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' MX SHOOTOUT!
20 PAGES ON THE
HOT NEW 125s




THE SECOND ANNUAL CYCLE GUIDE 125 MOTOCROSS SHOOTOUT

Which one is best? Which is fastest?
Which has the best suspension?
It took a while, but a heap of shattered
wheel parts later, we finally figured out the answers

VING IT OUT:

The Reworked Honda CR125M2;
The Resuspended Yamaha YZ125X;
and The Redesigned Suzuki RM125A

PHOTOGRAPHY: ART FRIEDMAN AND LARRY GRIFFIN
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HAVING IT OUT:

Pretend, for a moment, that you've just
ridden a new 125 motocrosser into a time
machine. You set the controls for “1971.”
and seconds later venture out onto a
motocross track . . . five years ago.

The spectators and riders there are flab-
bergasted when they see you—astride an
odd-looking motorcycle that sits way up in
the air on incredibly long fork tubes and
an unusual rear suspension. They're in-
credulous when you tell them that five
years hence a/l motocross bikes will have
shocks mounted so far forward they can
barely be seen, and one brand of bike will
use no visible rear shocks ar all. They listen
in disbelief as you explain that most rear
suspension systems in the future use pres-
surized-nitrogen gas shocks; that some
forks use pressurized air as a means of
suspension; that chromoly frames and
reed valves and case-reed intakes and huge
carburetors and six gearbox speeds are
commonplace on 125s; that 20-crankshaft
horsepower isn’t enough to be competitive




in 125 motocross, which, in 1976, is one of
the most popular and hotly-contested
classes.

These enthusiasts of the past, amazed at
the way your motorcycle looks, are literally
dumbfounded when they see how fast it
goes on a race course. The bike soaks up
punishing terrain like nothing they’ve ever
seen, allowing the throttle to be held open
nearly everywhere. The engine’s high
pitched screech is punctuated only by fre-
quent upshifts and downshifts as you zip
around the track at fantastic speeds.

It’s inevitable: They ask you to race. But
there is no such thing as a 125 class at this
event, so you race in the 250 and Open
classes—and blow everyone into the weeds
with your “little” 125.

Sound far-fetched? Maybe it is. But only
because a time machine doesn’t exist. If
there was such a machine and you could
take a trick new 125 back several years,
you'd probably win everything, regardless
of the class you raced. Even today, good
125s cut faster lap times than bigger bikes
at many racetracks. And the new 125 MX
bikes are precisely that good.

Motocross technology obviously has
been running flat-out in the last few years.
MX bikes now improve so quickly that one
season’s batch of machinery is drastically
different from that of the previous year.

For example, we compared four Jap-
anese 125 motocrossers last August and
voted the Yamaha YZ125C to be the best
box-stock racer of that group. Know what?
That motorcycle would probably have
finished /ast in this year’s three-way-com-
petition between the 76 models.

When the factories announced their new
125s, our situation quickly became appar-
ent: We should compare the 1976 Jap-
anese 125 motocrossers, not only to find
out which one is the best out-of-the-crate
racer, but to determine how far the state of
the art has come in the past year. Thus, the
Second Annual Cycle Guide 125 MX
Shootout was born.

THE CONTESTANTS: Last year we
compared four motorcycles: The Honda
CRI25MI, the Kawasaki KX125A, the
Suzuki RM 125, and the Yamaha YZ125C.
The Yamaha won the comparison, with
the Suzuki a close second, the Honda
third, and the Kawasaki a distant fourth.

This year, we decided to delete the
Kawasaki. It was barely competitive last
year, and is still the same basic machine in
’76. 1t’s a nice little bike but not in the same
league with the latest motocross stuff from
Japan. Our lineup this year consisted of
the redesigned red-frame Honda
CR125M2, the all-new high-pipe, six-
speed Suzuki RM 125A, and the air-forked
Yamaha YZ125X.
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SUZUKI
The RM125A engine gives the sound §

and feel of a larger bike. It is the
torquiest and produces the most
horsepower.

HONDA

The CR125 has the narrowest
powerband, the lowest horsepower
output, and the most abrupt power
delivery.

YAMAHA

The YZ125X is very clean-running
due to the reed-valve induction, and
is just about equal to the Suzuki in
power.
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HAVING

IT OUT:

There are, of course, other 125 makes
available; but for various reasons (ranging
from non-availability to non-competitive
ability) we didn’t include them. Besides,
one look at the race results around the
country will tell you that the majority of
125 motocross events are won by one of
these three brands.

THE RULES: Our goal was simple. We
wanted to find out which motorcycle
would allow a rider of average motocross
ability to consistently cut the fastest laps
for the longest period of time. No compli-
cated point-scoring systems, no special
bonuses for toolkits, owner’s manuals, gas
caps, paint jobs, or other things not di-
rectly related to lap times. Even cost has no
bearing on the results, since the suggested
retail prices of all three bikes are within
$130 of one another. The idea of motocross
is to win. and the idea of this Shootout is to
determine which bike of the three is most
likely to win. That’s all.

Last year we changed absolutely noth-
ing on the bikes and tested them right out
of the crate. This year, realizing that a race
machine needs some fine tuning to better
suit a particular rider or racetrack, we
made numerous small changes to the
motorcycles so they all would have an
equal chance to show what they could do.

We used the same tires on all three
bikes—3.00 x 21 Bridgestone Motocross-7
knobbies on the front, and 4.10 x 18
Bridgestone Motocross-10 “‘variable
pitch” knobbies on the rear. We changed
gearing on some bikes and suspension
springs on others. We fiddled with fork oils
and air pressures and carb jetting. But in
every case, we used only those parts or
pieces that were listed as optional equip-
ment.

The one exception, however, was the
tires: The Honda and the Suzuki come
with Bridgestones, but the Yamaha uses
Dunlops. Yamaha installed a Bridgestone
MX-7 on the front of its bike before deliv-
ering the motorcycle to our offices. ex-
plaining that the last two-thirds of the 1976
run of YZ 125X models would be equipped

with this tire. We later obtained an MX-10 | A oy ; . L P e s

for the rear. The Bridgestones are not i g . Sy Ry a

isted ional equi for th it A de A e el

listed as optional equipment for the : ’ e 4 % S s >

Yamaha. so you may not be able to buy : : o e 4 M s

them from a Yamaha dealer. Otherwise, p » v o = i - '
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no trick parts or other high-performance o e T Tt A
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HAVING IT OUT:

modifications were made to the test bikes,
so they can still rightfully be called
“stock.”

THE BIKES: The Honda and the
Yamaha are essentially the same basic
motorcycles they were last year, but with
minor engine changes and fairly extensive
suspension refinements. The Suzuki, on
the other hand, is considerably different,
and almost qualifies as an entirely new
motorcycle. The RM125A incorporates so
many changes that the factory published a
28-page technical bulletin/booklet that
describes those refinements and even tells
which new parts are interchangeable with
last year’s RM 125.

All three bikes have S6mm bores and
50mm strokes, giving them 123.1cc of dis-
placement. The Yamaha has a 7.4:1 com-
pression ratio, the Honda’s is 7.5:1, and the
Suzuki’s is set at 7.6:1. ;

The major engine difference between
these bikes is in their induction and port-
ing systems. The CRI125 uses a conven-
tional piston-timed intake port, with four
main transfers and one exhaust port.
There’s also a small booster transfer port at
the rear of the cylinder, just above the
intake. The port timing is more radical this
year and the combustion chamber has
been slightly redesigned. Both modifica-
tions are meant to provide the CR with
more top-end horsepower.

The YZ125X retains its four-petal reed
valve induction system, with four main
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transfers and one exhaust port, plus a
booster transfer port that juts upward from
the top of the intake port opening. Like the
Honda, the YZX has slightly longer port
timing this year for more horsepower.

The RM 125A now uses case-reed induc-
tion just like its RM250 and 370 counter-
parts. This system combines a standard
piston-port arrangement with a two-petal
reed valve that sits in a separate port
leading directly into the crankcase. When
the mixture going through the com-
paratively-mild piston-port intake nears its
maximum flow rate, excess suction in the
crankcase can draw in additional fuel
through the case reed. Once in the crank-
case, the fuel gets to the combustion cham-
ber through six transfer ports, and the
burned exhaust exits through a large ex-
haust port.

The RM’s cylinder head and stud pat-
tern have been redesigned for better cool-
ing and improved sealing, and the
combustion chamber has been reshaped
for more power. Also, the number of parti-
tions in each transfer port tunnel has been
reduced from two to one for better transfer
mixture flow.

All of the bikes now have larger car-
buretors. The Honda’s Keihin is a 30 milli-
meter, two millimeters larger than last
year, and the Mikunis on the other two
bikes are four millimeters larger: A 32
millimeter is on the RM, and a 34 on the
YL

The RM125A now has six speeds with a
gear-type gearchange mechanism replac-
ing the pin-and-arm setup used on last
year’s machine. The “A” model also uses
one more drive plate (totaling seven) and
one more driven plate (totaling six) in the
clutch assembly.

The CR and YZ use the same basic six-
speed gearboxes as before, with a few
minor refinements that are claimed to help
the shifting. The Honda is geared slightly
lower overall by virtue of having two more
teeth on the rear sprocket, but the internal
ratios are the same as before.

The YZ is geared slightly taller than last
year’s model because the 76 uses higher
primary gearing. The final drive ratio was
lowered to help compensate fot this, but
the end result was still a bit taller than
before, and definitely the tallest of our
three bikes. The YZI125X now uses a
spring-loaded chain tensioner and a No.
520 chain, while the others have no ten-
sioners and use smaller No. 428 chains.
The Yamaha also grew an additional set of
clutch discs, giving it six drive and five
driven plates.

All three bikes now use the same basic
magneto CDI system on the left end of
their respective crankshafts. The 1975
YZ125C Yamaha had a slightly different
ignition that featured a pulser coil on the
outside of the stator that proved to be the
cause of some CDI failures. The pulser is
no longer used, as evidenced by the ab-




sence of the familiar bulge on the YZ’s
magneto cover. The only differences in the
three ignition systems are in the “little
black boxes” which control spark advance.
Each company uses an advance curve that,
in its estimation, gives the best combina-
tion of power and reliability for its particu-
lar engine design.

Chassis-wise, all three bikes received
considerable attention. Most radically dif-
ferent is the Suzuki, which has an all-new
chromoly frame replacing its former mild
steel unit. The single-downtube tubular
affair accommodates a new through-the-
frame high pipe, and has the steering head
set at 30 degrees, one more than the '75
RM125. The front wheel trail is 5.1 inches,
.3-inch longer than before, and the bike
has a dry weight of 187 pounds. two
pounds lighter than last year’s RM.

A longer, box-type swingarm is used on
the RMI25A, and it increases rear wheel
travel by about half an inch and adds an
inch-and-a-quarter to the wheelbase. With
8.1 inches of rear wheel travel and 7.5
inches up front, the RM is the first pro-
duction motorcycle we know of to have
more travel at the rear than at the front.

The RM’s rear shocks are ten millime-
ters heftier than last year’s, with an in-
crease in body diameter for greater oil
capacity. A cam-ring spring preload adjus-
ter is no longer used, and in its place is a
spring seat adjustable to any one of three
positions by relocating a thin wire ring
beneath the seat. It’s the same system used
on bigger RMs.

The *76 Suzuki’s front fork has more
travel than the 75 model’s, and features a
unique two-way spring preload adjust-
ment. A stepped spacer sits atop each fork
spring, and installing it one way provides
ten millimeters more preload than install-
ing it the other way.

The YZ125X incorporates less-dramat-
ic, but still quite significant, changes. The
steering head angle on the mild steel,
double-downtube frame is now 31 degrees,
a half-degree less than before, but the
front wheel trail remains the same at 5.5
inches. The monoshock swingarm is longer
on the X, giving it almost one-and-a-half
inches of additional wheelbase. The
monoshock itself has been reworked to
provide about an inch of extra wheel
travel, totaling 6.4 inches as measured at
the rear axle.




HAVING IT OUT:

The most extensive development on the
new YZ was done on the dual-chambered
Kayaba air fork that gives a whopping 8.4
inches of front wheel travel. Other nice
touches include vented accordion fork gai-
ters and fore-and-aft reinforcing ribs on
the slider legs, but the most important
aspect of this suspension is the near-total
adjustability it provides. The “spring” rate
in the first half of the travel can be altered
by varying the air pressure in the fork
tubes or by changing the level of the
damping oil. Varying the air pressure in
the top of the air canisters regulates the
suspension rate in the last half of the fork
stroke, and changing the oil viscosity alters
the damping rates. With an air tank, a
proper air gauge, a selection of fork oil,
and a little trial-and-error, you can get the
YZ’s front fork to behave damn near any
way you wish. However, the additional
weight of the heavy-walled air forks, the
longer monoshock swingarm, the No. 520
chain and sprockets. and some extra frame
gusseting to deter cracking in some critical
{ areas, have added 12 pounds to the YZ,
giving it a dry weight of 199 pounds.

The CRI25M is also about one-and-a-
half inches longer this year, and the chro-
moly single-downtube frame has an addi- too much until we bent it inward,
tional half-degree of steering head angle to and its shifting was almost as good
make it an even 31 degrees. The front as the Honda's.
wheel trail is 5.4 inches, .l-inch shorter
than last year’s CR.

The front fork has more travel (7.7
inches) and improved damping, and for-
ward-mount Showa gas shocks provide 5.9
inches of rear wheel travel. A unique fea-
ture is the steel swingarm that has its one-
piece legs stamped with reinforcing ribs on
the top and bottom instead of welded-on
gussets. Whether or not this approach
provides a stronger swingarm is question-
able, but it undoubtedly cuts down the
manufacturing cost. And like the Yamaha,
the Honda is heavier this year. The addi-
tional frame gusseting and wall thickness
necessary for the forward-mount shocks,
plus the heavier swingarm and added
bracing around the steering head have
boosted the CR from 179.5 to 196 pounds.

Cosmetically, the Yamaha is about the
same as last year’s model; only the new
front fork and slightly-higher chassis iden-
tify it as a *76 YZ. The factory claims an
additional .5 liters of fuel capacity in the
alloy tank, bringing the total from 1.3 to
1.45 U.S. gallons. The yellow-and-black
bumblebee paint scheme has been re-
tained, along with the narrow plastic

HONDA

The CR was the slickest-shifting, and
had the least obtrusive (and most
expensive) shift lever.

YAMAHA

The Yamaha's lever seemed to get
in the way most often, and the
gearbox had the least-liked operative
characteristics.
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HAVING IT OUT:

yellow fenders, and yellow-and-black
plastic number plates.

The CR125M has new wide plastic fen-
ders. plastic number plates that bulge at
the rear shocks, and a new super-thick
seat. The steel gas tank has a 1.8-gallon
capacity, .2 gallons more than on the '75
CR. The frame, shocks, and all the body
pieces are painted bright red, apparently
to make the CR resemble the Team Honda
racer ridden by National 125 Champion
Marty Smith.

The RM125A also has a new look to go
along with its new engineering. The 1.6-
gallon gas tank is .2-gallon larger than the
one on last year’s bike, and the tank styling
and wide plastic fenders combine with the

high pipe to make the 125 a dead ringer for
an RM250 or 370. The only giveaway is the
size of the engine. All the body parts are
yellow, including the bulging vented num-
ber plates that allow air to reach the rear
shocks.

The approximate retail prices range

from $895 for the CR125M to $1027 for
the YZ. with the RM125A in the middle at
$995. These are just suggested figures, how-
ever, and dealers are at liberty to raise or
lower selling prices as they see fit.
ENGINE AND GEARBOX: Each of
these three engines has its own distinct
personality and each delivers its power
somewhat differently; but in the end, the
results are almost identical. We had to log
many long hours on each bike before we
sorted out the engine characteristics be-
cause, on a lap-to-lap basis on the average
motocross course, the acceleration and lap
times of the three were incredibly similar.
We ultimately found the Honda’s power
to be the hardest to use, since it has a

HONDA

4 : Vs “
Even with its 7.7 inches of usable
travel, the Honda’s front fork was
the least-liked.

After much experimenting with fork
oil, the Suzuki’s front suspension
delivered 7.5 inches of wheel travel
and excellent damping.

YAMAHA

oy R
The Yamaha's air fork is superb,
allowing 8.4 inches of travel and
near-total adjustability.

e
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narrow, comparatively-unforgiving
powerband and a squirty, all-or-nothing
type of power delivery. You have to con-
centrate more while riding the Honda and
that tires you a little faster. It also makes it
difficult for an average rider to maintain
his pace near the end of a long, tiring moto.

The Suzuki’s power is probably the easi-
est to deal with, at least for most non-pro
riders. The powerband is wider than the
Honda’s, but the peak torque rpm is closer
to the bottom of the usable power range.
This makes the RM feel more like a 250
than the others, especially because it likes
to be “short-shifted” like a big bike. By
upshifting a little sooner than on the aver-
age 125, you catch the RM’s torque right at
its peak after the shift and consequently
have more usable rear wheel torque at
work for you.

The Yamaha fits somewhere between
the Honda and Suzuki as far as power
delivery is concerned. It, too, has a wide
powerband, perhaps even wider than the
Suzuki’s, but the torque peak is closer to
the top end of the rpm range. and its power
is more sudden than the RM’s, although
not as squirty as the Honda’s. You can
short-shift the Yamaha, too, but the result-
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ing acceleration is not quite as forceful as
with the RM.

The Yamaha is the cleanest-running of
the three when the revs get below the
bottom limits of the powerband. You have
to get the YZ's engine turning very slowly
with the throttle wide open before it will
bog even slightly. The Honda will bog if
you drop the revs just a little below the
powerband. and the Suzuki will pull
weakly below the bottom of its usable rpm
range. However, if you let the RM’s revs
drop 100 far, the engine will bog and load
up badly—enough to require a couple of
clutch-in throttle blips and a downshift to
get it going cleanly. Despite this tendency.
though. the Suzuki is easy to ride because
of its smooth transition into the power-
band and early-peaking torque output.

From a seat-of-the-pants standpoint, it’s
nearly impossible to tell which of the three
bikes is the fastest just by riding them
around a racetrack. They feel equally fast,
even though each one requires a slightly
different riding style. Even after an intense
session of standing-start drag races on the
long starting area at the Indian Dunes
International Course, we were not able to
determine any noticeable power advan-
tages with one particular bike. Whoever
got the best start would win the race to the
first corner, regardless of what he was
riding. No bike ever caught or passed
another from behind: in fact, no bike
gained or lost any ground after the first few
feet of each race.

The starting areas at Indian Dunes are
dead-level for the most part, so we went to
Saddleback Park to use its long, long up-
hill start area—"the dyno,” as some call it.
There, for the first time, we were able to
discern some noticeable differences in the
performance of these bikes.

After a few hours of drag racing at
Saddleback, we concluded that the Suzuki
was the fastest and most consistent up the
hill, with the Yamaha a very close second
and the Honda an equally-close third. The
Suzuki won more of those drags than the
other two bikes. and even caught and
passed the others from behind on occa-
sion.

We attributed much of the RM’s success
to the meaty mid-range torque of the
engine, but we also realized that the Suzy
was geared lower than the rest, and the
Yammie was geared the highest. So we
installed a one-tooth larger countershaft
sprocket on the RM and subtracted one
tooth from the Yamaha’s, and went back
to Saddleback to try again.

With the altered gearing, the Suzuki still

HONDA The Honda's low pipe emits a 103.7
decibel snarl without the auxiliary
muffler, and a 92.8 with it.

e o

SUZUKI The Suzuki’s little muffler can only
hold the racket down to 101.6
decibels.

YAMAHA The Yamaha’s muffler is larger than
the one on last year’s bike and, at
99.4 decibels, quieter.
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held a slight advantage over the Yamaha,
although the YZ seemed to be a better
match for the RM than it did with stock
gearing. It almost seemed that the 15-
toother on the Suzuki was a bit 700 tall,
though. We guessed that with the standard
14-tooth transmission sprocket and a 55-
tooth rear sprocket (two teeth smaller than
stock), the RM would have been geared
perfectly for most racetracks.

We played around with other gearing
combinations (stock gearing on the Suzuki
and the lower gearing on the Yamaha:
stock gearing on the Yamaha and the
higher gearing on the Suzuki. etc.). but in
every case, the Suzuki seemed to make just
a teeny bit more of the right kind of power
and generally got to the top of the hill first.

This implies, and correctly so, that the
RM should hold a slight edge on tracks
that have some very steep uphills. And
because of the consistency with which it
gets off the line, the Suzuki stands a better-
than-average chance of getting into the
first turn near the front of the pack.

The Honda, on the other hand, was very
inconsistent in its starts up the Saddleback
hill. It wanted to wheelie or go sideways or
bog out about half of the time, which made
getting to the top first an infrequent occur-
rence.

The CR125M got our vote for having
the slickest-shifting gearbox, with the
Suzuki second in that category and the
Yamaha third. The Honda shifted so easily
and precisely that we made most of our
upshifts without the clutch and without
backing off full throttle in the least. And
once we got used to the tucked-in location
of the Honda’s shift lever, it, too, became
our favorite. We never accidentally
bumped it out of gear when bouncing
around on the footpegs.

The Suzuki’s gearbox worked almost as
well, usually requiring a bit more effort
and a momentary backing off of the throt-
tle to upshift. Once in a great while, one of
our testers would inadvertently knock the
transmission out of gear, but the lever
placement was otherwise perfect.

The Yamaha has the shortest shift lever
throw, but the lever seems to get in the way
more frequently, and the shifting isn’t as
positive as the others. Our testers com-
plained of numerous missed shifts, and
said they also frequently bumped the lever
into a false neutral. As they became more




familiar with the bikes, however, this oc-
curred less often. The riders also com-
plained that finding neutral was very
difficult on the YZ.

The Honda is geared so you’ll use all six
gears on many tracks. First gear is needed
for starting 99 percent of the time, and you
might even use it on some super-tight
corners.

The Yamaha will probably never see
sixth on a motocross course with stock
gearing, but first is a must for most starts
and very slow corners. The Suzuki is just
the opposite. First is only used for chug-
ging around in the pits, otherwise it’s sec-
ond gear for most starts and all slow
corners. And with stock final gearing, fast
straights will have you looking for a sev-
enth gear. Dropping one countershaft
tooth (from 12 to 11) on the YZ and going
up one on the RM (from 14 to 15) or down
two on the rear (from 57 to 55) provides
much more useful gear ratios for most
tracks. The Honda is pretty versatile with
the standard gearing.

HANDLING: The geometry numbers
of these three machines are rather similar;
butlike the engines, their handling proper-
ties are somewhat dissimilar, even though
the end result is about the same on all
three.

The Yamaha has the longest wheelbase
and the greatest amount of front wheel
trail, hence, by a small degree its steering is
the slowest and it shows the most reluc-
tance to steer around a slow, flat corner.
When topped out in fifth or sixth, however,
that geometry works as an asset instead of
a liability, and the YZ has a strong inclina-

tion to go in a straight line without requir-

ing a white-knuckle grip on the
handlebars.

The Suzuki is the shortest and has the
least front wheel trail, and is generally the
quickest and easiest to snap around a
hairpin turn. But unlike some short bikes.
proper weight distribution and a rigid
frame/swingarm combination keep the
RM from being twitchy when it’s going
fast. :

The Honda fits somewhere between
these two, with its best trait being its ability
to skate around smooth, flat corners better
than the others. It’s longer than the RM by
a fraction of an inch, heavier by more than
eight pounds, has more front wheel trail

and a higher engine placement, all of =z

which indicate the CR should not navigate
those flat-track corners better. Our only
explanation for this phenomenon is that
the CR’s suspension is more rigid than the
RM’s, and makes the bike stable and
predictable in these smooth corners.

On bermed corners. the YZ and RM are
equally competent, but the CR has a bit of
a problem. The compliance of the Yamaha
and Suzuki suspension systems absorbs
the impact of hitting the berm more effi-
ciently, while the Honda delivers quite a
thump to a rider if he slams into the berm
hard, often jarring him up off the seat. If
the corners are carved through deep sand
or mud, the predictable, responsive steer-
ing characteristics of the Suzuki or the
Honda seem to be better than those of the
YZ, but not by much.

By the time the test was over. the
Yamaha air fork had been unanimously
voted the best front suspension, and the
Suzuki’s rear end was picked as the best
rear suspension. But the opposite ends of

Continued on page 73
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HONDA CR125M2

SPECIFICATIONS
ENGIN@ YPL.............cooooemererarriisuesnenssasnssmesasmasmssasstansasanessasiastsnssas two-stroke
Cylinder arrang Lo Sal = O R e iy WM vertical single
Port arrangement ................... .. one piston-controlled intake,

sfers, one booster, one exhaust
.. 56mm x 50mm

Compressmn ratio (corrected)
Ignition ..............
Charging system .
Carburetion.
Air filter ..
Lubricati

one 30mm Keil
washable oiled foam element
pre-mixed fuel and oil
Primary drive £ .. straight-cut gears, 4:1 ratio
CRehy..... ... 55 . wet, 6 drive plates, 5 driven plates
Starting System ...t cceeeceeesennesaecnseatsae e primary kick
Transmission ... 6-speed, left-foot shift
Overall drive rati .30; (2) 24.39; (3) 19.68;
(4) 16.52; (5) 14.50; (6) 13.32

..14-tooth

Transmission sprocket
Rear wheel sprocket .
Drive chain .... . Ya-in. pitch, 5/16-in. width (#428)
e o SRR Tl - e RS e BB e e 7.7 in. (195.5mm) travel
Rear shocks ..... .... 5-way adjustable, 5.9 in. (150mm)

rear wheel travel
.............. drum, single-leading shoe
drum, single-leading shoe, cable-operated

Front brake
Rear brake .

Front tire .. 3.00 x 21 Bridgestone Motocross-7 knobby
Rear tire .. .4.10 x 18 Bridgestone Motocross-10 knobby
Frame bular chromoly steel, single front downtube

Steering head angle ..... 31 degrees from vertical
Front wheel frall .............c..ooviveiesiosnnseresssasssnaosssssbonssansssnss 5.4 in. (137mm)
Wheelb 2 .9 to 55.9 in. (139.5 to 142cm)
Lenglit. ... e R R i e b B rsaeyes 82.4 in. (209.5cm)
Weight...........ooeiiececietae e esicsesssssnsnas s st sssanessannnane 196 Ib. (88.9 kg)
Weight distribution.... . 44.4% front, 55.6% rear
Ground clearance . 8.5 in. (216mm) at expansion chamber
Seat height ....... .. 34.8 in. (881.5mm), unladen
Handlebar width .. 33.5 in. (851mm)
Handlebar grip helght a .43.3 in. (110cm)
Footpeg height ... 12 3 in. (312.5mm)

INSIPUMBIERRION ........oocosicssassossssavsrsisssissssipasestnnsssisannpartasiassdsanninssia none
Gas tank . steel, 1 8 gal (6.8L)
Sound level per SAE XJ 331a.......coooiiiiiiiiiecc e 7 db(A)

Suggested retail price $895 East and Wesl Coasts

YAMAHA YZ125X

SPECIFICATIONS

Engine type
Cylinder arrangement
Port arrangement

two-stroke
vertical single
.. one reed-valve-controlled intake,
four transfers, one booster, one exhaust
. 56mm x 50mm

Bore and stroke

Displacement . 123.1cc
Compression ratio (corrected) . .7.4:1
Ignition .............. internal-rotor magneto CDI
Charging SYSIBM ...........ccoconiserersarsosassasssanssansasasseansssassansassssnsnnsanssass none

ar . one 34mm Mikuni slide/needle
FUUA T R e R SRR BR . e two bristle-covered washable
oiled foam elements

Lubrication pre-mixed fuel and oil
Primary drive ut gears, 3.227:1 ratio
Clutch & wet 6 drive plates, 5 driven plates

............... primary kick

Starting system ...
Tr issi 6-speed, left-foot shift

Overall drive ratios.............ccccceeieiiiniienennnns (1) 31.39; (2) 23.90; (3) 19.23;
(4) 16.08; (5) 14.12; (6) 12.92
Tr ission sprocket 12-tooth

....46-tooth
%-in. pitch in. width (#520)
............... 8.4 in. (213.5mm) travel
djustable spring preload, 6.4 in.
(162.5mm) rear wheel travel
drum, single-leading shoe
drum, single-leading shoe, rod-operated
Front tire .. ..3.00 x 21 Bridgestone Motocross-7 knobby
Rear tire .. ..4.10 x 18 Dunlop Sports Senior knobby
Frame . tubular mild steel, double front downtubes
Steering head angle 31 degrees from vertical
Front wheel trail .... 5.5 in. (139.7mm)
Wheelbase . .4 to 56.3 in. (140.7 to 143cm)
...83in. (210.8cm)

Rear wheel sprocket .
Drive chain ..
Front lork
Rear sh

Front brake .
Rear brake .

x . 199 Ib. (90.3kg)
Weighl dismbullon ............ 46.5% front, 53.5% rear

Ground cl 11.3 (287mm), at brake pedal
Seat height 34.8 in. (882mm), unladen
Handlebar width . 36 in. (914.5mm)

Handlebar grip height ...43.7 in. (111cm)
Footpeg height .... . 13.5 in. (343mm)
INSYUMBNEBHION .. ... . i Giiiiinireivisistonssiasmiissssvaspissimenatodasasissa dhsse none
Gas tank ........... - 1.45 gal. (5.5L)
Sound level per SAE XJ 331a... 99.4 db(A)
Suggested retail price ...$1027 East Coast, $1019 West Coast
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SUZUKI RM125A

SPECIFICATIONS

two-stroke
vertical single
....one piston-controlled intake, one
ed intake, six transfers, one exhaust

Engine type
Cylinder arrangement
Port arrangement .

re

Bore and stroke
Disnl "

Cor'ﬁpression r;n° (cdrrected) ¢

Ignition ............. .. internal-rotor magnelo CDI
Charging sy none
Carburetion. one 32mm Mikuni slide/needle
Air filter ... . washable oiled foam element
EODRICRIIONE 53 . < o il oo v dnrnassesd asmrotayen pre-mixed fuel and oil

Primary drive straight-cut gears, 3.705:1 ratio
Clutch ............ wet, 7 drive plates, 6 driven plates
SArIng SYSIemM .. ...t issiiisisniiisansstossrsssnsscrsssssscsasase primary kick
issi 6-speed, left-foot shift
.. (1) 35.19; (2) 26.39;
94 (5) 15.76; (6) 14.42
.14-tooth
7-tooth
1/2-in. pitch,
5/16-in. width (#428)
..... 7.5 in. (190.5mm) travel
. 3-way adjustable, 8.1 in.
(ZDSmm) rear wheel travel
T g R s CF R O, SRy T drum, single-leading shoe
Rear brake.. ding shoe,
Front tire ... .. 3.00x21 Bridgestone
Motocross-7 knobby
g e PR R N SRR AN S T 4.10 x 18 Bridgestone
Motocross-10 knobby
tubular chromoly steel, single front downtube
30 degrees from vertical
Eront WHBSHIRANl - . A8, v sussvreorrisossiss sessnpetamauovsossis 5.1 in. (130mm)
Wheelbase .54.7 to 55.7 in. (139 to 141.5cm)
Cangthiz.. 00 el Al i ey - T 82.3 in. (209cm)
igl . 5 187 Ib. (84.8kg)
Weight distribution.................... 47.1% front, 52.9% rear
Ground clearance . .10.3 in. (261.5mm), at frame
Seal height .. .34.7 in. (881mm), unladen
dleb: w 3 - 33 in. (838mm)
Handlebar grip helghl ................. 443 in. (112.5cm)
Footpeg heigm

T
Overall drive rati

Transmission sprocket ...
Rear wheel sprocket .
Drive chain

Front fork
Rear shocks

Frame
Steering head angle ..

aluminum, 1.6 gal. (6L)

.................. 101.6 db(A)
$995 East and West Coasts

SUZUKI "')
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YAMAHA YZ125X

REAR WHEEL HORSEPOWER

SUZUKI

Forward-mount, laid-down
Kayaba gas shocks permit a
whopping 8.1 inches of rear

wheel travel on the Suzuki.

585888

This graph shows the amount of horsepower delivered to the ground as measured by a Patraco
MKI11 rear wheel dynamometer. These figures may vary from the manufacturer's claims, or
from those obtained on a different dynamometer,

‘s claims, o

HONDA

The forward-mount Showa gas

shocks allow 5.9 inches of rear

wheel travel on the Honda.

YAMAHA

The nitrogen-charged
monoshock unit on the
Yamaha provides 6.4 inches
of rear wheel travel.
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YAMAHA YZ125X
HONDA

The CR'’s air cleaner filte;
quite efficiently, but the

sealing gasket between
metal element frame anc
the airbox kept swelling

and coming loose.

SUZUKI

The Suzuki’s air cleaner
was our favorite. It was the
easiest to reach, it filtered
very well, and it never did
anything wrong.

REAR WHEEL TORQUE IN GEARS (FT-POUNDS)

plig 9o 2. 2 8 R 8 &

YAMAHA
MPH

This araph shows the amount of rear wheel forque available at any speed, of any rpm, and in any - The Yamaha uses two
3:‘:: ﬁ':;x;nm'::e:?elarahon will be obtained by shifting gears at the points where the consec- 3 # elements (one per Slde)‘
- so it requires the most |
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airbox broke during our
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HONDA

The Honda uses a No. 428
chain and a plain chain guide.

SUZUKI

The Suzuki also uses No. 428 chain,
but with an adjustable, roller-type
guide.

YAMAHA

The Yamaha has the best final
drive arrangement, using the
sturdier No. 520 chain and a
plain guide, but with a nifty
spring-loaded tensioner.
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those two bikes required some attention,
and both ends of the Honda needed more
help than we could give them with op-
tional parts or oil changes.

We set up the YZ’s air fork with ten-
weight, using an oil level of 245mm, mea-
sured from the top of the tube with the fork
fully extended. For riders weighing 150
pounds or less, we put 27 pounds per
square inch of air in the bottom air cham-
bers, and 47 psi in the top. For heavier
riders, the hot tip was 28 psi in the bottom
and 50 psi in the top.

At those settings, the fork delivered 8.4
inches of travel and a fantastic ride at the
front. The wheel was able to bob up and
down freely over the choppiest ground. yet
hitting big, abrupt bumps caused no per-
ceptible bottoming. Unquestionably, the
YZ’s fork was the best of the lot.

As delivered, the monoshock was
sprung a bit stiffly in relation to the front
fork. The rear end would dance around on
choppy straights, the seat would fre-
quently spank the rider on bumpy ground,
and the front end would often nosedive
when leaving lipped jumps. After the first
few days of riding, we exchanged the stock
212-pound monoshock spring for the op-
tional 201-pounder, and the change made
quite a bit of difference.

The softer spring pleased all our riders,
since the rear end was then much better
behaved. The rear wheel spent more time
on the ground, the rear end didn’t skitter
around or get airborne nearly as much,
and nosediving over jumps became a less-
frequent problem.

The Suzuki front fork also was rather
harsh when delivered to us, so we changed
the oil from the standard 20-weight to ten-
weight, and set the stepped spring preload
washers in their softest position. And one
of our testers also reported that he had
drained only 180cc of oil from each fork
leg instead of the prescribed 223cc. Oddly
enough, the fork action was worse after the
oil change. We only got about 6.5 inches of
wheel movement and the fork felt like it
was bottoming, even though we had pre-
viously obtained almost 7.5 inches of
travel.

We then drained the fork legs and tried
using less oil. Finally, at 180cc, we got a
full 7.5 inches of wheel travel with beauti-
ful damping and no topping or harsh
bottoming. The people at U.S. Suzuki had
no immediate explanation for this condi-
tion, but we conducted nearly all of the test
using 180cc of ten-weight Bel-Ray fork oil
in each leg. At those settings, the fork
worked better than on three or four other
privately-owned RM125As we tried. In
fact, the owners of those machines re-
ported a dramatic improvement in their

Continued on page 74

Make your van interior look like a profes-
sional job. For only $20 you can get the T&H
Van Starter Kit which includes a copy of the
T&H Catalog (has more goodies than you
can imagine) and a pattern to fit your van.

“Van Patterns” make paneling your van
super easy and minimize dollar waste. Just
lay patterns on top of your paneling and cut
out as directed. The full scale set of patterns
are printed on heavy paper for quick easy-to-
follow cut and trace operation. Comes com-
plete with sections for: floor, roof, left wall,
right wall, side doors (sliding and standard),
rear doors, rear corners, corner and roof trim
and wall bracing ribs. Each pattern is profes-
sionally designed, laid out and marked so all
sections install easily. Not available for VW.s
or older mid-engine vans (except '64 to '68
short Fords). Starter Kit comes postage paid!

To order we must have the following in-
formation: name, address, phone, area code,
year, make, model, and wheel base (the dis-
tance between centers of front & rear
wheels).

Van Works Unltd,

ORIGINATORS OF VAN PATTERNS, OUR PATTERNS ARE
RESPONSIBLE FOR MORE CUSTOM VAN INTERIORS
THAN ANY OTHER SINGLE SOURCE IN THE WORLD!

® Special Custom Antique Brass Screws for
paneling: 3/4" long, 300 for $6. 1-1/4" long,
50 for $2.

® The Best line of interior and exterior van
accessories.

@ Send $%1. for super 32-page catalog.

Send check or money order to:
TEH Van Works,

7833 Canoga Avenue, Dept. 11

Canoga Park, CA 91304. X
i‘ Save time & money—charge it by phone. __ﬁ
.

ENCAN
v Calif. residents add 6% sales tax.

Guaranteed __‘
CHROME PLATING

Specialistsin motorcycle parts
Send for free price list
OCALA PLATING CO.
1520 N.E. 2nd Ave., Ocala,

Fla. 32670
Call 904/629-6818

BSA Parts

Kawasaki Parts

SHIPPED SAME DAY

B 81 R 1A
NORFOLK 2% &

Norfolk, MA 02056
MOTORCYCLES Call (617) 384-7555

The “SPIRIT” is screen printed in red, blue, and black on
HIGHEST QUALITY 3M SCOTCHLITE. They will APPLY TO
MOST CURVED SURFACES WITHOUT WRINKLING and
CONTROLTAC ADHESIVE by 3M puts them AMONG THE
EASIEST OF ALL DECALS TO USE. OVER 40 SQUARE
INCHES OF REFLECTIVE SURFACE will VASTLY IMPROVE
NIGHT RIDING VISIBILITY. Ask your dealer or write di-
rectly to FORUM/WEST. Send .20 cents for Catalog.

STATE

ZIP CODE

— ORDER BLANK —
Mail $5.00 CASH, CHECK or MONEY ORDER to FORUM/WEST, P.0. Box
ADDRESS
— SATISFACTION GUARANTEED —

6397, Fort Worth, Texas 76115 Allow two weeks for delivery. Price in-
cludes Postage and Packaging. Texas residents add 5% sales tax.

NAME
CITY
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forks when they used our recommended
oil level.

Once we got it working, the Suzuki fork
was almost as good as the YZ fork, but
didn’t have quite as much travel to work
with. Still, the front wheel was very re-
sponsive to bumps of all sizes and stayed
on the ground nearly as well as the YZ
front wheel. The only time the Yamaha
fork was noticeably superior was when
we’d bash into a big square-edged bump
or while braking hard on choppy ground.
The RM fork was very good under these
circumstances, but the YZ fork was out-
standing.

The RM’s rear suspension was sheer
delight. Except for a very slight decrease in
damping after 20 or 25 minutes of hard
riding, we couldn’t get it to do anything
wrong. Even after the shocks faded, the
damping and wheel control were well
within the range of acceptability.

Otherwise, all the testers praised the
RM’s rear suspension highly. They all said
that the rear wheel spent more time on the
ground than any other 125°s suspension
they had tried previously. The RM also
seemed to get the best traction out of slick
or bumpy corners.

The Honda’s suspension was too stiff at
both ends. The fork action was pretty fair,
but not as good as the Yamaha’s or the
Suzuki’s. Choppy terrain jarred the han-
dlebars sharply and often caused the front
wheel to chatter off its intended line. The
rear suspension was even worse, making
the back of the bike hop and dance on
washboard surfaces, and fading after only
a short period of hard use.

Nevertheless, the Honda could cut com-
petitive lap times. Evidently the wheels
were following the terrain fairly well, but
the rider was being punished more than on
the other bikes. This is most noticeable at
the tail end of a long moto, because the
hammering of the wheels makes the rider
tire prematurely.

There wasn’t much we could do to help
the Honda’s suspension system. There are
no springs available as a factory option,
the shocks were set on their softest preload,
and the front fork oil (automatic transmis-
sion fluid) was already about as thin as any
oil could be. Better shocks, softer springs,
and improved front fork damping are nec-
essary to put the Honda’s suspension on a
par with the others.

Two important factors for a non-profes-
sional, intermediate-level rider are pre-
dictability and forgivability, and the
RMI25A is tops on both counts. It never
does anything unexpected—and even
when the rider screws up, the bike does
everything in its power to bail him out of
trouble.

The Yamaha is not so predictable or
forgiving, at least not for the average guy.

74 CYCLE GUIDE/JULY 1976

The monoshock system still has its share of
handling quirks, and the fickle character of
the steering requires the rider to be on his
toes at all times.

Considering how much the CRI25M
skitters around in comparison to the other
two bikes, it is still reasonably predictable
and quite forgiving by nature. With a more
supple suspension, the Honda would prob-
ably be almost as friendly as the Suzuki.

COMFORT AND RIDE: Every bike
has something nice in this department—
and something not-so-nice. The Suzuki
had the best overall seating position and
control layout for our riders, and its sit-
down ride was the best; but the grips were

the least-liked of the three. The Yamaha
had the best grips and the forks cushioned
a rider’s arms the best, but the handlebars
seemed a bit low and rearward in relation
to the footpegs and its vibration level was
the highest. The Honda definitely had the
best seat but the most bruising ride. The
CR’s handgrips, vibration level, seating
position, and control layout were rated
somewhere between those of the Suzuki
and Yamaha.

If you hack about one-and-a-half inches
off both ends of the Yamaha’s super-wide
handlebars, all the stock bars feel about
the same. The Suzuki gets a few demerits
for the shock bulges in the side number

- HARMPUL OR FATAL F SWALLOWLD
MIXTURE Read back pane! for other oo

i NET 32 FL. OZ. (1 U.S. QUART)
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plates because they try to push your feet
off the pegs when you stretch back while
jumping. You eventually get used to them
but you never grow to like them. The
Honda has bulges, but they're too far
rearward to be a hindrance. The YZ is
super-skinny, with no bulges anywhere.
The Yamaha is the quietest of the trio,
registering 99.4 decibels in our California-
Highway-Patrol-type sound level test.
That’s not really quiet, but better than the
screechy 103.7 decibels of the CR, or the
healthy 101.6-decibel, big-bike snarl of the
RM. The CR comes with a humongous
auxiliary muffler and airbox intake si-
lencer that trim the noise level down to

92.8 decibels, but they also seem to cut the
performance by an equivalent amount.

Our testers claimed they could ride the
RM longer than the other bikes without
getting as tired, which is the true test of
comfort. Although the YZ had the best
fork action, the RM’s rear suspension al-
lowed more sit-down riding, and the bike’s
predictable steering and handling kept the
riders from being as tense. The YZ was
rated a fairly close second, with the CR
third.

BRAKING: All three bikes use conical
hubs at the rear, and only the YZ has a
conical front hub. The RM and CR use
full-width hubs on the front. The

A quart of prevention
|swgrlhapound of cure.

We leamed that lesson on the track. Where
competition demands the most out of Team
Yamahdad's riders, machines and oil.

Out of hundreds of races and tests comes
Yamalube 2 and Yamalube 4. And you can't put
a better il in your 2 or 4 cycle engine.

Specially formulated with detergents and rust
inhibitors, Yamalube 2 was designed specifically
fo meet the high temperature demands of any
2 cycle engine. In your Yamaha 2 cycle or any
other fine bike, i's the only oil you should use for
peak performance, longer engine life and

lasting dependability.

To help you get the most out of your 4 cycle
engine, even under the most severe speed and
temperature conditions, Yamalube 4 is fortified
with detergents, rust inhibitors, anti-sludge, anti-
vamnish, and anti-wear additives. And a special
low ash formula minimizes piston burning,
combustion chamber deposits, and plug fouling.

You can also count on

Yamalube 4 fo give top
performance in the
fransmissions of 2 and 4
cycle engines.

Next fime you add oil,
add a quart of prevention,

either Yamalube 2 or
Yamalube 4. Available
only at your Yamaha

dealer. It's worth a pound

of cure. And a ton of
performance.

Parts Distributors, Inc.

6610 Orangethorpe Ave. « Buena Park, CA 90620

Yamaha’s rear brake is rod-operated,
while cables do the trick on the other two.

Although we liked the RM’s sawtoothed
steel brake pedal better than the CR’s cast
aluminum pedal, the normal rear brake
action of both bikes was practically identi-
cal. The brakes were a little more sensitive
than what we would consider ideal, but we
generally didn’t lock the rear wheel unless
we wanted to do so.

The Yamaha’s rear brake was far too
touchy, however, making it quite difficult
not to lock the wheel when stuffing the bike
into a tight corner. We tried the old put-a-
CZ-bend-in-the-brake-rod trick, which
helped a little, and filed down the leading
edge of the leading shoe brake lining,
which helped a lot. But the Yammie’s rear
brake was still more of a toggle-switch
affair than those on the other two bikes.

The front brakes on all three bikes were
about equal, providing progressive, consis-
tent, powerful stopping without ever skid-
ding the wheel unexpectedly. And all three
bikes exhibited some rear wheel chatter
when braking hard on soft or loose sur-
faces.

RELIABILITY DURING TEST: Now
that the motorcycle companies have de-
veloped trick frames, long-travel suspen-
sions, and super-powerful engines, they
desperately need to get their wheel act
together. All three of our 125s plagued us
with wheel hassles throughout the test,
despite our efforts to avoid such problems
by giving the spokes all the attention we
possibly could. Nevertheless. the wheels
on all three bikes were as wobbly as a room
full of winos by the time we finished our
comparison.

During the test, the Suzuki broke a total
of 16 front wheel spokes on a half-dozen
different occasions, and the rim was se-
verely tweaked twice. The Honda broke
six front spokes—two the first time and
four the second—and after the second inci-
dent the rim was so deformed we had to
replace it. The Yamaha never broke any
spokes, but the rear hub came apart on the
fourth day of testing when the spoke
flanges on both sides of the hub disinte-
grated.

In almost every case of spoke, rim. or
hub breakage, the spokes had been
checked about 15 or 20 minutes of riding
time prior to the failure. And we con-
tinually found loose spokes just eight or
ten hard laps after checking them for
tightness. Which means that with the stock
wheels, there’s a pretty good chance of a
spoke failure in the course of a moto.
regardless of the kind of maintenance you
perform beforehand. With the exception
of the rear hub breakage. the back wheels
of the bikes were fairly sturdy. But the
YZ’s front wheel was only acceptable, the
Honda’s front wheel was frail. and the
RM’s front spokes were a pain in the neck.
Better wheels are the only answer.

Otherwise, the reliability problems we
encountered were of a less disastrous na-

Continued on page 76
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ture. The Suzuki was the most dependable.
its biggest non-wheel-related ailment
being a tendency to stretch the drive chain
more rapidly than the others. And the
stamped steel chain guide hit the ground
and bent when we stuffed the RM into the

bermed. sandy left-hand corners on one of

our test tracks.

The Honda lost one of its head pipe
springs once. and shed the spring on the
bottom of the pipe three times. The left
fork seal blew on the second day of riding,
one of the seat bolts disappeared. and the
rear brake started sticking during a session
on a muddy track. Also, the sealing gasket
on the air filter element cage continually
came unglued and was a genuine hassle to
get back in place.

The Yamaha provided us with the great-
est number of niggling little aggravations,
starting with a disconcerting vibration-
induced noise in the exhaust system that
sounded like the engine was falling out.
We never found a way to cure the noise
completely. but at least it didn’t create any
further problems. The engine vibration
also caused the upper rear motor mount
bolt to break, and the lower rear motor
mount bolt to fall out. The clevis pin that
connects the clutch cable to the actuating
arm on the engine fell out, and the front
brake cable adjuster broke where it screws
into the brake backing plate. The steering
head bearings loosened considerably, and
we once tweaked the front fork out of
alignment without falling down or running
into anything. At the conclusion of the test,
we also found that the vertically-split, two-
piece plastic airbox had broken at the
bosses for the three screws which hold it
together. This allowed the two halves to
part and mud and dirt to enter the intake
system.

The lesson here is clear and simple:
Motocross—especially 125 motocross—is
by no means a maintenance-free activity.
If you ride competitively on a stock motor-
L\LIC you'll spend as much time fiddling
with the bike as you will riding it. And
you'll be an expert wheel truer bclore long.
Stronger rims and spokes will help im-
mensely. though, and Loc-tite and safety
wire will prevent a lot of other things from
parting company.

CONCLUSION: Last year, we had no
trouble deciding which bike was the best in
our first 125 Shootout. But this time it
wasn’t so easy. These motorcycles are so
good and so evenly matched that coming
up with a cut-and-dried. hands-down win-
ner was impossible. Nevertheless, our staff
unanimously concluded that for an aver-
age rider on an average motocross track,
the Suzuki RM125A is the best choice. Its
predictable nature, versatile handling, and

tractable power keep the rider out ol trou-
Continued on page 78

1976 AMA
COMPETITION
YEARBOOK

If you are a serious motorcycle
racing fan the 1976 AMA COM-
PETITION YEARBOOK is a ‘must
read’” publication. The ‘75 AMA
YEARBOOK was hailed as the
finest motorsports yearbook and
the best buy to come along in a
long while. For ‘76 we've added
dozens of photographs, many in
color, making the book an even
more valuable souvenir.

Review the important motorcycling
events of 1975 in photos and lively
features. If you read the ‘75 AMA
YEARBOOK you know what we're
talking about. If you didn't you
owe it to yourself to order the
1976 AMA COMPETITION YEAR-
BOOK today.

READ ABOUT ...

Gary Scott, Tony DiStefano, Marty
Smith, Kenny Roberts, Jim Weinert,
Dick Burleson, Marland Whaley, Terry
Kinzer, Gerrit Wolsink and many other
top motorcycle competitors.

SPECIAL BONUS. ..

Included in the 1976 AMA COMPETI-
TION YEARBOOK is a 16-page section
of priceless statistics on the history of
AMA Grand National Championship and
Championship Motocross racing. A must
reference source for any serious fan.

ORDER TODAYP

AMA SALES

P.0. BOX 141 Westerville, Ohio 43081
PLEASE SEND ME____COPIES OF THE
1976 AMA COMPETITION YEARBOOK.
| ENCLOSE $— . (EACH BOOK
COSTS $3, INCLUDING POSTAGE AND
HANDLING.

NAME
ADDRESS
CITY. STATE

Zp-u ot -
ALLOW 2-3 WEEKS FOR DELIVERY
OHIO RESIDENTS ADD 4% SALES TAX




Ocelot the Affordable
Frame Mount Fairing

39995
Suggested Retall

MOUNTING HARDWARE

Shown s the $99.95 mig. sug-
m-c retall price e
2 ht, dealer Instaflation,
stale and local taxes. Price
subject to change without
mu Prices apply to US

Ocelot is proud to introduce its new “Airstream MKI"
fairing. We believe the fairing to be the best on the
market today. Outer shell of color impregnated
acrylic with fiberglass permanently bonded. The
fairing is equipped with a pre-installed motor-
cycle headlight, 50 watt, hi-beam; 40 watt,

low beam. DOT approved clear windshield

and holes predrilled for using your stock

tum signals. Heavy duty welded steel
constructed frame mount. Rider comfort

and price were the utmost in design of this

fairing. We elected not to install a small

glove box that would raise the price $100.

The unique mounting system will fit most
Hondas, Yamahas, Kawasakis, Suzukis

Ocelot Exg.
..‘.' Pnonug;, "“'

3030 Cajon Blvd.
San Bernardino, Ca. 92405
(714) 887-6467

CERTIFIED
{/ MOTORCYCLE
MECHANIC

This future Pro is learning to
check out and tune a motorcycle
under simulated road conditions

/ instruments to test power, torque
/ and cylinder head and exhaust temperatures.
Every Pro who graduates from AMI spends many hours
in this and other Diagnostic and Testing Labs as part of
o>z the 450 hours of intensive training required to earn his
certificate. The 12 week Residence Course is approved
for veterans. Home Study Courses are also available.
To learn more about this career opportunity send in the
coupon or call TOLL FREE 1-800-874-0645.

Florida residents call 1-904-255-0295 collect.

AMERICAN
MOTORCYCLE
INSTITUTE

1445 SKYTROOPER ROAD 5710 W. MANCHESTER BLVD.
DAYTONA BEACH, FLA 32014 | LOS ANGELES, CAL 90045
== == == SEND MORE INFORMATION T0=— — — = =

NME AGE 76-7-12
STREET

ciry

STATE ZIP

PHONE [—) VET
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Continued from page 76

ble, yet it is quick enough to run with any
box-stock 125—and equal to quite a few
modified ones.

But this was no runaway victory for the
RMI25A: The Yamaha was favored by
several pro-class riders who tried all three
bikes, and the Suzuki was liked best by
most of the Novice, Intermediate, and
Junior riders who participated in our test.
Very few riders liked the Honda best,
although it proved very effective on some
tracks, like the reasonably smooth Shadow
Glen course at Indian Dunes.

What this apparently means is that if
you have the experience and ability to deal
with the YZ’s slowish steering and semi-
squirty power, you may be able to go faster
on the Yamaha. Or if you ride on smooth
tracks with lots of flat, sweeping corners,
the Honda may be your 125-class cup of
tea.

But if you're just an average rider com-
peting on an average rough motocross
course, we think you’ll do better on the
Suzuki. And since there are more average
riders than there are pro riders, and since it
is the average rider—not the pro—who
relies on magazine tests to help him select
a bike, the Suzuki is our choice as Best 125.

There are no bad motorcycles here, so
you’ll get a competent motocrosser regard-
less of which one you choose. The wheels
leave a lot to be desired, but one way or
another, you’ll have to cope with that
problem on all three bikes. And with all
the hop-up stuff available, most of the
handling or power deficiencies of all three
bikes can be overcome fairly easily. With
those considerations in mind, then, the
best bike for you could be determined by
some other consideration, like which
brand has the best dealer in your area, or
which dealer will give you the best break
on parts and accessories. In the long run,
those factors could prove to be more im-
portant than the actual choice of the bike
itself.

The 125 motocrossers have come a long,
long way in a very short time. If you want
to find out just how far they’ve come, go
look up a few of your buddies . . . you
know, the guys who own several-year-old
250s and 360s, and talk them into a race—
say. a 20- or 30-minute moto. If you’re as
good a rider as they are and want to save
them some embarrassment., be compas-
sionate. Give them a head start.

the great
Gleansu)
kit

Simichrome Polish for all metals,
Blueaway for high temperature dis-
coloration on chrome pipes. Avail-
able at most cycle outlets. If not,
order direct. Simichrome, $1.50/

tube; Blueaway, $2.15/bottle.
Dealer inquiries invited. .

"HAPPICH
* Simichrome Polish

Polishing paste
- .

& BLUEAWAY

products of

@ COMPETITION CHEMICALS, INC.

Box 141, Dept. 302 lowa Falls, la. 50126

We Solve
Frame, Spoke

and Wheel
Problems.

® Expert frame straightening.

® America’s largest source of spokes.
Tell us what hub and rim you have.
We will furnish the spoke you need.

® Complete wheel lacing service.

® Send 50¢ today for catalog.

BUCHANAN'S

FRAME SHOP - 629 E. Garvey Ave. » Monterey Park, Calif. 91754 « (213) 280-4003

ONE DAY AAIL
ORDER SERVICE

ON HARD TO FIND PARTS FOR BMW
HONDA KAWASAKI HUSKQVARNA
YAMAHA TRIUMPH NORTON &
CANAM. 120 PAGE RETAIL CATALOG $2.
REFUNDED ON FIRST $5. PURCHASE.
BIKES AND PARTS SHIPPED ANY-
WHERE. WRITE TO:

DEPT. G

OR CALL

617-254-1150

124 BRIGHTON AVENUE, BOSTON
MASSACHUSETTS 02134

CHROME PLATING
Steel & Aluminum Parts Chrome Plated
GRAVES PLATING CO.

P.0. Box 1052, CG, Florence Ala. 35630
Phone (205) 764-9487

* QUALITY PLATING SINCE 1945 «




