and
bike use, and form a composite where
he tends to straddle two or more
categories,

COMPETITION RIDER—
CROSS COUNTRY

Defines the serious, AMA competi-
tion rider who follows the circuit and
races in organized, sanctioned events
on a weekly, or near weekly, basis
where 80 percent or more of running
time is devoted to racing or practice
in a competitive manner over off-road
terrain with extended runs through
adverse topography such as sand
washes, mud, water, high-speed
stretches, and grades. Hare and
Hounds type races or Rough Scram-
bles, for example.

COMPETITION RIDER—MOTOCROSS

Riders who ride motocross courses
competitively with 80 percent of run-
ning time given to organized, sanc-
tioned racing where terrain features
include steep up and down grades,
jumps, loose surface, and abrupt
speed changes with frequent gear
shifts.

OFF-ROAD RIDER—
NON-ORGANIZED COMPETITION

Riders who tend to race themselves

or a few friends in impromptu or non-
sanctioned €ross country or motocross
cvents where an attempt is made (o
best rivals by pushing rider and
equipment to ability. limits over typi-
cal motocross or cross country ter-

rain as described above.
OFF-ROAD RIDER—

NON-COMPETITIVE

Riders who enjoy biking cross
country for pleasure at medium to
leisurely speeds, with an occasional
go at bashing. Although non-com-
petitive, they spend many weekends
thrashing the tules.

IN ADDITION TO the kind of use to
which a bike is put, what might be
termed the awareness of the rider is
a factor greatly influencing machine
longevity and expected frequency of
repair. Most competition riders, ex-
cept for the very skilled, get so emo-
tionally engrossed in the spirit of
cpmpeting that they mentally lock
onto what they are doing to the ex-
clusion of all else. In this mental
state it is easy to subject the engine
to the kinds of operation stresses that
effeetively shorten normal engine life-
span or worse, Some of the more
expensive-to-repair engines have the
greatest tolerance for mistreatment,
and become the better buys for those
riders who are prone to this oversight.

Compute the cost of top end repairs
as indicated opposite the bike selected
according to the prices in Table 1, and
add the sum to the original cost of the
machine. By performing this tabula-
tion for all the bikes in your list of
potentials you will discover an amaz-
ing range of probable operating costs.

It is possible for you to go through
an entire season without the need for
anything more expensive than an oc-
casional new plug. Maybe even two
seasons. If you do, color yourself
lucky. If you don't, color yourself
average, and add a logical dimension
to the considerations you use to de-
cide on your next machine—figure
projected repair costs as part of the
original cost. Know what the bike
will cost you . . . when you break,




SHOOTOUT

Continued from page 28

whole personality of the bike follows
from this. It is very precise and rather
stiff, as you might except from a piece
of German machinery.

The most striking performance fea-
ture of the Maico is the ability of al-
most any rider to go very fast on it
his first time aboard. The machine
instills confidence and. due to a num-
ber of characteristics, forces the be-
ginning rider to ride like an expert.
The low position of the bars feels
strange at first, but they permit the
rider to fling the Maico into turns,
making it do exactly what he wants
it to do. As long as you keep the
power on. The bike must be ridden,
and cornered. with the power on.
That’s the way the international stars
ride, and the Maico requires correct
riding techniques to make it handle
right.  Fortunately, the techniques
come easily on this machine and the
lesson is more inspiring than painful.
The 250 Maico is smooth and pre-
dictable, even in the rough, The
steering is slow compared to the oth-
er two shoot-out bikes, but at this
performance level, that will be count-
ed as a virtue by many who are mov=-
ing up to an all-out competition ma-
chine for the first time. The Maico
is not as exciting as the other ma-
chines at first ride, but this is largely
due to the smooth, predictable han-
dling and power combination. It's
almost a surprise when you see how
many bikes you pass. with everything
still under control. For some reason,
the Maico was always being ridden
with two other bikes available during
our test period; possibly because it
is the most confidence inspiring for
the beginner.

The Maico does have some weak
points, which are almost chronic with
the breed. The clutch is very stiff
and drags continually. 1t takes both
hands and a foot to pull in on the
lever and disengagement is never
complete. This has been happening
with Maicos since 1956 and should
have been corrected by now, Gun-
ther Schier, are you listening? As if
to compensate, the shifting is short,
smooth and positive and the cluteh is
not needed except for starting and
stopping, Shifting is right up there
with the CZ for ease, with the ad-
vantage of shorter throws. There
were no missed shifts experienced and
no tendency to bog down. Maico
and CZ gear ratios are almost identi-
cal and right on for motocross.
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I'he Maico has no front brake to
speak of; the front hub is almost an
ornament. It was easily the worst of
test bike brakes and five or six pounds
could be saved by climinating it since
it is nearly useless functionally. Again,
compensation is made for the fault
through a good rear brake. It is ade-
quate for stopping in nearly any situ-
ation, but it would be nice to have
two working brakes. The factory
rims are another weak point. They
were crinkled after one day of test-
ing. Severe competitive use would
undoubtedly add more cormers to
them.

The 250 Maico engine can be start-
ed in any gear. However, with a
non-releasing clutch, the advantage of
this feature is somewhat nullified. It
was the only test bike with this de-
sirable feature and it seems a shame
to lose it. It could be very useful
for quick recovery after a get-off.
Out of gear, the Maico started first
kick every time, even when cold.

The engine generates a very flat
power curve with no peakiness, The
wheels will not break loose with sud-
den applications of throttle, possibly
because the Maico generates the least
power to the ground of all the bikes
in the shoot-out. Frankly, it did not
pull as strongly as expected. The
power was adequate. but most of the
riders had anticipated a hotter ma-
chine. Apparently, the 250 Maico
wins are not accomplished on sheer
power.

The front end is stiff and felt very
hard coming off jumps. The bike was
crate-new but it seems possible that
more progressive dampening would
give a better ride. The rear suspen-
sion, Girling, is neutral and gives a
very stable feeling. The Maico had
no tendency to “swim” even in deep
sand. The seating position is low
and this helps keep the center of
grayity down, a contributing factor
in the excellent handling, The low
downpipe also helps to keep weight
down low, and the rider unburned,
but is exposed to rocks, etc. A skid
plate would be required for any cross-
country riding, Don’t be misled, The
K5 is not intended for cross-country
us¢. The unique double-downtube
chassis Is a no-compromise molocross
type and alteration would be required
for Hare and Hounds-type races. This
is a highly refined single-purpose mo-
torcycle and should be approached as
such.

The Metzler tires are better suited

for hard or cobby ground than the
stock skins on the Husky or CZ. They
have very pood wear characteristics
but are not really the equal of Barums
or Trelleborgs in the deep mud.
However. rubber on all machines was
top quality and such details would
probably not be noticed by the vast
majority of riders.

Summing up, the Maico is not a
fierce screamer but strong in han-
dling and has smooth, controllable
power. It’s a mount that will make
the beginning competitor get better.

ANALYSIS

When it comes down to the final
decision as to who gets your 1100 or
so hard-carned dollars, it's a matter
of “You pay your money and you
take vour choice.” The advantages
and disadvantages in performance and
handling of these three first class mo-
tocrass bikes have been outlined, but
the final decision to buy is made up
of other factors. The reliability of
the bike, for instance. The availabili-
ty and cost of replacement parts, for
another. Which machine has the best
reputation for holding together
throughout a race? Or a season?
Opinions on this will vary all over
town, and the individual’s diligence
in performing maintenance may be
the deciding factor between a winner
and an also-ran. All the machines
are competitive and the one that feels
right for you, and your level of rid-
ing skill, is the one that will make
you most competitive. The most im-
portant thing in purchasing your mo-
tocross mount may be the reputation
of the dealer in vour area. Will he
stand behind his machine, or is he
indifferent to your problems and mo-
tocross in general?

The profiles presented are the con-
sensus of opinion by many riders,
testing all three machines. The per-

sonalities of the bikes were all dis-
tinctive, but there were no.dogs in
this group. The right man can win
on any of them. The final decision
i yours,
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THE PONDEROSA-sand
and whoop-de-doos

by Swede Carlson

Do you really want to see if you
have a good suspension? Do you want
to find out if you're in shape to ride?
Short of dropping your motorcycle
from the Goodyear blimp, the Pon-
derosa has to be the roughest test go-
ing. The nine mile course is a mind
boggling serics of whoop-de-doos,
axle-deep sand, fire roads, a fast dry
lake bed full of chuckholes and one
sandy hillclimb replete with rocks
and cactus, The bulk of the course is
made up of bike-breaking whoop-de-
doos. For the uninitiated rider,
whoop-de-doos are a series of undu-
lating peaks and low spots shaped
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something like a roller coaster track.
They are too close together to ride
sitting down, and must be taken on
the pegs when traveling at speed. A
good comparison would be riding
over choppy waves on a windy day.

Whoop-de-doos are not really all
that hard to ride, until you want to
get some speed on. Then, if you're a
fast rider, you just hit the tops, like
a stone skipping across the water.
Having watched some of the better
desert rats ride this course, I have
seen one 20-foot leap after another,
from crest to crest, each landing with
impact enough to wrench the bars out
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of even the strongest hands. If one
miscalculates and lands in a low spot,
it's time for a SANDwich: motor-
cycle, man, dirt are the ingredients.
After running 3 loops (totaling 27
miles) which is the normal scrambles,
forks are leaking, rear shocks are
bottoming, a multitude of nuts and
bolts are loose and the riders are at,
or past, the point of exhaustion.

Even though the race sponsors at
the Ponderosa offer a very high 40%
trophies for finishers. not that many
trophies are given out, simply because
many starters don’t finish. Poor ma-
chine preparation takes the largest
part of the toll, crashing takes an-
other large portion, and rider fatigue
takes the rest. Many of the top desert
aces use the Ponderosa to get in shape
in the shortest possible time after a
layoff.

THE rLavyoutr OF the course is
roughly a large triangle and is well
marked with colored tape and lime
slashes. The start is in extra-deep
sand, making it relatively safe for
mass starts.

Normally 150 to 200 big bikes rip
off the line, followed a few minutes
later by the trail bikes. The rider is
immediately faced with about 2 miles
of fast riding over deep, widely spaced
whoop-de-doos until reaching a fat
hard section at the smoke bomb.
After the bomb, the deepest, raunch-
iest, mnastiest collection of brush.
whoop-de-doos and cactus on the
whole course faces the riders. Most
of the spacing out of competitors
takes place through this demanding
area. After a mile of this torture, a
sharp right is made at the first check,
only to find more of the same terrain
with a slightly firmer surface. This is
where the fast “ragged edge” riding
oceurs if you're m.tlma it on. To com-
plicate things a bit, a few road cross-
ings are thrown in just to keep you
honest. Three miles of this takes you
to the base of a long, sandy, rock up
hill that must be taken briskly or not
at all. The little trail bikes have an
especially hard time here, and have to
keep their engines up on the pipe to
prevent bogging down. Miss a gear
and it's all over.



Immediately after this gruesome
climb, concentration becomes the
word, as rock-lined fire roads with
sharp corners face the rider. Over-
cook it on a turn and the chances
of hitting a boulder are high. The fire
road is interrupted after a half dozen
scary turns by a tricky gulley with an
off-camber turn at the bottom. More
curving fire roads take you to the
second check. After the check, a new
hazard is presented, downhill whoop-
de-doos. There are probably more
crashes on this particular section than
any other, because it is so easy to get
the machine rolling faster than you
intended.

Now 1T's REST TIME, if you can
rest going flat out on a dry lake bed
for a minute or so. If your machine
can pull 100 mph, now’s the time to
wind it on. Stay alert for the occa-
sional rut or pothole on® this lakebed
and before you realize it, you are
back in deep whoop-de-doos again,
heading for the start/finish line and
two more loops of this madness. If
you can tour this circuit in 15 min-
utes a loop. you should trophy. If
you are in the mid-or low 14's, you
should place in the top ten. In the

ing. For some riders, this is the best part of the race.

thirteens, and you stand a good
chance of winning. Unless of course,
J. N. Roberts decides to ride that day.
J. N. has lapped the Ponderosa in
11 minutes, taking little more than
half an hour to finish the entire race.
If you get a chance to ride it, see how
close you can come to his time,

The Ponderosa is located 15 miles
east of Lancaster, California, near the
Mojave desert and the races are cur-
rently being held on the first and
third weekends (Sat. and Sun.) of
each month, all year 'round.

There is a friendy western-type bar
and restaurant run by the land-owner,
located near the course and the beer
is good and cold. Dirt riders are very
welcome and made to feel at home.
Riding is open any time and it doesn’t
cost a dime except to race. It’s an
excellent place for an inexperienced
rider to learn the basic skills and still
have a ball doing it. There is one
comfortable thought about this killer
course. If your bike will stay together
at the Ponderosa, it'll stay together
anywhere. ®
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MARTINO INTERVIEW
Continued from page 15

Martino: “I started riding on a Tri-
umph Cub.”

Siterman: “One of those turkey rod
breakers?”

Martine: “Yeah, which I got a
third overall on at Pioneertown Euro-
pean Scrambles. It literally melted.

Sieman: “Why do you ride a Hus-
ky? If you had your choice of any
bike around, which you more or less
do, and, say, a deal from any spon-
sor, which would you ride?”

Martine: “I probably would have
to stick to Husky right now, because
it is already tested and proven and I
know a lot about it and I'd just be
stupid to go with something else right
now, to experiment with it unless I
got a really good offer from somebody
and then I would go ahead and do the
experiment.”

Huetter: “Then it's a matter of
knowing your machine and what its
limitations are?”

Martino: “Right.”

Huerter: *Would you go along with
that for most dirt racers?”

Martino: “Yes. There are too
many guys who have switched brands
and have a six months to a year peri-
od where they didn’t do anything, and
right now T don’t want to be there.
I just want to keep getting better, and
I don’t want to be playing around
with different motorcycles.”

Sieman: “What would you do if
you had the power to change the Hus-
Ky in some way to make it better?

Martino: "1 would probably give
it another inch in wheel base.”

Steman: “Swingarm?”

Martino: “Yeah.”

Sieman: “What about the rake?
Would this be a factor you'd change?”

Martino: “No, no, not bad. Pret-
ty good there. I just have an extra
inch in my swingarm and it made all
the difference in the world. 1 was
getting seconds and the first time I
changed the swingarm, I won overall.
It made that much difference.”

Huetter: “Were you using stock
Husky shocks?”

Martino: “'Stock Husky shock sup-
ports. I've changed the seals. TI've
changed the downward dampening.”

Steman: “Were they topping out a
little?"

Martino: *“No, bottoming out. I
restricted the downward dampening a
little bit."”

Sieman: “How did you do that?
Plugging the holes?”

Martino: *Yeah, plugging the holes
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and putting a washer in on the little
sleeve.”

Huetter: “What oil do you use?”’

Martino: *“20 weight.”

Huetter: “Lubritech or just straight
0il?”

Martino: “‘Lubritech.
straight oil, but. . . .»

Huetter: “Do you think any of
these trick racing oils really give you
any advantage?”

Martino: “Well, you can only take
their word for it.”

Siemman: “How about Shockrol?”

Martino: *I don’t know. It's prob-
ably like Lubritech. They say it's
good, but you probably can just go
to a gas station and their oil might
be just as good.”

Sieman: “What do you use for
chain lube?”

Martino: I use whatever’s handy.
It all comes off in just 20 minutes of
riding, anyway,"

Sieman: “Are you using a stand-
ard Husky carburetor?”

Martino: “Sure. I'm using the old
Bing.”

Sieman: “Have you used a Mikuni
on a Husky?”

Martino: “Good carburetor, Works
good.”

Huetter: “Would you prefer to
have one on your own bike?”

Martino: “Well, T would stick to
the Bing ‘cause T know it's proven.”

Sieman: “Have you ever tried Cur-
nutt shocks?”

Martino: *“Ker-clunks? 1 don’t
think he’s on the right track at all.”

Steman: “Seems as though all you

I've used

see at the track these days is red
shocks.™

Martino: “Well, the only advantage
I can see to them is they have prob-
ably a little more travel. That's where
the guys are getting their difference.
Most guys that put them on say they
work beautifully, and the reason why
they say that is because they never
went out and bought a new Girling,
and they've ridden with the old junk
that didn't work, and they put on
their new Curnutts and oh, boy, it
works good.”

Huetter: “What do you think the
best shock 157"

Martino: “Girling,”

Steman: “What about Konis?"

Martino: “Koni is not a bad shock.
It still doesn’t work as good as a Gir-
ling., Tt lasts a little longer. I played
around with shocks for so long trying
to get somewhere.”

Huetter: “Do you still have the
stock shocks on your Husky?”

Martino: “Yeah, stock shocks and
stock springs.”

Sieman: “What do you get out of
a pair of stock shocks? How long?”

Martino: *Oh, about 10 races.
That's pretty good. T used to ride
BSA and after 45 minutes my shocks
would be completely gone. Every
race you had to have new shocks, |
used the first 5 years of racing experi-
menting, playing around with things,
and now I'm just content in having
something that works and now I want
to work on myself, rather than buy-
ing stuff. There's no easy way to ride
the desert.”

Discussion of the tight battle for the championship between Whitey and Rich
Thorwaldson, who took No. 2 by a narrow margin, DIRT BIKE's tech editor
digs on the 400 Husky.



Sieman: “Say you are going to
crash. You say, ‘Well, this is it. I
can see that this boulder is not going
to move and it's all over” What do
you do?”

Martino: “Well, I don't crash that
much, so I'd say that whatever is go-
ing to happen just happens. If I'm
going to go over the handlebars, I'll
just go. I only went over the handle-
bars once in my life.”

Sieman: *Any injuries? Any seri-
ous injuries?”

Martine: “In seven and a half years
I've had 3 broken ribs, and that's it."

Huetter: ‘It happened all at the
same time?"

Martino: *'Oh, yeah.”

Steman: “How about a short rac-
ing biography? How did Whitey Mar-
tino get to the point that he's arrived
at right now? What did you ride?
When did you get serious?”

Martino: “I've never been serious.
Like I say, it's mental attitude. If a
guy starts getting serious, he just gets
messed up. You got to be the loose
and easy-going type."

Huetter: “Do you think that atti-
tude will eventually help the Ameri-
cans a lot in international competi-
tion?”

Martino: “Sure. It's just like J. N.
Roberts. Now he’s probably one of
the loosest guys around. Never wor-
ries about anything, and 1 think that's
the way he should be.”

Sieman: “How do you compare
yourself to J. N.7”

Martino: “Well, occasionally.”

Sieman: “What would happen if
there was a match race? Just you
and him, nobody else?”

Martino: “Well, if I really condi-
tioned, I could probably beat him.
Of the two of us, not doing any spe-
cial conditioning, he has a lot better
chance to get in shape, plus a lot of
natural ability. He's always training,
whether it is horse training or stunt
riding. He has a lot more time at it
and I'm over here stuck in the shop
and I can't do any conditioning.”

Sieman: “How would you like a
match race for money between you
and 5 or 6 top riders chosen by Dirt
Bike magazine?”

Martino: “I could dig it. That's
what T do every weekend anyway.”

Sieman: “*Who do you think should
be in this race?”

Martino: **J. N. Roberts, Phil Bow-
ers, Thorwaldson, Steve Kirk, that's
about it.”

Sieman: “How would you rate
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these guys? Who would you put 1,
2, 37"

Martino: “Well, J. N. would have
to be number one.”

Huetter: “Would you say Whitey
Martino number two?"

Martino: “Yeah. I'm probably the
only guy that has honestly had a bat-
tle with J. N. and I don’t know of
anybody else who has. When we
were both still running and I beat
him; there’s not many guys who
have.”

Huetter: “Do you know of any oth-
ers who have said they have?"

Martino: “No. I don't know of
any others.”
Huetter: “You mentioned condi-

tioning before in terms of lifting
weights. You also do running. About
how much?”
Martino: “Oh, about 3 nights a
week for about a mile.”
Sieman: *“How about a brief his-
tory of your transition before I for-
154
B Martino: “Well, from the Triumph
Cub I went to the BSA Victor. Very
good machine. I rode that for about
2 years. Both years I got in the first
ten in the big bikes and probably the
only single four-stroke that made it.
I went from novice to expert in less
than a year.”
Huetter: “That somewhat speaks
for your natural ability, doesn’t it?”
Martino: “I don’t know. I think
that it was a little different back then,
than it is now. Then from there I
went to the BSA Twin. I wasn’t
sponsored yet, but I had a lot of
troubles with it. 1 experimented with
it. T had a few races, but it let me
down every race 1 led, so 1 got tired
of that and I got a BSA Victor which
I finished for a long time in the first
ten. I won my race when the Pon-
derosa was going strong, about 350
entries, and I rode that and won it.”
Huetter: “On a Victor?"
Martino: “Yes, then put it in the
truck and went down to Deadman’s
Point and won that in the same day.”
Sieman: *What would you equate
the handling of the 441 Victor to?”
Martino: “*Not very good at all.”
Sieman: “Then what happened?”
Martino: “Well, I think about that
time is when I got my BSA sponsor-
ship. I took the same bike I bought
all through my sponsorship.”
Huetter: “*Were they very good at
picking up expenses for you?"
Martino: “Yes, plus the bike pave
cnough power,”

Huetter: “What do you think the
future of the big four-strokes is? Tri-
umph and BSA just put a charge on
this year.”

Martino: *‘This year it probably
would be good. Maybe next year,
but a couple years from now nobody
will even care about them.”

Huetter: “That technology has just
been surpassed?”

Martino: *Yeah. They cost to
maintain them and they’re too fidgety.
You have to play with them to make
them work,”

Huetter: “Do you find you do most
of the work on your Husky yourself?”

Martino: *“1 don’t do much of it,
just 100% of it.”

Sieman: “Do you think the Husky
or a comparable 2-stroke gives the
average rider a better chance of keep-
ing his bike in better shape?”

Martino: “Five or six years ago
you had to know something about
your bike and do your own work,
where now you can be a rider and
buy a two-stroke and become a star
overnight. You can become a star
overnight and not even have to check
your timing. Like 10 years ago you
had to make all kinds of novel addi-
tions and just do everything to it, you
know. It's a lot easier now. I'm
just happy that I can still beat a lot
of these kids that go out and do it. 1
have to keep improving myself all
along. 1It's really hard to do.”

Huerter: “Do you think there real-
ly is a trade-off today between ex-
perience versus these young kids that
just don't know fear and start to
charge and have no idea of the con-
sequences?"”

Martino: "1 don’'t know. There
is always the young charger next to
you, Usually they end up in a big
pile of dust. T have seen so many
come out and do good for a few
months and then all of a sudden you
don’t hear about them any more.
There are just so many. things to
learn. Like T said, it's the mental at-
titude, A young kid comes out to
the desert to race and he does real
good and somebody might sponsor
him, but they don’t realize, T think,
they're better off finding someone a
little older who's been through the
draft and knows what he wants to
do in life. He's got his women fig-
ured out, whether he’s going to get
married or what,”

Sieman: “Have you ever run over
your head? Just put on a charge and

Continued on page 66
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SADDLE Continurd from page 6

the extra few dollars in entry fees
to have to go out and rescue these
guys who should have spent more
time learning what it’s all about be-
fore they wade in with both eyes firm-
ly closed?

THERE ARE PLENTY of races where
a novice rider can develop much
needed skills and accumulate knowl-
edge about machine preparation.
Shorter events, such as European
Scrambles, where you don’t have to
stray too far from help, are ideal.
Most European Scrambles are be-
tween 5 and 10 miles in length. so
you are never out of walking distance,
unless you're injured. Which brings
up another point. Would you pay a
few extra bucks for an entry fee.
knowing that a helicopter was scan-
ning the course, keeping an eye out
for injured riders? Even the best dirt
riders bite the dust now and then.
and it sure would be comforting to
know you didn't have to lay there
with a broken stem or two pinned
under your machine. This is being
done by a few clubs in some of the
larger events, but not nearly enough.
The few overworked organizations
like the International Racing Radio
Crew and Rescue Three, simply do
not have the funds or personnel at
present to handle it all.

DIRT RIDING is big enough to de-
serve the best possible treatment for
the thousands of competing riders. In
order to help in some small way, Dirt
Bike magazine is including, in the
next few issues, a Dirt Riders’ Check
List, to enable everyone to have a
fighting chance at proper machine
preparation. This list, prepared by
Steve Hurd (one of the finest long-
distance riders in the game), is simi-
lar to an aircraft pre-flight sheet, in
that all critical, stressed components
are given priority. Use this sheet. Keep
it near your machine and go over
your bike and spares before you en-
ter a long, tough event, or if you're
smart, before every ride. This check
sheet will be made available to any
clubs or race organizers upon request.
and we hope you use it as a guideline
for some sort of inspection sctup and
preparing your own bike. Race spon-
sors are the key to success.

There really is no choice. We help
our own or get helped right out of
the dirt forever by some politician
who couldn’t care less about riding,
but doesn’t want the sheriff's patrol
tied up. Think it over. .

CARLSON COLUMN

Continued from page 12
to be experts, talk learnedly of how
fragile the desert is. You simply
can’t allow all those rubber tires to
disturb the sand and bruise the sage
brush. You might cause a tarantula
to stop laying eggs.

Have you ever seen the desert?
Anyone with normal intelligence
knows that one sandstorm or flash
flood will do more damage to the des-
ert than all the motorcycles in all the
years they've been out there.

I REMEMBER THE experience of a
motorcycle club which was sponsor-
ing a desert race. They decided to
have it in the same area they had
used a year before. 1In the interests
of time, they planned to use part of
the previous course for this year's
race. They couldn’t find it. There
was not a trace of course markings
or tire tracks or ecological erosion to
give them a hint of where it had been.
Out of more than two dozen club
members, not one could find a single
foot of the previous year's course.
And these were all experienced des-
ert riders, men who certainly qualify
as experis on how the desert normal-
ly looks.

I am one of those whom the young
warn you never to trust. I'm on the
wrong side of thirty. I am not a
rabid revolutionary. [ work for a
living and I pay taxes. I'm a square.
But I enjoy living. I want to die all
at once instead of drawing out the
process for thirty years or so. And I
would like to extend a friendly warn-
ing to the repressive, intolerant cle-
ments in our society.

If we ever completely run out of
room for the young to live, to express
themselves in motion and exercise
their bodies, then we'll have a youth-
ful revolution that will be the real
thing. From the viewpoint of too
great a distance, the young will fool
you. Underneath that smooth-skinned
exterior lives another man; a hairy,
muscular hunter armed with crude
stone weapons. For a million years,
he has lived with action and violence
and death. Perhaps he can be per-
suaded to live without the violence
and death, but not without the action.

So the next time a motoreycle of-
fends your artistic sensibilities, try to
see the other side. It beats smoking
tobacco, or other things. It beats
guzzling booze. It beats getting blast-
ed on narcotics, Last, but not least,
it sure beats walking. B
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INTERNATIONAL ACCESSORIES

UCING MDTOR%

um\_up.,_

1400 Ellis Strest
Waukiesha, Wisconsin 53186

GENUINE JOFA FACE MASK

CHEST PROTECTOR
(Same with adjustable
plastic caps $16.50)

$ 495
$15.50

Swedish
VIKING

goal skin mpfo-cross
loather designed by
ARNE KRING

Black /Red steipe;
snaps over zipper log.

$55.00

NEW: &-ply 400218 knobliy?
designed especially for des-
prt racing and Esstern Ene
dira racing. New 6&6-Days
Trinl 1whes, doublp sirengih,

e Bl L BARUM TIRES
i "W
enly, & TUBES

63



BEFORE YOU KIGK IT OVER

A dirt rider’s checkliste Use it and avoid regrets o

by Steve Hurd

How MANY TIMES have you heard
riders (or yourself) say they always
break down, foul a plug, have a throt-
tle stick open, or they sieze or hole
a piston? Whether playing or racing,
that set of stories is very common.
These events are all part of a little
game that motoreycle riders seem to
play when they get lazy and don’t
prepare their motorcyeles properly.
Proper preparation is essential fo
any type of riding. I call this prepara-
tion PREVENTIVE MAINTE-
NANCE.

WE ALL kNow that the modern
motorcycle, be it two- or four-stroke,
is every bit as good as the bikes of 20
years ago. We also know that 20
years ago riders were able to get
these machines across dirt trails for
hundreds of miles without too many
problems. The fact is that these ma-
chines had to be properly maintained
to complete such heroic feats. The
machines are better today, no doubt
about it; but for the most part, main-
tenance is not. All it takes for you to
rid your motorcycle of those nuisance
breakdowns is to make a habit of
PREVENTIVE MAINTENANCE
every time you ride.

The following checklist should be
gone over, and applied, each and
every time you head for the dirt. Tt
doesn’t take much time, especially
when it could mean the difference
between a full day's ride instead of
half, or placing in an event instead of
a DNF. If you hang this list above
your work bench and follow it faith-
fully every week (no shortcuts) you
will definitely find that you will be
enjoying a full day’s ride.

4.

DIRT RIDER'S CHECKLIST

Before even starting to work on
your bike, wash it thoroughly
and take note of any oil leaks or
broken parts.

Check timing and point gap.
Make sure all connections are
secure, that point tips are clean
and free of oil and the point cam
is greased (preferably with white
grease) just enough to lube the
cam lobe. Seal timing-side cover
so dirt and water cannot get in.

Check air filter and clean it, If
you have a Filtron element, wash
it in detergent and water until
thoroughly clean. Let it dry com-
pletely. Oil with Filtron oil or a
similar type of filter oil. DO
NOT blow out paper elements
with an air hose as this will
cause holes in most filters, which
lets the dirt in. Be sure all seal-
ing surfaces are tight so they
will not leak in dirt or water.

Tighten spokes — ALL of them
—every week. To do this, go
all the way around the wheel
taking half a turn on each spoke
nipple. Spokes that are finger
lodgse should first be brought up
until they start gaining tension
and the half a turn taken to get
all spokes tight. Check the
sprocket bolts, also, as l‘hcy tend
to loosen up.

Check or tighten all nuts and
bolts. If you have a particular
bolt or nut that always comes
loose, Loce-tite it and you won't
have to worry about it any

longer. Don’t complain that you
lost a nut or bolt because it al-
ways comes loose — FIX IT!

Check transmission oil and mo-
tor oil, Change it at recommend-
ed intervals, more often if you're
competing.

Clean and gap your spark plug.
Make sure the washer is good
and don’t let any dirt or gravel
drop into the plug hole when
checking,

Lube vour cables, especially at
the connection points. They
must be able to pivot freely
when the levers are pulled back,
without hanging up. If they
don't. find out why because they
will break or fray if not main-
tained.

Fix or replace all bent parts.
Make your machine safe to op-
erate.

Adjust your rear chain so that
it is tight but has adequate free
play in it, abour 2 to ¥ inch
on most machines. When you
wash your bike be sure to lube
the chain right away or it will
rust even if it just sits overnight.
When you adjust your chain,
don't go by the marks on the
swing arm. Visually sight down
the chain, from the rear, to make
sure it is traveling straight.

Stop and look at EVERY-
THING carefully. Don't try to
convinee yourself that something
s right when you know it’s

wrong. GOOD RIDING!
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The Hot etup

by Rick Sienian

Tricks and tips for the dirt rider

AMAL CARB SLIDES

Many riders have had trouble with
slide breakage on the British Amal
carbs, notably the concentric version.
It seems that the lower edge of the cut-
away breaks off in a chunk about the
size of a quarter and gets sucked in-
to the intake port. This is bad enough,
but quite often, the piston skirt will
catch it while passing and BANG!
Kiss one engine goodbye. Replace-
ment with a new slide doesn’t seem
to help, and more than a few riders
have reported multiple failures. Short
of replacing the entire carb with a
more sophisticated (and expensive)
unit, there is an answer. Replace the
existing slide with a Spanish Amal
slide. It is an exact fit made with a
better quality metal and they have
proven to be less prone to breakage.
If any breakage is experienced with
the Spanish slide, then the inner
block on the carb body 1s probably
warped and should be replaced. No
further problems should be en-
countered once this step is taken.

REMOVING GRIPS

Trying to remove a set of handle-
bar grips by brute force is a lot like
beating your head against the wall
The harder you squeeze and pull. the
greater the contaet force is. It's & lot
like the ol’ Chinese finger trap toy.
The easiest way is to take a very nar-
row screwdriver and stick it under
the grip as far as you can without
splitting the rubber. Half way down
should be far enough. Then dip a
rag in some gas and let a bit drain
down inside the groove. Remove the
screwdriver and the grip will almost
fall off with the lightest push. The gas
will dry out in short order, and
you're all set. To install grips, wet
them lightly on the inside and slip

DIRT BIKE

on the bars easily. When the gas
evaporates, they’ll be as tight as you
could want.

C-Z BRAKE RETURN WOES

C-Z brake pedals work fine until
they get dirty, which happens every
time you ride it. Why they don’t have
a more positive return mechanism
baffles us. but the practice in these
parts is to do one of two things. The
first, and most common, is to cut a
piece of inner tube (approx 12
inches wide) and loop it over the
wing nut on the brake rod and
streich it down to the axle adjuster
bolt. This helps quite a bit but the
best method is to drill a small hole
in the brake lever and run a spring
from the hole to a screw on the ex-
pansion chamber heat shield. Throttle
return springs from the auto supply
houses seem to work as well as
anything:

PROTECTING “SOCK-TYPE"
FILTERS

The foam type sock filters seen on
many machines, do a very good job
of filtering, but are generally out in
the open with no panels or still air
boxes to protect it. A good tem-
porary way to protect it from the
direct blast of the air/dirt flow is
plain old aluminum foil. Take a good
sized piece of heavy duty foil and
wrap loosely around the filter, con-
forming to the shape as much as pos-
sible. Crimp down on the end nearest
the carb and put a piece of wire around
the bell and snug down to prevent
losing the foil. Check carefully and
insure that there is sufficient space
between the foil and the foam (%2
inch is fine) and make sure that the
back of the foil is left open. After a
session of hard dirty riding, youw'll
be surprised at how clean the filter

Follow
the
Nationals
Every

Week...

PLUS: European GP reports,
road and dirt tests and the

best classifieds in
motorcycling.

SAVE $ 1.50!!
SPECIAL OFFER
50 Big issues for only $6!!

name please print
address = =

Eity e =
Sl Zip-code =
Motor Cycle Weekly,

P.0.Box 822, (Dept DB)
Paramount, Ca 90723.
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i1s. Of course, this is only a temporary
fix-em-up, as a still air box is more
desirable, but it's better than no pro-
tection at all.

CHEAP BULLET PROOF
SKID PLATE

If you can't afford $25 to $50 or
more for a pood skid plate, here’s a
way out. For 3 or 4 bucks you can
buy a coal shovel at most any hard-
ware store. Remove the handle and
hacksaw the handle bracket off. then
lay it against your engine and make
chalk marks wherever you have frame
tubes. Drill holes to match and mount

the shovel with “U"” clamps, taking
care to 3M or Loc-tite securely. [f
the edge is hanging out further than
you want, either saw it off or hammer
the edge of the shovel to the desired
shape. The shovel will fit a surprising
number of bikes, with no maodifica-
tion needed at all and, with a coat of
paint, looks really professional.

LANCER LEATHERS

CUSTOM FITTED LEATHERS
FOR STREET OR TRACK

SATISFACTION GUARANTEED

SEND FOR FREE BROCHURE

151} W, HATCHER RD, DEPT 7
FHOENIX, ARIZODMA 85021

Webco hi-performance heads

FOR INSTANT HORSEPOWER

INCREASE AND MUCH

IMPROVED COOLING

THE ONLY COMPLETE LINE OF HI-PERF HEADS FOR 2-CYCLE ENGINES

YAMAHA

HODAKA

All Webco heads are designed to
assure the best possible perfor-
mance and maximum cooling.
Cast from prime aluminum and
precision machined for a perfect
fit and unmatched performance.
All heads (except for 100ecc en-
gines) are machined for a com-
pression release. Choose your
Webco high performance head
from the most complete line of
2-cycle heads onthe market today.

KAWASAKI

Model AT-1
Model CT-1

Maodel DT-1
(Soan avail.« HT-1, RT-1)

ACE 90
ACE 100
“Super Rat"

90cc — 100cc
120cc — 238cc
250cc

WE Bco INc- BOX 429 VENICE, (Al:9029|

EMPTY WALLS?

FULL COLOR POSTERS-

POSTERS Order Now!
Mail Today to

PLUS PRODUCTS, INC.
2732 Heritage Circle

Name

Enclosed is check or money order lor the
following: 1. 2 3. 4.
Add 25¢ each for mailing or 50¢ lor all tour,

Address

SEE PAGE 7

|
|
|
|
| Las Vegas, Nevada 89109
|
|
|
|
|

MARTINO Conrinued from page 61

then realize you're over your head?”

Martino: “Oh, T guess I have. But
usually I see the front wheel in front
of my face and T slow down.”

Huetter: “You mean that's bad.
My God, I'm like that all the time.™

Martino: “Yeah, 1 don’t like that.
I have only been over the handlebars
once, and never again.”

Huetter: “Do you wear a Bell hel-
met?"”

Martine: *“Yeah, T got a 500 now.
It's a little lighter. For long runs like
that you're a little better off.”

Sieman: “Do you wear a sweat
shirt and helmet?"”
Martino: “Yeah.”

Sieman: “No clbow protection?"

Martino: “No. Sometimes [ switch
off. T might put a little pad on if
I've skinned my elbow. T always have
that stuff handy."

Sieran: “*“What happened after the
BSA sponsorship?”

Martino: *1 rode that BSA up un-
til one day out in the desert T was
leading the race and I came over this
rise and there was about a 4-foot rock
and T landed directly on top of it. 1
just sat down. It just completely
ruined the whole motoreycle. Drove
the engine four inches up into the
seat.”

Huerter: “How about your spine?"

Martino: “Well, I believe in well-
padded seats. T just sat there and
fell over. 1 looked up and Mike

Patrick was going by and 1 waved at
him, That was the end of the BSA.
I fixed it and rode it one more time
and I didn't like it so I said I was get-
ting a Husky.”

Sieman: “What made you decide
on a Husky?”

Martino: ** 'Cause I borrowed one
in the week in between when 1 was
fixing the BSA, and I automatically
ran third. So I sold the BSA and
gave up my whole sponsorship and I
put the money down and bought the
Husky with my own money and have
been doing pretty good ever since.
Had a lot of good luck.”

Huetter: “Whitey, aside from luck,
you've got a fair share of skill, ex-
perience, and determination. How
does somebody go about winning in
the desert and any long-distance off-
road race?”

Martino: “Know your bike, pre-
pare it right, and get some riding ex-
perience.  Experience really helps.
There's no easy way to win in the
desert.” °



Dear Dirt Rider,

We are a Motorcycle Shop conceived and run by comvetition
riders who are active in the sport and active in designingz
and manufacturing new products for motoreycles, These items
enhance a bike's rerformance and handlings while stil
kteening the bike's basic reliability.

1,.

Here is our latest: 125¢ce &
150ce kit
for

idonda SL100

The 15Nce comilete kit includes the followins snecial items:
Head Gasket Wrist Pin Adantors

Base Gasket S3laeve

Wrist Pin Reverse Cone lMescarhone FPine
Rines Snark Arrestor

Machined Fistor Comnlete Gasket Kit.

The mrice of this com:lete kit without labor is $55.00.

The 125cc comulete kit includes the followines snecial items:

Machined Piston Tefleon YWrist Pin Clins

Mead Gasket Base (Gasket

Rings Reverse Cone Meganhone Pine
Wrist Pin Sparlc Arrestor

79
The price of this lcit without labor is 557.9%5.

Snokes, uire, tube, alloy rim and labor-——-—--- $64.95
—Ad justable Main Jets for ilikuni Carburectors

— Swingarm sxtension kits for all bikes— M Gloves

—MX/Desert Handlebars — MX Pegs for all Bikes

—Cycle Products West T-Shirts, Decals

—Ylease send self-addressed stamped envelope for all inguiries

/4

11900 W Pico Boulevard - West Los Angeles - California 90084« (213) 477 0997 - (213) 473 7996

—20% deposit on all orders




KAWASAKI'S ADVANCED ENGINEERING | S

INTERIOR TENSION
Wihien ratating !no Intariar tension adjustmus
sm the pawl moves ug fo tha next notch
Emmi tension an the the spring. (There
drn II!ll sueepssive notches.) The same prin-
chn!: % =sod in the Sy odjustabls rear

OOUBLE DAMPENING . ..
Provides cusiin Both unter comprassion and
on the return, providing easy fiding and no
olt o the haniisbats in hatd ddlmi canidh
fons. Hydraulic cushion won't allow fofks fo
hh:"nn; ot ot lop eul wodef 1ho most severe
pag

REAR POSITION
|nerosses tridl ot provide greater sta.
i Iilr for stralght line mmning alspeed,

T/ st for dissd taning ur cross
mﬂntlg

GENTER POSITION. ..
Designod for allwrownd Hding . . .
aiflon used S most dupl purpose mschings
Beat position lor highway or stieel uze.

SPRING TEMSION. ..
Can be (hretway adlrn!ted wilh @ simpla twist
of 2 scomwdriver i, Intermedine or soit
This waries ihe siitiness of the front end o
Il;q ﬁsiqe of Hhie owner and his prelered typs
of tiding

5 HElaNT mu’stmzur...
s Twa full 5 il Dl il
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19 1L Eround clenromes;
e
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FORWARD POSITION
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HATTA FORKS

. Probably the greatest engineering advancement in molorcycle
uspension in the last decade, the mulli-adjustable Hatta Forks make
Kawasaki's big three Enduro lype machines the only real dual pur-
pose motorcycles on the market. The ability of the rider to custom-
adjust the suspension to his own comiart and preferrad type of riding
Is an exclusive design of Kawasakl. These adjustment changes can
be made in minutes with tools provided.o allow the rider to adjust for
the terrain at a moment’s notice. These advantages are immeasurable,
bul on the all new 175E. the 2580E, and the newly engineerad 350E,

they are only one more feature to add to the rotary valve engine,
C.D.l. electrical system, and oll injection. Superior features thal pro-
vide you, the rider, with the results of Kawasaki's engineering and
prove that in desiagn and function the people at Kawasaki know whal
advanced enalneering is.

i I ( I
.—{H)u."ﬁl“.\i SANMTA ATA, C

THE MIOTORCYCLE THAT ADVANCED ENGINEERING BUILT!



