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ACTION TEST

THE

KAWASAKI
KX-12§5

IN THE MARCH, 1975 issue of Mini-
cycle Action we conducted a test on
the Kawasaki MC IM. If you read that
test you'll remember that we found the
MC IM a pleasant, well built bike with
a lot of potential; a bike with very good
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used, the more unresponsive the forks
- become.

©  The suspension on the rear of the
~ bike is only slightly better than that on
~ the front. Each shock is fitted with two
* springs and pre-load on the springs
~ can be adjusted to any of three posi-
" tions. The back suspension works fine
~ until the bike has been ridden long
" enough for the shocks to get hot. When
* that happens the damping disappears
and you find yourself riding around on
a pair of springs. Until the shocks get
hot, the rear end behaves very nicely.
The bike tracks straight and true when
powering over the rough stuff, and
* handling through the turns and off the
berms is good. But, like we said,
when the shocks get hot everything
changes and the ride can become very
‘interesting!”

Wecker has solved the suspension
problems on his bike by installing a
set of Betor forks on the front, and fit-
ting a set of Koni shocks on the rear.




Wecker has also moved his shocks for-
ward to increase wheel travel. We feel
that, for the average rider, simply re-
placing the shocks will be enough to
get the rear end sorted out. :

So far all we've done is bad mouth
the suspension on the KX 125. What,
you might ask, about the rest of the
bike? How about the adjective, “WOW!™

Our test crew felt that the Kawa-
saki KX 125 is as fast as anything
currently running in the 125 class. And,
that it has the widest power band of
any 125cc racing machine! It’s that
spread of power that makes the KX 125
so impressive. Usually, the smaller the
engine the more you have to rev it to
obtain good power. That’s why many
of the one-two-fives have five- and six-
speed gearboxes . . . you keep the bike
in the proper rev range and shift
constantly to keep the thing working.

The logical bike to compare the
Kawasaki 125 with is the Honda 125
Elsinore. The dyno chart in the shop

manual furnished with the Kawasaki
shows that the KX 125 is developing
five horsepower at 4.500 rpm. Max-
imum output of 22 horsepower occurs
at 9.500 rpm. Beyond that point power
drops off very quickly. Dyno charts on
the Honda show that the Elsinore hard-
ly tweaks the needle at 5.000 rpm. and
doesn’t really start to pull until it’s
turning 6,000 rpm. The Honda too tops
out at about 9,500 rpm. What all of
this means is that the Kawasaki rider
has about 2,000 more revs to play with

. and that can create quite an edge
out on a race track.

In a straight drag race, the Honda
and the Kawasaki will run just about
dead even. but it’s out on the course
that that extra 2,000 rpm will pay off.
In the turns you've got to keep a bike
like the Elsinore spinning at peak revs,
roll off the throttle for even an instant
and you find the engine bogging down.
When this happens you jab wildly at
the shift lever, looking for a lower gear.
This can be very time consuming;
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The fork action leaves a lot to be
desired. On rough terrain the forks
bottomed and topped. Experimenting
with different weight oils

might help the problem.

and it's the reason that so many races
are lost in the turns.

Those extra 2,000 revs give the
Kawasaki rider quite an advantage in
the turns. He can, for whatever reason,
roll off the throttle and then whap
it back on with the assurance that his
engine is still operating in the power
band. A guy on a Kawasaki will usually
come out of a turn a gear, or even two,
higher than the Elsinore rider and that
means that he's in good shape for the
drag race to the next turn.

In designing the powerplant for the
KX 125, Kawasaki stayed with a con-
cept they're very familiar with—the
rotary valve engine. The major draw-
back with this type of engine is its
width. Anytime you hang a carburetor
on the side of an engine and then build
a housing to protect it, you're going
to come up with a pretty wide unit. By
using a relatively small carb, and mount-
ing it high on the cases, Kawasaki has
managed to create an engine that is
well within acceptable width limits.

Most 125 racers come with a 28mm
or 30mm carburetor, yet the Kawasaki
gets by (and gets by quite well) with a
26mm Mikuni. While the carb is

The kick starter lever gave us some
trouble. Dirt would get into the pivot

and make it nearly impossible to pull the
lever out. When we oiled it it got

super loose and would sometimes

flop out on its own accord.
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Furry foam fiiter nestles in its plastic
air box. The element can be cleaned and
reused. Sealing between the air cleaner

and the carburetor chamber is excellent.

mounted on the side of the engine, the
air cleaner is back where you'd expect
to find it: under the seat. A large di-
ameter tube connects the carb housing
to the air box. The element is a foam-
type unit that can be cleaned and
re-used, but the manual recommends
that the oil be changed after every fifth
race. Obviously, the racer who buys a
KX 125 is going to become really skilled

at removing and replacing his expansion
chamber.

On the very first page of the manual
there appears the statement: “Your new
KX 125 is a highly tuned production
racer, and thus does not require tuning
modification for participation in racing
events.” That’s a polite way of saying,
leave the engine alone!” There seems to
be good reason for this warning. Several
people we've checked with told us that
trying to modify the KX 125 engine
usually resulted in a blown powerplant.

No nonsense handlebars: a throttle

on one end, a kill button on the other,
plus the usual levers. The grips are

much too hard and get slippery when wet.

As it is the Kawasaki 125 is already
plenty fast; we'd suggest that any owner
go along with the shop manual and
leave the engine alone.

Both the cylinder and the head are
cast from light alloy, but the cylinder
is a little out of the ordinary. Most
racing cylinders are either cast alloy
with a pressed-in iron liner, or cast
alloy with a hard chromed coating on
the cylinder walls. The Kawasaki has
neither an iron liner nor a chromed
lining. Instead, a hard metal coating
is applied to the raw alloy cylinder
walls. This hard metal coating is very
thin and it makes for good heat dis-
sipation. Kawasaki warns that the
ELEX (that’'s what they call the coat-
ing process) cylinder cannot be bored
or honed. _

The bore of the engine is 56mm and
the stroke is 50.6mm, giving a total
capacity of 124.8 cubic centimeters.
Compression ratio is 8.0:1 and a maxi-
mum 22 horsepower develops at 9,750
revolutions per minute. Spark comes
from a CDI magneto carried on the
left side of the engine. The wet, multi-
plate clutch is on the right side of the
engine and it couples up with a six-speed
transmission. The KX 125 gearbox fea-

tures Primary Starting, meaning that

you don’t have to go back to neutral
when you happen to stall the engine
. just pull in the clutch lever and

(Text continued on page 78)
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KX-125

(Text continued from page 39)

wail away on the kick starter. Primary
starting is becoming pretty common,
but it’s really appreciated when you have
a bike with a six-speed box.

Starting the Kawasaki engine is sim-
ple! When it's cold you pull up on the
choke rod that sticks out of the top of
the carburetor housing, turn on the gas
tap, and give the kick starter a couple
of prods. It will usually fire by the

third or fourth kick. Once the engine
is warmed up the bike is a one or two-
kick starter. Underway, two things im-
press you: the width of the power band
and the smooth way in which the trans
functions. Having those six speeds on
hand makes it very easy to keep the
engine operating in the proper rev
range, and the transmission is about as
smooth as any we've ever tested. You
just kind of think about a gear change,
and you find yourself in the desired
cog. Very smooth!

Because of the rather marginal han-
dling it was a little difficult to determine
just how well the chassis worked. For-
tunately, we did get a couple of rides

on shocks.

‘with order).

Boge Shocks, All Lengths, $54.95

with suspension kit or Ken Ross springs.)

Ken Ross “Yellow Springs; $18

weight.)

Write or call:

TURTLE SUSPENSION by CSCE

NEW.. .Turtle Suspension Kit for YZ-80s, $16
(as used by Brian Myerscough to win Santa Claus GP, Indian Dunes)
Simple conversion kit, precisely engineered, gives better-
handling lay-down shock design. Aircraft steel fasteners,
comprehensive installation instructions with advice

Famous XR-75 Turtle Suspension, $36

Complete lay-down shock relocation kit including float- 1
ing rear brake (send brake backing plate for modification «

($55)

(Special deal, 15% off shock price when ordered &

Extra light, long coil, springs. Includes aluminum
preloads. (State shock make, machine, and rider

SPECIALIZING IN EXPERIMENTAL

CUSTOM SERVICE CYCLE ENGINEERING

810 West Hyde Park, Inglewood, Calif. 90302 (213) 678-4084

SUSPENSIONS

on Jeff Wecker’s bike which has ex-
tensive suspension modifications. After
riding Wecker's bike it was obvious
that the Kawasaki KX 125 has some
pretty sound basic frame geometry.

The frame itself is very simple in
design. A large diameter front down
tube drops from the steering head to
the front of the engine where it splits
into two smaller cradle tubes which sup-
port the engine. An equally large back-
bone tube passes under the gas tank.
At the point where the backbone ends
two smaller diameter tubes descend be-
hind the engine to connect up with the
cradle tubes. A second, smaller di-
ameter tube parallels the backbone and
it, along with gusset plates, really helps
stiffen up the front end.

The rear half of the frame looks
pretty ordinary. An upper loop supports
the seat and fender, and diagonal tubes
connect the loop to the cradle mem-
bers. The swinging arm pivots on tabs
welded within the curves of the cradle
tubes; a good feature in that it moves
the pivot point as close to the counter-
shaft sprocket as possible. A sturdy
chain guide keeps rocks and other
nasties from knocking the chain off the
sprocket. A cross brace, just aft of
the pivot tube, strengthens the arm and
keeps it from flexing. As a matter of
fact, the whole Kawasaki frame im-
pressed us as a beautiful combination

| of lightness and strength.

Alloy rims are laced to alloy hubs (the
front; conical, the rear; full width) and
both hubs have brake wear indicators.
The knobby tires, a 3.00 x 21 on the
front, a 4.10 x 18 on the rear, have a
rounded profile . . . a feature.that tends
to make them wash out when you push
the bike hard into a turn.

The KX 125 is a real lightweight.
Dry, it weighs 178 pounds. Even full
of gas (it holds 1.7 gallons) and oil the
bike still tips the scales at under 195
pounds.

Everything on the Kawasaki 125 is
tucked in well out of the way of the
rider, making the bike a lot easier to
ride. (On a machine this size you have
to move around a lot to get it to
really work; forward on the tank, way
back on the seat, etc.) The seat is super
comfortable, but the grips are super
hard and, if your gloves get wet from
sweat or whatever, very slippery. The
bars are set back slightly, which forces
larger riders to ride a little farther back
on the machine than is ideal. A smaller
rider won’t be bothered by the bars
but he should replace those grips.

If it were properly suspended the
Kawasaki KX 125 would be the best
machine going in the one-two-five class.
It's as fast as anything going and that
wide power band gives it a decided edge
on the race track. It also makes it a
decent cow trailing bike; something that
can't be said about the other, super

peaky, 125 racers. .
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