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BYCLE ROAD TEST

SUZUKI LE MANS

The test: Los Angeles to New York, quick. How fair is that?

he maost surprising thing about Suzuki's T30cc water-cooled three is

that it took so long to get here. Spy-type journalists began 1o get sneak

photos of the big machine three years ago, two years before its first
public appearance at the Tokye Motor Show. The GT-750] Le Mans has
all the features forecast by the show model: water-cooling, electric start,
threz cylinders, twin dual-leading-shoe front brake, and the host of exotic
poodies we've come 1o expect as standard equipment on the new breed of
big bikes from Japan.

But what kind of big hike 15 the GT? Is it a go-fast tire smoker for the
fulfillment and self-expression of the drive-in denizen? Does it cruise effort-
lessly at 100 mph, taking the curves like a tracked streamliner? Does it stop
quickly? Could it possibly be or do all these things? [s it indeed a superbike?

It could have any kind of personahity hadden behind the radiator. Su-
zuki’s recent history told us the machine would be mature and easy-going.
But how to find out for sure? Bun it 3300 miles, that's how.




fine hubhled to life at the merest 1ouch o
the button, a characteristic which remainad
throughout the test. Idling sound. s omim-
pressive, like all two-stroke street bikes, aad|
dense grey smoke poured from the muffles

Clutch pull is extremely light (measurail
later at fve pounds) As with all Japanez
machines, the shift 15 on the left, and 1
rear brake 15 on the right. Pushing down e
the left pedal brings Forth a r;:-'.ﬂ-um@ingf
clunk as first is selected. Opening the thee:
tle and slowly feeding out the cluich levs
brings initial motion 1o tle bike in cushy
stages. You can fecl little surges as the levir,
comes home, but i's all smooth with no me
tallic feel.

Cur mitial impression of low speed har-
dling was one of heavy clumsiness, a fecling
which we later found to be caused by brutal
ly tight stecring head bearings. Any friciie
will cause slow, heavy-lfeeling handling. I
the bearings are loose, the bike is likely 1t
waobhle or weave at high speed. With :h

Botiom of eplinder shows ingenious franter port plocemert 1o save space. Combustion ehamber spacing shows extra room needed for prisnary drive.
FIRST IMPRESSIONS: The Le Mans is a e A bearings praperly adjusted, the 750 had &
big, long and heavy motorcycle, You can amazingly light feel at 15 mph, much li::t
definitely feel the heft of its 530 pounds curb the Honda 750,
weight, standing astraddle the big soft seat Onee the engine runs for a couple of min-
and letting the machine fall slightly to either utes, the smoke disappears. The cause of the
side of balance. Our six-foot rider can com- smoke 15 an automatic crankcase :quhuﬂ
fortably touch both feet when seated. An- that sucks any residual oil onto the pism’
other i five-cight and has to tip-toe, but 5 skirts for imitial lubrication. Once the engiuf'
comfortable. Seated height is two inches is running on the oil metered by the injse y
Iower than that of a 730 Honda. tion pump, hardly a trace of smoke is m}.h
All the switches are within vision and from the pipes.
easy reach. The ignition key is on the steer- Sitting still, with the engine purring awsy
ing head between the speedo and tach. A at idle, the engine jumps around fitfully,
panel on the left handlebar grip houses four the rest of the bike is calm. The whale powa
swilches: the top a three-position turm indi- plant is rubber mounted! Wow, we thought
cator, the second a combination off-low-high And sure enough, all the engine mounis
beam switch for the headlight, and the third were full of little rubber doughnuts and sps

a horn button. On the right handlegnip is an “Whar happens when it runs out of water?™ cers. Even the exhaust systems are couplad

emergency ignition toggle switch, and below to silentbloes at their rear mountings,

it is the starter button. Moving away from a stop is efforntless e
A small thumb lever mounted near the the big Suruki. Low pear ratio i sel ald

clutch lever controls the ¢old-start enriching rock-bottom 14.85, to minimize sialling. B

device. It was a hot day, so we tried the start cause of the low gearing and the progressie

button without pulling the énricher. The en- clutch action, the Le Mans 15 less demond



g 1o ride in stop-and-go traffic than is the
'i-'llmda Four with its quick clutch and 14.0
dow gear ratio. Unfortunately, the bargain
Eﬁg_ﬁn-'t work for Suzuki from there on out.
Ahuge gap between low and second eosts it
mightily in a maximum acceleration run,
Als, when downshifting, you have to allow
the revs 1o fall quite low in second before
fﬁﬁ:ﬁh}_g-ﬁm gear to keep the rear wheel
froe hopping.

-~ When ndden conservatively, the 750's
minners are impeccable. It is very smooth
m]'l-'u‘j. quiel. Its quietness, in fact, causes
moal af the casual remarks one gets from
passershy.

The nest morning, we took our charge to
searhy Drange County International Race-
Way's super sticky dragstrip. Two main im-
pressions quickly came to the fore: the big
Suzuki, despite its enormous low-end
orque, B not all that quick or fast in the

- gquarter, when compared to others of the

- dame size and general classification; and the
L Mans 15 exceptionally smooth and com-

 fortahle and easy to ride, fast or slow.
Though we could get a good idea of the

bie's character that day at Orange County,

- theengine was ailing. Times got progressive-
§ worse and finally, on a long plug-check

- un down the back of the road course, one of

fhe pistons started to tighten, A representa-

- tve quarter-mile test would have to wait.

- SETTING UP THE TRIP: Since the leading
dogan in Suguki's advertising campaign is
“Built 1o take on the country,” we decided

0. ga just that: ride the 730 from Los Ange-
e to New York City, A coast-to-coast trip
i motorcycle today is nothing compared
_ii1& the bummer which faced bike riders s
e years ago. The Federal Tnterstate High-

way System is all but complete and the de-
pendability of most modern bikes is quite

e, Becavse of construction detours and
the like, though, and up-to-date route miap,
with current road conditions, can be very

nelpful. In this respect, the Automobile

Club ol Southern California (2601 5. Figuer-
bt Los Angeles, California 90007) came
through like Santa Claus at an orphanage,
The club’s membership is open to cvelists
end [eatures free 24-hour road service, as
well a5 the route-planning and map service,

The first portion of the trip, from LA to
El Paso, was B85 miles, The total length was
divided into threc sections, The other two
were from El Paso to Adlanta, and Atlania
taNew York. Bryon Farnsworth got the
firit lep, Jess Thomas (heing a native Texan
ad knowing the language) the second and
fagest leg, and Frank Conner (old home
twn: Dalton, Georgia) got the anchor be-
(#iee be would be least likely to get nabbed
by Officer Friendly. The whole route would
ipan roughly 3500 miles through every kind
elad riding this country has 1o offer.

fadinir-cylinder-carl-air oleaner group shows most technically interesting details of new Suziki

Though lis
Definition Is A
Little Vague,
The GT-750J Is
A Breakthrough
In Quiet, Fast
Motorcydling.

Just to provide a little insurance, Suzuki
decided to make pravision for an emergency,
There would be a service representative in
Dallas and Atlanta when we were scheduled
to be in thoss areas, and a spare motoreyele
would be on tap. Suzuki imports their own
oil from Japan, and recommends it for all
their machines. CCI (for crankcase-cylinder
injection) oil and coolant for the radiator
would be sent to predetermined spots along
the way.

BRYON'S RIDE: 1A 10:00 A M. traffic
was fairly dense on the smog-shrouded San-
ta Ana Freeway as we nudged our way be-
tween an old lady wearing a cowboy hat in
her new Chevy pickup (shod with 10-inch
wide mags and a “Keep On Trucking” decal
in the rear window) and a Hound-bus, all
doing 75 in the Fast lane about six feet apart.
The 730 Suzuki instills confidence in such
heavy traffic. Its huge turn indicator lights
have just the right cadence to let people
know vour intentions, without seeming to
demand the right-of-way. And the hike is so
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At 80 mph, the 750 weter-conled three is absolutely the smoathest and quictest big bike weve ever tested.

quiet that it doesn’t arowse resentment,
Changing lanes doesn’t produce that knot in
your stomach that some big bikes do.
There's a slight blump-blump as the new-
style Bridgestone tires (3.25 x 19 front, 4.00
% 18 rear) cross those damned series of metal
discs used Tor lane dividers, You can feel a
telegraphic interruption in the bars, but
there's absolutely no tendency to oscillate or
aversteer. In tight freeway traffic, fourth
gear gives almost perfect speed range and
provides really quick aceeleration. Five
thousand rpm gives a true 60 mph, and 6000
15 equivalent to 75 mph. Speedometer error
was high: indicated 60 mph was a true 55.9,
and indicated B0 was really 73.3. Our only
dense-traffic gripe was with the mirrors.
They're made convex to give a wide field of
vision, which works well when a car is 10
feet behind you. But the mirror image gets
big quickly: an object 30 feet back looks to
be 30 vards.

The pace dropped off considerably when

we hit Interstate-10, and we relaxed to con-
centrate on the feel of the machine. “Tur-
hine-like smoothness' is a well-worn phrase
in the motorcycle road tester's glossary. The
fact is that not very many machines really
live up to the term’s meaning, or deserve the
praise. The 730 Suzuki does. It ranks with
the Honda Fours, the BMW-T73, and the
Guzzi V-7 as the smoothest machines on the
road. When accelerating hard, vou can feel
periods of light vibration come and go as the
revs climb and fall with the gear shifts, And
between 6000 rpm and 7000 rpm, in any
gear, there is quite a buzz in the handlebars
and footrests. But if you run up to 75 or 80
mph in fourth and shift to high, all you can
hear is the wind tearing at your helmet,
Cruising at 20, it is absolutely the quietest
and smoothest motoreyele we have ever rid-
den. Bar none,

While we were cruising southeast past the
Salton Sea, Highway &6 dipped to 200 feer
below sea level, and the air temperature

soared to 95 degrees. The water gauge nee-
dle barely hovered past hall way, as the ther-
mostat in the cylinder head opened to allow
full water circulation. The water pump is
hidden under the gearbox, covered by an
aluminum plate. The Le Mans was the event
of the day for the pas station jockies, and
find-the-water-pump became the inevitable
pastime. “Say, that mor-sickel’s got a raid-
ater on it. Whur's thu wa'er pump?” Hard
to say, fella,

Across the desert, cruising steadily at 80
mph, with occasional bursts to 90 and 104,
praoduced an average gas mileage of 38.4
mpg. The resettable tnip odometer read be-
tween 129 and 135 when the engine would
begin o sputter its request lor the reserve
supply. Reaching down to rotate the fuel
valve ninety degrees, so that the pointer wag
siraight forward, was a touchy operation.
You have o look down o make certain the
marks are aligned, IT the valve is partially
off, there's always a danger that the engine




Fressure-type radialor cup rests under hinged cap or gas ok
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will starve enough to overhaat. The valve
shauld have a positive detent to indicate the
reseTve position by fesl,

After a welcome night’s sleep in Tuscon,
it was time to hassle with the chain again
pefore continuing, Every second gas stop,
the chain had to be hand-lubed, and every
fourth stop required an adjustment to take
aut the slack. We purposely left Los Angeles
with only those tools and materials that
came with the bike, just as an average new
pwner would, From the first chain adjust-
ment it was obviows that the rear-axle-nut
wrench supplied in the standard tool kit was
far from adequate. Even using the extension
fuled to allow enough leverage to loosen the
arle. Since there were no hardware stores
open wien we were in their vicinity, we were
farced to rely on service station Crescent
srenchies

Lubricating the chaim was a constant pain
a5 well. Mo provision for erther automatic ar
manual chain oiling is provided on the Le

We feel tank stripes rab dignity from an atherwise subile motercrole.

Mans, Until we could find a bike shop open,
we had to fGleh o1l fram the drain racks in
the service stations,

The remainder of the streteh into El Paso
was pretty much just a proeess of filling the
tank and watching the odometer roll
around. Mot even many buzzards out there.
JESSS SEGMENT: T had winged into El
Paso the previous afternoon and had spent
the evening in a solo margarita-and Chihua-
hua-food tasting competition acrass the
foot-path border in Cuidad Juarez. The re-
sulting carly retirement that evening had me
up with the sun the next morning, waiting
for Hryon, He came lurching, red-eved and
mumbling with fatigue, into the Holiday-Inn
coffee shop about 10530, The bitter, black
coffee and sanguine steak restored his facul-
tics somewhat, and he turned over his maps
and gear. On going over his notes, the only
other things he found bothersome after
hours in the saddle were the handlegrips and
the sear strap. The grips are the same radial-

ly vaned ones used on all Suzukis. Bryon felt
that smaller diameter, smooth grips would
be more comfortable. Since the 750 is so
smooth, the vanes are not needed 10 dampen
handlebar vibration. And the scat strap
crosses right under where the rider sits,
causing a chafe that begins to smart after
sbout the tenth hour in the saddle. Farns-
worth stumbled off to bed while T phoned
the local Suzuki dealer to inguire about us-
ing his tools. ;

The drive chain and rear sprocket were
shot. Red oxide flaked from each link of the
chain and there was a good four inches of
slack at the midpoint of the lower run. The
sprocket teeth were whipped and eroded to
hialf their original size.

Benitn, the shop foreman at the Svzuki
agency, was extremely_helpful, but had no
rear sprocket that was anvwhere the night
number of teeth. The sprockets from the
300co bike seemed to have the same halt pat-
ternt, but were much smaller. The chain was
tight and waorn, but didn’t seem to have any
damaged links. We loosened and lubed the
chain as well as possible, and then adjusted
it 5o that there was about an inch of play,
We boughi some real chain lube and some
Face shields, thanked Benito, and left,

By this time, half the Suzuki enthusiasts
in El Pazo were assembled to inspect the
750, In an odd mixture of Spanish-English,
we plaved vet another round of lind-the-wa-
ter-purnp. Some thooght that the little elec-
tric fan, that draws air through the radiator
when the bike is caught in traffic, was cer-
tainly the pump. The fan is supposed Lo cut
in automatically when the waler tempera-
ture reaches 220 degrees, ar right at the bol-
ing point in the pressurized system. As our
bike never got anywhere near that hot, the
fan remained as a curiosity Tor us.

Aside from the radiator, styling and finish
brought the most frequent comments from
bystanders. The paint on our bike was called
Mewport Blue by Suzuki, but was more
green than blue. Two plastic side pancls, the
fuel tank, two radistor end covers, and the
headlight shell are painted this blue-green. A
black frame contrasts with all the chrome
plated or polished aluminum surfaces of the
massive engine. Further black splashes to
breakup the brightwork and paint appear on
the muffler tips, seat, radiator, fork boots,
instrument housings, and handlebar grip as-
semblics. Both fenders are mirror-finish
stainless steel, as is the taillight bracket. The
fuel tank has a squarish, bulky shape that is
absolutely in proportion to the bike's size
The only things we didn't like about the
richly detailed machine were the gaudy
white panels on the fuel tank and the phoney
air slits on the side panels. Too, the huge
SUZUKI panel on the tank is as out of place
on the elegant machine as coon tails or a



whole set of electric lights in the spokes.

Back on the road, we passed places named
Eagle Flat and Borracho. Miles and miles of
flat, straight road, flat and straight at 4000
feet, The bike didn't seem to suffer any at
the altitude: 80 mph still seemed to be the
aptimum cruisime speed: 90 made lots more
wind pressure and made our arms ache from
hanging on 50 tightly. A throttle friction
brake would be nice on those long, straight
siretches, so that vou could rest either arm
once in a while.

We tired of borrowing from the stations,
s0 the next auto supply was visited in quest
of a wrench to fit the rear axle nut. “We
aingano mullie-meter ranches,” was the
greeting we got, We allowed as how a '%.-
inch combination would work just fine. The
fellow repeated his original remark, and we
repeated ours. “Damn-fool,” he muttered, as
he took our money. The wrench did fit,
however: like it had eyes. From there on out,

adjusting the chain was a 5-minute chore,
without the knuckle-busting.

The Le Mans eats lots of oil: an average of
a full tank (rwo quarts) every 600 miles. And
filling the plastic tank is often a very messy
operation. Access to the tank 1s made by lift-
ing up the hinged saddle, which pivots over
to the left side of the bike. A cap down be-
tween the tool box and batlery unscrews Lo
reveal a quarter-sized hole. Fine! A guoart
can of oil and a quarter-sized hole, We usu-
ally ended up making a funnel out of a piece
of cardboard, and still managed to spill oil
all over the toels and spare sparkplugs. We
ran low on oil again, at 2:00 in the morning,
just outside of Fort Worth. The truckstop
had never heard of two-stroke oil, 50 we had
ta put in a quarf of H-I3 20. The plain oi
smoked a little, but was otherwize ok,

Late the next morming, we called Suxuki
to ask about getting a new chain and sprock-
el, Their man, John Sperry, was in Dallas,

and would be right over. John had the spare
bike with him, so we robbed itz sprockets.
Since the exhaost pipes cover the axle on
both sides, the swingarm is slotted at the
rear 50 that the wheel can be removed by
just loosening the axle, The chain, however,
is the type that has a riveted master link
You have 1o have a chain breaker (o remove
the wheel, and there 150t one in the tool kit
You also need some kind of tool to re-rivet
the new link, If Suzuki has this tvpe chain
on later production bikes, owners will have
o find suitable tools. Hopelully Suzuki will
have them available,

With the replacement sprockels and new
chain in place, we looked at the plugs The
standard oil had left a heavy, caked, ligh
brown deposit on them so we replaced the
plugs and drained the remainder of the ol
John filled the reservoir with CCI odl and
gave us an extra supply for the trip.

Continued om next poge

Price, suggested retail

Specific brake loading

sUZUKI GT-750J LE MANS

........ West Coast, POE 51575
Tire, front ., ... .3.25in. x 19 in. Bridgestone 21 FZ Rib
rear ..........400Iin, x 18 in, Bridgestone 21 RZ
Brake, front ., ..o e o FBlLin x 1.0i0n. [x2)
=]

Brake swapt area ..., ..

..... 8.1 Ibfsg. in., at test weight

Lnversal (directional)

e 40300 % 1.B25 0N,

100 “f'ﬁI' Illm?l . .'“:'. = .Eﬂ _ .EEI. _ .Jm. — IJEE' Ergine type . . Water-cooled piston-port two-stroke triple
. siﬂnﬂi,-,g ILM"W - g Bf;.*r:-: anrf stroke oo 2.7%in. x 2.52 in., 70mm x S4mm
E | , ‘,’ i Fiston-displacement .. .. oLl oot s 45 o in., 7380
= - Ea . Compressionratio ... ................  B.6:1 lactual)
N / f 7 i Carburetion , .. ... .. .......... 3 32mm; Mikuni
== P P i BTN o scor oot it Dry treated paper
E / X i i . lgnition . ..... .o Battary-coil, bragker poinis
70| R . BhE @ rpm 67 @ 6500 rpm
- / . / / s, Z BADHET D00 YDM LD GRAF -, e i i e o 15.8
&0 ' ,"J -] PUBE CAPEEIY v e s S e s Al
E [J /// 4 ;"E LIk G mII e i e S e e 4 pints
50 / okl Lighting. . ... .. 12w, 240 watts
: / / / / P Battery .. ... 19v, 14ah
a0 . / / § Gear ratios, overall ... ... (1) 14,85 (219058 (31 712
- f’f/ ¥ - (4) 5.86 (5] .82
B / ///, .-""* N Wheelbase ........................58.5in, nominal
A // i ] Seal height L, L, e 3 BN, with rider
E / K / / _ Ground cClearancs ... ... 5.5 in., with rider
20 /_! " ] Curbweiaht. . ......._.._. 528 1bs., with %-tank of gas
-{ % / o 688 lbs., with rider
] Instruments ... ... ..., 180 mph speado, 2000 rpm 1ach,
{ W ; wea ey ||.'\3'IHF':I H'rlll!.Jl?‘
- J AN R W ] I WS e 0-60 mph | e DA S o e B L .
0 SECONDS 10 15 20 23 30 standing start Momile L L. L0 L 1367 seconds, 94.04 mph




SUZUKI

The radiator cap is under’a little hinged
doar at the front of the fuel tank. The pres-
sure-lype cap i5 identical to the common
auta variety. A peek at the water level
ahowed it to be at the bottom of the fller
fube, Just right. We didan’t towch the tim-
g or anything, John split immediately for
Aflanta; we left the next morning.

The stint from Forth Worth (o Meridi-
an, Mississippi was completely nneventful.
We soon got tired of the Intersiate and be-
gan cutting off onto the local roads for
some diversion. The food wasn't any het-
ter, and barking waitresses and the jukebox
wailings of Merle Hagpard and Buck
Owens, all contributing to that peculiar
self-pity atmosphere in a late-night truck
stop. Throbbing heads, bloodshot eves, and
greasy food. Belch.

The Suzuki was as ready as we were the
next morning. Running along at 90 for
hours, the 730 was purring like a Jacuzzi
water pump in a tub of bath water, and the
temp gauge hovered in the green.

Interstate 59 out of Birmingham was
nearly deserfed as we neared the Georgia
border. We decided to see how well the
[roml brake worked. A panic stop from 8D
produces little fade; the Feel remaing con-
stant, but the power isn't all that preat.
You can't come close to locking the wheel,
even if you pull as hard as you can. It
hauls the machine down okay, but not any-
where near as quickly as the Honda dise
would, Repealed consecutive stops did
bring on fade: We could pull the lever all
the way to the handle grip, and the Le-
Muns just kept rolling, There are vemtila-
tion scoops and outlet holes on the backing
pietes of the twin-sided brake, but these air
passages are normally covered, The covers
are removable. We took them off and re-
peated the brake test. Fade still ocourred,
but recovery time was drastically reduced.

The cable-operated rear brake has a
spenpy, indefinite feel, and requires lots of
pressure to get effective braking power,

Aflter an easy ride to Chattanoopa, we
lizrned south on Interstate 75 and followed
it 3 miles ta Dalton, Georgia, where
Frank Conner used to live. While T sat on
his porch and nursed a cool one, Franko
fook the Le Mans a short distance down
the Interstate, to see how fast it would po.
While sitting upright, he could only get
100 mph indicated; we agreed that the ma-
chirte was losing the fine edge of its tune.

That nighl we checked the radiator sup-
piy: it was full, We filled the oil reservoir
with CCI luhe, Then we tightened the rear
chain (quite a bit) and lubed it carefully.

The next day—Thursday—we decided
ta shoot some photos of the Le Mans in
getion, because Dalton is surrounded by
respectable mountains with narrow wind-
ing roads—lots of hairpins and switch-
backs. I ran the matorcycle through the
camers while Franka clicked his camera:

I'had left the rear shocks on their softest
silings to smooth out the cxpansion joints

1 the Interstate highways, and decided not
to change the settings for the comners. 1
found that the bike would hold a pretey
good line through corners, but the combi-
nation of soft shock settings and the over-
tightened stecring head gave me small os-
cillations that would cause the motorcycle
ta drift slightly off its line.

At lower speeds, I could get the bike
heeled over to a Fairly-respectable left turn
lzan angle before the centerstand would hit
the pavement; the bike would lean farther
to the right before the centerstand and a
mufler would ground simultaneously.

At high speeds, the increased loading
would cause the suspension to compress
more and reduce the cornerng clearance.
The result was an insufficient amount of
lean gngle when metal began to scrape.
FRANKQ'S RIDE: The trip began with a
ride across the top of North Georgia. That
road crosses almost every wrinkle of every
mountain along the way. There are lots of
slow corners, and if vou try to hurry too
much, you'll get to check out the glide ra-
tio of the motoreyele as you hurtle off a
cliff. We elected to wse lots of revs in the
lower gears for that pant of the journey.
Except for the jump between first and sec-
ond, the gear ratios were spaced nicely—
about 1000 to 1500 rpm between each one.
And the powerband was wide enough so
that you could be sloppy about shifiing, al-
though for cornering or passing we liked ta
keep the revs between 4500 and 7000,

Although weighing only 133 lhs, I've
never before experienced any problems
steering the big bikes with body lean; on
the Suzuki | found it easier to lean the bike
by using opposite lock on the handlebars. I
coubdn't seem to held a precise line in a
COrner—an a5 to run over a particular dis-
colored spot or crack in the asphalt that
we'd spotted—and that was unsatisfactary.
The situation was not dangerous—it was
Jjust disappointing to a rider who feels that
onc of the main pleasures of riding is that a
motorcycle is so much more responsive
than a car.

Similarly (and partly for the same rea-
som ), the suspension was a puzzler—it
wesn't consistent. Sometimes the bike
would go over small bumps so smoothly
that you didn't even know the bumps ware
there. At other times, on the same kind of
bumps, the forks would refuse to compress
at all, and then the front end would wiggle
back and forth. One time when the ma-
chine was laid way over in a corner, the
front wheel hit a8 loose rock about two
inches in diameter. The bars did a guick
tank-slapper, and the bike checked out
both shoulders of the road before it decid-
ed to settle down again. In curves with lots
of bumps, the machine sometimes wanted
to walk toward the outside of the corner.

Except for the handlebars, the Le Mans
was well luid out for a 5°8° nder. The wide
gas tank was okay, mostly because the
footpeps were spaced o far apart; the short
rider can press his knees against the tank
to become more of an extension of the hike

when hauling it down into corners. .

The handlebars didn't have enough rise
or rearward rake, which madce us sit too far
forward on the saddle, which in turn put
too much bend in the knees. Such a posi-
tiom is tiring on long rides, and it doesn't
allow you to brace yvour feet when acceler-
ating hard or slowing fase.

" The throttle linkage return spring is too
stiff; it wasn't as bad as the sctup on & CB-
750, but it was bad enough to force us to
hang both hands halfway off the grips and
git cocked to get enough leverage to hold
the twistgnp apen for long periods of time.

After a few hours of fun in the moun-
taing, the motorcycle got sick and would
cut out badly at &5 mph. We were nearing
Athens, Georgia, 50 we decided to stop
aver for the night.

Late Friday morning, we got up and
pulled the Suzuki's sparkplugs. The elec-
trodes were badly worn, and the exposed
surfaces were covered with heavy deposits,
light-brown in cotor, Part of that problem
resulted from feeding the machine high-ne-
tane {leaded) gasoline, when the bike had
been sel up to digest low-nctane fuel only,
We installed new plugs, and the machine
perked up instantly; it would again give us
100 mph indicated on the speeda.

We headed up I-85 roward Charlotie,
After a few hours of that, we noticed thai
the padding material in the saddle was too
soft; it seemed to bottom against the pan
during normal riding, contributing to a
sore butt. The Suzuki saddle does not seem
to be as good (at least up front near the gas
tank}) as the ones on the CTB-T750, the
BMWSs, and the Guzzi.

When Jess climbed off the Le Mans in
Dalton, he commented that the bike was
very smooth and almost vibration-free at
normal touring rpm, but by now it was los-
ing its tune. Although very smooth-run-
ning from 4300 to 3500 rpm, it started vi-
brating at 6000—a high-frequency buzz
that built up in intensity to the 7000 rpm
redling, and worsened as the trip went on.

The instruments were easy to read: they
didn't shake at all. The temperature gauge
would move around slowly on its shoek
mount; everything else remained rock-
steady. The spesdo had 5-mph increments,
numbered every 20 mph: it should have
been numbered every 10 mph for casier
reading at a glance. The illumination of the
instruments proved to be excellent at
night, except for the trip odometer,

The Le Mans saddle has a lot of room to
carry people and things. We had Jess's
travel pack (Webco helmet bag) strapped
to the back of the saddle. Along the way
we added a 6’4" college student weighing
200 lbs. wha had his thumb stuck out, and
he rode along for 150 miles. As it was, we
weren't hadly cramped, and there would
have been all kinds of room if the bike had
been equipped with a luggage carrier to get
the travel pack off the saddle.

We had gotten off to a late, late start
that Friday morning, and somebody
turned off the sun before we reached Dwur-



ham, North Carolina. S0 we found out
about the lights. For a motoreycele, the Su-
zuki has an exceptional headlight. It
throws o long, wide pattern that illumi-
nates a lot of concrete, or objects that you
need to know about on asphalt.

Durham had a motel that beckoned in-
vitingly; there we tightened and lubed the
c¢hain (which had stretched alarmingly),
and we aimed a guart of CCI oil at the
little bitty filler neck.

Saturday morning didn't really dawn,
but the fog did get a touch thinner. We
wiped off the wet saddle with Kleenex,
zipped up the leather jacket, and towched
the Suzuki's starter button. Four-lane
highways all the way to New York.

As we made the loops bypassing D.C.
and Baltimore, the chain started stretching
faster, and the vibration started getting a
bit rougher, and we just crossed our fingers
and kept heading for the barn.

Manhattan! Traffic jams. Mo sweat with
the Le Mans, The temperature-gauge nee-
dle stayed right on the marker that said
everything was okay. The bike's accelera-
tion was good enough, and the clutch pull
was light enough, so that we made good
time among the steady stream of mobile
psychotics choking the streets and avenues
of the Big Apple. We found a garage.

Sunday morning we collected the un-

damaged, unstolen Le Mans_from the ga-
rage and dared the Long Island Express-
way. Jess was at Cpele’s shop, and there we
returned the Le Mans to him.
HOME AGAIN: Our first object upon ar-
niving back in Mew York was to get some
accurate quarter-mile times, Suzuki's serv-
ice rep, Willy Hardin, met us at our shop
to give the hike a thorough going-over,

Erosion of the contacts and wear on the
cam follower had drastically retarded the
timing over the 3500 miles of our trip.
While it's normal for the follower to bed-in
and require frequent initial adjustment, the
contact erosion problem will require sorme
adjustment in condenser value or eoil pri-
mary-winding resistance.

A new set of points, adjusted to break at
the correct time, restored the 750% fading
pep, and erased the incipient vibration in-
creases. Provision is made Lo set the timing
with either a dial gange or a strobe light.
Two sets of points are independently ad-
justable on the backing plate. Willy took
one look at the sparkplugs and asked what
kind of gasoline we had beesn using. High
test of course, Wrong, he said. These
things run best on the big-brand regular.

Re-synchronizing the carbs did away
with a slight unevenness when the engine
was in transition from idle. Removable
caps in the carb slide body made this an
easy task, There are circles milled into the
faces of the carb slides at a certain height.
The outer cables are adjusied so that the
circles all align with the bottoms of the cap
threads simultaneouwsly, Then the slide
stop adjusters (that regulate idle speed) ars
sab Lo contact the slides at the same time
and at the desired idle speed. You can hear

a distinct “clack” as the slides hottom,

Other maintenance tasks are quickly
and easily carried out. By lifting up the
seat, you can check the battery Auid level
at a glance. A srall level pleg is provided
to check the combined SAE 20W-40 gear-
box, primary drive, eluteh oil. The radiator
took about a cup of fluid to put the cold
level up into the small plastic expansion
reservoir, visible nnder the fuel tank.

With the maintenance done, we headed
for New York National Raceway. We
made 22 back-to-hack runz with less than a
half second ahd three mph spread between
the lot. Unlike other two-stroke machines,
the Suruki runs even stronger after a few
consecutive runs. With a perfect shot, the
elocks read 13.678 seconds and 94.04 mph.
The advertising brochure says that the bike
will cut a 12.6"second quarter. If it will,
it'll anly deo it on that secret Japanese Mo-
torcycle Industry test track whose starting
lights are approached with a bit of a run.

Mow that the action was over, we had
time to take the Le Mans to the Cyele shop
for a look .at the bike's insides. The mia-
chine comes apart amazingly fast. All the
water is drained by removing a single plug
in the bottom of the erankease. Just as on a
car, removing two hose clamps and a few
bolts frees the radiator. A passageway cast
into the crankecase, running under the left-
center mainbearing, takes water from the
bottom of the radiator to the water pump.
Femoving seven capscrews from a snail-
shaped cover under the engine allows re-
moval of a snap ring and the centnfugal
vane-iype water frump assembly. A long
drive shaft with a spiral gear on the end
protrudes from the pump, A vertical pas-
sage from the cutput end of the pump
leads to a hose, which goes to the eylinder
head. A thermostat controls how much
water poes through the eylinder and how
much pets diverted back directly {o the ra-
diator.

With the coaling components off, disas-
sembly 15 exactly like any of the twa-stroke
multiples, except the head and cylinder are
both one-piece castings. Within the cast-in
liners reciprogate pistons and rods indenti-
cal to those of the 500cc twin, The crank-
shaft halves are even the same diameter
and thickness as the twin pieces.

Ol for the erankshaft is pumped
through the mainbearings into centrifugal
feeders for the crankpins. After going
through the big-end hearings, the oil es-
capes into the crankcase 1o become part of
the fuel mixture. Additional odl for piston
skirt lubrication is injected directly into
the inlet bosses of the eylinder.

An excited field alternator rotates on the
right end of the crankshaft. All kinds of
things are on the left end. A cushioned
enupling connects reduction gearing for
the starter motor and combination water
pump-tachometer drive. The starter motor
iz behind and below the lefl eylinder, Out-
board of these drives is another coupling
that drives a self-contained breaker points
cam, complete with its own double ball

bearing support, This system of isolating
the points-drive eliminates inaccuracies
due Lo crankshaft runout at high revs,

Primary drive is vig a helical gear be.
tween the right and center cylinders, This
gear meshes with a larger gear on the
clutch housing. Gearbox oil passes up inta
the crankcase and lubricates these gears, a3
well as the' two crankshaft mainbearings on
gither side of the drive pear. An automg-
tive-type compression spring shock absor-
ber is between the clutch and drive gear.
The unusual feature of the cluteh is its
draw-type throw-out mechanism, which
does away with the old rod-through-the-
mainshaft bit and allows all the compo-
nents to be lubricated by the gearbox il
An entirely straight-forward S-speed gear-
box transmits the ratioed power to the
drive sprocket.

Three 32 mm Mikuni carbs are suzpend-
ed in rubber mounts at both ends. A plas-
tie plenum-chamber holds the micronic air
filter in flow-controlled space.

With all the components stripped away,
it is amazing how much the Le Mans
frame looks like the 750 Honda frame. Ex.
cept for the radiator filler loop in the top
tube, they're almost identical.

Riding the Le Mans was great fun and
waorking on it is just as appealing. Design is
uncomplicated and straight-forward, with
great attention given to areas that have
hampered past designs: things like ignition
timing drives, and crankshaft lubrication,
and engine vibration.

While we feel that the 750 Suzuki i &
breakthrough in the quest to design a truly
sporting long-distance touring bike, it stil
falls short in two major areas. No one
wants to have to stop and fiddle with the
chain every hundred and thirty miles. And
two-stroke oil, never mind iwo-stroke mo-
torevele oil, never mind Suzuki CCT me-
torevele oil, 1s 5till too rare to make a 600
tnile refilling interval painless. An oil tank
capacity of at least 4 quarts would help. Il
the cost be the demon that denies the con-
struction of the perfect tourer, we would
have pladly traded the electric starter for
an enclosed, constantly lubricated rear
chain, or, even better, a shaft drive,

S0, what . . . isit? It"s not a super-
bike—too big, too heavy, too slow, nat
enough attention to ultra-performance
brakes. Period. Again, it is a long-distance
tourer, eapable of deing—performing—all
the things that a tourer must to be success
ful. It's MNawed, though, by the rear chain
situation, and the oil problem, and its
seeming willingness to fall out of tune. The
flaws can, and will, be corrected, and in &
short petiod of time.

As a honus, wait "til] you see a couple of
road-racing 750 Suzukis at Daytona a
month from now, operating with about 104
horsepower. Gork! ]




SUZUKI 6T 750

Impressive touring bike with the smoothest power plant we’ve come across

HE Suzuki 750 rums o0 smoothly g
BMW seems, in comparisen, like w
Levland dies:l, Al very invidious, to
niwms narmnee like this, buat it was tos com-
peling an analogy to overlook. What gives
it particular point is that the chap whe
male the comment, after riding examples
of both marques, is not by any means an
expericnced motorevelist.  But he knows
i ‘L|'I.i|i5 o twao about the 3.6, "-“IEL"'L"I buins
preconceived notiong as (o the relative
merits of four-stroke and two-stroke (such
s almost all motorevelists of any standing
have), and bas certainly, dare we sav it, no
tendeney to stand o hittle straighter and
look wistful in the presence of o BMW
motorbike (such as almost all moter-
1':,"::]i.-:1.5-,= ol any :tl'.:l.l:il.lirl.g ]'J.:l.w:.}. He n'tlllpt}'
jumped-on one hike, rode it & few miles,
11511 1.]:1|: SATTLE with 1.]:1.4: 1}1.|'1|:.r.| |,:||:|.|.1 I‘.]h,ul CLETRe:
out with this remark about smoothness,
Well, if we may nssumc the mantle of
the Experienced Motoreyvelist we'll sav the
EMW issmooth, and he was exaggerating—
and 1 any ease the BeEmm has plenty of
lydable qualitics the Suzuki hasn’t—and,
wes, he owas right, wo,  The Susuki is
smoother, It shounld be, becanse its three-
evlinder two-stroke engine, with 120-
degree throws, pives the liring strokes of a
fowr==troke =ix, As yvou will koow, the
Suzuki 750 has water-cosling, The chizf
advantages ure extra mechanical hush,
beeanse of closer piston clearanees per-
ritbed by the more cven temperatures
Tl rnim::l, :.ulull ]:l:-' rienson of I'.hc :nuﬂli::g
l'!fﬁ_:-f‘[ af I].'I.'l_‘.' ﬁl.'."l‘l.i_'r-j:l.-l;l'.t-ﬂ-ll:l.g._, and & more
consistent, possibly higher, power outpul.
The drawbacks are extra complication,
weight and, mors importantin a way, a
lozs i the good looks department, Suzuki
obviously were aware of this last, knowing
the spurting  motorcyolist™s liking for
ondles of finning, So l-h-l.-}" 1hl.111_,]ufull:.'
cerweil ‘ﬁ-':,.r-.llgl.l.t—.l.:m:l, FEE T ..,|.|;,|-z|;|-|||l,.-¢|}
practical aense, quite pointlesa—fins on the
highlv polished jacket of the three.
What looks to be a five-gallon petrol
tank actually holds just aver 31, for at the
front it has to accommodate the hegpder
tank. acecssible through a hinged fap, of
the one-gallon cooling syetem which j=
actiated l'p:, v by pee peomp 10k I,..|'|.|_=.
erankease. A thermostat maintains only
o small gquantity of water in cireulatinn
wntil o temperature of 327°C is achieved: a
stmadl fun behind the radiator, barely
vigsible and never heard, chimes in when
the water’s temperature rises to 105°C, In
our time with the Suzaki the temperature
needle rarely got on nodding terms with
the: mid-wav mark on the dial—86"C—
and certainly never approached the 1057
marking, But presumably Suzuki hawve

Though the cylinder block (5 not perlicielarcly
2w ide the :ruu.ﬁm‘:uf! wedh it contact-breaker sets
{on thiz side) ond alternotor gives the pewer
il it impression of bolk

to bear in mimd mad Americans with a
penchant for low-gear work in the Majave
desert, as well as those chilly Britons with
eneugh bread to buy this behometh,
Apart from the water-conling, and the
three cylinders, the engine is conventional
enongh, with two-ring pistons operatinge in
cast-teon liners fn oo OTE-priace |i.l.-|hl.-::|||:|}'
evlinder block, There are five main
hearings, three contact-breaker sets at the
left end (nearside) of the crankshaft, and a
0 watt alternator at the otler cod: vhe
helical-gear prilsmr}' drive is taken From
between the middle and right {ofl}) sde
eylinders, The five rears are all indircet,
are conteolled Ir:,-' lefiside lever of COLrE,
and appear ideally saited to the 750%°=
power characteristics (ratios are 1492,
Q09,704,349 and 4,48 to 1, which means
about 4,500 r.pan. at 70 moph. in top)
How does the Suzuki go? It goes very
well.  Smooth—we've. said that hefore—
extremely quict, mechanically and on the
exhnust, comfortable, o delightful gear-
change, very regsonable roadbolding (our
TE0 was on noen-skandand British Avons,
325 and  4.00in) and  steering, with
maturally some effort involved in thresting
ita bulk down into corners, impressive
though not neck-jerking acceleration, with

waves of torgue thrusting on witheut
apparent pause at any point to 145 . .. 6

Cruwising for 1M miles of motorwey at
between 85 and 100 m.p.h.—which was
possilde, for reasens we need oot laboor,
anly  heeansse af the splendid rear-view
mirrors which presonted an unbloeeed
image at almest all speeds—the Suzuki
gave a less strainful ride than any bike we
have ridden in recent months at that sort
of austained rate Fven the fairlv high,
wide bars were not anesmfortable.  This
can be put down to the almost complete
lack of vibration from the engine, which in
addition to having a basically favourable
configuration to this end = mounted on
rubber. Some ofher owt-of-balance forces
were at work, bowever, as was evidenced
bv a frenzied back-and-forth movement of
the front fork at speed: between 80 and
G0, Im those 100 miles just over three
gallons of 95 octane petrol were consumed
v oo 3] mpg., we made ity which these davs,
thanks to the mind-bending example =ct
by spme smaller, air-cooled two-strokes,
can be aceounted almost moderate. At
0 muph, and with more average zoing,
eonsnmption improved to at least 45 mLp.g

Speed, handling, thirst, lights—yes, the,



lights were good —nothing to complain of
then . .. Well, yes, the brakes weren't so
bot. The front, two 500 units back to back.
giving {our leading shoes and about Blag

i of swept braking arem, was, quite
amply, shart of power: and the rear, a
sinigle unit, was so spangy in operation that
oe bad almost to dislocate one’s right
ankle to get much effect. Obviously the
front could do with a dise set up, nnd the
rear-brake operation, by cuble, would
benefit from a little work. Still, those are
lasically minar points. You could pro-
lably improve the front brake with a
change of lining material, or even change
the front brake altogether {and if you
et afford more than £750 for o motorbike
¥ou can entertain the notion of expending
a few more £5 to get the brakes right:
which is mot to zay that you should have
to). What is important is that this 750
Syeaki is at least 95 per cenl right. A
unique, delightful engine, eyele parts of
goad, proved quality, a geintilleting
performunce.  If you've always liked two-
wrokes, but wanted big performance plos
refinement, you will be pleased to be able
1o ignore Honda, BMW and the other big
valvers, That kink about refinement will
menn that von will have to drift an past the
big K., To the Suzuki GT750. Y euw'll like it.

And a ery: Why must
makers equate “‘super”
with weight and height?

TiElS type of machine, this monstrous
great super bike, is just not my sccne.
I should never have let mysell get talked
into riding it. For a start [ had to get the
Editor to hold it up for me while 1 climbed
—that is the operative word—on 1o the
sreat mattress of a weat, 1% not my faule
that T am small, and there are quite a few
athers my size.  It's not just the Suzuki,
it's all the other super bikes oo, Why
must makers equate super with weight and
height 10 a point which rules ont a fair
slice of the potential market? George
Brongh, rest hiz soul, made super bikes all
his life and even hall pints like me could
ride them and manhandle them. Mind
yor, they were bespoke and il you asked
vou could have them a trifle lower in the
saddle . . . Lawrence of Arahia was about
my size and they slipped a smaller than
standard back wheel in specially for him.
Oh yes, | know that times have changed
and pivol-fork rear suspension demands a
greater static height than the more primi-
tive forms of suspension and the great
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width occasioned by putting an engine unit
biz enough for a car in an cast-west posi-
tion demands cornering clearance.

But the Orientals love noveltice and
have a quite unbelievable desire 1o leave
no stone unturned to complete the details
which ve olde British manufacturer lelt
you to do yourself in that first heady week
or two when vou almost slept with your
new bike, like rerouteing the cables and
neatly taping them jn position, bending
the footrest hangers to get a more ¢om-
fortable position, setting the conteols just
so and semetimes tweaking the exhaust
system to miss the kick-sturt crank . . all
nice pleasant jobs which made it your bike,
Personalized is the modern word for it
With thiz in mind, 1 wonld have thoaght
they would have solved this little problem
af static height. Not with bagie wheels 1o
support you while you get nnder way, uot
even il they were operated by some cunning
magical celectronic deviee whiel sensed
when you were ready to take ofl or come
in to land. But why not a jacking
mechanism to pressarize the forks and reae
ﬂﬂﬂpmil.lll units? Think of the WY the
big Citroen cars geatly subside when they
come o rest and as gracefully rise as they
start away. Mere bagatelle to the Nippon
mind, Now I feankly admit that at lesa
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Continued Irom page 47 ;)
thas 10 nupdi. the Suzaki wos perfectly
stable bt I don't like the idea of having
to mide roumd ond round looking for somme-
one te catch me when I stop. 1 insisted
that the Editor stosd by te cotch me when
I came in to laml but of course he b
wandered ofl and there I was looking for
a hig]l kerl to sidle up agrinst just like T
used to do when I rude o Rapide solo.

Sa what was it like on the read? Well
of eourse it's fabulvus, in a larger than
life way. It'sthe sort of bike a-dyed-in-the-
waool Scott Fapatic might imoagine b oo
nightmare wftee he hoad had tos mmuch
supper. without the side effecty of chain
swish and carburettor roac and all the
BTLUEE which ¢ndenr Scotts to their owners.
If von connot imagine o Scott of 2,000 .o,
which is the feeling the big Sumki gives
e, 'p.r_-;n:-hn.ps YIHL LT visualize it & o M.
YT Beatley on two wheels, The ultirnate
lnxary of seemingly limitless {under road
condilions) power, yours to comm#and ac
thie twist of the (guite light action) twist-
gripe. S0 much, thot for my money the
lerwer prars are muu‘p!ntﬂ]}' UNNoCESEATY,
I kbow I shall be lovked on by ile new
generation of superwen, whoe have heen
bred to ride superbikes, as some sort of
clderly nut but I simply do not want and

cunnot honestly use the power that crupts
in the lower gears. It is not pleasorable,
and certainly not =ensible, Lo have my
wrms neikly pulled out by the reots and
my whole body strained by the accelera-
tion in the lower genrs. Wet the floxis
hility and utier docility in the higher ratios
is a renl delight. Ilete [ feel iz a power
unit which is crying out for an automatic
transmisgion based on two ratios. Lower
ratio akout like thied io the box, spullicient
for aderquate take off and an effortless but
not frightening whoosh up to 70, and then
an nutomatic change into tep. On light
throttle opening when luzing along the
nllnnEf_ up would come ewrlier and kick
down would be available below 70 mupd.

You may say that vou ¢an get the s
ellect by sclecting highwr ratios, which is
what I soon fvund mysclf doing, but it's
not guite the same thing. If vou hose
ever experienced the sybaritic pleasure of
¢ big-engined car with sutomatic trams-
mission you will know whoat I mean, If
vou haven't, well I can™t ndequately des-
cribe what I felt about the big Sosoll. It
geems to e that if we are 1o accept supser
bikes like thiz, and for them forswear the
pimple pleasares of occasionally riding
down o green lane or up 4 mountain track

and put wp with such an incubuaes wher at
rest, we should be offered some voluptuows
p]cu.l:-'u.rnu if retuarmo.

I did ner ride it far enough or long
enough te find the niggly bits that road-
testers seerm Lo fned. I Y the Xt
who con write with seeming uuthority that
the rear suspension of a mochine is not
sufficiently darmped at J:iip;'h speocds, thnt
the hraken fade after nmpteen ppplicntions
from 100 m.p.l plos, Reoding seme of
1heir FOpOELE, I fieel wery insdequote for I
seem quite nnable te ride these super bikes
in the way thev are supposed to be ridden.
My only comfort is the feeling that others
muy be as inadeqeate, though not so pre-
parcd to mdmit it, for I do’ not seesn to
EnCouRtar ANy ol thesc SUPErmen oan thie
voad, MAs far as I cum see, Mozt motors
cyclists semm 1o get along at 63-70 m.p.h,,
the way they always did. Orite obwviously,
a machine like the Suzoki is not at its best
in this country and yvearns for another land
whore 100 m..rr.l‘.l.- cun he sustained for
hours en end.

Bt what n mugnificent sidecar machine
it would make and what a shagie it 8 that
with machines at lost capable of laughing
at the drog of a sidecar no one Is interasted.

C.E.A.






Like to talk to strangers? Meat new
friends? Get a GT 750 Suzvki. It at-
tracts the curious like dandies to pat-
ent leather. Lots of bedazzling fash.
In fact, it has so much pizazz that
there is something slightly sinful abowt
the machine, such as its lushness, The
bike promises sensual pleasure, 15 what
il does, Fifteen-dollar haircuts, mas-
sape parlors, this sort of thing.

I you never buy one, you should at
least make every effort to ride one.
The saddle, for example, offers agreage
gpacions enowgh for two-up touring in
g style worthy of the most finicky and
tenderly roucessed riders. It pampers
you with lots of padding and penerons
tupport in all arcas. Very little vibra-
tion reaches the nder through the
saddle. There is nothing cramping for
gither passenger or pilot.

The GT 750's smoothness and guist
gperation will also surprise vou. En-
fne vibes are insnlated from the frame
by rubber moumts. You can actuwally
ge¢ the mounts at work when the en-
g runs in the neighborhood of 2000
rpmi [ shakes visibly, If it didn’t, this
vibrational effort would be transferred
to the rest of the bike. Instead, it stays
in the engine area. As further illustra-
fion of this point, vou'll discover after
4 short while in the zaddle that the
kickstart lever mterferes with vour
right calf, As the lever is attached to
the engine you feel a lot of vibration
through vour leg while vou sense vig-
tually no  vibration anywhere else.
Bothersome and a graphic example.

The engine’s exhaust note is very

wibdued. Itz tone it sonorous but pot
stifted. The Suznki s quiet yet still
sounds like a motoreycle. 1t neither
g&ps nor belches when yvou gas it It
makes & moan that rapidly increases in
pitch; a timbre yvou’ve probably not
heard before. 1t's really neat and not
offensive at all, even to Beverly Hills
cops. You sharpies will notice that the
motorcycle sports four exhaust pipes,
The center cylinder's sewer splits into
two smaller mufflers of the same vol-
ume a5 one Dig silencer. There is no
‘performince bencfit to be gained from
this approach. Its main purpose is to
provide styvling symmetry to the great
purple cruiger, There is a balance pipe
connecting the three header pipes
which aids noise reduction, It is also
gaid that the balance pipe yields a
Mepereent torque increase at 2000
pm. YViewing the GT 750 from the
rear you'll see the two large outer
pipes swesping up ouwt of the way
while the two smaller inner pipes are
sgpended a bit lower on the bike. The
pipes don't drap, by the way, Clear-
ance is adequate here.

Of course the big feature of the
Suzuki is its water cooling. Is it really
necessary? Well, if you have a big bore
two-stroke, want to maximize long life
and silent operation, and are willing to
pay a wright penalty, it's the way to
go. You see, because of water cooling’s
greater efficiency of heat control, the
engine’s intermal clcarances can be
made smaller. For example, the GT
750 pistons are fitted to the cylinders
with just .001%in. clearance, With
clearances this snug, the engine will
benefit from less noise (not as muoch
room to rattle araund in), longer pis-
ton life (same reagon) and more power
{less blowby). The Suzuki bovs claim a
six-percent torgue increase is the resolt
of this over an air-cooled counterpart
of identical specs. Total coolant capac-
ity i 5.4 quarts which seems more
than enough, A small thermostatically
controlled fan is mounted behind the
radiator when waler temperature
reaches 221 degrees F. (the sysiem is
pressurized too). The fan on our bike
never started because the thermo-
syphon cooling is 50 efficient already.
This was in spite of a lot of hard, abu-
sive riding, At the dragstrip our test
bike was subjected to more than a
dozen WFO charges down the pave-

ment. It never became unduly hot; the”

temperature gauge nesdle never tose
much past the halfway mark. As fur-
ther testimony to the system’s effec-
tiveness, the trap speeds for all the
runs at the strp vared not more than
two mph! And this is why water cool-
ing is so desired on road racers. The
engine operates at peak efficiency for
a greater period of time. Incidentally,
our best elapsed times were recorded
with just minimal wheelspin, coming
out of the chute at about 5000-5500
rpm and shifting into second as soon
as the tire was solidly hooked up, Had
the bike more traction we could have
launched it at 7000 or so with no
clutch feathering and knocked a few
tenths off, Try it with stock tires and
vou'll zee a rubber streak about 30
feet long behind you . . .

The Suzuki’s handling is, frankly,
hard to get enthused about. 1t likes to
shake its head, particularly through
high speed bends. It even does it on
the straightaway on oceasion. The
front end oscillation never seems to
get any worse but a slight, unnerving
wobble condition exists nonetheless,

An eight-inch diameter front brake
is fitted to the GT 750, and despite its
authoritative four leading shoes it still
gets a rough workout, The motorcycle
welghs a tad over 530 pounds and un-
less you have a disc stopper you're
going to encounter fade like the GT
750", When cold the brake works very
well, hauling the bip Suzuki down
from speed with surprising urgency.
But it doesn’t stay cold long. One hard

braking pass from 100 mph left us
with a sizzling binder and mushy lever
feel by the time the bike was stopped.
When cold we recorded 60-0 distances
in the 119-123 feet range—outstanding
for a bike this size, When hot, this dis-
tance soars to 140 feet and up. There
aré small brake vent covers which can
be removed for more efficient cooling.
But even they had little actual effect
on fade itself; they hasten brake re-
covery but seem to have little effect
on immediate heat dissipation,

In all, though, we found the Suzuki
GT 750 toe be a truly delectable
mount. While not intended to be 2
racer, the thing still performs well in
its own right. Not every 534-pound
motorcyecle can clip off the guarter-
mile in 13.94 seconds and yet remain
blissfully quiet and comfortable. Nor
can other bikes boast of such things as
electric starting, water cooling and the
promise of perhaps more exotic
pleasures to come,

SUZUKI GT 750

ENGINE
ENGINE TYPE
two-stroke, three-cylindear,
water cooled
HORSEPOWER & RPM
70 @ 7000
TORQUE
51.7 @ 6500
BORE AND STROKE
70mm x 64mm
DISPLACEMENT
T38cc
COMPRESSION RATIO
6.7:1
CARBURETION
{2} Mikuni 32mm
IGNITION
battery-coil

TRANSMISSION
SPEEDS
five
CLUTCH
multi-disc, wet

CHASSIS

LENGTH OVERALL
85 in.

WHEELBASE
B8 in.

GROUND CLEARANCE
B in.

WEIGHT
B36 Ib.

FRAME TYPE
double downtube

TIRE SIZE
front:
rear:

BRAKES
front: four leading shoe
rear:  single leading shoe

3.26—-19
40018




Seven fifty ccs of two-
stroke triple power!
Charles Deane rides

and writes about this
. super-road-burner!




. How can you keep your
cool when everyone
: glse is getting hot
der the tank? Suzuki have
the anawer; fill up with water!
Hut perhaps | should explain,
‘before rate publicans reach
for their pens, thatit’'s the bike
you fill up! Suzukis have gone
‘over to water-cooling for their
GT 750,
Why water-cooled? There are
several  reasons,  grester heat
gepersion bamg tha main one.
Two-strokes always have o haat
pobilem becavse they fire twice
s often as a four-stroke,
Eicessive heat causes distortion
of piston and rings, which has to
be allowed for by making larger
- demanees hatwean moving parts
10 Ay seizura, -

Large clearances are fine, but
they make the engine noisy and
aid power loss through blow-by
pist  pston rings, A weell
designed  water-cooling  System
meduces thesa probilems
enaidarabhy,

Suruki claim that their 750
wns 30 per cent cooler than any
aiher twoestroke. This analloed
the pistan clearance of the 750
tobe sat a1 00019 in. as against
the 00026 in. clearances on the
apopiad TEO0, Noise reduction
& dutamatic even without the
deidening effect af water jackeis,

A neat radiator, set across the
fame at the front of the engine,
stores the water, From thers i

enters  the crankcase and is
pushed by a pump roend the
cylinder water jackets and into
the head jackets.

The thermaostat stays clpsed
untif a termperature of 180deqg. F.
15 repched and the heated wateris
chrected back o the pump n tho
crankcase. Complete apening of
the thermostat occurs at
203 deg. F

A tiny cooling fan bahind the
radiator is designad to operate
when the temperaturs resches
2271 deg. Fo. but this s unlikely
this sice of the Sahara 10 say
the lesst, and we Tesl that the fan
will be discontinued nest year.

My first commant when | got
aboard  the Suzuki 750 was
“Where's the altimetes? The
impressive mass of controls with
digls and press-buttons gave a
dafinite cockpit impression tothe
whole caboodie.

After a fruitless search down
among  the carburetiors for the
chioke lever, | Tound it sehers all
such things should he—aon the
handleirrs, The centre-mounted

igrition  Switch was turned on
and the green neutral light 1old

me  that we were ready  for
contact. Petrol on, press thae
electric  starier button on the
right-hand bar nest to the twist
grip and the motor came 190 e,
Twenty scconds later the choke
was fully opened and first gear
clonked in for take-off,

The Miest slow bend | came 10
reminded me of a ride | had on a
reluctant camel in the Middle
East. It took two or three bands
to docide who wis master-—this
time | waon.

Steering

Ab very slow speeds. it seemad
an if tho hoead |‘_:-|_:.:'|r1|:|[';|$ W 1o
fight. but as knois increased
steering became light and precise,
i wou, with a dry weight of
over 820 |b., a positive approach
to all bends s called for. Yet even
al A standsill, once balaneoed,
handling the Suzuki was effort-
less. | wwouldn't like to be & short
fream on an oy raad thoogh!

Performance was disappoint-
ing if our snd ool speed is whai
you are looking for, 100 mph was
gasily attainable, but 110 mph
was the wvary best figure we
achieved. althouagh the specdo
gove an opbimistic 117!

The high speed cruising was
superl, effortless, This really is a
lang-leaged bike which loves to
gobile miles. The quietness of
the motor plus the large, com-
fortalle seat helped to shorten
the longest  journeys.  Only
criticism  was  that the riding
position was rather oo upright
far 70 plus speads. You can't win
‘am all.

I mentioned that the stearing
wis a little top heawvy at low
sprid, At the top end of the scale
it bBecame & hit  Tweallowyt,
Crossing white lines in the road
sel up a shghtl oscillation which
was misre than aoff-putting to the
chicken-hearted,  Possibly  this
weds due to the rather soft froms
lork action. Anyway, who crossas
white lines in the road at over
100 mph?

W




Thiz multi-purposs switch was neat fo view,
bt 8 pig to oporata with & gloved hand

‘a long-legged bike which loves to

Ao lot has been said about the
braking on this bike—most of it
good, but nevertheless, brakes
could be better.

The raar braka was lacking in
“fael” and being cable operatad,
ended towards sponginess. The
front.  Tour-eading  shoe  unit
weould Fede fraom 90 ples stops
and was by no means as
imprassive a5 the massive disc
on the Honda Four.

Around towen, the lack of “fesel™
could cause the rear brake 1o
leck the wheel, but the front
one behaved quite well althowgh
g g handful was necded to
sopueal oo a stop.

A braking distance of 35 ft.
from 30 mph to stop this 500 Ik,
plus hunk can't be bad, but a disc
won't fade when s needed
mast, Enouwgh said,

The controls on the handlebars
were impressive toview if rather
difficult to operate. The main
offender  was  the allin-one
lighting., dipper, horm, flasher and
winker switch on the left handle-
bar. Trying to select neutral for the
winker switch, or aperate the
cipper was & precanous task with
qauntlets on, The only simplo

thing on the switch was the
flasher, even then | pressad the
hom bution first.

The chetch was light in opera-
tion and o, surprisingly. was the
thrattle twistgrip connected o
the  three  Mikuni carbureitons
vid a junction box weth a single
cabile,

At the and of a long joumey.
the onby complamt gwas cramp
i the left hand heczuse of that
blastad switch. The rather thick
handiebar rubbers did not help
matters. Even with hands like a
bunch of bananas, it was quite
a stretch.

Both speede and 1achometer
were well placed, vibration-fres
and weall lit wp for night riding.
Also excellent were the lights,
capecially the massive rear unil,

The igniticn switch, sensibly
placed i the middle of the
instrument panel, used the same
key 10 lack the steering. Both
lock amd switch were pasy [0
oparate—unlike some we hawve
tegted

By lifting the dual seat,
qain access to the battery, tool
bag ond ol filler. The oil filler
has a small hole and you need a

Wi

funnel to avoid making @ mess
wehien 1r_:-]_|-|_'|ir1g L PR = S 11 11
criticism, but still 2 nuisance.

Transamission i5 typically
Suzuki, with constant mash gears
and one shaft located behind the
cther along the crankshaoft centre
ling

Lewver acticn is light, but unfess
the final drive chain is in
perfect  adjustment a clonk”
could be heard when selecting
first gear and on subsequent
uprward changes,

With all the power that the
Suzuki has on tap. rear chains
cannot be expoected to survive for
too long amd adjustment is a
reeqular  part of maintenance i
ponier is wsod o the full,

Slack chain

The result of this was that the
rear chain was nearly always a
little  slack. Therefore, quiet
changes could only be made with
slow operation ond gentle foot
pressure, This was no hardship
under ardinary conditions, b if
you wanted fast, guiet chanoes,
adjustment was the answer.

A point worth noting 5 that

nip provision for lubricating the
raar chain s included

First gear is set very low al
14,85, This means that moving
away is effortless although you
tend 1o feal the large gap from
first to second gear, 2,11, when
trying for maximum acceleration,

Howvewver, the power band of
the engine is so wide that thers
is no need to set the ratios close,
The time of just over 18 saconds
te 100 mph bears this oui—nat
bad by any  standards  and
romember  that  this  bike s
designed a5 8 super lourer,

Dne rather  surprising  thing
about the engine. smooth ang
delightful as it was to ride, was
the high non-snatch spaeds nal
agears, In fifth gear, the chan
would be on the verge of snatch
ing &t 40 mph and in first, evena
almost zero mph the engine fel
happier when the cluich was
being slipped,

It is anly fair 1o add that the
rear chain had covered over 500
miles by the time we gawve the
Suzuki back. This meant thata
good, all-round adjustmant wis
impoagibile boecause of chainwes
and tight spots, No doubt thass



L lnﬁnmmhad oif- and water-tight throughout the test. Tha
) faiih of egine castings dnd water fackets is absolutely first class

| gobble miles...’

onrhuted  to
gnatch speads.

Finish  was  excellent. The
paintweork showed no deteriara-
ton and the chromium plating no
past, exwcept on the friont brake
anchar arm and flashing indcator
halts,

The welding on the frame joins
lpoked solid enough. buot therns
must be a shortage of scurfing
boards or files n Japan, as the
walds had not been smaotbed at
dl—just sprayved owver, Talk about
sooiling the ship for a ha'porth af
far... .

The mam st frap was e
underside of the dualseat. Rist
was cating away there with a
sergeance and i not what you'd
expect Trom a machine of this
calibre, under one yvear old

Whine

AL the end of the 1est. theng
was a distingt whine from the
geartiox, as if a bearing was on its
lz=1 legs. Probably  this noisa
wiaild have gone unnaticed on
mast  other  bikes, but  the
machanical
180 was such

the high non-

that  anything

Quietness  of  the

amiss was heard immediately.

The Maise Abatement Boys,
bless ‘em, will love it, Even
under harsh accelaration there is
hardly morg than whoosh from
the big three., but motorists
move owver when they see you
{'_ll_ll'l'liﬁﬂ LI |;;|r_.=hir'|r_!|

We suffered no mechanical
trouble thraughout the test, The
clectric  starter  was  faultless,
but keeping the kickstarter s
g gaac palicy, we Tael,

The engine remained  abso-
lutaly oiltight—and watertight,
Apart from rear chain adjust-
ment we didn't lay o spanner on
the: works a1 all

Fuel  consumption  averagad
st over 45 mpag. which is very
good for a two-stroke of this size,
il consumption dependad en-
tirgly on the way the bike was
used. I itwas really thrashed, half
a pint 1 two gallans of petrol wis
used, About town, half a ping to
feer gallons was the rate.

To surm up, wee wollldl say that
the Suruks GT i one of the best
bikes we have tested. [t is
extremaely fast and comfortable,
has impeccable read manners
andreallyisterrific.

ROAD
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Fuel Consumption {average) 45 mpg
Braking from 30 mph, both brakes 35 fi.
Engine: Three cyvlinder two- 15 400 % 1B, Front brake dia-
atroke, water-coalad, Bare  meter and width (21 8 % 1.6 1n.,

70 mm. stroke B4 mm. giving
capacity of 738 co. Compression
ratin {actuall 6.7:1. Claimed
bhp 67 at 6500 rpm.
Transmission; Five-speod goar
hox driven by gears through wet,
multi-plate  clutch. 15.8 mph
per 1000 rpm in Lo gear.

Electrical equipment: 12 vall
14 amp/hr. battery and  coil,
lighting by 12 wolt alternatar,
El=ctric starter.

Carburation: Three  Mikuni

W32 32 mm carbs.

Wheels: Front wheesl is fitted
19 iyre, rear tyre

with 325 x

rear 73 1 &in.

Suspension: Fronl, [elescopic
ferk: rear. swinging arm with
adjustable dampers.,

Dimensions: Fuel capacity 4.5
LIS gallons, Oil capacity 3.8
pinta, Seat height 32 in. Wheal-
hase 5B in. Ground cloarance
5.2 in. Handlebar width 325 in.
Waight distribution fromt 47,5,

rear 525 per cent, Kerb weaight
526 b,

Price: £ 766500,

Concessionairea: Suzuki [(GA)
Ltd. Beddington Lane. Crovdon,
Surray,




STONED. DRUNEK A5 A
lord, An ifectious hilarity. Scc-
ond childhood. Very, very silly.
Mood, cccasion and circumstance
ensured complete inchriation.
Hadn't touched a drop all day.
The journey had started in the
falling dusk, velvet houses
silhouetted with a beauty that was
never theirs during daylight,
apainst the fading turquaise of the
evening sky, The recurring can-
descence of sireel lighting stabbed
imcongruous punctuation marks
through the exhaust haze of a city
retiring, tired and dilapidated at

the end of a weel’s grind. Friday
night, and the exodus was more
purposeful, more desperate than
usiral, The lemming scramble
southward, holding in its arms the
inevitable smattering of
holidaymakers, alceady fatipued
but invigorated by the prospect of
the long weekend that they
clutched jealously 1o their
boesoms, The jerk, prumble and
grunt of an arterial rush hour, hell
bent and defiantly intent on
seventy-two hours of freedom.
And then the first few vards of
motorway and the Suzeki cleared

Test: Chris Harraway

Photography: Vic Barnes

its theoat of frivalous ueban meas
derings. The low, lowd whoopof 1
slow motion cowboy Ainging
itself, semitone by semitone, up
the scale towsrds the full oelave
At first no more than an electhcl

rumbling whir, dead spit voice

print of the 380 triple. But soon
very soon, deeper, stronges
steadicr, without falsetto over
tones, the frickle of power
developed into & brook, the brool
into & river, the river finally and
devastatingly into a headlong ml:

ten rush, brushing everything.

aside in its progress, sweeping the




dy destined for an unknown
mher of drab and ugly seaside
ts inter o briel whirlwind of
kward motien and then ob-
rity. Mo clatter. no whine -
hing much except wimd roar
the hackground spiritual of the
~Auzuki’s soething illaby.

~ The route was a0 well known.
Apimpeded progress down [orly
*miles of motorway. The motorway
o s an endemanding contras
“after the ant slumble across Lon-
“don, but pevertheless all motor-
ways mevitably dilute into i grey.
dull monochrome memory of
feaaturelesaness. Perhaps bodedom
forces the eves awske and small
characteristics of the surrounding
[amdscape. otherwise infinilesi-
mal, loom up large and clear, as
andicatve as anv sipnpost. The
strub omarks of [vres o0 Certain
ends, the bridoe across @ river
valley anel the winds punching the
machine from side to side. Small
wehaas ao more than a hundred
vards long, with whirlvgig patierns
il white chippines against a black
hazkerownd, waltzing crazily for a
gt second wunder the headlight

beam, The air becoming neater,
keener, noticeahly sharper as the
road nuzzled farther intothe green
freshness of the countryside. An
oast house wandering ghostly
across the skyline. Somehow the
time spent on the rosd was alwavs
well spent = enjoyed even. It had
samething o do with the warm
amticipation of the arcadian peace
which waited at the other end.

A basic thing o understand
about the GTT500s the immediacy
with which the machine s ultimate
perlormance can be gained,
Throw away prefensions and
excuses, and vou're left with one
word., Torguee., With eyves tight
shut the first thing (o whisper in
vour mind s your arms, Mo -
thesy e psl being whiplashed away
from their sockets, merely under-
poing an irrevocable process of
traciion, stretched slowly ban
guile delinitely over pechaps bulf o
minute — subject 0 an unseen
rack. Tou’'ll also find yourself
Toreed farther back along the dual
seat, backside aglow with Friction.
A firm, mammaoth, enstoppable
force. Something more civilised
than brote acceleration, but never

ever less exciting, Shambling
along at pechaps 25mph in top.
Salute the rev needle unwavering
at perhaps 1300, probably less.
Clear vour mind of less important
things, reject all trivia. And then
send a message helow, I8 won't all
happen at once, but in the next
second or so the engine will have
doubled its activity. A quiel urge,
peace before the storm. At three
and a half the world will kit you.
Firmly. The force - flat, slabby
and juicy - will pour in. A crime
againsl the senses 10 back out
now. A [prgue curve flat and
sweeping oul 1o the horizon. Mo
interruption, ne change, nolet-op,
In that gear, speedometer amd
tachoameter needles follow identi-
cal courses. At two o’clock high
the frenetic, monstrous action will
calm down, the first three figures
having been and gone. And then
relapse onto the oldest cliché of
all. Effortlessness. You will have
reached maximum. Hondstands
on ihe tank, lightened amd bal-
anced Y Fronts will make little or
damn all difference. There will be
ne huely burly grafting after (he
cxira miles an hour, no work
involved in oblaining top speed,
Try all antics and the machine will
stare back at vou full of blank but
talerant incomprehension.

The torgque tune was played to
the full oo the first Bghted miles of
motarway. Pillion and luggage
wenl contempiuoously unacknow-
ledged By the Suzuki. And when
the streer lighting freckled out and
the machine was left only with the
Feter Pan crocodile of oncoming
hoadlights guictly ticking past im
the opposite direction. the main
beam took over with calm
cilicicncy. never allowing speeds
e drop below 85 or Ymph. On
reflecnion, 1 cannot remember rid-
img 20 rapidly and so safely during
the hours of dirkness,

Perhaps other drivers were at
peace with the world, also, Ldoen't
know. But their reactions had
none of the dispruntled obstruc-
niom that @very molorevclist seems
to be the object of . At a huandred
vards a Ricker from the main beam
and within the next fifty, with few
heartly abused exceplions. each
would slide serencly over. hattle-
ship regal progress unhinderesd,
Sometimes they were hooled, bt
by default more than design.
Blame {or this was laid firmly on
the vertical bank of switchgear on
the clutch end of the "bars. A curi-

ous and impressive arrangement
wilh a high/low switch st the top ol
the kill, followed by trafficators,
hiorn and finally, but by no means
beast, headhight flasher. Sure -
cach of the things controlling vari-
ous llumination had definite stops
between positions, bul even in
light {freezingly light) gloves an
occasional fumble and indecision
aver the two lower warning
devices was inevitable, Over the
twoe weeks that we enjoyed the
Suzuki mistakes became fewer,
but in hurried situations they did
still ocour.

And a mystifying characteristic
showed up during the first motor-
way minutes. The handlebars
should have been everything 1
despise: high. wide antennas cury-
ing back toward the sider and 10
he viewed with infinile sespicion,
On any nember of like cequipped
machines that I've experienced,
high-speed wander has, to varving
extents, crepl inlo the proceed-
ings, spoiling cnjoyment, oCcupy-
ing a portion of concentration that
should be left clear and vacant for
the more important things of life. 1
dreaded this phenomenon — the
threat of it — on the GT750, But
necdlessly so. Mever once, even at
the machine’s comparatively low
maximum of anindicated 110mph,
did any wander or waver occur.
The resulung rider position —
upright and blameless - was super-
hly comforiable if the three figpure
sail effect on arms and shoulders
could he ipnored. Abost town it
was bliss. and lent the "bike an
ability of surprising manceuvrabil=
ity. In a fit of fevered experiment
prior 2 a hideously ignominicus
trip to Silverstone these strange
“bar creatures were swopped for
my ideal - short, Aatter things
from my own dismembered and
dilapidated BMW (a dilapidated
BM! Can such a thing exist? You
bBet vour life it roten does). The
results were disappointing. Low
speed steering became leaden and
awkward, the position almost
cramped. Evenif the throttle cable
had had a smooth run, i1 wouldnt
have been worlh the efforn (about
ten minutes” worth), But it undee-
fimod the souwnd theory, sadly
pounced vpon by ather people
first, that the only way many nmun-
ulaciurers overcome heavy sleer-
i charactheristics
is by huge and
mereased] hanndlebar w
leverane.
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The Suzuki s a heavy machineg
by any standards. An advertised
dryweightof 982 hand it's no babe
in swaddling, Bm cthroush wvery
poceptable weight distribution amd
Balance, impressions of majestic
Bulk are left only on the eye, With-
out any intended exaggeration i
woulld notbe nudging credibility to
say that a gider fresh from, say, a
Tiger 100 would find no difficulty
in handling the machine, Hand-
ling, maybe — but riding safely and
tor Che Hmat? Another matter
altogether, The seat height was
never measurcd exactly bul an

estimated 3Xvain might see short,
fat hairy legs looking for a con-
venient curk to dismaount at,

Fear damper settings had been
plaved around with 10 the amuse-
ment af one and all but, with the
passibile exception of the very
siflest where an infinitesimal wal-
low would somelimes appear on
fast sweeping bends, they seemed
v alffect rosdholding qualities sur-
prisiongly ligtle. The aptimoam,
though, was eventually achieved
with the aid of the hardest setting
and @ seven stone passenger.
Urnler these conditions the thimg

A MAGIC
BATTLESHP

was at its best, though witkml
them one was left with am .:
occasional suspicions. Mo oulmd
oul vices, but silly. flitting ques
tion marks. Heeling over al p
miore thanm 50mph, the front 1]
would make a brief dart for (he
outside of the apex - once, 1w
never more, Mot disasirous, e
leaving & tingling in the kel
Infrequent little side slips on the
front, even more infrequently o
the rear. It was impossible to Ko
other riders from the Suzuki's
dle. Each had his own sfony o
roadholding being odd, nol gute
right and vet anyihing but teerify.
ing. Back end agangle on 100m
sweeps, but again so inf ;
A definite and always
pscillation at the end of the -i'!-
‘bars on rounding slow, slow s
ners. These criticisms muost i
secn in perspective though s
forr the very occasioniad phenomens
that they were, viewed againgd |
backdrop of perhaps a thouss i
miles, Perhaps the tyring waig
Fault, the Avon Speedmaste
fronting the house and the Mak]
rearwards, simply not being ma
encugh for the Suzuki’s wegh
and performance capabiliifes
Certainly, suspension and dimp
ing ot either end threw up no by
ous criticism. The potential fir
reasonable angles of lean w
[here, as 4 centre stand, the fa



thing ter scrape [(far too easily),
- ground down (o neatopoints on
_::ﬁ1h|:r side fully testified. Steering
- was pobimproved by the same dis-
-~ cancerting characteristic found on
~ the 750" smaller sister, the GT3R
=4 front spindle oscillation of
~perhaps an inch and a hall at
- apeads above Rlmph. On the smal-
ez maching this phenomenon sel-
~ dom impinged. On the larges it was
~ pconstant, hard patter. Wheel bal-
Cgnce is the culprit that springs
- most casily to mind, but the sensa-
lion fuctuated with engine speeds
-l certain extent (e, whoop it up
glong a straight piece and
~ decluteh). The most inferesting
- and most probable excuse so far
- offered was an obscure transmis-
~ sion from the engine of out of hal-
gnce vibrations influencing the end
of the forks. We're at a loss o
gaplain it, 5o the plot thickens.
~ But despite these characteris-
 ligs there is no escaping the fact
the the T30 05 o designed-from-
 he-ground-up touring machine.
Eyebrows have been cocked guiz-
kealy and nod withoul o linge of
 eplicism at reported maximum
Cspeedls of anything from 105 to
[0mph. Keep your scepticism —
the thing was never intended as a
competitor o the Kawasaki 730
and the like, Suzuki, in all their
pachines (the triples at least) have
~ veered nway from monstrous per-
fofmance towards the mare
itable, comfortable salidness
 required by 1he long-distance man.
~Less siress, less pinging about
with the possibility of losing
funs, less wear and fear on the
nder's mind. Altopether o concept
that I personally rather prefer.

From the rider’s point of view, or
at least from that of his g end,
feeet and hands, the (TT90 i vibra-
tienless. Smooth as cream, the
senses unaware that such things as
power wnits and mechanical eMory
exist. It wasn™t until the editor had
sel foot on the thing, riding some
wity with feet touchimg the crank-
case pnd mentioning that that posi-
tion betrayed a certain amaunt of
vibration, transmitted direct 1o leg
without benefit of the rubber
mountings, that the vaguest
suspicion reared its head of the
umil possessing any noticcable
oul of balance faciors al all, In
praclice, one was ablivious to the
SEnEalion.

A TAD two-stroke ridden to its
maximum, belaboured thoroughly
al all times. Three 32mm carburet-
tors greedily sgobble at the golden
rivuler. Being a realist [ expecteda
gallon to last all of 25 miles,

Though 1 fried mightily 1 was
never able to better 3mpg. For
the most part it levelled out 1o a
(comparatively) staggering 35
And please don’t write to us all
indignant that we consider 35mpg
stagpering. All things are com-
parative, and we con but spesk
from cxpericnce. When all is said
and done you're still left with u
slightly reproachful shake of the
head at the petrol tank. A tourer
with a thirst and only an eggcupliul
over three and a half gallons to
satisfy it, One day public opinion—
that means American sales prefer-
cnce = will sway the other way,
and eaxch manufacturer will be
vying with the other fo out-iank
itself. KEoll on the day, naive
optimist that vou are. In appeir-
ance the 75005 tank ishuge, a bulb-
ous slab of at least four and a half
hig ones, And then the heart sinks
a5 you realise that there is a2 sneaky

little Aip-up lid at the head of the
thing, hinging up (0 expose the
radiator filler.

It's well known by now that,
encrusted in a very civilised water
jacket, the Suzuki 750 power unit
15 one of the most silent animals
around. A gossamer whir and
thump in the night were the only
signs, apart from the happy burble
from the exhausts, that the engine
was turning over, Vistally the
package is neat, everything aglint
with polished alloy. Absence of
finming, at least from profile, on
the cylinders all lends to the im-
pression of smoothness.

Buf the water cooling had many
people aghast at the supposedly
imevitable complexity of the thing.
The basics of the matter, though,
aren't as horrific as they might
hiive been. The water pump, & Six-
bladed impeller afair, is situpted
in the depths of the crankcase,
behind and below the left-hand
flywheel. The pump’s drive is
taken from the crankshaft, via
starter clutch and bevel geared
shaft. It puts up a grand show of
pushing the coolant - distilled
water and a mixture of summer
coolant and anti-freeze - up
through the water jacket of the
cylinder block, head, thermostat
(a wax pellet type, hung with great
taste to the rear of the cylinder
head) and finally to the top right-
hand corner of the radiator. Exit
point for the liquid is obviously on
the lower edge of the radiator.
Cruick warming of the engine is
Tacilitated by the thermostat oper-
ation which ensures that coolant is
not allowed to circulate through
the water jackel umiil o tempera-
ture of 82°C is reached, the mix-
(ure bypassing the important bits
by means of a simple (external)
hose direct 1o the thermostat,
Complete circulation is achieved
when the show warms toa heat of
D5, As mentioned bhefore, the
system is filled From a pressure cap
= complete with loud warning Lo
release pressure before pecking
inside — at the nose of the fuel
tank. A small way rearwards of the
filler there lurks & reservaoir, still
hidden in the skirts of the petrol
tank, which acts as a virtual
“overflow™ receptacle when the
expanding colant mixture has no
place else fo go, Simple, You
hadn®t thought of in that way
either?

Bui this deviouws little Japanese
idea does waork. ltreally does. The
ship’s instrumentation is superb -
two cminently readable semis
Vincent size dials smiling up at
you, topped by a calibrated
(though not in degrees) water
temperature gauge, Notwithstand-
ing our lock of summer, the needle
seldom inched its
way [0 the halfway
mark - 88°C, and
this only in the srarl-



ing, smarting indignity of endless
jams. O the apen road, ridden at
its peak, the thing rested complac-
ent and sure of itself at perhaps
T3°C, Which ali lent a ceriain
degree of absurdity to the auxil-
fary radiator fan rumoured to cut
it 105°C. History - European
and Transatlantic - has vel (o
refate of the fan ever being called
for. So superfluous in fact that
next year's model may well be
SRS,

Remove the water cooling and
vois e lefe with hits and bobs that
spim and jog abouwt in rather a con-
wentional fashion, brightened up
with one or two *good ideas'”. The
heart of the matter — a pressed up
crankshall - does itg duty on four
ball race main bearings. Both erds
of the conrods are graced by caged
necdle rollers, naturally. Dirive by
helical cut gear to the clutch drum
is taken from twixt right-hand and
centre pots, which will lead you to
the unsurprising cbservation that
the bores are not equally spaced.
The conrods, though, bear an
uncanny likeness (o those on the
T30 twin, The cylinder block of
alloy with cast-in liners contains
pistons of peculiar shape, Looking
“through’* the pudgeon pin a slight
tapering towards the crown is
apparent, together with (vicwed
from above) a certain amount of
ovality, the component being at ils
narrowest across the small end.
All part of a fiendish plan to deal
with temperature variations on
differing portions of the piston and
hence variation in material expan-
s10m.

The starter motor, snugging in
behind the c¢ylinder block and
recessed into the upper crankcase
half does the honours through the
medium of an idler pinion and a
starter clulch driving through an to
the crankshaft itself. In practice
the thing was occazionally discon-
certing, Minety per cent of the
lime engagement was immediate,
the crank revolving with instant
and gleeful haste. The other 10 per
cent were greeted by a dis-
gruntled, impotent whine, espe-
cially it seemed, on cold mornings.
The machine would then be kicked
in a fit of early morning spleen, the
blow sometimes landing on the
kickstarter mechanism. From that
paint onward, bludgeoned into

submission, engagement was fool-
proofl and positive.

The 750°s lubrication is carried
out by Suzuki's version of ail
injection, CCIL. It's been arcund
for a long time but I have vet to
hear any complaints. Fresh lub-
ricant, unsullied with all that
expensive petrol, is pumped direct
on to cylinder walls, mains and
cnds,

CCI, whether in the name of a
second string to the lubrication
bow or merely in the face of
sterner US anti-pollution laws, has
received a fllip in the shape of
SRIS {Anglo-Japanese for Suzuki
Recycle Injection System). A
simple bul rather snazzy ides of
removing accumulated oil fraom
the crankease bottom, and, by
means of external piping, using the
positive and negative pressures of
one cylinder to transfer said

accumulated oil into the scavenge
port of another., When we first
relieved Beddingion Lane of the
750, the machine was the picture
of the ecologist's friend. Nelther
haze nor puff, Then, gradually as
the thrashed miles mounted, the
Suzuki began to waft and in the
end unashamedly billow for
perhaps three-quarters of a mile
first thing after cold starting, The
embarrassing clouds did clear
once the machine had warmed (o
its task, but the old wo-stroke
bughear had reared its hepd,

OF clutch eperation there can be
few comments. In action it was
reasonably light and never showed
any hint of slip, After prolonged
traffic erawling, with an inevitable
amount of close engagement and
disengagement, three or four extra
millimetres of play appesred at the
handlebar, only to vanish apgain a

block’s worth of normal proges:
Iater. If a criticism has 1o be rm.,‘g
lt wiolld be of the nerve shuddu-
ing. cracking crunch as either i
or second ratios were calted forn |
had all the blood-chilling gualitis
of a bene being snapped in aHan
mer production, something v
akin to the BMW s famaous failig
I suspect, though, that siee e
characteristic ¢rops up on somay )
of the GTT50s, later models willy
madified, and modified p.dg
Suzuki aren’t known for leliy
deficiencies go on being deficer

After pur hard, happy spm
down the crowded motorws
driving well bevond the vebid
capabilities of so many for
wheeled animals, yvet so wel
within our own, a fast, welo
known, well-worn six milesd
winding A-class road st
between us and tranguillify, Ugh



Ing deceplively angled cor-
ail the unsuspesling, the sud-
reflexes of a snap shooter.
na menlal hat was raised to
e arenpth and penetration of the
light. Sianding in front of the
ing, no immediate [aser-like
ties stood out distinguisable
the llumination capabilities
other particular maching, I
bright red sun hovering on
e closed cyelid, but then so do
sl 12-vedl systems. In fact il
myatifying how such hurried
pi5 wis 50 well lit up. Bul i
Cal's eves, streftching
s 300 yards down a straight,
ere unravelled, strung out, spit-
g at the front wheel, glowing
: grist to the mill. Later that
ait, piddly refreshed by the jour-
the city day completely for-
Aten, the machine peered in
gh windows, wnsweated by
g journey, provacative and
istible. The Belisha beacon
moon was playing catch as catch
iﬂumung:t the stringing clouds,
fheworldatonce all in kv and then,
g1 a5 spom, Minting out under a
or arc lamp. The situation was
“hmnnd our confrol, There was
unply m:ur.hmg on earth to do but
Cride agamn. 11 didn't take any more
fhan fifteen minutes 1o get lost,
Cwkitling around narrow lanes
khich hadn’t seen humanity in
saars, IF there were houses about
ke certainly didn’t see them. Mor
s, Nor any sign of civilisation,
libhering stupid and full of
-~ delght, little or no responsibility,
! hmmut by our solitude, With-
il doeht the only people in the
‘wield. The Suzuki, uncomplain-

ing, entered into our early second
childhood, content to bubble
gently, softing it around at 25 or
less miles per howr, only 0 be
hurled helter skelter, pummelling
owver fields in hot pursuit of rabbits
who should have been mesmers
ised, but weren't. A mutter from
afar of simple pleasures for simple
minds? How absolutely night you
BrE.

S0 — the Suzuki GTT0, Did we
like it? If thrown into a corner,
shackled until some definite ans-
wer was given, we would smugly
suggest that we enjoved rather
than liked. You see, il presents a
difficult and disconcerting package
— o true curate’s egg, So muchof it
i gond. That silly sledgehammer
torque. Quictness, Beliability.
And then, of course, top noich
comfort. And lighting. And a gen-
eral character that endeared, Big,
woofly, never siraining or panting
- utierly confident in muscle
power. And it's cheering 1o feel
that the true touring market is
being given scrions consideration
by the factory, One immediane
thought that struck wus was the
maching's suilability as a police
viehicle if eonsiderations of low
speed, high geared cruising
capabilities, a reasonable top
speed, blameless handling and
mangeuvrability are criteria on
which decisions are based. Bul
then, set against these charms, are
the suspicions n the roadholding
depariment, brakes (fwin tls
affairs — two TS units back o
back) that demanded a high, high
lever pressure and in return still
left a certain amount, albeit a small

/

amount, o be desired, The manic
crunching from the gearbox enter-
ing the first two gears, And, natur-
ally, a rear chain that despite the
heavy stresses placed on the thing,
had no provisien for astematic
lubrication leaving one to fumble,
and curse between the silencers
with an archaic oil can, And,
clutched brows all round, why, oh,
why can the factory not - just for
once — pul the damn final driveina
total enclosure? At 300 mile inter-
vals — somelimes [ess - belween
chain adjustments the siluation,
for a touring motorevele, became
silly. Mo, Suzuki, nuttin® personal
— all your mates do the same thing.
Endlezs chains and non 0 rear
wheels, also, are so common and
yvet so revalting. . . . One merely
and malignantly hopes that
Messrs. Honda, Kawasaki and
Suzuki - their directors that is -
are "bike riders and one day have
to remave rear wheels i some
obscure Japanese wilderness,

OF the accusation of complexity
we can but take at face value the
reports of Suepki mechanics (and
for that matter the best of the
American “bike mags, complete
with centrally heated workshops)
that the thing is surprisingly easy
to work on. MCI's own Rentagui-
ter was strewn with other
machines, so the 750 remained an
CRIgMma.

Maodifications are bound to fol-
[~w in some measure, The 7500 is
still very new, but even in its pres-
ent form represents a refined
machine - & concept that 1 suspect
rither a ot of people have been
hankering after for some time, (@)

4 N

SPECIFICATION

ENGIME: All alloy transverse
mounted 2-stroke piston port
triple. Bora and stroke, 70 =
B4mm. Tolal capacity, 738¢c,
Compression ratio {cor=-
rected) 6.7:1. Claimed bBhp,
67 at B500rpm. Torqua,
55.7Ibff1 at 5500rpm. Cool-
ing, by radiator, thermostat
and water jacketl, pressure
forced circulation by vane
type water pump.
CARBURATION: 3 = 32mm
Mikuni instruments, Airfilter,
resin processed papear. Pat-
rel tank capacily, 3.7 gallons,
including 6.2 pints reserve.
Quality, 3-star.
LUBRICATION: By CCI
{imjection) to mains, ends
and cylinder walls. Tank
capacity, 3.2 pints. Con-
sumplion {approx.) 250mpp.
Gear box lubrication by oil
bath and splash. Bath capac-
ity, 3.9 pints.

IGHITION: By battery, tripla
coil, triple contact breakers
and crankshaft mounted
alternator.

ELECTRICS: Battary, 12v 14
a.h. Generator, 280w. Starler
motor, 500w. Cooling fan,
2¥.6w, Headlight, 50/40w,
Tail and brake light (twin)
8723w, Traflicators, 23w,
TRANSMISSION: Clutch, walt
muiti plate (B friction plates, 7
steel). Primary drive by hali-
cal cut gear, taken from
crankshaft belween right and
cantral crankshaft sections.
Goarbox, S-zpoead, left hand
side operation, one down
four up. Overall ratios: 1st,
14.92:1; 2nd, 9.09; 3rd, 7.14;
4th, 5.89; Sth (top), 348,
SUSPENSION: Front, ail
dampened telefork. RAear,
pivoted swing arm, hydraulic
damping, S-way adjustable
for load.

BRAKES: Front, twin side
200mm tls. Rear, 180mm sis.
DIMEMSIONS: Langth, 87.2
Inches., Width, 34 Inches.
Height, 44.3 inches. Wheel-
base, 57.8 inches. Ground
clearance, 5.5 inches, Dry
waeighl (claimed), 4821b.
TYRES: Front, 3.25 = 18,
Rear, 4.00 = 18.

FRAME: Duplex full cradie
loap, with additional beam
from rear down tubes to
stearing haad.

PRICE: £T66.50
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here was a ume when the American

rider had a choice of about three
touring machines; but these days he has
~dchoiee of three from each of the large
mn.nul'acmrc-rf:- Honda has a trio of
four- soylinder-powered tourers; Kawasa-
ki has no less than four, three two-
siroke triples and a four-stroke lour.
Suzuki, not 1o be outdone by its compe-
lition, gol i the act in 1972 with is
awn three-cylinder threesome; a 380,
330 and water-cooled 750, For 73
lhev've retdined the basic machine lay-
aul, updating it with cosmetic clmngus
and the addition of disc brakes. We've
lready comparcd what Honda and Ka-
wisaki have o offer in the small, medi-
um and large streelflouring capacities,
mw s Suzuki's turn for the scrutiny,
comparison and opinion thal may an-
swir the wevilable question a prospec-
tive buver will ask. “Which one do |
need?"”

The lllri.'i.'-i.':,-'lil‘li!l_'r lwn-c}'clc concept
B a pond one, pionecred in two-stroke
tourers by Kawasaki, bul q:Jn!-:u:]'}- [ol-
lowed hj-' the waler-cooled 750cc Suzu-
ki. For smooth power flow and
vibration-free  running it can't he
wpped. With three evlinders to work
with, the engine t_IL:I]'-’ impulses can be
equally u]'w:-;d arsund the 360 du.l_rcu,
of crankshall rotstion. With a firing im-
pibe every 120 degrees, one cylinder is
hardly done with 115 power stroke when
ancter one starts. This overlapping of
the engine’s power strokes coniributes

te the overall smoothness of all the
Suzukis.

While the choice of three cylinders is
pretly easy o analyze, not so the dis-
placements of the smaller two ma-
chines, Why a 380ce and 350¢c ma-
chine? Is it an attempt to get a slight
displacement edge within the 350 and
30cc catcgories? Surely at one time
someone al Suzuki had o make the de-
cision and when he proposed a 380 and
a SSEI somesns must have qur:l:llmn:d
why., We asked but gol no sausfactory
answer. The initial cxplam:i.mu wirs that
the engines were three sinales put
together. Three 125% [or the 380 and
three 185's for the 550. Though it
L:nundg g_c_'l{:n'j the bore and stroke are
different in both cases. Perhaps we'll
never know,

Whatever the reason, the 380 and 550
are strikingly similar in external appear-
ance, causing one 0 lake a second look
to he sure which is which. The big 750
has a look all s own, having linde if
anylhing, other than its Tour exhaust
pipes. to place it in the same family as
the smaller machines, Not only does
have a look all its own, but its superior
louring-ivpe performance actually quali-
lies it alone as the true touring maching
of the three,
different slot. While the 550 will double
as o good tourer, the 380 is best kept
away from the open road.

Those are pretty much the overall
apinions ‘reached by our test staff afler

There are

big differences
other than
gngine size

o help (or
confuse)

your choice

of these three
street /tourers.

The other twa L in a

i side-by-side-by-side test, covering
some 1500 miles of highway and byway
riding. By switching riders every tankful
and keeping accurate records of fuel
and oil consumption, we found out
great deal about the efficiency, perform-
ance and relative comlort of cach.
Many miles were spent on each one
with a passenger, gaining further im-
pressions of two-up suitability. Sealing
comlornt, rear peg vibration are impor-
tanmt considerations before any new hike
purchase. How the added weight of a
passenger affects the performance and
handling was another area of interest to
us since we'd previously experienced se-
veral rocketships that wrpned into pus-
sycats once another 170 pounds was add-
ed to the weight. The 380 and 550 had
a very noticeable drop in performance
under such conditions, while the 750
teok the added weight in its stride, In
fact, a bigh-gear drag race from 60 mph
between the 3530 with one  150-pound
rider and the 750 with two riders total-
ling well over 330 pounds came as quite
a shock, The 750 just walked away.

But while the 730 shines as a tourer,
it lacks the slow speed agility of the
smaller two, making in-town riding u
full-time job for smaller riders. Its
gassed-up weight of 351 pounds and
heavy stecring keep you on your ioes
all the time. Much ol the weight is in
the engine itsell, but there have been
very few efloris o save weight on the
rest of the machine. Unfortunately, in
H[!'lil., of the massiveness ol the machine
m general, the handling seems 1o have
sulfered rather than improved as a re-
sult. While the engine is smoath and
super powerful, the chassis wiggles and
shakes, hanging up on even medium
speed corners with one persen, and
what seems like all the time with two,
After watching the lMexi-lyver Suzuki
racers al Ontarie iUs a safe bet the
chassis for both the racer and the street
jol were designed by the same engi-
neering team.

But wiggle and shake as it does, the
turbine-smooth powerplant s delightlul,
Un the open road there 15 nothing
about the machines performance  thal
can be Taulted. Even on steep prades
with two aboard, a twist of the throtile
squirts the heaviest load right by any
slower vehicles withoul resorting 1o a
downshift, Even the Suzuki's worst crit-
e must admit that the engine is super.

It showld come as no real surprise
that Suzuki came up with a water-
pumper that worked. They've had 2 Im
of experience with small racing engines
that were liguid cooled and managed 1o
win some world Lh.uupmnqlupﬁ with
them. Mo doubt many the pitfalls
that one might expect UI' a new design
were made vears back, long belore they
even entertained thoughts of o water-
cooled tourer,



J80: Af a glance the
engines in the 380
and 550 appear o be
Mentical. Howeaver,
CAXSEF IMTSDecion
rervagls differances

In side cover, carbs
drnd cylinder fins,

S50 O pomo is
ncated an rear of
CrAnkCases fust
bihind kick sfan
fever, Cable aut of
side cawver is for
factomerar, Nale
A arw covar an
cplinder head,

730 Engire s
MEERNE, BEETE Do
fesevnbilance (o the
smallsr versions
Sides of oylinder
and head ara
Lrightly polishod,

Without the cylinders and head in
place, the Tilkce crankcase assembly is

conventional, Conventional, that & if

vou don’t spot the water pump hanging

underneath, It's a mechanical pump
driven through a spiral gear by an idles
gear off the left side of the crankshafl
The water 1s pumped through ihe
crankcases 1o the cylinder block, then
through a thermostat opening to the -
diator. When the engine is cold, the wa-
ter bypasses the thermostat and retums
directly 1o the pump. Once engine wi-
ter temperature reaches 95 °C, the bypas
valve opens and provides the system
with a free flow to the radiator. An
electric fan just behind the radiator i
automatically activated when enpine
temperatare exceeds [057°C but is othe-
wise inoperative,

Why waler-cooling? Suzuki claims
that engine temperatures are reduced by
some 0% and therefore closer assembly
tolerances are employed. This, they sy,
results in quieter running. less piston
slap and longer engine life, Thev're
right about the first two since the o
aine nouse is as low as anvihing wele
cver Lested, As far as longer cngine life,
only time will tell,

The crankshalt rides in four lasge
main bearings, each with its own rubber
seal 10 prevent leakage from one cylin:
der to the one next o it The primry
drive helical gear 15 part of the crank-
shall assembly. sitwated hetween the
right and center cylinder. By placing the
gear inboard of the crank end. (he
clutch assembly that it drives can also

be pliced inboard and the rear of the

engine can be narrower than one might
expect and there is no need for a juck-
shalt arrangement as used on the
almost-as-wide Honda mulis, Unfor
nately the same pains were not ok
with the front of the engine. The gener
ator 15 mounted on one end of the
crankshalt and the ignition svstem o

the ather, making the engine one of he

widest ever made, rivaling o BMW fi
overall width.

The five-speed, start-in-gear transmis
sion is, again. conventional, being driv
en by the multi-plate wet cluich. The

internal gear ratios are identical o

those of the 550, although the transmis.
sions are not interchangeable. So wide
15 the power band of the engine thy
the actual ratios are unimporint singe
the mder has his choice of two gears fof
Just about every situation,

The transmission also serves w drive
the CCI automatic oiling system tha
provides lubrication for both the crank-
shalt and cylinders. The pump i
mounted atop the crankeases 1o the near
ol the transmission and s driven by g
spiral gear on the kickstarter shafi. In
addition to the automatic oiling, 4l
three of the Suzukis Incorporate as
excess-oil recycle system that dreaws of
accumulated in the crankcase on one



ovlinder and forces it into the transfer
pori of another. There il serves as exira
ubrication for that cylinder rather than
scumulating in the crankcase where it
would ultimately belch out inoa cloud
af unwanted smoke.

The three cylinders are cast in one
Block, just like a car. Alloy pistons,
gach with two rings, ride in cast-in sieel
sleeves, As 15 almost 1000 common
these days. the piston pin is supported
on @ caped needle bearing, To agcom-
madate large transfer ports, the ports
e not on eiach side of the cylinders as
found on a single. Instead, cach cylin-
der sleeve has been rotated approxi-
malely 45 degrees o allow the cylinders
e he |'|l:u:|.'4_| closer tngcl:h:r. It is inmter-
esting 1o think just how wide the engine
‘might be of this had not been done. As
4 result, the exhaust ports are not
equally spaced across the front of the
cylinder, there being a greater distance
hetween the right exhaust and the cen-
ter than there is between the center and
the left, This 5 not the case with the
intakes since they are situated below
the level of the transfer ports. Three
Almm Mikunis are equally spaced,
juined by a rubber boust arrangement
thi feeds them from the air cleaner.

Like the cylinder. the cylinder head is
& unc-piece alloy Casting, incorporating
the thermostal housing, The absence of
finning 15 a litthe strange 1o look at in
lhe beginning but one gets used to L
Each end ol the cylinder and head are
brightly polished with small non-essen-
tial fins in the front and back.

The engine assembly is rubber-
mounied in the large double downtube
rame 1o further eliminate vibration.
How well the rubber works can be ab-
served al idle when the engine 15 wob-
bling around in the frame and yet not
gven i tingle can be fell in the bars or
faoipegs, Once oft idle the engine sel-
s down but it could well be ihai the

fubber mounts contribute to some of

the machine’s peculiarities,

Robust it may be, but for some rea-
sim, oF a combination of many reasons,
it docs not handle iF the rider is in a
harey, Becanse there are four massive
exhaust pipes and mulflers hung be-
neath the machine, items like the side
and cenier stand are so close 1w the
ground that they scrape at even the
most conservalive angle of lean. The
machine is so wide and low that it can
be ridden up to a curl and just leaned
agiinst it without the need 1o use either
slind,

The Torks and rear suspension offer
aboul the same level ol ::fﬁd;ir.:n-;;}' a4
the frame when the machine 15 ridden
hard, Cruised at normal touring speeds
on o bluck top road the ride is plush
and comfortable, but get on a cement
slab highway and both cnds stop work-
ing. The slight variabion in the height of

the slabs is not enough to move ecither
the lorks or the rear shocks and as a
result eaph transition jolts the rider
through both the bars and the pegs.
Such a suspension syslem 15 nol uncom-

o

C Left; Dowtde discs
an Shlare a big
IMOraveIment over
agriar drms. The
Q80 and 350 use a
sirtgle dise sslun
Below: Tnsframents
an al thres are
first rate, hae
warning lights for
high beam and
fNeLitral. Turn
signa and ignitian..
sSWwitCh i midie,

man these days, particularly among the
Japanese machines, but since several
other road machines don’t sulfer from
it there s no reasen that it can't be
corrected.




Tal: Waler-pumper algo uses castiain sieal
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All three of our test machines were
actually 1972 maodels Zince the first
batch of "73's had not yer arrived from
Jﬂp:m. LSuwzuki assured us that mechani-
cally the mew ones would be just like
the old ones with the exception of disc
brakes on the front wheels so all of our

impressions were gained on a trio of

new T2%, Before the tests conclusion
we had an opportunity 1o spend a day
riding three disc brake versions and sat-
isfied ourselves that the engines, trans-
missions and chassis were the same,
The brakes, however, were a tremen-
dows improvement. Particularly in view
ol the fact that the drum versions on
the carlier machines were next to use-
less after several hard stops. The dises
were tremendous, providing positive,
fade-free stopping no malter how hard
or how oflen they were used.

As we said earlier, the 750 is the true
teurer, Consequently, we tackled it first
and minimized direct comparisons with
cither the 380 or 530 because they are
out of a different mold. However, their
similarity does cnable some comparisen
with each other. relating o both touring
and arcund-tewning as well as me-
chanical make up. Before we get to that
we'll tell you one thing. I you are
laoking for a long distance tourer Cipi-
ble of carrving two people and their
essentials, don’t read on. The 750 is it
among the Suzukis, the smaller ma-
chines falling far short in many areas.

Eim_.:-.: the orgin of the 380-550 con-
cepl 1 upexplamed, we'll just sssume
that somebody, somewhere pepged
them as being ideal. For fun transporta-
tion they weren't far off, There are

several areas that will come under crit-
cism, but there are also several areas
that will get a greal desl of praise. Here
poes,

The ﬁingh: mast nodiceable difference
lrom the T30 s the fact that the smaller
versions are air cooled, causing us o
wonder why water-cooling is such a bo-
nus om oone moded bt pot on the oth-
ers. Accepling Suzuki’s reason ol less
nolse through closer tolerances, it fol-

lows that the larger cylinder bore of the
150 requires more piﬂnn clearance
while the smaller engines can get by
with less. AL any rate, mechanical en-
ging poise on both the 380 and 550 ane
well within acceptable limits, bul fhe
mnduction roar is quite noticeable.
Other than the fact that the engines
are three-cylinder  wo-strokes, the
design layout is very conventional. Mo
unlike a twin-cylinder two-stroke wilh

A80: Major wisea!
differance bolwaan
30 ang S50 s the

siv-speedar in the

J80 ard Hhe smaller

Crank dimensions,

S0 Basic design
ol ol Js Bhe sama,
Wity anty five-speeg
IFRNENISSIon, Jears

ara bigger while
they take up same
S0A0E &% Six-sneed,

T80z Primgary drive
15 takan fram crank
babwaen cylinders,

This aifows ciutch

for i fucked i
befing the wdos)
partion of ending,




an exira cylinder. The crankshafis have
st main bearings, compared to four on
the 73, each separated from their re-
spective set of Tywheels by a rubber
seal, The rods ride on caged necdle
h:a:in.gpi 0n A :-ilruiEhl [FrLss umnk]'ni:r:.
Sile-play of the rod is controlled by
thrust washers.

Primary drve Trom the crankshaft is
taken off the nght side by a set of heli-
Gill reduction gears, Qutboard of the
drive on the right side are the ignition
paints and tachometer drive gear. The
gl end af the crankshaft drives the al-
iemater. Engine width is kepl down on
e left but the right side, housing both
the primary drive and multi-plate
eluteh, sticks well cut, While the engine
width itself docs not affeet performance
it does require that items like the fool-
pezs and rear brake controls be placed

arther apart and therefore are more

prong o come in contact with the
ground, particularly with the weight of
wo riders, Like the 730, both the 380
and 350 can be leancd against a curb
once the side amd center stands have
been ground off, something that could
easily happen to an overexuberant rider.

Topside, there are three individual

whnders, each with a steel liner. The

a]l-[r:.- pi.t;tunﬁ cach have two Tings. and
are supported on the connecting rod
with a caged needle bearing. Like the
T80, ihe evhinder head on bath the 380
and 350 15 a one-piece casting with the
eenfer eylinder’s spark plug dead center
in the combustion ¢hamber and the
cuthoard ones & little off center 1o facil-
mate removal. A separate balt-on cover,
ermed Kam-air imduction, sits above
the cylinder head with three access

holes for the plugs, The squared-ofT en-
gine shape 15 becoming Suvzuki’s trade-
mark and 25 with the other machines in
their line that arc wsing it, it is very
atlractive.

Transmissions differ in that the 380 is
i !-iiI-.'-:]’H_'L‘l’jtl' and the 350 pels alung
with five, bul in bath cases the selection
of gear ratios 15 nght on, The combina-
tien of ratios and a2 wide powWer range
from both engines never catches the
rachine ofT Euard. There's .:I_|'l.l.":'l.:|-'h a
smoath flow of power without the hig
lange associated with many high-perform-
anee two-strokes. {"hnnging gears i easy
and always positive, but there’s a tre-
mendows clunk ithut goes with cach
change out of low pear. We traced it o
Lhe '-'E'h-' long dog slots that are L,'ngugt,:d
for second gear, bul try as we did it
sgems impossible o make the low o
second gear change on either machine
without the big clunk that is felt as well
as heard. Though probably not harmful
Lo the transmission, 105 :ilmq'.-],r'tng_ o the
rieler,

Equally almu}':ing to the rider are
some little things ke the kickstarter
arm resting against the rider's calf,
'-'ihr'ﬂlin.g all ithe dime .'1]41-&1:_-. with the
rubber-mounted engine. Passenger com-
forts on both the small machines are o

world apart from the 750, The rear peps

vibirate encugl o put your fesl o !'ill:l.!]'ln
and the seats are so small that the rider
must scoot foreard to allow room for
his passegger. Little by little the points
acddd up against taking either one on a
serious rip with @ companion.

Smee that area is semewhat eliminat-
ed, we'd betier take a long hard leok at
the alternstive: around fown riqliug.

Both are nimble in traffic but, although
the engines are spirited enough Tor
pseudo racers, the chassis lets them
down. Neither machine can be called a
gocd handler when ridden hard strictly
because they both scrape on the ground
and feel like they have a hinge in the
middle. Arguments that a street ma-
ching 15 not intended to be ridden fast
encugh 10 scrape things can easily be
countered by pointing owt the fact that
the engines are touted as being power-
ful, which they are, and performance is
judged by how fast each will go. In this
case Suruki claims over 100 mph for
ach of them, a figure that we know is
accurate. If such 15 the case, the chassis
should be up to taking bike and rider
arowund corners as well as down a
straight stretch of road. In an emergen-
ey situation, the ability to lean the ma-
chine over may be more important than
s ability 1o stop, something that both
de extremely well with the front discs,
pocrly with last vear's drums.

[tem by item there are few [leatures
that have been lorgouen on any of the
three, Why then has the imporiance of
cich item’™ function been overlooked?
The speedometer/tachometer assembly,
complete with a4 water temperalure
gauge on the 750, is casy to read and
very altractive. All the speedos have a
resettable trip mileage while the 1a-
chometers house ‘.'l-'ilul‘[]inﬁ liﬁjﬂﬁ Far new-
tral and high beam. Tucked between
the two instruments is the ignition key,
Very compact.

Handlebar controls are simple and
gasy 0 find. On the left there's a choke
lever, horn butten and headlight on/off,
urn signal and dimmer switch: on ihe
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right there’s the button for the elecin
starter on the 350 and 750 and the on
ofl' kill button. Unlike some others, I;I].E
kill button cannot easily be moved aml
dentally since it must he depressed rathe
er than turned. Again, very mmpn;
and very tidy. adding greatly to (he
quality ‘look found all over the
machines. '

Salety considerations that are impoe
tant include a double-bulb taillight tha
assures the rider of at least some rear
illumination should vibration of (he
rear fender get 1o the bhulb's filaments
The lights on our test machines were o4
at all times without any failures, attest
mng 1o the quality of Japanese elecnal
cquipment. although each fest that is
violves night riding reconfirms or |:|!:|
ion that cven the hest of lighting
tems is really inadequate once uIT1 ¢
well-lit streets and highways.

For the money, with any one of (5
three you pel a lot of motorcyele i
terms of engineering time and costly o
tras, there's no disputing that. What s
don’t get. as we see it, is a motorcyele
that is as good as i should be for the
amount of time and money Suzuk
spent in development. IT the chasis =l
turned oul to be as functional as the
hard-to-criticize engines. Suzuki would
come close o having the world's bet
matorcyeles. In therr defense, the ﬂ.ll'l
thing can be said lor the other Japanes
manufacturers as well; t:uut:.tandt
powerplants but only. at best, far cha
sis. That's the way we see iL.

While we've touched on some cngi'"
leatures and the conecpls thit go o
make up the design. we've stuyed awap
from in-depth  specifications and eon:
centrated on road impressions formed
by the members of the test staff. The
accompanying  specification  chart will
tell you all you want to know about the
mechanical dimensions and measurahls
performances of the dragsinp, We'll .|
you this as 1o the placement of cach if
the three within the world of motores
cling. The 380 is cute, lively and woull
be nght at home as an around owner
The 350 has more muscle and ca
make do as a louring machine byl
would probably make the serious (oerg
start uhc:ppinb for a more suitabl
mount after one long trip. It too, is &
in-town runaboutl that has excellent ;
gine performance. The big daddy, (8
250, 13 suractly a tourer, .md i good :
il you heed the caution of not trying
play racer. It is more at home on U
open road with two aboard than mes
anything we've fested. Last year whes
the ads said Suzoki was ready to ke
on the country, the 750 was the ape
they were talking about. This vear thot
battle song could well apply to the 38
and 550 if yvou intend 1o emulae Did
Mann or Mark Brelsford. “Look o
1973! Here comes Svzuki.” Pui the em
phasis on the “look out.” "
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CYCLE ROAD TEST

SUZUKI

T-750K

L With its new twin-disc brake, the Suzuki 750
can outstop all the Superbikes. But the best part of
this machine is its water-cooled engine.

® Suzuki’s big water-cocled 750 triple is
now in its second year of production and
though still somewhat schizophrenic in its
underlying character, the bike is much bet-
ter in one vital area than when first intro-
duced. In addition to the customary second-
vear detail improvements, the Suzuki has ac-
quired a massive dual-disc front brake,
which moves it ahead of the whole Super-
bike class in terms of stopping power. There
i5 hittle doubt that the Suzuki 750°s engine
has the patential to do the same thing for the
bike's sheer straight-line speed, but that
hasn't been done. The Suzuki wavers mid-
way between conforming more closely with
the image projected by its roadracing coun-
terpart, and a more sedate kinship with the
milder BMWs and H-Ds Electra Glide.

There's nothing wavering in the solution
applied to the braking problem encountered
in the original 730, which had a front brake
that should have been strong enough but
wasn't. Dual drems (back to back) and four
shoes inside the Suzuki's front wheel lent it a
very racing-bike appearance, but all this
drum and lining proved unequal to stopping
T00-plus pounds of machinery and rider.
That's not really surprising. If you consider
the load on the brakes in terms of pounds/
foot/second you will see that the T00-pound
tourer works its brakes as hard in hauling
down from 60 mph as a 350 pound-roadrac-
er stopping [rom twice that speed. In any
case, the dual drum brake wasn't up to the
load, so Suzuki, contemptuous of half-mea-
sures, replaced it with a dual disc. The new
GT-T30K s front hub is flanked by a pair of
2953mm dises, ecach with its own hydraulic
caliper, which afford it just about twice the
swept area of 118 nearest competitor.

Griven the almost fade-proof nature of disc
brakes, there is nothing in mere swept arca
o bestow superior single-stop braking per-
formance. Other factors must also be pres-

ent. Like good tires, which the Suzuki has,
But very prabably the most important 15 an
almost indefinable something called “feel.”
Virtually all of the current crop of disc
brakes are powerful enough to let you lock
the front wheel if you give the lever a really
hard squeeze. The trick in making very
quick stops is to load the bike's front tire
until it is on the verge of sliding, which re-
quires extremely close control of braking
pressure, Such close contraol 15 all but 1mpos-
sible when lock-up pressure occurs near the
point of finger-fade. With the Suzuki's abun-
dance of disc and pad areas, and the approx-
imately 65 per cent increase in mechanical
advantage between the brake lever and the
pads, vou don't have to squeeze so0 hard that
sensitvity 15 lost. As a direct result, the front
tire can be loaded in braking right at the
limit of adhesion and the bike will average a
stunning 0.932G in a stop from 60 mph—or
O10G more than the Kawasaki Mach TV,
winner of the braking segment of our Super-
bike Comparison Test.

Acceleration and top speed are substan-
tially identical to the performance of the
ariginal water-cooled 750 we tested for the
February, 1972 issue of Cyele. Indeed, the
guarter-mile trap speed of 94.04 mph 15 the
same right out to the last digit. The numbers
indicate that the GT-750K is slightly slower
in elapsed time than the GT-T5300 but the
difference is more apparent than real. As it
happens, the Suzuk: 15n't an easy bike to
coax off the mark at the drag strip, tending
to either bog down or light its rear tire. We
put together a couple of near-perfect starts
when we (ested the T30J but were unable to
find the combination with the GT-750K.
That’s the reason for the two-tenths differ-
ence in quarter-mile time.

Mo substantive changes have been made
in the Suzuki 750% engine. The only differ-
ence worth mentioning came at some point
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Comfort is the word: the saddle is cushy, the wbmzmn nwn’y rl-u-.rr-e.rmerlz. the exhaust snbd;re‘rf

Careful perusal of the centersiand’s undercarrizge shows seaff marks made by pavement.

during the first year's production, when the
plumbing for the “Suzuki Recycle Inje
System"” was rerouted. Oil tends o drain
down from the upper cylinder and cal -!‘u
a two-stroke engine's crankcase when al
is parked. To get this oil back up whe
belongs and the surplus expelled from
engine as quickly as possible the Suzuki
a drain port, check valve and transfer
in the base of each crank chamber. O
ly there was an incomplete crossfeed
rangement. The center cylinder rece
puddled ol from both end cylinders and e
pelled its own surplus into the cylinder &
right, leaving the left-end eylinder dry.
the feed is from cylinder one to thres, (v
one and three to two. This system alok
the crankeases clear when the bike is
ridden slowly, reducing to almost in
proportions, the characteristic trail of w
smoke laid down by two-strokes when
break fres of a traffic jam and are bl
back up to speed. You get one big cloy
smoke just after starting the Suzuki,
then thereafter the exhaust stays fairly
Even without the “SRIS" plumbing the
Suzuki’s oiling system would be comples.
Most modern two-stroke engines are fitlel
with automatic ciling systems, with a vans-
ble volume pump metering the flow of of
from & reserve tank and feeding it to eifher
the crankshaft or inlet port—or bath, ©
a pressure-regulated bypass to split the fox
In the Suzuki the oil flow is divided, butsg
by anything as imprecise as a bypass valie
The GT-750K’s oil pump (located above s
transmission and driven at Y5, crank sp
has entirely separate delivery plungers.
one pumping oil to the crankshafi nead
full-stroke when more than 14 per l:-:at
throttle is applied so its output is virtuallys
function of engine speed. The plunger dé
ering oil to a nozzle in each inlet port w
at full-stroke only when more thau i
threttle is applied, so overall oil deliveryis
proportioned to suit load mn-l:lil.iuns.:__'
even distribution of oil has been insured b
making a multi-port rotary valve part |:£ he
pump assembly, and there 15 o separate fod
line to each port and bearing.
More extraordinary, exertions on the pat
of the Suzuki’s designers are to be seen in &
ignition system, Electrically, it is a simp d
“Kettering™ battery/coil/contact l:nn:a
arrangement with what amounts o a s
rate ipnition system for each cylinder. T
much is standard for all touring two-sinks
{if we 1ignore the magnetically triggered sk
id-state systems on the big Rawau" ]
What 15 not standard 15 the breaker cans I
. Breaker cams usually are just slipee -t
over an extension on the end of the crab:
shaft, which is simple but likely to introduz
a lot of timing error. Clearance in the ma
shaft bearings and the slight Nexing of &



crankshaft under running loads shift the ig-
nition timing in unpredictable ways. Timing
errors thus inteoduced are small, but tests
have shown that shifts of no more than three
deprees either side of the optimum reduce
engine output. Suzuki has sidestepped all
these problems in the GT-750 by mounting
the breaker camshaft in its own precision
bearings and driving it through a flange and
pin arrangement off the face of the gear that
is part of the water-pump drive. In doing
this they have isolated the ignition from any
disturbances originating with the crankshaft
and the spark can be timed very accurately.
Service slalion atlendants are driven crazy
by the Suzuki’s cooling system. They see the
radiator and realize that the engine is water-
cooled but can’t find the expected fan belt
and water pump aven when they hunker
down for a closer look. Actually there isn't
any fan belt to be seen, and the water pump
i buried in the base of the engine/transmis-
sion casing. A train of gears and shafts takes
the drive from the left end of the crankshaft
down to the pump impeller, Cast-in passapes
route the water from an inlet on the front of
the engine up through the block and out the
cylinderhead. Elaborate seals prevent water
from seeping up past the impeller drive shaft  Gowe is the weak sister four-shoe brake firted to carly 7305 The dises are superh,
to dilute the transmission oil or vice versa, T 00T R R s
and 2 drain has been built into the system to L 00 air Bty b o Ll
divert either water or oil getting past the : Al W T TR LT
seals. People who keep at GT-750 a long ' ' . : d e
time and face the possibility of repairs
shoald be pleased to know that the entire
pump assembly can be removed without dis-
mantling the engine.
A thermastat is installed in the water out-
let neck and it valves water through the ra-
dator or around a bypass to hold the cool-
ant temperature at about 190°F, There also
is 3 thermostatic switch in the system that is
sapposed to start a small electnic fan if the
lemperature in the system exceeds 220°F.
We'll have to take Suzuki's word for that
because no combination of loads and road
conditions (heat, grades, etc.) we tried
would nudge the water temp needle much
past the center of the scale. The radiator is
very small (9.45 x 17.0 inches and 2.32
inches thick) but it is made of aluminum,
which transfers heat efficiently, and it is
maore than equal to the job it's asked to do.
suzuki also points out that the aluminum
radiator iz light. That's not particularly im-
pressive in a motorcyele that 15 so very
heavy in 50 many other places. Probably the
mast important reason for having an alumi-
miim radiator on the bike is to avoid electro-
Iytic corrosion. Those who buy this bike
should be aware that corrosion inside the en-
gine conld become a serous problem unless
they give particular and close attention to
the owmer's-manual instructions regarding
caolant. You do not just squirt the radiator

The 160-mph speedomerer suggests the 750% pretentions or aspirarions; key is al easy reach.




PHOTOGRAPHY: MARC MaDOw

Towring along straight up is the big Suzuki's forte, .'.H

full of water. It is supposed to be filled with
a 30-30 mixture of corrosion-inhibiting anti-
freeze and distilled water, with a dash of
anti-leak compound, the whole mixture o
be replaced annually. Our experience with
two water-cooled Suzukis leads us to think
that their cooling systems may be regarded
virtually as sealed. You never have to add
coolant, 50 you don't need o worry about
finding the right mix of anti-leak, antifreezs
and distilled water out in the middle of no.
where, And vou won't have to worry about
overheating the Suxuki while pulling long
grades in hot weather, which is more than
may be said about other motorcycles.

_ Ag g matter of fuct, the Suwruks GT-THK
With its masslve double-dises, the GT-TSOK has stopping power superioe  JUSt cOUldR'Ube what it is without the water:
I the best Superbikes, cooling. Because what it is more than any-
thing else is absolutely tireless, and the coal-
ing system 5 much of what makes it thal
way. High speed flogging and low speed
slogping are all the same to the Suzuki. The
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temperature needle never savs anything
akarming, and youw never hear the tinny clat-
ter of detonation even when you've been do-
mg things that would bring most other two-
sirokes right to the edge of seizure.

Equally important is that water-cooling
slakilizes spark plug temperatures. The own-
'y manual specifies NGE B-BES plugs but
the workshop manual says the GT-T50
should have B-TES plugs for normal riding,
B-6ES (or the equivalent heat range in an-
alher brand) if the B-Ts show signs of foul-
ing and B-8s only if there is evidence of
spark plug overheating. Based on our obser-
vation of the plugs in our test bike, which
were MGE B-TES plugs, the colder B-8s
would be necessary only for sustained flat-
out running across Death Valley in August,
and the warmer B-bs beneficial only in thou-
snd-mile slow Tiding contests, We rode our
st bake in traffic and on freeways, doing
ererything owners would be at all hikely to

packing donble does mor lossen its handling.
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do, without producing a trace of either
scorching or fouling the B-7 spark plugs. In
contrast, the Suzuki’s air-cooled counter-
parts use spark plugs one grade hotter for
normal riding and tend to stagger back and
forth between fouling and dread detonation
with any substantial departures from the ap-
timurmn pace.

Like most two-strokes, the GT-750 is a bit
limber at low speeds and develops real mus-
cle only when worked within its power band.
Where it’s different is in having a power
band that begins at about 2,000 rpm and
stays with you all the way to the 7,000 rpm
red-line. The machine as a whole may be
shightly confused about its identity but the
engine is perfect for touring. Sheer mind-
bhoggling horsepower potential is there of
course, only everything has been arranged to
give broad range torque as big as all out-
doors. From the non-squish combustion
chambers to the mild port timings and right

out to the exhauwst system, the intent is as
clear as the efforts have been suceessful,
Torque 15 what the touring rider needs and
torgue is what the GT-750 has in abun-
dance. There's a smooth light-finger clutch
and a pood five-speed transmission, but you
can ignore both once you get the big Suzuki
rolling. Just click it into fifth and let the en-
gine do a1l the work, Performance is better
when you use the gears for leverage, but the
difference certainly is not as great as with
most moloreyeles,

Omn the other hand, you'll find the nding
rather more pleasant if you do stir the gears.
The engine will pull like a bear from 2,000
rpm, but full throttle at those revs also will
provoke a fit of shaking. Triples with 120
degree crankpins have a fairly strong longi-
tudinal rocking vibration, and the Suzuki is
no exception. It is exceptional in having
elastic engine mountings to keep the vibra-
tion largely confined to the engine itself



rather than spreading them throughout the
motoreyele. These rubber-bushed mountings
are very effective in stopping high frequen-
¢y, low amplitude vibrations; they are less
able to cope with the opposite condition. So
when you hook on a lot of throtile at low
engine speeds, a lot of torque-reaction shak-
ing (low frequency, high amplitude) com-
bines with the normal dynamic imbalances
to overwhelm engine-mount elasticity and
set up a considerable tremor in the seal, pegs
and handlebars. All this can be avorded sim-
ply by spinning the engine faster and using
less throttle, and at speeds for which the
mountings were designed—Iike steady 70
mph cruising—the water-cooled Suzuki is
one of the smoothest motorcycles available
anywhere.

In maost respects the Suzuki’s riding com-
fort is excellent. For one thing its makers
have not succumbed to the morbid fear of
throttle sticking that has gripped so many of
their contemporaries. Despite having three

throttle return springs (one in each carbure-
tor) the bike's twist grip rotates back quite
easily, and you can hold o open for hours
without becoming conscious of the elfort re-
quircd. In this regard the Suzuki s better
than either the Honda or Kawasaki Fours
with their vastly more complicated throttle
actuating mechanisms. You don’t notice
things ke overanxious return springs when
you ride a dealer's demonstrator around the
block; they loom large after a few continu-
ous hours il the saddle.

Saddles themselves can be a large pain in
u rider’s nether regions. The Suzuki’'s 1sn'
The saddle is broad, soft and comfortable. It
does present a problem for short-legged rid-
ers becanse the hike's seat height makes the
ground a tip-toe reach even for tall people
and the seat width doesn't help things a bit.
Riders of all sizes will find that the kick start
lever 1s positioned just right to be a genuing
shin-digger. If you sit well back on the seat
and straight-arm the handlebars you'll get

your calf back away from the kick stare—
but that kind of riding position fooks ave 5
dramatic and is decidedly uncomfortahle

Initially we were surme the handlebars
too low and flat, but we found that &

spend a lot of time with your fingers
wrapped around the grips without begin
to notice muscles knotting up 0 vour
and back. '
The GT-750 rides pretty nicely; we ;
this is more & function of its weight thanamn
suspension refinements. 1ts mass forees |
tires to eat small irregularities on the
ripples and expansion strips ask for compls
ance from the springs and shocks, andd
can be stubbornly uncooperative. In fsdt
springs are too stff and the shocks oo li
for the suspension to be really effective i
either ride or handling
Unless Suzuki 750 owners are willing il
(Cantinned on page A1l
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' do 4 certain amount of major rearranging
|,'ﬂu_l|r should just try to find a softer set of
springs and settle for the Ivory Soap ride,

- because the bike isn't going o whiz cor-

*ners rapidly even with the best of tires and

~shocks. There simply isn't enough side
tarunce. Flop it down into & turn and
 Iong befare you get to the natural limit of
- fierve or tire adhesion you'll have the stand
- siriking sparks off the pavement. Turn left
and the kickstand scrubs; turn right and
'|;|:¢]|1tlc fool on the centerstand begins to
ﬂrag None of this nesd be reason for con-
{:m if you can plan things in advance and
___'ku:ui of sncak up on the cntical angle of
lean. But may the gods be with you if
. you're feeling frisky on an unfamiliar road
Cand inadvertently get inte a turn a trifle
oo fast. You then get a beggar’s choice:
- [lick the bike over hard in an attempt to
- make the tum and it will clang hard on the
sfand, jack the rear wheel off the road and
~dump you on your ear. Be more gentle,
 [esting for the stand, and you'll be right off
(hrough the bushes. And if you get too fri-
- aky in fast turns the limp rear shocks will
st up a wallowing and waggling the likes
~of which most people never experience and
 you wouldn't want twice.

These difficulties notwithstanding, it is
guie capable of motaring along mountain
*roads at fairly high average speeds. Crank
* {he rear spring cams up to the tightest of
the five notches; that provides the most of
such cornering clearance as the bike does
have, and pump the tires up to 28 psi front
- and 31 pai rear. You'll still get outeornered
by everything but ¥incents and Super
- (lsdes but you'll be able to reel in a lot of

he slack with instant throttle response and
e Suzuki's superb brakes, We did a lot of

lhis kind of riding, and found that the Su-
auki’s thunderous no-shift lunge between
gomers could be used in combination with
3 two-finger l,'.II'EI!-ZiI!'IE‘ technique very effec-
ively. Two fingers for the throttle and two
for the brake lever makes for ultra-smooth
{ransitions between acceleration and brak-
g The overull effect is to lengthen the
draight bils of road, especially at the end
when you can brake really hard and carry
the braking right into a turn. 1t's a method
Mhat only works when the front brake does,
But if's fast and fun. We should mention
bere that it s good thal the front brake is
pawerful and fade-proof; the rear drum
krake 1sn't, and docs a Lamont Cranston
¢n you at the earliest opportunity.

You won't he using that rear brake very
vigorously anyway if you've put the GT-
150 up on its centerstand under less than
ileal conditions, Why? Because vou'll be
pursing a hernia, that's why. No bike
weighing 530 pounds iz poing to snap up
i its sland without a fair amount of help,
hot there's no convenient grab-handle on
5 Suzuki and its centerstand is oo tall,
Sathe bike needs to be lifted high to get it
~on the stand and you have o do it just
grabbing the thing by the scruff of its

neck—so to speak.

Mo motoreyele in the world carries a
passenger with less straining than the GT-
7150K. When you've already loaded the en-
gine with 720 pounds of bike and rider,
anather 120 pounds of female companion-
ship isn't going to make a perceptible dif-
ference in performance, That big engine
will haul B40 pounds just as effortlessly as
it manages 720, And adding & passenger
doesn't borrow any seat room from the rid-
er or make the handling worse. 1If anything
the Sizuki handles better when s carry-
ing two people.

Suruki's stylists needed someone (o el
them when they had done enough in em-
bellishing the GT-T50K. There are bau-
bles, bangles and furbelows everywhere, as
well as enlirely 00 much striping and too
many written reminders that the bike i5 a
water-cooled 750 Suzuki. There also are
gratuitous touches like the molded-in pho-
ney louvers on the oil pump cover and the
plastic chain guard.

Such things tend to divert one's alten-
tion from the Suzuki's two best features,
which are tremendous never-say-die lorque
and the ability to run énormous distances
at high speeds without strain or excessive
fuel consumption. Even while we were do-
ing our best to whip the wheels off the GT-
750 it gave us a bit over 34 mpg, and you .
can get another 10 miles out of each gallon
riding more conservatively. And when rid-
ing conservatively yvou can largely ignofe
the shift lever, using the engine's lorque as
a substitute for an automatic transmission.
Chain life is depressingly brief ¢ven when
all the manual's admonitions about lubri-
cation and adjustment are followed, but
this is typical of heavy and muscular mo-
toreycles and the Suzuki’s owner won't
have to worry about anything but the
ghain. The engine and transmission are
marvels of strength and reliability.

What we like least about the Suzuki GT-
750 is its confusion of identity. The bike
stands exactly equidistant between true Su-
perbikes and staid, comfortable tourers
and although its tireless reliability is a
priceless azset in the latter category, it also
has shorteomings there. A softer suspen-
sion and slightly maore wheel travel are
needed to make it your complete fourer.
And if it wants to be a Superbike it will
have to lose some weight and gain some
cornering clearance and peak-rev power,
along with more refined suspension datep-
ing. The frustrating thing is that ﬂnl:.r a
nudge is needed to move it a long way in
either direction. As it stands, it is conspic-
nously at a point of departure. Give it sad-
dlebags, a windshield and softer springs
and it becomes a touring bike, Fiddle the
porting, tuck in the pipes and hang on a
better et of shocks and the GT-730 would
be a Superbike, The efforl required 1o give
the bike & more clearly defined identity is
0 minimal that its owners can do it them-
selves. We wonder why Suzuki has not
saved them the trouble. =






Kawasaki

N THE SPRING of last year a curious
- dmosphere pervaded the old Bike offices,
Cmuated as they were in one of the seamier
- pansof Soho, A disparate crowd of gogele-
- tyed, down - at - heel freaks, plain clothes
|wmen and  sleazy  suited Chinamen
Cplsered at the emd of Gerrard Place
~ yhenever a dedicated Bike staffer mooched
o work around elevendhirty.

Actually, mooched is hardly the right
- ppietive, for at the time Hero Harrison and
el wepe disporting ourselves aboard a
feace of extremely heavy duty scoots: a
Triumph Hurricane and a Kawasaki Mach
IV HIL There was a definite sense of tension
mound st the time for both machines
ofered an almost overwhelming abundance
if horses and a sense of aggressive elan that
~ Jis cried out to be used ... or tamed,
podamnit, Every excuse to leave the office
w5 an excuse 10 gt oul and incinerate rub-
ter: even in central London vou can have
. hs of laughs with a machine thal turns the
wuarter in just over 12 seconds. Harcison
and Tlel a led of work hangfire during the
few weeks we had those bikes, a lot of
people must've gotten awful aggravated by
our continual absence from the office, not
g Ms O'Railly who in between dealing
with angry “phone calls was wondering just
- which hospital we were going to end up in.

Reckless behaviour was indeed the order
ofthe day and a- long as someone else was
paving for the gas. T dug every minute of it.
Kihere [ am a year later, drinking Mike
Nolans® Newcastle Brown up at Silverstone
- pretending Lo be dead nonchalant about
s offer of the latest H2 7530 Kawa, when
Amalready making mental notes about can
elng all sorts of silly business commit-
menls duning the fortmight that I'm to be Iet
loo= with the thing. As if that ain’t enough,
lenminutes later Twig's trying to lay Apple
Motarcyele’s T30 Suzuki demo bike on us.
Ralurally another 750 Giant Test is in the
making, and who am I to repress such a
motion?

But understand from the outser that these
two bolides, two-stroke triples though they
both may be, are birds of very different plu-
mage. The Suzuki is a big, heavy machine
with sophisticated engine cooling and elec-
tromic circuitry, and very distinct touring
pretensions. In many respects 1 would not
be unfair to pit it against a BEMW or a Moto
Cruzzi rather than the nastiest, meanest
motorcycle ever to wrench the wrist mus-
cles of the know-t-all biker. Yes, friends,
the H2 Mach IV may certainly be a refined
version of last season™s 750 Kawaszki, but
it is still the ultimate machismo street
cycle.

But nasty? Mean? I8 that any wav (o
describe an item of ironmongery that's
taken half a decade to develop and is
already selling by the barrowload in the US
of A7 Surely not. Well, Kawasaki, who I've
come to admire more than any other bike
builder for that upfront, performance - at -
any - cost pringiple which they seem to
ageribe to, are totally honest about the
Mach IV's behaviour in their brochure,
starting right from paragraph one:

“The Kawasaki 730 Mach I'V has only
one purpose [n {ife; o rive vou the most
exciting and exhilarating  performance.
Ir's so guick it demands the razor sharp
reactions of an experienced rider. It's a
machine you must fake seriousiy.”

Damn right, you must, If vou don’t you'll
énd up in a wooden waistcoat, that’s for
sure. And all power to Kawasaki Heavy
Industries for having the balls to sell a
matorcyele on that premise alone.

Like 1 =aid, the Suruki exudes an
altogether milder image, but that’s not to
sav it's a pig as our performance figures
show, Prior to this test, the only knowledge
we had of the standard GT750 came from
the lips of some gentlemen from Manches-
ter's 71 M/icvele Club, who invited me
along 1o talk rubbish to 'em one eveéning.
Frightéening tales of rear-ends wriggling

round corners and ferocious tank slapping
aL anything above 80. These stories were
reinforced by a gentleman in Wales who
invited me 1o autograph his plastered leg a
few weeks later. My own experiences with
the handling of the smaller Suzuki roadsters
— which ['ve almost universally found to
be incredibly soggy — led me to accept
these claims as being quite credible.

S0 1t was obviously going to +I',m: an
interesting Giant Test, if Haylock and
yours truly managed to stay in one piece.
that is: the total fire breathing ball buster
versus a computerised kettle on wheels.

kawarsaki




THERE WAS a recent article in the Guar-
dian regaling the reader with stirring tales
of the RAF's crack Red Arrows aerobatic
display squadron. The hack who churned
out this particular eulogistic epistle actually
went up 1in one of the lads® Folland Gnats
and, upon reflecting on his evidently awe-
some acrobatic experience, was at great
pains to point out that these highly trained,
highly paid wallahs were living on a knife-
edge throughout their formation fyving
sequences,

A smile flickered across my face as |
read that. If that particular typewriter artist
cared w venture on the pillion of the 7350
Kawasaki I was riding at the time (well not
actualfy at the time, although Martin Harri-
son tells me that he had time o complete
the Times crossword whilst braking for traf-
fic lights aboard a certain Russian motor-
cvcle), he would discover that one neither
has to be highly trained nor highly paid to
live close to instant karma. One merely has
to own a Kawasaks!

I mean hare is a machine so utterly and

completely dedicated to completing the dis-
tance from A to B in the fastest posible
time, that you're forced to consider whether
or not there was some truth in the old
Triumph Owner’s Club joke about “Kami-
kaze five-hundreds, ho-ho-ho” This motor-
cycle is not a oy, either. Instead it is some-
thing between the two, a kind of safe way of
living dangerously if you're readv for
fhar?

This bike is capable of hauling ass very
fast indeed: about 100 miles per hour in 13
seconds capable, in fact. Such acceleration
will sansfy even the most mind-wrenched
adrenalin addict. It also handles in a2 man-
ner strange (0 those bred on British or Ital -
ian vehicles, which is not undesirable once
mastered. Further, it has sufficient spread of
torque — and this is its distinct advantage
over the lower capacity Kawas — to enable
it to be ridden satisfactorily at low or high
engine speeds, a point which makes it a
practical machine to own even if a lot of
your riding 15 in urban conditions.

| have prefaced this evaluation with my

Slim Kawasaki (top left) is more nimble througk the iraffic jams. Hyvdranlic stecring
damper (left) takes some af the trauma out of the handling. Chain oiler {iop centre)
fives with the baitery bekind the side panel. Notice the small white oil tank, and the
plunger bekind the frame tube, Single dise brake (top right) works as well as the
Suzuki’s owin dive unis. Instrument divplay ain't as mindwarping as the Suzuki's, bue
siill plows like a Chrisimas iree with all those idior fights. Compaci
sorar transmission wafr (right) coniributes to good power (o weight ratio.

conclusion because it's pretiy pointless w
read about the Mach IV unless you appre:
ciate that it is a totally unique machine.

The Mach IV H2 engine differs from is
predessor in seéveral ways. Mew oilways
have been drilled in the big-ends 1o improve
lubing, and o0il scavenging has  bean
improved with a resultant reduction i
exhausl smoke. Finally, it transpires tha
the clutch friction plates are now concoctel |
from a new mixture which is supposed i
reduce slippage — but more on that later.

These factors which are, | suppose, ges:
tures in the direction of legislative sanitg
tion, contrive to lower last year's bhp figee
by precisely three pomes. Mo matter. The
engine response is still as swifl as ever
requiring a sensitive hand il vou intend nd-
ing it on the pipe, for there is a strong surgs
of energy as you reach beyond the 450
mark. Below that point, power still lurks
but it emerges more slowly and is, therefore
well suited to dawdling through heavy traf-
fic. The H2's solid state CDI ignition svs
tem ensures a balanced supply of sparks g
all engine speeds, and the sparks are fu
enaough to fire even the most sluggish bunch
of hydrocarbons — providing the corms
plugs are used. The bike was fitted witk
Champion UL 17TVs when [ callected i
but these proved too hot for trouble e
town riding. 1 then fitted a et of Aag-op
Champion L-78s (develeped. apparently, for
two-stroke marine engines) which behaved
perfectly under a variely of conditions. A
shizht mod to the hi leads is required
accommodation the L-T&s. which leatur
fixed. rather than serew on, collars.

OFf course despite the engine’s low speed
capability, its small Aywheel bottom end i
really there for the benefit of mucho revs
Wind "er up, bang home the gear driven




multi plate clutch and whammo, you're off
and runming. Unfortunately the clutch on
this particular test bike, after over 6,000
miles of hard riding in the hands of various
mpecunious  motorcyeling  journals, was
developing a bad case of slipping friction
that only new plates would cure. This
accounts for performance figures that are
slightly less than one might expect them to
be.

Clutch action itself 15 as stiff on the H2
as it was on its predecessor, although 1 only
really found it tiresome after extensive sop-
sart urban scooting. Like the gearshift pat-
tern — neutral at the bottom, then five up
— the heavy cluich is a peculiarity that one
presumably learns to live with, "Course if
you're blessed with exceptionally  puny
wrists, it's not beyend the realms of possi-
hility to #ngage gear without the benefit of
the exotically lined clutch plates. But natu-
rally I wouldn't practice such butchery with
a Davick test bike. The gearbox itself feels
as thouch the ratios are lairly  closely
spaced, and | actually felt first was a bil (oo
hgh for calm aboutd4own riding ... but
then I didn’t do very much calm riding.

The motor bopped along faultlessly and
ull the HZ owner has to deo 15 decide
whether he's going to ride it with an iron
glove or a limp wrist. There was, however, a
modicum of vibration which | understood
Kawasaki were supposed w0've overcomes on
the H2 by wirtue of rubber engine mount-
ings. They even boast about it in their bro-
chure, but the fact remains that there’s a
definite tingle in both ‘bars and foolpegs
above 5000/5250 revs. Even on a long (100
mile plus) run it was annoying rather than
mumbing, bul things might be different in
winter conditions.

Mow the roadholding of Davick's test
bike was slightly non-standard inasmuch as
they'd fitted an English TT100 to the rear,
whilst Japanese rubber shod the front
wheel. How much thiz differs from the
gock arrangement 1 wouldn®t ke 10 guess
because there have been refinements to the
frame peometry over the H1 model which
inherently improve the manners of the basic
bike. The wheelhase has increased one inch
o 56.5 ins., due to alteration in the steering
caster angle, which facilitates a reduction in
borrorshow tactics when belting through
fast corners and also lesseming the T750°s
proclivity for instant wheelies and other
such amusing idiosyncracies. We are also
wid that fromt and rear suspension com-
ponents have been uprated, but guite
frankly they seem to me about typical for a
Jap big bike — just on the hard side of
mushy.

Anyroadup, the bike actually handles!
That is, its cornering abilities match the
power characieristics of the machine admi-
rably and leaves it to the rider to judpe
where the boundaries of the power/handling
equation lie. No, I'm not trying to say that

the H2 is safe and predictable. Instead ['m.

endeavouring w0 point oul that as this
motoreyele is probably a lot Faster than
anvthing most of us have ever ridden, we
must appreciate that bounding vup to and

exiting from corners at specds faster than
we're normally used to means accepting a
little less innate security than we demand
fram slower wvehicles, And that’s what |
meant about living on the edge — it’s fun
when you get used to it

Fortunately the front disc brake is so
good that if you do find yourself trotting
inte a situation that you're not really sure
you can handle, a quick jab on the anchors
will bring you down o a reasonable speed
in very neat fashion, and in a very short
sgpace of time. And this was largely true
even on wei roads — how different from
last vear’s plot! Even the twin discs of the
admittedly heavier Suzuki failed to improve
on the braking figures donated by the single
caliper unit fitted 1o the Kawa,

In ®hort, Fast roadwork wag a joy marred
only by the awful fuel comsumption. 1
returned to London from, Davick's by
diverse minor “A™ roads which eventually
led me to the Al along which [ cruised at a
comfortable ninety o a hundred per. 1 had
te fill up twice before I pot home! An ave-
rage of 21.6 mpg was the reason for this —
and when I can average 25/26 mpg in my
four wheeled Alfa cruising at similar spe-
eds, 1 begin to wonder whether or not
Kawasaki have done all they could to maxi-
mise engine efficiency.

However, East Midland Allied Press
were paying for the juice and in enjoying
that privelege 1 spent many happy hours
squirting around both town and country
tarmac. Yes, if vou can afford the fuel, the
surging Kawasaki Mach IV is a very good
machinesfor safe, aggressive driving. Chain-
wear was considerably less of a problem
than on other big torquers, largely due we
the manual chain oil pump situated just o
the rear of the near-side rear subframe strut.
From its little plastic reservoir it releases
enough oil to apparently lube the chain for
500 miles each time you lift the knob. Just
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Bike's destruction testing team at it again. Four or five drag staris for the standing |

to be on the safe side I tended to pull it
every 100 miles, or even less. Still. a neat
little device — now vou know why I fitted
one to my Yamadale!

Electrics, from the CDI systern down-
wards, were exemplary. The stopdight, for
example, was considerably more sensitive
than thoze on most other bikes ['ve ridden,
requiring only the proverbial butterfly's kiss
to illuminate the blasted great rear lamp,
and the headlamp threw a well proportioned
becam of an intensity well suited to 70 mph
night-riding on unlit highways.

Warning indicator lamps were not as
prolific as on Suzuki’s electricians’ special,
but you can nevertheless glance down and
discover whether or not your stopdight,
trafficators, and main beam are doing what
they should be. and whether vou've suc-
ceeded in finding neutral. Swilchgear and
attendant tarradiddles are okay, if a bit
fussy — something common o most Nipe
ponese products these days. The left “bar
carries choke (which required only minimal
use throughout the test), horn/headlamp
flasher, main/dip switches and a mirror all
in one moulding, whilst the twistgrip collar
holds the emergency kill switch and an
on/off lighting switch, All theze functional
trinkets are finished in matt black alloy, as
are the helmet/seat lock and headlamp
nacelle. This sets off the high guality metal-
lic dark green and lime tank 'n’ seat hump
very prettily (deep red and bright red is the
other optional colour scheme). and demon-
strates just bow mifty the Kawasaki stylists
can be,

Even the layout 'neath the comfortable
side-hinged seat 15 extremely well ordered.
The perspex topped plug carmer with its
three spares is easily accessble, as are the
battery, toolkit (strapped into the rear
hump aleng with your dope stash  a mere
joke m'lud), the CDI boxes and air filter
COVET.
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mile plavs havoe with clutch adjustmeni. The Suzy survived but it was all too much
Jor the Kawasahi, whoe's clurch gave up the siruggle the following day.



Overall fimsh is farrly whizzing, but ['m
sure the chrome exhaust wouldn’t emerge
rusidfree from a Boush winter  without
much recourse to elbow grease and Solvol
Autosol. Kawasaki doen’t. thank Jehovah.
copt their porous alloy engine cases with
translucent gunge, mainly becawse they
dont use ‘orrible porous alloy! Almost as
good as the British variety, no less. But the
frame welding is only marginally better
than on some of the more tawdry Oriental
acools, even iIf Kawasakt cover it up with a
eoodly coat of black enamel.

And so it goes. As [ think you may
understand by now, the performance poten-
tial of this bike is s0 vastly superior 1o most
other two wheeled products that if poke is
your main criterium, such things as riding
position, economy and durability are things
vou'll learn 1o hive with or adapt to your
secondary requirements. And at £829 the
price is a great compensation for those con-
templating other 730 exotica.

Mark Williarms

suzUki
GT /A0L

50 YOU THINK being a journalist on
Bike 15 an easy touch, huh? A life of eternal
bliss, always burning free gas along sun-
drenched highways to exotic places on fab-
ulously expensive machinery someone else
has paid for?

Well, forget il. Sad. but it ain't like that,
Writing and other dull editorial duties keep
u shackled to office desks most of the time.
Apant from frantic blearveyed dashes to
and from the office and a quick round of the
pubs in the evening, we don't get in as much
biking as we'd like,

But when there's a couple of particularly
rapid hunks of metal standing silently out-
side the office it gets difficult 10 concentrate
on a typewriter keyboard. It all gets oo
much. even for the editor. He starts cursing
the telephone ad muttering about waork
*getting on moi troipe”, whatever that curi-
ous West Country expression may mean.

The heavy metal that proved so distracl-
ing this time was a 500 Kawasaki and the
Suruki GTTS0L. An editorial conference

Fhe 115 mph sicamraller (above lefi), From any angle the Suzaki looks a real hefty
fnk af steel, Ger those huge new diaphragm carbs (top cemire), © Liguid cooled ™" i
MUV, fisd i cove any ignoramuy hadn 't already guessed from cthe rad sinck in from
aof the mill (top right). Instrumene panel fabove cenrre) wonld make a Jumbo pitor feel
it howre, Flap on the from af the sank Iifts to reveal the radiator cap. When the tank
i rerreved (hottom right) vou can vee why i doesn’t hold as much juice as vou'd
expect. Space is raken up by cooling system overflow tank and the three ignition coils.

decided we should take a day off for the
purposes of road testing and ale tasting in
the West Country. Well when the boss sug-
gests that sort of thing vou don't kick a gift
horse in the teeth, do you?

Ah, the freedom from the daily office
drudgery. it ‘almost began to feel like we
were living that jet-set dream, 'cept it was
the South of England we were headed for,
not the South of France, The sun was shin-
ing, the air was balmy and the North
amptonshire country roads were deserted,
Even the fact that both bikes were still run-
ning in didn’t spoil the fun wo much. We
could hit 80 mph, and the fun of swinging
round those convoluted country lanes made
up for the lack of high speed kicks.

Despite my prejudices, | was getting to
like the Suzy. The sheer grossness of ils
heavy carcass hadn’t endeared me 10 il
when | first saw the bike. I mean, it looked
Fat and smug with about as much grace asa
women's shotputting champion. But just as
many a hefty female can prove to be a nifty




mover, the Suzuki was no sluggard. Grab-
bing those ultra-wide bars for the first time
gives you the impression you're trundling a
wheelbarrow, the great slab of a tank, and
fat, comfy seat all give a paunchy feel to the
bike, but it's a nice feel. It's solid and
utterly secure at the ton and comfortably
relaxing in the way that only a heavyweight
cruiser can be, but it’s also perfectly
manageable trickling along at walking pace.
The only time it's 550-0dd pounds become
embarrassing is when you try to heave the
thing onto the centre stand. Suzuki should
include advice from Charles Atlas in the
riders’ handbook.

But the way that deceptively docile
motor can shift Ave cwt. of bulk with
indecerd haste comes as quite a surprise.
Even keeping the revs well below the red
during running-4n you begin 1o suspect that
behind the image of the sedate, inoffensive
tourer, lurks something of a mean streak.
And when the motor's nicely bedded in and
the three pots begin to scream purposefully
through the gears you just know you
needn’t be ashamed in the company of bikes
with racier pretensions. Jeez, the obese Suzy
even stole the lean " hungey Kawasaki's
thunder at the Snetterton test session,
although to be fair the H2 was a a lietle off
colour,

A bike that can turn 13.39 in the quarter
ain't slow, and when that motor's dragging
quarter of a ton of sophisticated mechanical
and electrical gadgetry, then itU's pretty
BMazing.

But as we weaved our way down o
Exeter, [ still hadn't tried the full potential
of its performance. I was more taken first of
all by the comfort and smoothness of the
bike. For this kind of long distance jaunt
it's ideal. Another item that impressed me
as we hurled the projectiles around the
snaking bends on the B4525 to Banbury
was the front brake. Originally fitted with a
double twin leading shoe device, the GT750
was reputed to be underbraked for its
weight and performance. But the twin 11-
inch discs introduced on the L model do a
remarkable job of retarding that formidable
welght. As light and pleasant a disc brake
as I've cver come across, it was also reas-
suringly powerful. The fact that the twin
discs even the loading on the front forks
also keeps the bike stable under heavy brak-
ing.

As we really got into the bend swinging
on that fantastic biking road from MNorth-
ampton to Banbury it became evident that
the designers’ efforts to improve ground
clearance with new upswept silencers hadn't
been completely successful — the exhausts
atill wouched down when bumps compressed
the réar suspension. Stiffer dampers would
make a great improvement lo the biké's
scratching capabilities, if you want to forgo
some creature comfort.

Mod that the handling's that bad anyway.
The old kettle looks such an ungainly brute
it's difficult to imagine stuffng it into bends
fast and surviving, much less enjoying it.
But the Suzy's secret seems to be excellent
weight distribution. For a product of a

Japanese factory, it feels beautifully well
balanced, and can be flicked from sade to
side with surprising agility.

Sure, it gets a bit of a twitch on at the
back end on fast bumpy bends due to the
already mentioned infamous Mipponese fai-
ling — inmadequate damping. But the Suzu-
ki's handling can't be all that bad I thought.
keeping & wary eye on the hairraising path
the rear wheel of the 500 Kawasaki was
following towards Exeter. Evidently those
strange oscillations worried me more than
Mike MNicks. While I cringed and reflected
on how inadvizable it would be to run over
one's editor every time the Kawasaki
started following ever decreasing arcs, the
said editor later exclaimed he'd been enjoy-
ing it immensely., Must be that every
Kawasaki rider has a death wish or some-
thing.

After Banbury we hit some “*A" roads at
last, down to Chipping Mornon and out over =~
the wundulating Oxfordshire countryside.
Wice biking country with wide open roads,
fast, sweeping bends and pleasant rural
landscapes which we hardly noticed
because the bikes felt good, the sun was atill
shimng, and the roads were nearly empty.

That’s the saort of termiory where the
Suzuki feels right at home, and a steady
eighty began to feel slow, except when we
zapped past the odd bunch of traffic. The
motor is 0 smooth and unobtrusive "t
began to feel like [ was being towed along
in the Kawa's slipstream. There's no noise
except the wind, no vibes, and the hedge-
rows in the mirrors recede unblurred into
the distance.

Pampered by unaccustomed comfort I
became hypercritical of any vibration that
appeared in the rev range, and low fre-
quency shakes come in noticeably at 2,000
pm and below. But it's not as uncomfort-
able as a high frequency buzz, and anyway
it's easy just to swap cogs and keep the revs
above that level. That also helps to elimi-
nate the annoving two-stroke characteristic
of four-stroking at low throttle openings.
which results in uncomfortable transmigsion
snatch in the Suzuki.

Stopping to fuel up the Kawasaki every
60 miles or so got pretty tedious. The
Suzuki was covering 40 miles to the gallon
and could have gone twice as far as the
Kawa without stopping. But even that som
of range isn't good enough for a long dis-
tance hauler like this. Trouble is, the slab-
sided tank that contributes much of the
bike's chunky looks is deceptive. A huge
recess underneath, hiding the cooling sys-
tem reservoir tank and three ignition coils,
reduces the capacity to 3.7 galls, the odd
0.7 of which is reserve,

Apart from the fuel stops and a halt for
fish "n" chips, eaten at the roadside in best
biker's style, we made good time right down
to Ilchester, But there we caught the Lon-
don holiday traffic cozing along the A303,
Wriggling through the jams was the only
time the Suruki’'s bulk bothered me. and
then it was mainly due Lo the psychological
effect of its width, rather than the weight. I
just breathed in and hoped no idiet stuck



his head owt of a car window. Tt was a
pretty tight squeeze,

So five hours afler leaving Peterborough
we rode into Exeter, most favoured city in
the land, where the maidens are fair and the
boozers open at five in the afternoon,
according w Mike Nicks anyway. You
might just have realised by now that he
happens 10 be a native of these parts. To
demonstrate the veracity of his enthusiastic
claims about the Utopian licensing laws in
the town we rode into the vard of a river-
side pub on the dot of five. Sadly, the wor-
thy landiord of said hostelry didn't share
Mr MNicks enthusiasm for five o'clock open-
ing time and so we leaned against the door
antil he relented and let us in.

Afier parking the bikes for the night we
embarked on a tour of the town as Mike
nostalgically revisited the iniguitous haunts
of his mis-spent vouth. He got quite melan-
cholic relating stories of amazing happen-
ings i steamy, beer soaked bar-rooms
before those sinister subverters of public
good times, the big brewers, took them over
and “improved” them. Mow most of them
are those neon-dit sanitised beer supermar-
kets where silem people lean on plastic bar
tops and stare vacantly in front of them as
they sip fizzy chemical brew of dubious
alcoholic content. Didn't even sec a good
fight or anyone throwing up while we were
there., =

We left for home with thick heads in the
merning. but it's amazing how quickly a
dose of adrenalin clears a hangover, The
sun was still shining, and as the bikes were
just about run in now we were keved up for
d bustling return jowrney. There was still
plenty of holiday traffic abouwt, but T got a
real kick from jolting the somnolent drivers
of family saloons out of their reveres with
the banshee wail of the Suzy's three scream-
ing cvlinders reddining past. No doubt
about it, these big triples bring out the
WOTSEL i vou.

First ume [ tentatively opened the tap
right out, the Suzuki choked and coughed
approaching the ton, but she soon cleared
her throat and was pulling healthy and
strong. 1 kept a close eve on the temperat -
ure gauge, mounted atop the instrument
panel between speedo and tacho, in case the
motor should still be a bit tight. But no fear,
the needle never went over halfway across
the dial.

Suzuki have discovered, in fact, that the
water cooling 15 so effective that the radia-
tor fan fitted to earlier models was redun-
dant, in European climates st least. It was
driven by an electric motor and thermostati-
cally controlied, but the coolant never got
hot enough to switch the fan in. Without the
fan, and with a new plastic grille, the radia-
lor looks slimmer and less obtrusive than
an the previous models. And even held up
i traffic the needle stayed in the lower hall
of the temp pauge.

Another change on this latest model con-
cerns the carbs, The GTT50 15 now fitted
with three huge Mikuni “Automatic Vari-
able Venturi™, that's 1o say diaphragm tvpe.
instruments, They're claimed to improve

Four into three don't go — or
does it ? Juse s0's Suzuki owners
warn't suffer an inferiority complex
in the company of Honda four
riders, Mre exhaust pipe from the
centre pod branches into two and
Jeeds the lower, smaller pair of silencers,

fucl economy  and reduce exhaus=t cmis
sions. They also give smooth and instant
rasponse to the throttle,

Cruising homewards a sight faster than
we'd travelled in the opposite direction, I
found those high, wide bars which helped
low speed handling became pretty shoulder
wrenching. So 1 shifted back on that huge,
fat seat and crouched forwards, 1t's in the
EMW class for comfon, with the inertia of
all that weight helping to iron the bumps
out,

A few days later, at Snetterton for perfor-
mance tests, the mild -mannered Svzuki's
urge proved an embarrassment to both the
S00 and 750 Kawasakis. It more than made
up for its weight' handicap with the kind of
slugging torque you just don’t expect from a
lwa-stroke, although it got owt of shape
once or twice on the standing quarters as |
dropped the clutch wo guickly and got the
rear iyre spinning furiowsly. IU's interesting
that the standard GT750 turned a faster
time than the Dresda Suzuki we tested in
the JunefJuly ish. despite carryving mare
than a hundredweight extra. The Dresda
was significantly faster on top whack, but
its lightness made it 2 handful getting off
the line. The GT730% weight actually
helped by keeping the fromt wheel on the
deck.

Another do-ordie dash Tollowed, this
time in company with Mark Williams and
the hig Kawasaki, down to London for a
photo  session. Again the psychologicsal
effect of the Suzuki's bulk bothered me in
traffic, or was it that Mr Williams suffered
similar suicidal tendencies w0 Mr MNicks as
so0n as he straddled a Kawasaki? Anyway,
he knew the roads and 1 didn't, well that's
My Excuse.

Posed wogether for the pix. the Surzuki
didn’'t look too photogenic alongside the
Kawasaki's racy lines. But afler enjoying
the riding so much, somchow it didn’t seerm
s0 ugly as it had at first, The chunky
appearance 15 quitc impressive by virtue of
its sheer bulk, and the shining alloy water
jacket around the cvlinders is an eye
catching lump. Finish 15 generally good,
apart from some poor chrome on the crash
bar surrounding the radiator.

The Suzuki suffers the usual Japams
failing of messy welding and cheap '’ nagy
pressed steel frame gusseting. The silvered
plastic grille over the radiator is perhapts
bit too fussy, but it is valuable protectios,
and being non-corrosive, 15 easy o cles
The array of gadgets produced either gasg
of wonder or sneers of derison fre
onlookers. To & hard riding Kawasaki frek
who's only interested in how fast he's going
1 must all seem a bit superflucus. Asd|
doubt the value of gimmicks like the digts
gear Indicator, which lights up the numbe
of which ever ratioc vou're in, on a link
display unit on the instrument panel —
while watching with fascination as the s
bers flash up and down, chances are yi
could ride smack into the hack of a tr!
Still, all the lights and dials and things &
you know exactly what's going on ol
they're all clear and easy tw read, And
besides, they impress people who donl
know any better.

Although T haven’t mentioned the lighs
ull now, they deserve special praise My
that they’re any better than they should b
it's just that the uwsual standard of mole
cvele lighting is so abysmal it makes v
feel like cheering when vou come acrs s
bike that even approaches an accepuable
standard. Main beam on the Suzy 15a pese
trating 50 watts, and a well shaped dg
beam of 40 walts means vou no longer e
to grope through the murk in the face of
oncoming traffic.

When I reluctantly returned the bike o
the Apple emporum at Hinckley i
caught the train back T felt really lms,
Crammed in a carriage full of swenn
humanity, I realised, ain’t the way to o
when a heavy road pounder like the b
got into your blood. Tt poses something of s
problem. Am I going to buy a Suruki afe
I've got my Ducati 4507 Or before | i
out on a Harley Sportster? Anyway. i
one of the rapidly diminishing number ¢
desirable motoreyeles my limited resoures
are likely to stretch o one of these daye )
mean, watercooling, fantastic brakes, good
electrics and comfort for £852 mua mke
the Suzuki the best value for money gang
in the 730 class.

Rill Havlet

The Kawasaki looks positively
fean an’” hungry compared 1o ke
comfortably obese Suzulki It
mtakes no compromises in fulfilling
fts rode as an all action sireel racer,



_‘Checkout

EAWASAKI 750 H2

Enging J-cylinder, piston valve
2elroke ... ..., .,
Bore and siroke 71 x 83 mm ..o
RRARACY o TdE cc
Comp ralio ; T.0:1 N Sepem—y |
Carburatbors ... ... 3 = 30 mm Mikuni ......
HHR e RPM 1 @ 6,800 RN
Primary Drlve gear ... ;
faich ... wet, multiplate ............
Goar ratlos overall
[1) 12771
B o e e s 8.65:1
[3) 6.53:1
(4] 5.41:1
(&) . L
Elentﬂr.a[ Eﬁll!'l'l'l cDl E-Jec:lrnn[c ignition,
alternator  ..__........ e
Lighting 35/35w headlight .........
5/29w tall/stoplight ......
DMENSIONS
Wheslbase .................. BEEIME ..oiciiiiaiiniiai
Seal height A3:5InE o
Ground clearance ......... E3TINE i s e
Handlebar helght | ARSI e e,
O Y i v b i 451 lbs (dry) .......
Oil copacity .............. 36 pinls .. ... ............
Fuel capacity ............... 1.7 galls
EGUIPMENT
shaiing damper Yes [h],rdrstulm} P
Traflicators .................. Yes
Eleclric starter ...._....... [
Trip mileomeler ..., Yoo
sleerlng lock ... WaE  arieio i
Meimet lock ............... i e e e L
Bzadlamp flasher WINE L e R,
Kl bultan Yes
OGN Yes
Wpare parls  ............. 3 spark ]:ﬂugs .
P
Tyes (front) 3.25x19 Japanese Dunlop
(rear) 4.00x18 Japanese Dunlop
Brkes [front) ............ 11.6% in. disc ............
{rear) 7.9 in. sls drum
FERFORMAMNCE
Tap speed 113.2 mph ........
slanding 3 mile 13,456 secs
e 2.5 secs |,
R TEON. e iaaeiis BT T e e ey
Szeedomeler error
#l indicated 30 mph 2816 mph ...
#l indicated 60 mph 5829 mph ...
fuel consumpiion
[erage) . — =
[driven hard) 21.6 mpg
|Eeiking distance
em 30 mph ... 2 ey S50 [ 1 R R TR
frem &0 mph ............ {1 2= 0 | G
B e pi s me v £829 Inc. VAT
GUARANTEE 6 months/6,000 miles
paris and |abour .
Bleplod By ool Davick Molique,
Morthileld Ave., Sawley,
Long Eaton, Motts.
HG10 3FH.
— — ==

SUZUKI GTr50L

d-cylinder plston valve
water-copled 2-ztroke
70 x B4 mm

Ta8 cc

6.7:1

4 % 32 mm Mikuni
diaphragm type

67 @ 500

gear
wel,

J2:
IZI-
1

mulliplate

.1

e =R
A & 0
bk ek

89
4.48:1

12v 280w allermator,
battery & coll ignition
50/40w headlight
8/23w tail!stoplight

£7.8 ins

325 Ins

5.5 ins

45 Img

554 Ibs (with 2 ggells of
fuel and 3 pinis of oll)
3.2 pints

3.7 galls

Ha

Yis

Yes

Yoz

Yes

Yes

Yom

Yes

Yes

Mirrors, gear poshiion
Indicator

Yokohama 3.25 x 19
Yokohama 4.00 x 18
twin 11 In. discs

8 in. sls drum

114.9 mph
13.38 secs
2.7 Secs
59 secs

2710 mph
5266 mph

377 mpg
30 mpg

N8 Ing
118 ft 6 Ins

£882 Inc. VAT

& months parts & labour

Apple Motorcycles,
Lower Bond 5L,
Hinckley, Leics.




SUZURI TRIPLE

Back in the dark ages

of motorcyeling if you
had to take your motorcycle
to a dealer you took a chance
that his mechanic had actu-
plly worked on your make
and model of motorcycle. In
the last few years things have
changed, we have now
enterad the ara of the motor
cycle technician, the special-
ist in @8 white coat.

Ta find out how to rabuild
the Suzuki 750-3 we chose
the king technician, the man
wha traing all the others, Gra-
ham Saunders — technical

training managar for  the
Suzukiimporters,

The training school at
Croydon  has  been  built

almost regardiess of cost so
the zelected mechanics who
ga there can learn under ideal
conditions how to service and
maintain any bhike in the
Suzuki range.

The wery first point Gra-
ham made was the impor-
tance of having the right
workshop manual, Although
written  in rather quaint
English the manual is wvery
comprehensive. Apart from
basic details on what part fits
where it also goes into great
detail about measuring for
wear and checking wvarious
components  for  electrical
functian.

The manual gives full
details of important things
like gear selection, Inside the
crankcases there 2 a large
biobh of coloured paint which
refers to the gear sizes. For
instance a red paint blob on
the crankease means you
need a wvellow codad first
drivan gear, a yellow coded
second driven gear and a
brown coded kick-start drive
gear. If vou have any form of
gearbox troubles then wyou
must refer to the manual
before ordering parts.

The jointing compound to
use on this enging is wery
impariant, The compound
has 1o be able 1o withstand
oil, pressure and water and
the only compound the
importers have found that

Graham Saunders shows the
correct way to rebuild this
popular water cooled two-stroke.

Above are the essential speciol tools nesded for working on the big
Suzuki engine. From the top the starter clutch puller with the clutch
holding tool below and to the left. To the right is the dial test gauge
needed Tor setting the ignition tming and to the right of this is the
rear chain splitting tool. Bottom of the picture are the two different
types of rotor extractor.

does this job is Suzuki Bond
Ma. 4.

There is one very vital bolt
which holds the crankcases
together, the long Mo 13
which goes up from under-
neath the crankcases. It i
essential that this bolt s
smothered in Bond MNo. 4
before fitting otherwise you
will get water leaks with all
the problems of an owver
heated engine.

The gearbox is markes
2200cc which is supposed 1o
be the quantity of oil it con-
tains. In fact if the engine is
taken apart it will need
slightly more oil than this,
about 43 pints should be
right.

Tha early "J" models can
be brought up to current spe-
cification in some respects,
The early model used a one-
piece bearing on the staner
clutch and this should be
replaced with the later two-
piece bearing. The alloy
washer on crankcase bolt 13
can be replaced with the later
cappar washer which ges
better sealing.

Evary time the engine &
apart new gaskets must be
used. A complete gasket sel
5 cheaper to buy than a hesd
gasket on its own.

The oi pump adjustmen
ig critical. Different  adjugt-
ment  methods  are  used
depending upon whether the
engine has the later CV carks
or the earlier type. On the
garlier carbs thara s a small
check screw set into the carb
bady. This screw should be
removed and the throttle
opened until a small punch
mark on the slide is aligned
with the top of the hole. At
this point the punch mark oo
the oil pump lever should be

adjusted  level with the
scribed line on the oil pump
brochy.

When the later CV carbs
are fitted the oil pump is
adjusted with the carbs on
full throttde. In this case 15
pump mark is lined up wih
the scribed ling on the pump
lever.

When

the oil pump ha @




Al the bearings are pegged like

these mains, Make sure holes in
bearings are clear.

beer removed for any reason
it must be bled of any
trapped air as soon as the
engine is started up. There is
& bleed scraw fitted to the
fop of the pump body, Full
details on how te bleed the
pump are gven in the work-
shop manual.

Regardless of the type of
carbs fitted it is important to
make sure that all three areg
perfectly synchronised.

The most important
adjustrment with  any  two-
stroke, and especially the hig
Suzuki is the ignitibn timing.
You can set the timing with a
strobe but the only accurate
way 5 with a dial test indica-
tor reading off the top of the
piston  and an ohmmeter
across the points. The impor-
tant thing herg iz that the
ignition is set to the piston
position, not the crankshaft
position. At the Service
Scthool they have a 750
motor with a  deliberately
wisted crankshaft. If the tim-
ing is set on the crankshaft
position then timing for one
of the cylinders will out by a
considerable amount. Set the
igrition timing with a dial test
gauge and one set of points
will mot line up pointing o a
crankshaft problem inside the
angine.

There are some com-
penents which yvou can test,
the most important being the
thermostat. The thermostat
should be opened up with
vour fingars and a piece of
totton put between the valve
and the valve seat. The valve
i5 then allowed to return to
s seal trapping the cotton.
The thermostiat is then sus-
pendad in water which is
slowly warmed up. At 82
degrees F the thermostat
should fall off the cotton, Any
lawar ar any higher and the
thermostat may be faulty.

On the left is the oil seal packing
wazher which must be fitted as
shown with the . . .

Kickstart shaft bushes are
pegoed into position. Make sure
shaft fits fully into recess,

- - - prevent any water leaks. Bar-
rel “0" ring is not fitted at the
paint shown in picture,

Thrust washers on the clutch
bearing must be fitted with the
taper pointing as shown.

Cluteh adjustment is set without

the eable being fitted. End float
must be just right.

Lower crankshatt carelully into
the bottom case. Make sure con-
reds do not bang on case.

seal. This point is very essential
for long seal life.

Tha vital crankcass bott 13. Thia
ot must be smoothered in
Suzuki Bond Mo 4 to . . .

Whan shafts are fittad give them
a spin o make sure that they are
mounted correctly.

The il catch plate is fitted 50 the
hoss goes into the hole in bear-
ing indicated by pencil.

Wind up the kickstart spring with
a pair of strong pliers and fit tang
inta the shaft.

Special clutch helding tool is
needed to make sure that the
centre nut is dene up tight.

Cluteh springs are litved with the
cantre spacer fitted as shown.
Always use new springs.

Barral locating dowels must be

perfectly clean or the barrel
could be dameged during fitting.

Pistons are marked, "L pistons
are uzed i laft and centre
cylinder bores. “"R™ for right,




Mote there are con-rod locating
washers gither side of the small
and bearing. Fit the . ..

Align hale in tacho drive boss by

aye 80 that small screw will fit
in. When pulling . . .

-. . litting, Gear shown will have
washers fitted on either sidn.
Check they are fitted corroctly,

Oil pump (& driven by this peg
which slips into the pump spin-
dle. Check carafully for weaar,

“SA1S" pipes are connectad
back to the barral. Check with
manual where the pipes go.

.. centre piston to the bareal
first and then fit the owtside pis-
tons. Mo ring clamps are usaed.

ﬂl‘lhr & ﬂﬁgh Barrel hu:l;l it i:;
wied g0 dont forget it. Cylinder
head is held down . . .

. the engine down chech if
there is a washer at the bottom
of the tacho driven gear.

Lubricate the starter clutch baar-
ings before assembly. Drive to
the cluteh is via a nylon . . .

Don't forget the washers on the
gil pipe connections and make

sure you don't overtighten.

Drive o generator is via a peg
artd cutaway, Align these by eye
then offer into place.

e

B s il
Through this hole you sill find
the oil pump setting mark, New
CV carbs are set on full throttle.

This canlro punch mark is the

slting point to use whan your
ernging hes older type carbs,

Checking out electrical
ponents should really ba laft to a
dealer who has right tools,

and
tesl

15 oritical
miukt be =ot with a  dinl
gauge and an ohmmatar.

Ignitiom  timing

con-

==

... by two 10mm bolts. which
must be tightened down  first,
and a number of Bmm bolis.

oo pinian which is held onte the
shaft by a steel peg. Check peg
for signs of wear before | . .

The oil pump is sealod by thess
small 0" rings. If in doubt fit
naw washers during assembly,

CV carbs aro set on full throttk
wiith the oil pump lined up to this
seribed mark an the levar,

- F‘D:'-_ A

e

-
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Lodge a piece of cotton between
wilve and seat and suspend the
stat in water to check operation,




® Suzuki has always moved in guarded
and mysterious ways. Many of the fac-
lory’s enginearing triumphs have been
hidden in the confines of engines with
restrained performance. Conservative
and sametime ponderous styling has dis-
gused a few near-great machines from
Suzuki, Still, dynamic new motorcycles
from Suzuki have often stunned the in-
dustry and the competition. They were the
first Oriental concern with a big dis-
placement two-stroke—the 500ce Titan
twin; they were the first Japanese maker
with 2 big displacement motocrosser—the
dMlcc Cyclone; they were the first with
a 400ce enduro—the Apache; they were

the first with a production water-cooled
750—the LeMans; they wera the first with
a rotary tourer—the RES.

In its fifth model year, the GT 750M
15 the best of the LeMans series. Suzuki
has made some unusual changes in
creating the M-model The GT-750M's
new performance gains can almast clas-
sily it more a superbike than a tourer, But
it has retained all the posh comforts that
have in the past made it the most com-
tortable and pleasant straight-line tourer
from Japan.

Suzuki's introduction of the RES rotary
would have had given them two big
tourers with nearly identfical performance

LUKI
1=7




New paint doesn’t make a new motorcydle.
But when Suzuki did some
exofic port carving and installed
bigger carburetors and new mufflers on
their M-series Le Mans, what happened?
A new motorcycle -with new paint.

characteristics. The rolary project hag
consumead two yvears of the factory's time
As a result Suzuki hadn't developead any
new street bikes (except the rotary) in
three model years. To prevent direct
competition between the wo machines
major performance modifications had fo
be made 10 the LeMans.

The decision to drastically maodify the
LeMans for 1975 was made secrelly by
the factory. With the entire enginearing
statf of Suzuki fully committed to the RES
project a secondary effort to hop-up the
LeMans was established. Lines weme
drawn placing the BES as Suzuki’s tap-
of-the-line tourer and the Lebans waslo
become their performance roadster,

Dwuring its initial years of accepiancs
the LeMans was treated as a geiding
suparbike, In acceleration and spaed |
couldn’t begin to hold its own agains
athar 750s. A LaMans cauld, at bast, slog
down the quarter mile in just uncé
14-seconds in the low 90s. The origing
J-series bikes were quicker than the {hres
models that followed. Increased baffing
of the intake system (1o reduce indushon
drone) drugged the already sleepy accel
eration into utter somnolence.

The shift in perfformance emphasis frar
gutty torque to explaosive horsepows
comes from numerous internal and exe:
nal engine changes. The cylinder’s infaks
port windows have had the lower edges
dropped a staggering 5.0mm and
exhaust opening top edges have bess
raisad 2.5mm. To compensate for he
compression loss the cylinderhead has
baan milled 0.2mm and the head gaske
thickness reduced 0.7mm. Az a result fh
combustion chamber volume has bee
lowered slightly from 30.8cc fo 208.7ce

Internal port timing and compressios
changes necessitated intake and exhaus
modifications. The old trio of 32mm skde
type carburetors have been replaced ail
three 40mm constant velocity (vacuur
actuated slides) Mikunis. The indusctos
bax has been improved o permit bess
air flow. The exhaust syslem has been
redesigned to give increased angine per
formance and additional ground clear
ance. The crossover tubes connecing
the head pipes have been aliminated, Tre
trio of head pipes have a tighter rads
bend and the mufflers have smaller inkr
nal baffle holes.

Fiston clearance has been narrowsd
down from .0025-inch to .002-inch, Tk
change is possible because the M-mods
has mare consistant control over wave:
ing operating temperatures comman wif;
older LeMans, The clutch plate base ma
terial is now aluminum rather than pheng
lic plastic. Final drive gearing is subsiin.
tialty taller than before (from 3131 %
2.69:1). The countershaft sprocket is o
tooth larger and the rear wheel driva 2
reduced by four teeth. The metal clufch
hub bushing has been replaced withs
caged needle bearing.

Ease of operation remains an ol
standing frait of the LeMans. The alkacli
starter never strains in spinning over th
45-cubic inch two-stroke. With the chok




lever on cold starts are instantaneous, HOl
starting gets the same rasults. |t lakes
ahout five minutes for the temperature
gauge to indicate its normal 175° to 194°
operating heat. Fortunately the bike
doesn’t exhibil the common motorcycle
cold-blooded symptoms and is rideable
even when cold. All of the controls—igni-
tion key, switches, start button and
gauges—are comfortably located.

Thetaller gearing and a reduced amount
af low speed torque almost overload the
engine when leaving a stop. Unlike the
previous LeMans, which had usable
gower from 2000 to 7000 rpm, the M-
model is reluctant to pull the 559 pound
package until the tachometer needle
regches 4500 rpm. Practice is required
to coordinate rolling open the throtile
while slipping the clutch to prevent bog-
ging the engine.

In-town and suburban riding will require
use of only the first three gears—=on oc-
casion faurth. Flat roads and open high-
ways anable the use of fifth gear while
the engine turns a slow 3000 rpm at the
legal spead limit. Upgrades or passing
require downshifting to fourth gear—and
down la third for quick acceleration. The
tall gearing results in engine operating
speads which are below the peak power
band, Carrying two-up taxes the engine
unless lower gears are usad constantly.

While at the drag. strip we installed a
smaller 15-looth countershaft sprocked
{iram last year's LeMans) expecting quick-
ger and faster performance. Strange-
Iy the top speed fell one mile per hour
and the elapsed time improved only 004
gacond. While the LeMans affortiessly
smoked i1s back tire off the line the best
times were attained by clutching off the
first 100 feet. This was the case with both
gearing sel-ups.

Road performance was Iimproved
markedly in both roll-on acceleration and
comfort with a 15-tooth sprocket. Engine
speed was raised just enough to allow
lop gear or one-downshifl passing with
two-up, Upgrades that had to be tacklied
in fourth could be made in fifth. In-town
riding was bettered by making stop light
departures far less effort on the engine,
and lourth gear could be used more often.

anunexpected side-benefitofchanging
the gearing was a substantial reduction
ol anvirritating saddle vibration that would
buzz through the posterior of rider and
passanger. With crankshaft throws sel
120 degrees apart the two-stroke triple
inherently wobbles in its rubber-cushian
mounis. The affect of this rocking couple
was reduced this year with stiffer rubber
buzhings, bul more rigid attachmeant
causes an increase in the vibration trav-
gling through the chassis on the M-model.
The height of this vibration's amplitude
accurs ab highway cruising speeds with
standard gearing. Changing the gearing
moved the engineg speed above the cnlical
frequency and reduced the vibration o
g gentle tingle, which greatly improved
riding comfort.

substantial gains in engine perfor-
mance apparently have not diminished

The triofp! mew constant velocity Mikunis arres! much of the engina bucking. Single cable /s inked
fe rod crank linkage to keep carburelors in synchronization, Gas mileage is about 10% improveed.

The crankcases apht horizomtaly, The ugper case
half rowtes e maze of af bnes fo the big and

Water jacke! cyinderhead hag smaller combustion
area and wses thinner gasker.

Excezsive widlth cornes from shaferand genaralor
on crank. Mid-driven clutch is large and leugh
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Memmoth cplinder CRsNRg cooie with water and
hides melon nodsa. Enging produeces 57 L,

Larger AC gemsraloy produces 280-watts. Triple poinds sysfem aflaches fo cover thal Dolfs o case,



the LeMans’s durability. The clutch lever
pullis light and the friction point is pleas-
antly long—unlike the instant engage-
ment snap of many Japanese cil-bathed
units, Gearbox operation requires sharp
maovements of the shift lever. Engagement
of the lower two gears often results in
loud clunks as the mating cogs come
together. The clulch and gearbox easily
withstood 14 passes at the drag strip.
The big dual-disc front brake still makes
the LeMans most powerful-stopping of the
big bikes. Since it's lighter than the RES
or Honda's GL-1000 (both with dual
digcs), the Suzuki stops harder than aithar
one. The GT-750 is the second hardest-
stopping bike ever tested by Cycle. The
rear drum brake is adequate bul it won't

take nearly the abuse of the discs without
showing signs of fading.

Long overdue is a change of the ex-
haust system location and side and center
stand protrusions. The tighter head pipe
bands make for higher and closer location
of the mufflers. Both stands have raised
with the mufilers. The increased ground
clearance 15 a welcome impravemeant for
spirited mountain road riding. High speed
turns can be taken about 10 toe 15 mph
faster than with earlier LeMans, which
started dragging metal on the asphalt at
dangerously slow speeds.

While the additional ground clearance
was needed, the actual lean angle the
LeMans can manage withoul dragging its
bottom is woefully small—espeacially with

“othe GT-750 hasn't lost its
ability to traverse endless miles
of highway with minimal rider
or passenger discomfort.”

the speeds you can gel from this year's
stronger engine. The RES, Kawasaki 21,
BMW R90 and Honda 750 have much
more lean-angle clearance. When l]u
LeMans is driven inlo a turn—especially
a bumpy one—hard enough to grind Hn
side stand, the suspension raa::husll::&
limit of reasonable stability. Al the bike's
maximum lean angle the LeMans stars
a slow steering oscillation that would fum
intc a full fledged wobble if the waler
pumper could be ridden any faster,

Both front and rear suspension unm
are set for open road louring, $|:n'|nglrg~
fore and aH is cushy. The damping |;|Ith-aq
shocks is soft. The fork damping is g
and more than the springs could Oves:
come. They collapsed after 2000 mlh'rﬁ
showed on the odometer. A new s :1
good fork springs would aid the ri "-_
stability and cornering clearance. Stiften-
ing the shock springs would aid cornerng
rigidity but detract from road comfort

Engine noise is virtually nil; the light
piston clearance and watar-jackel insuls-
tion turns back all but minar gear whr
Exhaust rumble is mute and non-offensive.
and the intake drone is hardly nnlrc:eahm
Once in motion none of the uparaﬁrtuk
sounds can pierce a helmel save the
buzzing of the DID chain.

Even with the big change in engmmuﬂa
the GT750 hasn't lost its ability to traverse
endless miles of open highway andf__
mountain reads with minimal riderer pas-
senger discamforl, The super-long 265
inch bench-type saddle is firmly cush
ioned with semi-stiff foam. Initially ftf&lg
too solid 1o provide the cushion I'IEI:EEE.H[E
for hundred-plus mile non-stop jaunt&h;
solidness prevanls the rider or passeﬂga:,
from aver feeling the seat base. Thairam
mendous length permilts the pas:sanga‘_.
to sit comfortably behind the pilot wulmm;
having his or her buttocks hanging ﬂlﬂmﬁ
end of the saddle. The additional wiith
and length allow both peaple to shifl
about freely to prevent cramps and
numbing.

(Gas mileage is up about ten percedl
over previous models. The gearing
change we made didn't ruin the gas cin-
sumplion; it remained the same as wi
the slandard sprocket, We rode the SIJ-L
zuki harder than most commuters o
tourers and still recorded consistent i
dicated 40 mpg averages. Holding speads
down 1o the posted limits bumps the mat
up to 45 mpg and riding Iwo-up drops
it slightly. Amazingly oil consumption s
really on the frugal side—approximatel
one quart each 600 miles. With a 4.5 gak
lon gas tank the LeMans has a desirable
180 mile or more touring range. It wil
go over 1000 miles before needing ol

The GT-750 bounces and weaves very
little on grooved cement highways. No
tork will move up and down on the ¢e
ment expansion-line undulations because
slider-to-stanchion friction and the gene
approach angle of each expansion sihp
keeps the fork from moving. High profie
motorcycle tires with 30 psi won'l abzah
much of those small humps either, S
zuki's LeMans, much like the BMW R203,




has the rider situaled very close o the
rocking canter of the machina so that the
moforcycle's freeway dance affects the
pitol wary litthe. The tire mateh is good and
keeps the bike from following the rain
grooves and weaving.

Experience with the new test bike and
Suzuki's earlier water-pumpers prove that
itz all bul impossible to overheat the an-
gine, The temperature needle siays right
in the middle of the gauge now and
doesn't waver back and forth as it once
did. The aluminum radiator dissipates
heal excaptionally well and the six-blade
impeller pump forces almost 16 gallons
of coolant per minute through the system
at 6000 rpm.

Normal servicing of some of the com-
mMon répair areas is unnecessarily com-
plex and difficult. Timing involves setting
gach of three point seis in the ignition
spstem. A single point system would be
far more convenient. Removal of the front
wheal invalves taking off the fender and
both brake calipers. Thanks o the awk-

ward location of retaining bolts and the
hydraulic lines, a simple task becomes a
ditficult knuckle-buster. Replacement of
the endless chain {no connecting link)
requiregs the ramaval of the complete
swing arm so that a new chain can be
laced owver the countershafl sprocket.
You'llneed a chain with a connecting link
for long-term service ease,

Undesirable side effects of the big-
two-stroke are its bucking and smoking.
When the throttle is rolled off the engine
firesirregularly and bucks and surges. We
learned o hold the clutch in while decel-
erating or down-shifting to prevent thea
surging. Using Suzuki's own CCI oil dur-
ing the test, the bike would smoke almost
invisibly under light constant-speed
operafing. When accelerating hard, par-
tii::ulzﬁvl.I when the engine was caold, the
visible smoke emitting from the exhaust
was irritating and embarrassing. The
speedometer and adomeater are both ten
percent fast and unnecessarily lie about
true speed and mileage.

Defining the GT-750M is a difficult task.
Al the end of the superbike era Suzuki
has mysleriously traded off booming
touring ftorque for lots of horsepower.
The old 7505 were famed for their open
read performance consistency, unparal-
lelad two-stroke reliability, low purchase
price and inexpensive operaling costs.
Suzuki once referred 10 their GT-750 as
a 1Z-second ton-up quarter-miler, It
wasn't then and isn't now. Today Suzuki
calls their 13-second 100mph roadster a
touring machine.

What the GT-750M does bestis get from
where you are to where you want to go
and back without ruffling your feathers,
You have to shift gears more often than
before but then you can get from the start
of a straightaway to the end a lot faster.
The LeMans is a very comfortable touring
machine with sporting engine perfor-
mance. It accelerates fast, stops super-
hard, carries a big payload, goes around
carners slightly better and costs mare. s
a likeable combination. LY
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ROAD-TEST REPORT

Suzuki GT750M

The modifications to the GT750 for this season
have been enough to merit the new M suffix to the
model name; and this time the change denotes a

truly transformed motorcycle

YOU MAY HAVE thought that the Suruk: 750
was just annther overweight and overengineered
cxercise in salesmanship unabie to put up o good
fight to sustain its specification in any real
competitive company. Frankly, up to the L mark,
v would pot be entirely wrong, The earlier
TA0s were underbraked, and not overemdowed
with pertormance. They did, however, produce
mouniaing of smooth and eademanding torgue, if
little else, and steadily won 2 small but growing
following as the major faults were eradicatad.
Once the inadequate drom brake had been
replaced by a pair of discs on the front whesl, the
considerable bulk of the GTT50 was matched Lo
its performance, and the increasing involvement
of Suzukiin 750 racing steadily altered the image
af what was really a solid if stolid tourer,

Maodifications tothe GT720 for this Seasan have
heen cnough o merit the M osuffix (o the model,
ancd this time the change denotes a transformed
micHorcyele.

What has besn done e the GTTED s 10 sirip
the torque from the lower rpam. range, and
deliver a drastic boost to the power curve. The
porting has been extensively altered with several
millimetres  carved from e omimg on the
exhaust port, with commensurate alterations all
round, Mong of this is really very difficult, but the
Fact remazing that Soruki decided to do it. and
therehy  probably alienate their painfully won
customers for their heavy, smooth watercooled
tourer. Mot being Foolish, (hey had another zuch
tourer cready — the BRES Wankel: also
watereonled, alao a wourer, and also very heawvy.
With all that investment in comples machinery
and heavy B& D expenditure 1o recover, the RES
had taken much of Suzuki's available resources:
obviously the GT730 was siting in the same
market slot, and had to be shifted a bit. While the
resultant fransformaton smacks of a shot of
stimulant applied o a middle-aged recipient, the
GT750 has now become a real eontender in the
“superbike”™ market. AL the price it 1 indeed a
strong one. and once 11 has become more broadly
kaown how 0 has changed, the demand will
sprint upwards, Inoa way it 15 sad to see such a
workmanlike cruiser disappear. 1 enjoy touring.
But the market place now asks for — and gets —
machines with a differeat halance aof
charicieristics,

I hod the GTT730 for a wesk, and covered 300
miles on it throupgh varied country.
Unforiunately the rain failed e arrive and so the
critical aspects of wet wenther performance of
1l tyres and the disc brake limings were uniesied.
Almiosl anstantly one forget that Inoue tyres used
10 b little shoert of terrifving, as their dry road
adhesion was perfectly acceptable. Ungil tested in
the wet 1 do not feel happy with thar particolar
brand, having had oo many nasty experiences
with Tnoue tyres in the past. This need not

cikncern prospective purchasers as GT 7305 are

usually delivered w "h those excellent Brdpestione
tvres which have done s0 moch o wake up the
Mageging motoreyele R&D of British
manufaciurers ather than Dunlop.

Tyres are eritally imporiant w the overall
feel of modern machines, The standards set by
the Best tyres are very high, and the new Avoen
and Michelin covers are joined by K91
Dunlops; all tHese are buill ns general purposs
tyres, and are not aned 1o one machine rather
than another. Some maoufacturers age able in
ensure that the tyre is buoilt for their machines
cuplicitly, Continental and BMW share a special
attunement, and most of the Japanese
manufaclurers =21 up Wvres for the machines bualt
in Jupan, Thiz may ¢xplain the manner in which
the Inoue  tyres  performed. The wnihinking
autermaiic exchange of Japanese-hwaiil original
equipment tyres for Avon or Dunlop before
delivery can prodoce some guite horrid  side
cffects. The well-koown {and  personally
experisnced) terrifying gpeed wobble provided by
TTIH) tyres on 1 Kawasakis was cnough Lo
make me ook very much askance at the British
product. As wed 1 have not had the chance w try
an Avon Boadrunoer or Du nlop K91, but of the
modern ¥ orated tyres tried so far, Twoukl place
my  maney on the Michelin M45, Initial
experiments with Michelins have, T am told by
suzuki, not yet been compleéted. From my own
experienee I have found that the tyre pressures —
and indeed tyre emperatures — which suit a
specific machine may be both eritical and hard 1o
determine, Just o single psi alleration in
differential matled my  Ducati ko the road:
similarly. an uncapectedly  large  pressusc
differential between Frong and fear tyres ona A1
wag needed o ame the sforementioned siranze
andd worrying behaviour oo TT10s,

Buyers should give
original tyres 8 chance

This issue has been raised o iy Lo eneourage
purchasers to give the originud tymes o chance,
The matching of general-purpose tyres to
different machines can take a while 1o tune in,
and even then the characteristics in handling may
difTar substantially, 1 hope to complele a seres of
iyre comparisons, showing set up alterations,
handling characierisies, and wear rates. The firs
twer will be covered in the 12000 mile repors
coming up on my £la Kawasaki.

Why worry s0 much about tvres on o lourer
like the GTT307? It used not to have encugh
eround  elearance to require moch  cornering
ackhesiomn, The sheght changes in grownd clearance
can really be used mow, and the loss in low-speed
torgue encournges & more spirited type of riding.
The GT750 is also Fast: 1200 mopdn —~ isdicated
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speeds are nol Gificult o obtain, and

clearly no greater than 108112 moph, restly 18
noel often apprectited just how fast [t mpR i
[20 most eonfuse this machine with the 750 of 9
yvear. This s not simply o say il & b
improved: it has changed s charncter i
entirely, [f vou hoave alwavs coveted o THGT
forget il and have o look at the RES or the 338
v were more in the market for 2 &1 B8
couldn™ alfoed i, or were borsl with ]kuh;
CHYI0 fours, then the new Sucuki has 3 gre
deal o offer. The handling and road holding i &
improvement over the carlicr GT 7305, asd 11 il
an earlier version after the test 1o confirm #8
suspicion. The silencers scem o be tcked swan g
hit better and the engine note is alterad dighl
The steering is very light and quick, which mght
b expercted Lo help toswn manpeuvres: anudl:,ljf
doesn’t, as the torgue required to make
town trickling a pleasure is totally inadeqale
Second and third gears are frequently nealed i
town. and the extra power delivered at thehighs
rpnie then osed (s an embarrassment Wik
makes one wish for slower steering o mosg

Onee the wown has been escaped (he GTHE
finds its own pace. The pace is predly ripd
Third gear is an inviling gear to ride m, s i
gives o speed range from 10 1o over 90 mak
with a real responge at most rpe T
smothness of a three-cylinder two stroke isne
guite as perfect as thoory and advertisemans
might sugzest. The resull is good enough to meks
a smoweth Honda CBT300 feel a bit rosgh whe
exchanging machines, so thevibrations felt 5
GT are clearly a resuly of thoat endearing baras
trait of uprating stamdards a5 fost os the prode
improwves, The handlebars nre guite inappropniz
for this gquick motoreycle. The stecring regs i
nat severe enough to need the leverage, and 8
wind pressure at the natweal pace of el
guite ancomfortable,

The handlebar grips are of the type which pag
vierration all oo easily, and the tingles at 5%
m.ph. are quite tangible as a result. The motars
not as mice and well-bebaved an low rpm st
good tourer ought fo be: a certain amosl @
backing and Miccupping 15 evident up 1o ﬂ.ﬂﬂl
r.pam. bul as the power is pretey minime gl
4-4 500 thes 1% mo real disadvantape, The wed
lots of throtle and rp.m, in own wsually mdos
twoeatrokes 1o make o great deal of evil-smdlng
smoke and emit a lot of noise. The GT fy
neither: the silencing is pood, and the oil sme
minimitl. These two Factors are the saving gres
of the high-pitched power delivery band, Th
gearhox is tvpieal of maodern Japanese lmils'n_:
thast 11 has a0 short positive action, and digs 2mee
sore on one’s oes, The digital gear indicats b
really wselul on this machine, and after less s ©
an hour it became accepted s an essand
clement af the controls,



The clutch is sweet, one of the nicest [ have used
i 4 large machine. The action is light, and the
ergagement point tatally lacks the sudden catch
print of the Honda CB750, which ¢an be 50 in-
furiating. The cluteh gets a bot of use and even when
iipped repeatedly in hot Hyde Park Cormer to
Chiswick crawls it retained its good nature,

The appearance of the muachine is surprisingly
meel. The radiator is not terribly obirusive, unlikea
that of the RES The frong wheel with its massive
parr of discs is the dominant feature, The 19in
fim carries & 3,25 x HI1%in tyre, with tread right
mund the sidewalls. The 19in rim makes the
disgs look  smaller thon they really are. The
chromed  mudguard 15 pop-rivetied on 1o the
days: nob & very good solution — racing Yamahas
alfer Mrom the steady loss of such rivets, Due to
5 lower levels of vibration the pop-rivets on the
GIYE) had nod started to go, and indeed may not
boasen for many miles, 1 just don™ like s
nethod of fixing. Welding s far better. The
mdiator has a prey plastic surround with a
distinct dent 1o B the mudgeand on full rebound,
The fork action 15 such that the Tull clearance is
wsed. The rim round the radiator is a crashhar of
|.|'||'||:-Ir|.|$i|l.n|'." :!||:|-|:||'.".'|r||n-e.:E. Thie i|'|$|_1'||.|11|!r|1 r.|:|.|:|-&|. [%15]
the fork wokes is rubber mounted in an egually
reat manner, and the needle readings are
commendably steady as a sesult. The mirrors arc
tofated by their own littde rubber pots an the
bwer stems, and gave o clear image at all speeds,
Huite o chanpe afier a Z1.

Appegrarce 5 surprisingly  wear, hongh ke
erachine Is formidably kerge, The radiaror {5 nel
feo phivagive, walike thar of the RES, The from
wilterl, with (s rwin dises, 15 fhe daringnd feafure

The witter temperature gaugs 15 central o the
pancl, and after a certain delay it sits just below
halfway across the scale in almest any kind of
wse, When cold the engine i a bic difficull Lo ense
along smoothly. but 1138 quite rideakde, The REES
MOK plugs ore well up e the sustained choke
wsage needed. They are assisted by the lack of
those nasty metal caps which the Japanese so
aftem ingist on fring Lo their plug caps, w add o
wel-weather ignition uncertainties,

The handichbar levers angd switches are ol mixed
design. The switches are very good, and the kill
switch oo the eight hand side is quite the best |
have used, Oualy the positions of the headlamp
flasher and horn buttony are a bit awkward. The
clutch lever is protected a1 the pived by a plastic
ciasing which does a good job of keeping out rain
and dust Irom the cluieh cable. This guard alone
probably contributes a3 much 0 the continued
sweel action of the clutch as the design of the
throw-cut mechanism,

The brake lever attracts a black look: there is
no action-point adjestment provided, This would
nal watter i the standard Suzuki pads were not
so mulishly reluctant enler to stop the bike in the
dry without hard pressures, or 10 wipe the water
off at all when damped in o ford, These dises are
remarkably effective when properly set up. but 1

ciennod aeree with the cheice of lingngs on the
maching supplied. The lever pressores needed
are far (oo high, and the leverage ratio on the
hamdlebar should really be altered o give a better
leel. On the eradit side, the lever Feel is the best of
uny twin-dise swstem that 1 have used other than
the twin Ducati Scarab enits,

Like the Ducati, the GT750 has a clear body
o the hydraulic muster evlinder which s in facl
sufficiently clear to allow an easy view of the level
of fluid withowt danger of spoiling painiwoerk
with spillage of Lockheed 329,

The throcile is a push-pall, double-cable gype,
which 15 really a bit unnecessary now  that
constant  vaguum  carburetiors  are  fitted.
Mevertheless it is @ Turther piece of solidly safe
design, well executed.

Some of the detail on the bike is a bit
overdone, but the addivion of o locking fller cap
i= no longer a joke wilh petrol at s present price.

One omiszion is worth noting: there 15 no
steering  damper  Areed, either Miction or
hwdraulic - just a black plastic button where the
aceountant drew the line at any extra accessories,
alter the engineers had evidenily found it worth
considering! O many  machings o steering
damper is not really needed. The GT750 isn’t one
af them. The harsh rear suspension and the
cheppy front Fork action under pressure on a Fast,
bumpy bend combine to produce some
spine-twisting crunches iF bumps are crossed on
fast corness. The From wheel oscillages violently



Civilfzed . . . the dual sear is amply long for two-up riging and i very compforiaile

The GT750 is fun ... and has enough
safety margin to be used hard

in sympathy, and a hydraclic damper would be
very weleame, When controlling these wobbles
the wide, wide tank does not help: the tank of
courss is actualy & double afTmie, with a water
tank heoader under a flap at the front. The
kickstarter is obtrusive, and even in mild town-
iraversing rides the contineal abrasion of the top
af the kickstarter on one’s right leg becomes very
irritating indoed.

The fuel tap is beawtilfully designed: oone of 1he
uncertainty as to the direction of on or off: the
Suzuki lever has w f'irlj:l_ an 1t which circles the
appropriate setting as il is reached. The choke,
however, s unlabelled and @ s’ elear which
wity 15 “on” wntl the plugs start to foul.

The seal i fairly comfortable, bt the 400 x
18in Inoue rear tyre has te be run at a rather
high pressure, leading o a feeling that the seat
could really do with some substantial
improvement,  The five-position  rear  shock
absorbers could with profit be replaced by an
owner with a set of gas Girlings or Eonms with
appropriately softer springing: then it might be
fair to judpe the seat, but us it is the shocks are
rransmitted all too well from ground to spine.
The suspension also gives the rear chain a harder
time than need e (o 400 miles on a pretty new
chain the adjustment required was 10 Mats on the
adjusters — and no rain had been encountered,
aor had the Ferd test For dise brake wet testing
vet been met with.

I would have tried & wider range of suspension
sertings had the kit in the machine had the

apprapriate tool, There was no plug spanner,
gither, and 50 the plugs were not checked wntil
the end af the test,

The mix of uses to which the machine was put
gave the plugs no chance 1o get Turred up for
Inng, Aninteresting fact on the pearing i that the
peak power is at 6,500, and this was precisely the
r.pom. indicated in top gear when the Suzuki was
Tully extended. As the gearing translates o 7.2
m.ph 1000 this suggests a speed of 115 mph.
or s Allowing for rpm. leakage on the
revmeter {a Smiths wnit on a Desmo 750 Ducati
overread by 580 rpam. when tested recently), a
real LI0 mph. is on tap. This puis the Suzuki
right up with the BMWs lor all practical
purposes, [E s inleresting 1o note that the GTTS0
and the R905 share one pair of features precisely,
Meither is very mice in town, the B905 becawse of
lumpy bottom-end power delivery and lack of
terrgque ancd its unhappy gearbox; the Suzuks doe
teits lack of low-speed torque, its “hunting” at
2-3,060F gopom,, aned a6 all gearing, Qutside 1own
conditions the RS and the GTT50 also share
characteristics: both of them are a joy {o ride
swillly — il not really hard = on open rosds, on
twisly roads. and even at pight. When you
congider that you could get a Ducati GT750 and
a Suwenki GTTI0 and stll hove change from the
Bill for a new 905 . . . just what does the
purchaser get for his money? The answer is very
difficult to give: it all depends s0 much on how
you use a machine, and how it uses vou. The
Suruki is such a nice lane-burner that my first

AL,

130 miles were covered at a mere 33.5 mapg A&
the fun of blinding along using the gearbax sl
throtile to the full faded, 36,7 m.p.g. came o
and after a determined effort o ride withod
exploiting the power band hod been made a giddi
46,0 wus reached at the cost of realy gen
difficult riding, as the GT simply does nat like
bow ropomb. operations,

The silence of the engine 15 remarkable, The
liguid-cocled sign on the barrels not only werdks
but silences the two-stroke rustles almos
entirely! The refinement is carried right through
10 the exhaust svstem, where it falls down, Tk
contrived three-inmto-four areangement achies
litshe bevond more weight, more metal 1o ol
and less accessibility to the machine, The ratiles
a twa-stroke whoffles out of all four pipes, ind
somelow demeans the otherwise civilised sounds
The smoky exhaust stll all too common i
two-strokes is not a feature of the Suzuki, Th
form of positive il feed used by this Arm is v
elMcient, both in terms of its frogal thirst forof,
and in terms of the low smoke content of ik
exhaust pases. I really hard ncceleration is usal
a truil of smoke still appears, 5o there s son
room for improverment still

I'he civilized aspect is extended io the
passenger in that the dualzeat has ample roam fir-
the sccond rider, and gives a good standard o
ride comfory onge the jolts of the rear suspenso
are  discounted. That infuriating four-pip
exhawst system reduces the available space oo
panniers, and the high and huge rear B
assembly makes it hard to get o carrier down to)
reasonably low loading level, The rear winken
are fuirly neatly placed, and have reflectors e
tee the sides. Quite often e side  reflecon
required by American markels are removed fo
our shipmenis, |'

Mat all the development of this long
established engine iz yet completed: the poinh




arrangement is contoroed, 10 say the least, While
“aeme of Sueuki's competitors hae pone over (o
electronie ignition, the GT sticks with a three
antlsct-hrenker  arrangement.  Timing  really
maticrs on (wo-strokes, and although the
precision riteal is necessary for such sporting
thoroughbreds as the Yamaha R serics, the GT
i+ hasically a high-performance tourer, and ought
i have a simpler and more relinble ignition
arranement, The water cooling iy foolproof, and
it &5 difficuly indeed 10 complain about a system
s sileatly efficient in its operation, and so
saccessful in both stabilizing the power and
quisting the motor: how ahout finishing the job?
It rzally necds these final touches o transform u
into g classic.

The Suzuki Trame and suspension layount is
new going 1o get a great deal more testing, Eddic
Crooks entered a GTT30 an the 10:lap
Froduction TT, and although it circulated at a
very healthy rale, at about 90 moph. in s
befairinged puise, it was really too heavy and (oo
sow for the competition, I is not bevond the
boumls of possibility  that the same forcing
process apphed long ago to the TS00 may be
brought 10 bear on the 7500 This could do
nothing but good for everyone. The 300 engine
has new been very tharoughly tried in highly
wned versions, by numerous riders and by works
racing cfforts. The T300 was the subject of some
cabby race-prepared works sales. and the full
spares kit which went with them made even the
Yamaha hooty look inadequate. Sezuki just
might do the same for the 730, and build a
sumher of T730 race motors with spares kits 1o
dllew the racers themselves 1o sort out the frame,
brakes and running gear, just 25 they did with ghe
sirconled 5045, 11 would do wonders for the
mape of the 750, and Charlie Sanby’s execllent
ride in the Isle of Man 15 unlikely to do any harm
i this possibility. Suzuki GB learned wery
gaickly and very successfully of the sales-building
poicatial of racing in producion classes, and the
Suzuki OB deam is really getting ahead now. IF
Heron hold 1o the same commercial judgements
then we can expect some aid for the production
racer on Suzukis before very long,

The peneral tenor of this repoct has been iy
trilical: this should be pul inle perspective.
Modern motorcyeles wre in general very pood
indesd, and in 3 mere 500 miles it takes a great
dzal of care (o getl even an approximote view of
the overall character of the machine — let alone
15 reliability or real worth, Sensitivity to tyres,
ceenpound and tread, to state of twne, too Dyee
pressures. o suspension setiings, and to other
minar items can make such o large comporative
dilference between one machine and another that
e poor tester, trying to give a sownd critical
appraizal for the readers, 15 pushed to two
extremes: first the standacds ol criticism have to
e rmised, just as the Soell Foundation keeps half
ajump head of the Geld in helmet standards, and
wepndly the tests have o ped longer.

We are putiing this pelicy imto efTect, and
[H-mile racing/road test reports of the 730
Ducati Desmo and 13,000 miles of problems and
fensures of a £1 Kawasaki are nearing
eompletion: 50 oo are | 2000-mile reports on
AR AL wmed 5,000 miles on Yampha RD2AD,
Mtwph the latter  two will Be treated in
iy form as the Tull tesis of these models
fave been amply  reported, and only  the
longer-termn characteristics and  sensitivities to
fifferent equipment require additional comment,

e thing which is difficult 40 appraise is the
fegroe fo which fine words aboul sparcs and
wrvice are actually borne out in practice, While
this ks been done for 2 number of the machines

menticned, the Suzuki was not with us long
enough to abitain cxperience of chis nature. 1 is
worth neting that when the GT750 was reterned
tr Buruki GB ozt Beddingion Lape at the
appointed hour, the 20 d el there had o few
extra miles on the clock - and a new rear inner
lwbe duoe 10 a slow punciure spotted by the
service stafl. This sort of alert thoroughness is all
that one can point 1o from personal experience,
but it must be Freely admitted thar ic makes i
very tempting to pucss thal this sort of
thernughness extends 1o the whole HQ. At leasi
the service manager has a real aflnity for
maotoreveles, and makes regular and spirited ose
TP
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of a 750 on a regular basis - for Tun, In fct he
asked for o car and a bike for his duties on the
firm . . . The culaway disgrams with this rexe
are typical of the data which one can ask for
frumtlessly from all too many manofactorers and
corecasionaires, and is worth ¢lose examination.
[v is Tar easier (o gel a clear idea of the design of a
motor from an exploded diagram than from
straightforward pictures of the parts. The miner
features such as the shock absorbers in the clutch
I1-.'-u5ir:g.. and the dtﬁigr'l al 1he waler Pump, #re
quite clear lrom the isometrics. The second
disggram of the gearing arrangements also shows
the characteristically compact nature of the
design bavoul, Personally | don't really like the
long wculrigger arrangement lor Lhe
contact-hreakers, and feel that a far betier job
coald have heen made of it The tolerances
offered for the spark timing — 247+ 3 and - X — i3
rather generons by two-siroke standards, and it
15 only fmie Lo pont out that Lhis |_'|i4|3_ru.rn has
retikined unchanged since the lrst 750 models,
Mo doubt the wolerances have been tightened wp
by moow, Loogo with the orealer thermal loids
nduced by the greater power output  and
inerensed Compression rlios now in use.

How does one concisely summarnize the
75087

It stops:

It iz faer:

It delivers good fuel economy when driven
samaly;

It has sefficient ground clearance for solo

enjoyment (but not for full knad and passenper
ambicsl;

1t s neatly made;

It is cheap:

It is quite acceptable in town, but in itz clement
in the country;

It is fun,

Let's stick with the last entry in the list: the
CiT750 is FUN - and has sufficient safety margin
to be used hard as it stands, [t will also haul load
and passenger with some degree of comfort at the
price only of a lot of gear changmg (1 often
Iooked for a sixth gear from che feel of the
machine), On  balance, the GTT50 provides

Eun-r'\ " -
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high-performance machines upmarket — and
retains the basic robustness of design 1o sustain
the idiotic treatment that so many large
machines now suffer. The T500 has been touted
us a classic and as very good value for moacy:
frankly that ouidated and underbraked maching
vibrates far too much to be really usable, the
brakes detracting notably from peace of mind.
The GTT50 suffers in neither direction, and is
totally usable. Hold the price, Suzuki stabilize
the design, and clear up the odd aberration — and
when the tooling is written ofT the customers will
still be quewing up (o boy.

Specification: Suruki GT750M: Rorp — £969

Tyrer: Frong; 3,25 % 19in Inoue, Rear: 4.00% 18in Inoue
Hrakes: Frond; Twin 10.6in dises, Rear: 3,1.5. Tin drum
Erpines 1 eylinders, borehtroke: 100 x f4mm (738 ¢.0.)
Corbyrerors; 3 x 40mm CV Mikuni

Correered O.R. 617

BHF: 57 i@ 6,500 at rear wheel

Dhpns torgue: AR @ 6 00

&AL, fimaiis: 7 50 E, OO0

ML e 17,2

Faet fark: 17 likres

Chils 1.E litras :

Crevaring: Primary: 1671, Overall; 1) 12.8; 2) T.R; 316.1;
4} 5.15 53 4.3

Wheelberee [4Tem wet

Weighi: 560 b [wet}



ROTARY OR TRIPLE

BIG BORE SUZ

When Suzuki’'s production
water-cooled ’stroker triph
debuted it was a radicl
device. And immediately
following came another -
“rotary revolution,” sad
Suzuki, "a bike of totally
different concept’. So now w
have the GT750 and the RES
Are they really worlds apart -
or a similar conclusion reache
from different approache!
LESTER MORRIS invest
gates . . .




WHICH IS BETTER?

SHOOTOUT!

AT FIRST glance the two Suzuki ;
heavyweights, the threecylinder o — e e R
two-siroke T80 and  the single-
totary HO0, are extremely alike.
They both use twin disc [ront
brakes, both are water-cooled, they
have similay dimensions, and bhoth
appear to he designed 1o Tulfill
sineilar funetions. Why then did the
Japanese faetory slot them both
inte the top end of the market,
where they will compete not anly
with some  very formidable
opposition, but with each other as
well?

Oriental  sales philosophy  has
always preached that maximum
saturation ol a specific class of
machine will result in better sales,
One has only to look al Honda's
technique in the 350 em? class —
{he range includes singles, twins,
fours, tvail models, road-going

- -




RE5vGT750

machines, off-road workhorses, new
cafe-racers and who-knows-what-
elee arcund the corner!

MNow Suzuki has two flagships of
similar purpose but how do they
shape up in normal service — in

terms of road performancee? The two

powerplants are as different as any
two units could be, and yet they
offer asimilar performance . . . or do
they?

We thought a thorough com-
purizon  between the two models
wis indicated, so one bright and
crisp morning set ouf to put the
two  juggernauts  through  their
paces, We were prepared for some

Plenivy of room  for da’fferiﬂg
apinich here! The rofary’s nacelle iz
el and egasy o oread Del flip-lop
was thought by maos! rniders to be o
necdloss excursion nlo gimmickey.
The concensus of opinion fovo

the GTVS0 lavoul ond we'd agrae.

surprises and, we got 'em! For a
start we were interested to see how
the rotary’s carburetion performed
after  careful tuning by the
distributors, Our first test hike
(MW WHEELS, June) had deflinite
problems with the super-complex
carb. But our second bike had no
problems, aside from an indication
of overheating in very heavy traffic.
The temperature gauge showed a

high  reading  but  no  other
svmploms appeared.
The big Lhree-evlinder  fwo-

stroke has been around long enough
to have had all its bugs ironed out
by mnow, and behaved itself
perfectly, again proving that it is a
fine touring iron, at once easv to
ride and guite tireless in
point-to-point riding.

While the {wo machines are
similar in general appearance and
bulk, the strange-looking engine-
room on the rotary  model
advertises  ils  totally  different
design. The rotary is a single-
chamber 500, with primary drive

Worlds apari  or  the same
conclusion reached from different
approaches? Houever woy you look
at it the most oufstonding hing
gbouwl Suzuki's fwo heavyweights
their similority — engines regordless
by roller chain Lo a massive clutch
assembly and five-speed gearbox.
Cleverly, the rotor revolves in Lhe
same  direction as the machine’s
road wheels, neatly obviating the
torque-effect prohlems inherent in

masses  rotating contrary to the
bike’s direction. Water cooling
allows  the  transverse  engine

positioning, but does result in odd
bulges and generally untidy lines in
the  castings,  The  castings
themselves are beautifully executed
and wvery well finished, butl are

nowhere near as neat  as  the
components on the conventional
machine,

Thiz cobby look extends to the
points cover and oil Tilter element,
which seems (o spring oul of the
castings as though they were glued
on as an aflerthought. For all that,




the RES has a masculine air, and
looks rugged and strong,

In fact, the only really jarring
nole on the whole machine is the
instrument casing. It resemhbles an
old oil can which someone has cut
up to hold an excellent range of
instruments, On the eredit side, it is
doubtful if any factory is likely to
come up with a belier set of
instruments and/or idiot lights for
some time Lo come. Along with the
normal speedo and  rev  counter
clocks nestle a water temperature
gauge and a very handy digital gear
indicator, [diot lights wink [rom
the panel and let the unwary know
that high beam is on, blinkers are
functioning, syou are coasting in
neutral gear or that silly vou have
strolled away and left the ignition
Q.
Beautifully instrumented — if
only they would throw that tin can
away! It is a safe bet that laler
models will plump for a much
neater nacelle, but this is probably
some  Lime away. The older ToH{
maodel i flitted with  similarly
excellent instruments and
switchgear, but makes do quite wall
with a maore acceptable fitting,
General finish of enamel, chromium
plate and alloy castings is similarly
first class on both examples of the
margue, but on closer examination
bazic differences become obvious!

Rather than fitting the new
engine in a tired old frame (as many
an English manufacturer has been
known to do) Suzuki has given the

Rearview wearay!  Twin-piped
rofary ds:rrgnir{'w affers fter
cleargnee — butd not as much as the
shols sugeesl, Way before the pipes
hang up all soris of other things are
_grﬂtmr.'ﬁing =~ but that’s a long wae
aver! The RE is also exiremely
responsive  fo  steering changes —
superbly so considering ils bulk.

rotary a totally different frame and
some other components peculiar to
itgelf, making the machine truly a
new model — distinet from  its
now-not-gquite-so-gimilar stahle-
mate. It is only when the two
rmachines are lined up together that
the many differences between them
become really apparent — this side
of riding them, that is!

For a start, the juxtaposition of
footrests, handlebars and seating
position iz quite different on both
midchines — not radieally so, but in
the odd centimetre or two here and
there that make all the difference
between an acceptable design and
one which may just miss the boat,
Saddle height on the RES was
(s} endably low and the seat
wide and soft (apparently with the
long-distance tourer's needs very
much in mind) and higher-mounted
footrests allowed a comfortable
bend at the knee. Handlebars
tequired a slight lean forward on
the move, Wrist angle was perfect;
the well-sited switchpear and
eszential controls could he easily
reached. General riding position
seemned to combine the ideals of
great comfort and sports touring,

The GT750 offers a higher
saddle position than ils rotary

stablemate — 6 em to be exact —

and also plumps for handlebars
4 em wider. Footrests are 2 em
lower and 3 em further Forward.
Thus the riding position on the
GT750" i almost totally different
than the obviousty more sporting
arrangement of the REG, [t would
seem that Suzuki regards the REGS
a8 a definite sports-tourer, and the
apparently O docile
wiater-cooled three as a staid tourer.

But the Factory may well have
its Oriental preferences about face!
Although set up with a much more
stately riding position, the GT750
i# a fire-breathing dragon if one

wr

wishes to really ride the machine to
anywhere near its full potential.
The older three can hose off the
rotary challenger — although it is
not quite as easy to ride.

The GTT50 is rated at about
6 kW (8 hp) more than the RE5's
quite reasonable 46 kW (62 hp) at
the same 6500 rpm engine speeds.
Both weigh in at 230 kg, Maximum
torque is delivered by the rotary
engine at a low 3500 rpm while the
two-stroke delivers its peak torque
much higher in the range at
85500 rpm.

The engine characteristics are zo
varied on the two Suzukis thal one
could easily be led astiray by the
feel of the different power plants,
Even when fired up initially they
have separate personalities; the
rotary  idles with a  rough
galoomp-galoomp which sounds as
though the exhaust were ezcaping
underwater, while the more
conventional three-eylinder two-
stroke sounds and feels as though it
iz a more “sorted-out™ engine, [t
idles with the distinet poong-a-
poong so typical of this type of
engine, and i5 not so turbine
smooth at these very low engine
revs.

The single chamber rotary is fed
by a8 car-type carburettor with
progressive linkage to low and high
speed hutterflies inserted in the
instrument  itselfl and in  the
induction tract. The latest example
of the big two-stroke has Lhree
geparate constant-vacuum ecarbu-
rettors of more normal motoreyele
design. Ignition is controlled on the
rotary by the capacitor-discharge

system, while the other has
conventional coil-and-points
Enition.

Far all that, both are capable of
very brisk aceeleration, with the GT
giving a much smoother take-off on
small throttle openings; the RE isa
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bit sharper if the throttle is snapped
open as the eluteh is Med in. The
rotary we had still had a falter on
take-off and a small flat spot in
carburetion at around 2500 to
000 rpm — even though it s
actually pulling very strongly al this
stage — but this did not appear in
takeolfs with wider  throttle
openings.

However, with the throttle held
wide on inibtial acceleration, there
wits an annoeyving and quite rough
vibration period beginning at 3100
and running {o just over 3700 rpm.
In Lop gear this 15 vight in the Lop
end of the traffic eruising range. IL
B nol really a vibralion period as
we know the lerm, but more of a
high-frequency  shudder eaused, I
suspeck, by some odd harmonic
imbalance, It's a sensation some
riders may have experienced and
Lirweeeec] Lo uRever Wrenr i
over-tightened primary transmission
chains,

Whatever the cause, it was more
A disappointment than an
annoyance, for the rotary is really
turhine smooth under virtually all
other conditions and at all other vey
ranges — smoother in fact than the
GT model which held first prize in
Lhis department almaost wn-
challenpged.

But the GT doesn't escape its
share of rough running, which
occurs tvpically on the over-tun
when the rear wheel iz, 10 effeet,
driving the engine. It is here that
the old two-siroke bogey of uneven
firing — and hence lumpy running
—  manifests  itsell in  jerky
fransmission of power and con-
segquenlt  rear chain chatter. One
situation is escapable [ (you don't
have to scerew the rolary hard to pet
it on the boil) the other 15 nol.

Crear rajios are typically
well-chosen on both models and

If different model bikes are aing
fo continue fo look as similar as
these two it’s going lo be tough to
fell "em apari!

gearboxes  are  probably  similar
internally, although the RE gear
change is  unaccountably  less

clunky. Clutch action is as light and
easy as one has come (o ex pect
from the marque,

Mever let it be said that minor
differences i frame design cannot
bhe  eagily detected, Tor the two
bikes {though similarly set up as far
a5 front forks, rear shoecks and
weight distribution are concerned)
handled wvery differently indeed.
Strangely, the suspension on the
GT750 was a deal harder than the
soltly-sprung RES, but the rotary
model  handled  better  overall,
Perhaps this could be a result of a
lower  seating  position, allowing
rider weight of 63 kg to scrape
along closer ll{" the deck, or it could
be  because ® the rotary’s more
sporting riding position allows the
edge in rider control, but the fact
remaing that the kater model eould
b pinned down more effectively in
a cormner and the power could be
applied earlier hefore the exit as a
bomws,

What the rotarv loses fraction-
ally on initial acceleralion it picks
up by being more responsive where
it counts most. In point of fact, if
Suzuki had east its hig two-stroke
more  in Lhe sporting mould it
would probably  have had maore
acceplance amongst a lot of riders
who are unaware of its performance
potential,

The GT gives the impression it
will scrape itself, along the deck al
exlreme comering angles. Nol so
the RE, which feels well clear of
the ground and which is again
limited only by the tendency for
the thing o wag its tail in that
happy  Oriental  [ashion. The
low-slung appearance ol the T50,
engendered by those bulbous
mulflers, may help create this
impression; the RES appeors to be
lighter and to have more ground
clearance, but this i obviously not
the case.

Surprisingly, both bikes returned
similar  and  acceptable  fuel

consumption figures of 12.4 km/l
{:35 mpg} from the RE and around

13.52 km/l (38 mpg) from the
GT760.
According to Suzuki running

costs are likely to be lower with the
rotary, a claim made in the lace of
some extremely high figures being
knocked by the GT750, The
maintenance tasks on the RES are
said to be limited to the occeasional
oil filter element replacement and
the periodical renewal of the
long-suffering  single spark  plug.
Although  well protected, auto-
matically adjusted and positively
lubricated, the primary drive chain
will need replacement at some stage
and may be better left Lo the
distributors, We understand that
after very large distances have been
covered, exchange rotor assemblies
will be available at comparatively
lovw prices.

While the GT730 is a simple,
well-desipned and not too heavily

stressed  engine, it is  likely Lo
reguire  maore  frequent  periodic
engine  reconditioning, from  the

simple decoke o the more complox
tasks of piston ring and engine
bearing replacement. Bul these
tasks are well within the scope of
many owners bought up on the
more traditional engine.

Maturally, rear chain life and
rapid tyre wear are relative in strict
proporiion to the way the bikes are
ridden, bul rear chain wear ought
to be less on the smoother-running
rotary model. Az the GTT50 seems
to lake off in & more spirited
manner than its stablemate, and
tracks acceptably well in a straight
line, intending owners who consider
this virtue abhove all others will
probably report shorter tyre life as
well!

J0  this is how the two big
Suzukis line up, each with its own
personality and each with its own
appeal. There s little doubt the
factory has pinned a lod of faith on
the rotary model, just a5 there iz
little  doubt they expect it o
augment the 7580 at the top of the
range,

And which is the belter of the
tyrn?

I'm sure the wmachines are
ntended to  compete with one
another, bul there is probably ne
one point in which one is clearly
ahead of the othor, I found the
RES very much to my liking, lor it
handled belter overall and could be
squirted harder — more in thelines
of the sports tourer it pretends Lo
be, The GTT50 is more a touring
iron and is happy at this task,
Frankly, I think it is probably one
of the most under-rated motor-
eycles on the road, for it is easy to
ride and has Tew viees.

For me the rotary has the edge.

But for yvou, well, vou pay wvour
money and . |, :



SUZUKI

If there was an award
.1ur tha most uninteresi-

ing “Superbike”, Suzuki
would have baen in the run-
ring for the last few years
with their 750 triple, Consid-
aring how many points were
common to the works road
racers it was astonishing just
howe slow the road bike went,
and  just  how  badly it
handled. Suzuki countered
the moans by pointing out
that the friple was a tourer
and was never intended 1o
compata  with  the sports
machines other figms were
offering.

With the introduction of
the rotary engined RED
Suruki  found  themselves
with two touring bikes in
their range and rather than
drop the 780 they sat oul 10
show just how much potan-
tial lurked inside those water-
coaled barrels. The proof is
the new GT750M, and iU's a
flver. The new and the old
models may ook the same
but there the similarity ends.

Water cooling a big twao-
stroke  does make  sense,
agpaecially when one of the
cylinders is in an area out of
the hlast of cooling air. The
water jacket allows the
engine to operate within a
very tight temperature range
and the dasigners can use
this to build the engine o
much closer tolerances,
Besides the consideration of
a4 more efficient engine there
iz an additional bonus of haw-
ing a motor which is far
quieter. The disadvantage is a
big increase in weaight.

The GT750M looks bulky.
All the space at the front of
the bike is taken up by the
massive radiator, its heawy
duty crash bar and the bulky
exhaust. Ewven the area
behind the engine is filled
with the three large constant
valocity carburettors. When

T7/50-M
ROAD TEST

you sit an it it feels even big-
ger than it looks. Immediately
in front of the rider is an
imposing array  of  dials,
gauges and warning lights.
Look down and all you can
see is the bulk of the radiator
and the engine sticking out
past it. The surprising thing is
that as soon as you pull away
the impression of bulk seems
to disappear and so  well
balanced is the bike that feet
up, clutch home, first gear
"UT turns are easy,

NO KNOTS!

The last time we tasted a
GT750 our complaint wasn't
about low speed handling., F
but what happanad when the
taps  were  opened,  From
about eighty miles an hour
upwards the bike started 1o
tie itselt in knots, Our Com-
ment then was that
there seemed 1o be
a flexible coupling 00
betwesn the front
and rear wheels!

While handling and
stearing on the M seres
isn't perfect at least

the problems are g3
reserved for  high 15'_
speed. \When the

bike is moving oul

into the three figure
bracket the front end
starts to go light, and road
surface imperfections can
cause it to weave around, but
at no time daes the bike feel
as though it is in charge of the
rider. The only significant dif-
forence between the old and
naw models seems 10 be the
front forks. They don't look
that much different from the
outside but the construction is

13




SUZUKI 750-M

ENGINE

type Tewo-sTrake, im liree three cylinder

pistan ported

displacernent T3Bco

Do x Slroke T = G2 mm

COmprassion ratio H5.9:1

claimed powadr auipud JOHP a1 8200 rpm

lebrication Suruki CCF

carbu retior 3 Mikuni WSA0 ;
ignition 2800 altermatoer charging

charging/lighting 1 2% battery

TRANSMISSION

clutch weit, multi plate
prienany drive gear L
final drive Chain

15 {nptional 161
43 loptional 45, 47,49, 51}

gearbox sprocket
rear whenl sprockat

Qear ratiog 2BA85. 7T 384 1 26/0962
frant ivre 225 % 19 Bridgastone
raar tyra 4.0 % 18 Bridgestone

front suspension
TEIr SUsEEnsion
frant brake

hwdrauhe tdamped telescopic fork
spring damper controllad swinging arm
2% 11.7 mch disc

resar brakae n 1.5 dram

wiheelbase 57.8 inches

castor 63 degrees

trai 374 inches

averall Imngth 2327 inches

avaerall width 34 inchas

seal haeight 1 inches

qground clearance 5.5 inches

cry waight SOTF Itk

fual tank capaciny 3.7 gellons

ail 1ank capacity 3.2 pims I
PARTS PRICES iinc.van
Iront mudguard L1846

handiebar [ 604

speado cable (complete|  £1.73

axhaust system (pomploge] £1386.13
set of points 13 cylindersy  £8.10

set of pistons (complete) 4020
list prica £919.50 plus makars delivery charge of £7.58
warranty G menths on parts 3 months on labour,

no milesge restriction
Suzuki (GE) Lad, Beddington Lana. Crovdon,
Surrey

7N 17 16 15 14 13 12 11 .
| |

concassionaires

3 4 5 6 7

1 — headlamp flasher bution; 2 — indicator control switch: 3 —
hom button; 4 — main beam indicating light: 5 — nautral indicating
light; 8 — ignition and parking light switch; 7 — indicator WAITIng
light; B — starter motor button; 9 —twistgrip; 10 — ignition kill
awitch; 11 — front brake master eylinder; 12 — rev counter; 13 —
gear indicator; 14 — temperaturs gauga: 15 — speadometer; 16 —
lights (on-off) switch; 17 — dip switch.

TEST CONDITIONS

nny
Al lemperature 349 cdeq F
wind less than 2 mph

PERFORMANCE

I T S
biritking f 30 mph
[ mptian

458 mpg
AvErac N m|'_||_';-
minimum speads in gears
Ist 2 mph

2nil

ing s1an quarter mile
onckE gl 889 mph

SUZUKI GT 750 M £ 963,60

HONDA CB 750 £973.00

TRIUMPH T1ED




beefier and they appear 1o be
stronger laterally.

Although high speed han-
dling is still not parfect it is
up to the performance of the
bike, Where thae Suzuki really
is outstanding is in slow
spead manoeuvres. For such
a large heavy machine to be
able o tackle heawy traffic
with such little strain is a big
bonus feature. Curiously the
GT will run at below a thou-
sand revs in first gear without
jerking or snatching, but in
second gear it is difficult 10
ride at lass than two five and
third gear or abowve can anly
be used when tha engineg is
turning owver atemore than
3500 rpm. | beliave that the
poor low speed carburation is
not an inherent design fault

but due to out of adjustment
carburettors on our test bike.
Constant valocity carbs
should give much smoother
low szpeed power than the

conventional  type  which
wire Lsad.
The pedormance figures

obtained with our test bike
could have been better if the
maching hadn't been pulling
such a high first gear. The
bike felt like it should be
doing high twelve second
quarter mile times if there
Was some way it could be
launched faster from the line.
Uszing lots of revs and drop-
ping the cluteh just made it
go  sideways, while pulling
away using low revs the bika
just bogged down,

Onee under tha

W EY

CAUTICN

Suzuki  produces  enough
power 1o satisfy most rders.
Unlike the Kawasaki 750
triple, with which the GT
must inevitahly be compared,
the Suzy spreads its power
over a wide band. The more
the throttle is twisted the
mare power there is avail-
able. The almast turbine like
performance can be decep-
tive and on more than one
occasion | found myself going
a lot faster than | realisad.

SUPERB BRAKE

Fortunately it is a bike
on  which it is  possible
to - stop wery quickly. The
front brake is superb. At
low speeds, up to about 50
mph, the double disc isn't any -
CONTINUED BELOW

00 HNOT PUT ANY ERAKE FLUD T
PLASTIC -PARTS SUCH AS METER
LERS, METER BODY, TURN SiGNa
LENS, ETC, AS IF, EVEN SMallL B

SUZUKI

GT750-M

more efficient than a single
disz, but from high speeds i
hauls the haawy bike down to

croizing  speeds  incredibly
quickly.  Unformunataly we
have nowver kaplt records of

braking distances from G0
mph, but if we did | teel sure
that the Suvzuki would record
the best figures ever. On one
occasion, on the test wack, |
iricdd 8 panic stop from an
ndicated 50 and all the way
down 1o rest the front tyre
was howling, the wheel obvi-
ously right on the paint of
locking, wet the bike was
under pardfect control. This is
the only machine which |
have ridden which could stop
a0 quicklhy  without causing
the rider any amety.

It there is anything which

wilifad madwd Fuv. oot fed mad dodeaps ey
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could be said 1o letthe Suzu-
ki's braking down it is the
tyras.  They appear 1o be
made from some sort of plas-
tic. They certainly feel as hard
as plastic and give just about
as much grip. On more than
ane ooccasion the rear wheel
lost traction on a dry road,
and on the solitary occasion
whan the bike was ridden in
the wet it felt more like riding
on ice.

Reporting on the Suzuki
L300 last month | said that
Japanase 1yras ware falling
oo far behind the standards
sat by the new gencration of
European tyras, and after rid-
ing the GT/50 1 am sure that
there is a case for importing
Bikes without tyres and fitting
either Michelin, Dunlop  or

|

BEREAKS

AMOUNT, MAY CAUSE CRACES OR

| ED GASOLINE ONLY.

USE REGULAR OR UMLEAD- B

Avan, Mobody could claim
that a hard compound is
being used 1o give extended
mileage because both front
and back tyres wore out at an
incredible rate,

FAULTY TAP

When | tested the 550
Suzuki | expressed doubts
abrout its diaphragm fuel tap.
The bike certainly used more
fuel than | felt it shouwld, On
the 750 fuel consumption
Was reasonable considering
the way the bike was driven
but fuel consumption could
have been better because,
once  again, the diaphragm
tap was taulty, When the bike
was parked overmight, espe-
cially with the tap in the
resorve  position, 2 trace of

PE. gﬂ'lﬂ-.. :
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THE GRASS!

fuel could be found round the
diaphragm  joint  the next
morming. | fail to see the nead
for such taps. K our ex-
periegnce means  anything
they are not reliable and only
add to the cost of the bike.
Post of the Suzuki range
of bikas are now being fitted
with a digital gear position
indicator. At one time | usad
to think that this ton was just
a gimmick, but having ridden
a couple of bikes with a gear
indicator | find that it is quite
a usoful device, With the
massive torgue which the
Suzuki develops it is some-
times difficult 1o remembaear
which gear you're in, and it's
nice 1o have an instant visual
check rather than strain the
gearbox and clutch by push-
ing for a gear which may not
be there. In the same way the
neuiral indicator light con-
firms what the rider may
alregady think and vou don't
have o gase the clutch home
1o find if the bike's in gear,
The big Suzuki can handle
any number of lights, like the
gear indicator or neutral light,
because it is fitted with a

massive 230 watt ‘

alternatar.



The high power alternator is
needed to keep the battery in
top condition for the electric

starter. In practice the bike
fires up so quickly it is neces-
sary only to touch the button
to bring it into life with the
engine hot or cold. On the
ane occasion | tried the kick-
starter it took less than half a
prod to wake the angine up.
The lever is difficult to use
bacause the foot cross-piece

is s0 high above the ground,
but with such a reliable elec-
trical system there shouldn't
be any need to ever start the
bike manually.

Although the headlight is
only a conventional pre-focus
unit it is remarkably effective.
The main beam is down on
power when compared with a
quartz halegen light but what
light it does produce isn't
acattered all ower the road.

The Dip beam has an almost
Continental type vertical cut
off. The Ilights are good
encugh for 70 mph cruising
after dark but for higher spe-
eds a quartz unit should be
fitted.

Surprisingly the stop light
works only off the rear brake
pedal, and as | have already
~aid most of the time | only
used the front brake. After
finding out why following

| motorists were trying to run

into the back of me | started
to use the rear brake just as a
switch to twrn the warning
light an,

A TOURER

Although it's much more
of a sporty bike than before
the Suzuki is still really a
touring bike, and it is in rider
comfort that it really excels,
The dual seat is very long by
any standard. Even with &

Far laft: triple CV carbs supply
tha mixture. Left: suparh double
disc front brake records whra
short stopping distances with
total confidenca.

Below: tha engine looks small
bocause it Is dwarfed by the
masgive éxhaust, and the radia-
tor with its protective crazh bar.

passanger on there is plenty
of room to move around. The
footrest  position  seemed
ideal to me although longer
legoed riders might fael that
the rests wera too close to
the seat, The rear brake pedal
falls just under the ball of the
foot but there is rather a large
gap between the footrest and
the gear lever. The overall
combination of footrests,
handlebar and seat adds up

to a machine which was.

close to perfect for me.
Contributing to the riding
comfort is the exceptionally
smooth engine. There is a
shight vibration which can be
felt at about 3000 rpm but it
5 not bad enough to cause
any real annoyance. Although
the exhaust noise seems loud
when the bike is standing still
at anything over 30 mph it
cannot be heard at all. Both
the smoothness and the
silence go a long  way

- SUZUKI GT750-M

towards making the GT a
machine which you want to

ride.

To a certain extent sales of
the big Suzuki have in the
past been based on the fact
that it is one of the cheapest
bikes in its class. Cheap to
buy dossn’t always mean the
same a5 cheap to run as any
Suzuki  owner who  has
dropped his bike would pro-
bably be prepared to confirm|
One of the first things to get
damaged in even the sligh-
test shunt is the exhaust sys-
tem and at almost £140 rule
one is don't drop it!

Although  some  spares
prices are noticably more
aexpansive than similar parts
for bikes of comparable
capacity, generally prices are
about par. Where Suzuki do
have an edge is in the range
of accessories which they are
now designing and putting on
the market. At long last it
should be possible to buy
carriers and panniers  and
fairings and so on which fit
without the use of a lump
hammer and which don't fall
off the first time you go over
a burmpy road, It would be
nica to think that every other
manufacturer and impaorter
was working along the same
lines.

Although there iz still a
certain - amount  of  doubt
about the Suruki's exact
place amongst the superbikes
in one dapartmant there is no
guestion that the Suzuki can
rival any other machina. The
watery wonder i5 made to
last. Check with any large
dealer and he'll tell you that
the Suzuki is one of the most
reliable big bikes an the mar-
ket. Everything seems to he
almost over engineered, cer-
tainly all the external fixtures
and fittings look solid.

There is no doubt that the
GT750M is a considerable
improvement on the earlier
model, not only in terms of
the amount of power avail-
able but the way it handlas
and stears, IS low initial cost
brings it within the reach of a
lot of riders and if it's a sports
touring bike that you are after
then it would be worth taking
mora than one look at tha big

Suzy,




SUPERZUKI:
THIS IS A SLEEPER!

® The 1974 Suzuki GT-730L suffered
from an identity crisis. It couldn’'t make
up its mind whether it wanted 10 be a
Superbike or a tourer, and in its attempt
to be both it missed greatness as aither.
Ron Grant, the former Suzuki factory
road-racer, knows a lot about what can
be done to make any GT-750 better for
fast riding. The business at Ron Grant's
Racing Specialties in South San Fran-
cisco, Ca., is developing and salling parts
that re-create street Suzukis into produc-
tion racers, caté racers, streat racers, or
evan all-out road-racers. For this project,
Grant helped me take a slightly used GT-
/0L and change the insides wilthout
changing the outsides by much. The re-
sult is a Superzuki in standard GT-750
clothing. Considering everything that was
involved the expanse |5 reasonable, but
i isn't cheap: the total investment for a
project such as this could reach $1,500.

The first pricrity was to tighten up the
handling. In a fasi bend the GT-7Y50 wal-
lows {as do most Japanese heavy-
weights), especially if the bend has a
bump or ripple. We all know this;, the
guestion is what to do about it.

Since the object was 0 improve that
which already exists on the GT-750, major
items like a new fork or a new swingarm
were ruled out. But some parts were
doomed for rejection, such as the tires

I Il
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With tightened-up handling and
a loosened-up engine, this 1974
GT-750 watercooled triple has
become as mean 'n' nasty as
anything on the street,

By Sam Moses

and rims. The 3.25x19 front and 4.00x18
rear Inoud tires break away oo easily on
dry pavement, and in the rain they work
like banana skins. (Some GT-750s come

I‘I-H:ITl:rGFUuF'I-I'f 5TE'|'E CLARKE
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with Bridgestone tires, which give about
the same results.) We fit a set of Dunlop
TT100s, a 4.00x19 front and extra-wide
4. 25/B5x18 rear, to a pair of Akront
shoulderless alloy rims (WM2 front and
W3 rear). The Akronts weaigh a total of
2% pounds less than the stock steel rims;
that much of a reduction in unsprung
weight can improve handling because a
light wheal will follow road irregularities
better than a heavy one.

Ancther big improvement to the han-
dling came wilh a set of Harry Hunt
sprayed aluminum disc brake rotors. In
the February 1975 issue of Cyole the .
merils of these disc rotors were explained
in a product evaluation; the biggest ad-
vantage, again, is the reduction of un-
sprung weight. Here, the saving at the
front wheel was a whopping 2% pounds.
Each Hunt disc rotor weighs 1% pounds,
while the stainless steel Suzuki disc rotors
aach weigh 6% pounds. The installation
was relatively simple; the most dilficult
parl was removing the rivets from the
stock disc rotors, which was done on.a
lathe. They ean also be drilled and chis-
eled out.

Since the aluminum disc rolors are
initially harder on brake pads, we re-
placed the stock pads with a set of me-
tallic-impregnated Ferrodo pads, which
area more fade- and wear-resistant than

Fhors s v A Bave IN AN e sk i .g.p-.u. H‘nr‘r Grant's Racing Speciaties pesled the ﬁ-ngma r-:- its BVDs, pﬂrral:' p.:r.hsnau' EI-’r-l:I BEMN ﬂhﬂ'ﬂﬂﬂfﬂﬂﬂ-’ raties.



the Suzuki pads. They also squeak more,
and coupled with the aluminum disc
rotors, demand considerably higher brake
levar pressura.

The suspension was the trickiest part
of the project. Here's what we knew be-
fore we started: the rear shocks were 11'%
inches long, had a stroke of 3%, and
used 150-pound constant-rate springs.
From experiance we also knew that the
damping was inadequate and the springs
had a tendency fo weaken after about
2,000 miles. The fork legs had the same
report card as the shocks: 4.4 of travel
was adequate, but the damping was poor,
and the fork springs had an even greater
tendency lo collapse than the shock
Springs.

=&W shocks have an excellent reputa-
tion. We chose a pair of 12 S&Ws: that
axtra hall-inch in length gives a bit more
ground clearance, although the rear
wheel travel is unaflfected because the
stroke of the 12-inch SEWs is also 3w,
We fried three selections of springs: 100,
110 and 125 pounds. With a 180-pound
rider, the 100-pound springs worked best
for fast street riding. They could only. be
made to bottom on a bumpy race course.

S&W didn’t have any replacement fork
springs for the GT-750, which are rated
at 46.5 pounds, have a 1" diamater, and
are 21% inches long. Since it's an expen-
sivi job to custom-makea fork springs, and

LW

Alurrdnene dise solovs from Harry Hent bghtenad the frond wheel mass
by 9% pownds; another peund wes trinemed by awitching o a light alioy
Akront rim. The enging was givan 36mm Mikumn racing carboreiors, &
Dogst i eompression, complade bual net drastic rearrangerent of s
intakae, fransfer and exhaust port gimensions Among the fne doweches
was a regrinding of the ignition bresker cam fo provide an extra 30-35
dagreas of “dwall,” which gives the cols more Nere fo salurale dand
improves gh-Spead spark outpd. A sel of expansion chambers
shimufated a 1216 sec. /100 mpk Superbike-brackat Quariar-mile run,

SUPERZUKI!

since we felt that handling was damaged
by damping characteristics and not by
spring rate, we left the stock springs in
and simply changed the fork oil. The GT-
70 comes wilh 160cc of ATF in the forks;
after some experimenting, we soetlled for
220cc of Lubritech 30-weight fork oil. And
to jack up the front end for a bit more
clearance, we slipped in " spacers.,

Aftar the bike had about 2.200 miles
on it, we checked 10 see how much the
springs had collapsed, When the springs
came out of the machineg, they had shrunk
three inches. (There were also marks an
some of the coils of one spring that in-
dicated the spring was not straight, and
was rubbing at various points in the fork
tube.) We asked S&W to make us a sel
of replacemeant springs to the stock spec-
ilications. In the meantime, we usad a set
of Z-1 gprings; they are 20" long {with
a 45-pound rate), so we preloaded them
with 13" valve springs to match the
length of the Suzuki springs. When we
left S&W, they said they would start mak-
ing replacement springs for the GT-
Ta0=—a frequent request by Cycle readers,
according o the Technical Editor.

The improved suspension, reduced un-
sprung weight and good tires make street
handling immeasurably better, and the
ride is no stiffer. The bike still can be made
to wallow at racing speeds, howewver
(which is due to a flexing frame, and is

incurable by fiddling with the suspension).
The first test of the finished product was
in an AFM race at the bumpy Sears Point
circuit; Pat Hennen, the Suzuki factory
rider, rode the bike 1o a close sec-
ond-place against a Yamaha TZ-350
(turning lap times with the GT-750 just
four seconds slower than those he had
recorded earlier that day on his TR-750).

The engine was meodified at Grant's
shop, andincludes no special work or pari
that isn't normally available. The modifi-
cations fall somewhera batweean his Stage
Il and Stage Il hop-ups (Stage IV is the
ultimate, a road-racer). The power-band
is noticeably narrower, but not so peaky
that the bike is unpleasant 1o ride imtraffic.
The stock engine reaches ils power paak
at 6,000 rpm and revs to about 8,000, This
angine can bury the tach needle at over
9,000 rpm, and peaks at about 7,600 rpm
But the best partis that below 6,000 rpm,
it still acealeratas usefully.

Fat Hennen is Grant's porting speacial-
ist. He begins the job by trimming the
bridge that runs the length of each intake
tunnel to a depth of %", Then he widens
the transfer ports by 2mm and raises them
1.5mm. The exhaust ports are raised Fmm
and widened &mm, and the intake ports
are widened Gmm, All the windows are
carefully chamfered for maximum ring life,
and the edges are sanded smooih. The

Caonlinoed onmexd page



SUPERIUKI!

pistans and rings are stock, but the skirts
are trimmed 1mm. The cylinderhead was
milled 0407, or 1.016mm; with the stock
head gasket this raises the compression
ratio from 6.7:1 to aboul 7.6:1.

While the top end was off the engineg,
we made sure the crank was true 10
0015, and changed the fifth gear
cluster, which is spaced a bit too tar from
fourth gear. The new ratio of 0.87:1 (stock
is 1:1) changes the overall final drive ratio
from 4.81:1 to 5.53:1; lourth gear remains
the zsame at 5.91:1. This closer lifth gear
reduces the occasional necessity 1o
downshift when passing; of course the
new ratio alsg increases the enging revo-
lutions at cruising speed, as well as con-
tributipg o increased gas consumplion
(to about 22 mpg).

The points breaker cam was ground so
tha points stay closed longer; this helps
increase rpm because it gives the coils
moara time o saturate, thus reducing
spark breakdown. The stock cam keeps
the points open for about 120 degrees;
the modified cam keeps them open for
only 85-90 degrees. The points are also
gapped slightly closar, from the standard
A5 to 0127,

The 32mm Mikuni constant velocity
carburetors wera replaced by 36mm Mi-
kuni racing carburetors (the biggest rea-
son for the uninspired gas mileage). It was
basically a bol-on job, although there
were a few bugs. The carburetor mouths
had to be turned on a lathe in arder for
the air claaner hoses 1o fit, and a stamp-
sized piece of aluminum had to be bolted
to the oil pump cover o provide a place
for the il pump cable to be adjusted. The
slock il pump linkage uses a rod from
tha right carburetor, but the 36mm carbu-
relors have no such rod. A throttle cable
from a 1972 GT-750J is used, because
the earlier Suzukis (without constant ve-
logity carbs) contralled the oil pump with
a throttle cable,

After making a ning-inch tube to divide
the fuel line into three sections, we left
gut the air bleed screws o the pilot jets,
because the new pilot jet was so big it
couldn't get too much air. Actually sorting
aut the jetting was a two-day test of pa-
tience; the final solution included P8
neadle jets, #40 pilot jets, and # 310
main pats.

Matt Gristie, an axtreamely skillful welder
who works for Grant, fabricated a sat of
expansion pipes with silencers, for use
on special occasions. They are mounted
low and close, but not even Hennen could
make Ihem drag. Cristie did a ot of stra-
tegic trimming and crafty twisting of the
standard-pattern cones in order to have
a custom fit while still adhering to the
formula thal determines their shape. For
the street, a set of GT-750M pipes is used,
thay are tucked in more lightly than the
GT-750L pipes due to tighter head curves.

One last update to GT-750M speos was
the clutch; the 1975 clutch has aluminwm
drive plates, whereas the old plates were
phenolic. The outer clutch hub was also
changed; now it rides on a neadle baaring

insteéad of the old plain bushing.

With tha added horsepower it seemed
prudent to fit a thick #60 Denselube
chain (%" pitch, %" width), which comes
in a kit from Jacwal with a transmission
sprocket and a plastic rear sprocket. Tha
combination of 42-13 was aboul right for
the drag strip (stock, with a # 530 chain,
is 47-14).

Cycle's Technical Editor recorded a
quarter-mile time of 12,16 at 108 mph,
using the expansion pipes. But that was
with a 12-tooth fransmission sprocket,
which was too small. With the 13-1ooth
sprockat, the bike would doubtless drop
into the 115, at something over 110 mph.
Even with the mufflers, it's bound to be
a couple seconds quicker than a stock
74 GT-750, which goes through in 14,27
at 91 mph.

It also stops slightly better, handles
much better, s jusl as reliable, the engine
still pulls from low rpm and it still idles
lronically, even the straight-line ride is -
improved, because of the reduction in
unsprung weight and the fact thal the
S&W shock springs (and to a lesser de--
grae fhe fork springs) are actually softer.

The nice part about this project is that
it's basically bolt-on; tires, rims, brake
disc rolors and pads, shocks, fork
springs, a new cylinder, head and points
cam (all exchange items fram Ron Grant's
Racing Specialties), Mikuni carburetors,
a4 Suzuki clutch and a Denselube chain.
With all the parts at yvour side, you could
put it together in a couple of days. =

SUPPLIERS

Ron Grant's Racing Specialties
{engine work)

PO Box 485

Brisbane, Ca. 94005

Ken Roberts Enterprises
{S&W shocks)

8611 Roland, Bldg. E
Buena Park, Ca. 90620

Jacwal Corp.

(chain and sprockets)
13310 Mapledale St.
Morwalk, Ca. 90650

Harry Huni

(brake disc rotors)
23 San Bruna Avea.
Brisbane, Ca. 94005

Buchanan Wheal and Frame
(Akront rims)

629 East Garvey

Monterey Park, Ca. 90650

Joa Dunphy
(brake pads)

176 Sydenham Rd.
Londan, SEZ6
England

SEW

(fork and shock springs)
12268 Woodrull Ave.
Downey, Ga. 90241




SIMPLE SERVICE Eee e

particular service | am going to start with the engine tune a

RIGHT THEM, wake yourself up and pay attention ecause with this

that is the most important part of the job, If youw gat it wrungnﬂ
can do an awful 0 of damage and engine bits don't come cheap

these days, even for 3 Suzuki 750,

Talking about getting it right |
weoiile also like o paint out that
you are gaing o need more than
a Woolies screwdriver and adjus-
table spannar 10 make & praper
job of i, To get the engine 100
per cant right you will nead threa
vacuum gauges, a dweall meter,
dial gauge and ohm-meter. This
flittle lot will probably set yow
back eround £30 but look on it
as an investrment for the future,
that way wvou will feel beter
about parting with your gree-
nies!

First job is to remove the
pointa cowver and inspect the
contact breaker faces for signs of
pitting or burning. any suspect
points should be replaced with
genuine Suzukl parts. the cost of

which labout E£11] will soon
wipre the smile off vour foce,
Having checked or replaced any
suspect points the dwell angle
must be set ot 45 degrees or B0
per cent if your meter s cali-
brated that way. It takes some
time ta get all three sets reading
the same but it must be done
regardless of any differences in
the breaker geps. The dwell
angle is simply a way of express-
ing  the amownt of time in
degrees  that  the poinis  are
tagether and this closed pariod is
thee thing that rmatters, not the
amaunt that the paints are fted,
If ywou don’t want to buy a proper
dwall meter the gaps should ba
set to 14 thou On completing
the setling up of the dwell angle

the contact points should have a
gap of 12 to 16 thou, if nat thay
should bBe replaced as they will
hawve worn bowond  acceptable
limits.

Having set up the points (o
ensure a nice fat spark from the
coil the next item is 10 make sure
thiat it arrives at the right fime.
For this aperation you must uss
a dial gauge 1o set the piston to
the reguired position before wop
dead centre. Before eagle-sved
replers start writing in te tell ma
that strobe marks are provided |
will explain now that you must
mext yse them, They are there for
factory  wse only  during  the
anging building and are not a
gurigde te igritian tirming,

TIMING
R TN PRI e

If this is the first time vou
have used a dial gauge you
should read the next bit carefully

ar you will end up with ong nice
new BEMT gauge. The problem
ligs in the timing of the outer
cylindars which have the plugs
angled towards the ouside. |f
you just remiove the plug and
scraw in the gauge the piston
comes up, meets the gauge
needle at an angle and bands itl
The answer is to leave the gouge
loose in the head until the piston
is very near TOC and then tigh-
tan it up. Another way is to put
your finger through the plug hola
te determine TOC and then fit
the gauge.

With the dial gouge safaly
installed at TDC the engine i3
now turned back just past the
ignition point and then brought
forward again to the specified
timing position. If you do not dao
it this way but just turn tha
enging back from TDC you are
not allowing for tha play in all
the bearings etc., and the timing
will be sut whan the angine is

SUZUKI GT

1. If you decide that the angina is
gaing to need o de-coke then it
must ba dana first,

I‘. 1:'-

Ly T g S

B

6. Belora attampling any carh
tuning tha air cleanor muat bo
clanned or replaced.

2. Daeoking the exhaust iz aleo
wory important, the fikre pooking
cian be ramoved s shown here.

el

T, Carha are tied until the ton-
gua ol the float s just eching
naedie when setting float height.

3. Start the ongine wne by set-
ting the contact broakor desoll
angle oF gap points toe 14 thow,

H. Tha throtile synchronising sys-
e is cloarly visible here with
the vacuum type carbs remaovad,

4. Whan timing the engine a did
gouge muat ko used, taks cane !

thé Qauge can be wracked.

"'ﬁ:.'- |

9. Thren dampad out [restricsd

i }

VACUUM  gouges

raquired to balenca tha thrattie,




S0A/M

nnning. Thea timing on the guter
tylnders should ba set to
1&dmm and the centra one to
daZmm. The reasaon for the dif=
ferance is only due to the inclina-
ign of the outer spark plugs
effecting the rate of mowvament
of the dial gauge. | the hoead is
off and the disl gauge is
mauniad vartical then thea timing
it set to 3.43mm oon all three
(L EI LS

POINTS
S ]

With the engine set ta the
nght position the ohmeter is
mnectad across the points and
the'r poaition ralative 1o the cam
adjusted  unlil thao  meter  just
sarts 1o register an increase in
malstance  Indicating that the
paints are just about to open,
This oparation is repeated for all
three cylinders. | should point
L M Case you miss it in the

5 Turn the angina forsard to the
cempct position ond then adjust
tha posnta thmang with a meter,

10, Do not over-adjust tha throt-
8 closing cabde play or you will
jot throttle sticking problems,

" timing on

data  panal, that the ignition
tha Iaﬁat FHOA
is 3.BGmm LA and 3.45mm
centrg. OK 5o there is  not
a lot im W, but il you are
gring o do the job you might as
wiall do it right. Before | mowve an
te corb adjustment it's worth
mentioning  that  you  may
have trouble in getting a good
regding from yvour ohmeter, If so
yau will have to remove tha con-
denser from the points o get a
full scala daflection of the
needle, The last item for your
attention on the points/timing
sicle i5 10 put 8 squirt of luba an
the braker felt pad to help reduce
heel wear., Suzuki point out that
they now only recommend Tex-
aco oil
If there is one thing that frigh-
tens people more than timing it
is carb adjustment but regular
readers should now be "experts
an the subject after reading last
month's  carb  tuning  featura!
First job is to clean aut the alr
filter which may be a paper sla-
ment or a foam rubber job, 1f 6 is
vary dirty the papar will have to
be replaced but foam filters con
be weshed out and re-olled at
the same time by using a patral
and ol mixture, If you have the
requirad wacuum gauges themn

tho carb adjustment. IFf nat yau
may want to try using a amall
| balancers $LII::|‘I: as the Gu-,lsnn
held owver the inteke siub. the
throttle balance is set by two

the filter can be replacad during

i

serews that interconnect the

Buttertlics of the three carbs on § .'\{_:::;R.;‘-'
g

11. Solid lines in pump must
align whan the theottle is closed,

Diats must align whan fully open.

L}
. e
) 3
o
.-!"'“
f .- :
poase .
Vi, -

'- _”II L W -.h-.-_u

13. This plug is the oil drain, the
angled one nedn 1o it & for tha
camplate defant apring.

12. Clutch adjusting nuts clenrdy
wigikla, Tha fealar for adjusting
the fres ploy fits here.




SIMPLE SERVICE I

thie TEOA model with the con-
stant vacuum type carbs, If you
are using wvacuum gauges then
plugs are provided for their take
off points on all three carbs, but
you may find it easier to connect
the centre carb wvia the diaph-
ragm fap rubber tube remember-
ing to switch the tap to prime 1o
keep the petrol flowing. The off
side edjuster is set first and than
the near side wntil you have the
game  reading on  all  thres
Gauges,

This cperation should be car-
riad out at approx 2000rpm. The
tick ower can be set to 1200rpm
by the single fthumb screw
located on the off side. The mix-
ture scraws should not e fiddled
with but left at their standard
setting of 4 turn ouwt from fully
closed. After remaving the vac-
uum gaugas don't forget o
return the tap to the “run” posi-
Eicr.

By now some of you may be
thinking that's OK for all the rich
guys that can afford the later
models but what abourt the aar-

lier Amal type carbs? Wall relax,

because your carbs are much
easier to 58t up and the Wway Lo
da v iz as follows, Start by
loosening off the throttle cables
at the top of the carbs until you
have 2 to 3mm of free play and
then remove the plugs located
on the side of their main body

Mow open the twistgrip umtil a
semall dot appears in the plug
hole and then adjust the cables
until all three carbs have thair
dots level with the top of the
koles. That takes care of the
main synchronising so now st
the mixture screws to 14 tums
cut and leave them alone. All
that then remains Is to set the
throttle stops to balanca the tick-
aver. This can ba dens by run-
ning the engine on ane cylinder
&t a tme and edjusting the
screw to give 1000rpm tickoher
on one pot. Fepeat this with
each cylinder in tern and, finally,
with the engine runmning on all
three cylinders, The idle spoed is
brought dowen to 10007 200rm
by turning the screws back all by
the same amount. You can, of
course, use  a  conventional
balance or vacuum gauge if you
wish, which would probably be
more accurate anyway.,

LUBRICATION
T

As you will have cleanad and
gapped the plugs before rafitting
them after timing the engine, the
anly job ramaining on the engine
is to drain the gearbox oil and
refil it with 2200¢cc of 20/50
the level plug,

While on the subject of lubri-
cation, and since youw swill still

have the oil can in your hand,
yvou could top up the engine oil
with tewo-stroke. Two  scraws
retain the cover for the oil pump
and iUs  positon  should be
checked and adjusted as
raquirad wia the operating rod,
The solid lines should ling up
when closaed and the dots line up
on full throttle, The middle dor
should be ignored as it is only
used during pump calibration
chacks, Providing the enging is
running sweetly thal completes
the engina side of the service but
if you still have problams then
you may need to remove the
head for 2 de-coke and take off
the carbs to check float levels, If
vou do decide o remaove the
head than the tightening order is
shavwn by the drawing and the
torque valuaes listed in the data
pangl, along with the float
heights measured from the top
of the float 1o the flange face.

Talking about levels, it's not a
bad idea 1o keep the brake flud
topped up batween the high and
lowe fimits set out on the master
cylinder reservoir, but don't
wiorry Too much about leaks i
the fevel is only slightly down,
this could only be dua to brake
pad wear as the brake pistons =it
closer to the disc causing the
lewal to drop.

The other level worth keeping
an eye on is the coolant in the

|

radiator which should be topped
up with digtilled water w ihe
small pratrusion in the filler nack
And remembar that the cooling
system should  be  drained,
flushed owt and re-filled every
20,000 miles or two years. The
coolant is a B50/50 mix of
digtilled water and '“Golden
Cruisar” year round anti-frenze
To this solution should be sdded
one pellet of Swzuki 7 Hare
Leaks. Whila making free with
the distillad water dont forgel
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Tightan down the hesd oaly
with a torgue wrench and in the
ordar set out in the drawing.
B ey
Since there is no S8t system
far servicing the cycle pars star
at the front and work your wey
to the rear. After chacking ihs
front tyre for wear, prassure and
runout  you should  cast yow
beady eye over the brake pads
and renew same if the wear i
beyond the limit set by tha red
lime on the pad. Next drain down

14, After dreining the gearbox ol
don’t forget to redill wih 2200ce
of 20/50 oil fto the level plug).

15. Not just a service fem, tho
engine ofl tenk should ba

checked and topped up regulary.

16, The battery lsvels sre cloarty
marked. Kesp the conmnections

claan and tight.

17. Koap the rad topped u weé
distilfed water / Golden Guaw
pnti-treaze. Don't check kol

22 The steoring hesd basrings
are edjusted with 8 C spanmer
st tha bars should fum freety.

20. Braha pead wear is shown on
the rear linings by this indicetor.
Check with the breke pppiiad,

23, The fued fimer 8 removed B ;
0, Note that the disphegr s
is not a0t o the prima position.

21, Attor adjusting the resr brake
the stop light may need e
setting vis the two lerge nuts.




MOTORCYCLE COLILFCTIOR 1974

SEIZL KT (R 7501
The Water Buffalo.

by Margie Siegal photography by Nick Cedar

PEOPLE RESTORE MOTORCYCLES for different reasons. Some find it an enjoy-

able hobby: Others want to create a tribute to a beloved relative who used to own a similar bike.
Once Ray Meyers started putting
the liquid-cooled Suzuki triple he
bought new in 1974 back to facto-
ry condition, he found working on
the bike made a positive impact on
his life. Meyers feels that in restor-
ing the GT750L, he helped himself
as much as the bike,

Meyers was very young when he first
brought the Suzuki home. He had been
excited by the magzazine articles about this
very different motorcycle, and had been
saving his money to buy one since its first
appearance in 1972, “1 was already a loyal
suzuki fan. All the kids around were riding
small enduros. T had to have a bigger bike,
s0 I bought a Suzulki X6 in a basket. It took
me a year to put it together, and [ fell in
love with Suzuki engineering.”

The GT750L was Meyers' only trans-
portation for a while. He commuted to col-
lege and toured Mexico. “Tt was born to be
a long-distance cruiser. The Suzuki is whis-
per quiet and as smooth as riding on glass,
[t is user-friendly and has a good cruising
range. [ would rarely see other GTs on the
road, so it was kind of a novelty. [ once
brought a Christmas tree home on the back,
and a rare turtle back from Los Angeles. |
was always on it.”

Before World War 11, Suzuki produced,
of all things, wooden cloth-weaving looms.
After the war, the market for looms was not
what it had been, but the market for clip-on
engines for bicycles was roaring. Anvthing
that ran could be sold. Suzuki started mak-
ing small four-stroke engines that were




used by assemblers to make motorcy-
cles for the Japanese home market.

The first complete motorcycle built
by Suzuki was a 2blcc two-stroke,
largely copied from the German Adler.
The firm uwsed the brand name
“Colleda,” concerned that a failure
would reflect badly on the parent weav-
ing-loom company. Suzuki needn’t
have worried—Colledas had an excel-
lent finish and were well-received by
the Japanese public,

In 1961, Suzuki had the great HL!-I’_.‘-LZI
fortune to hire Ernst Degner, an engi-
rieer who was trritated by the restric-
tions of the dictatorial regime then
running East Germany. Degner de-
signed some of the most advanced
two-strokes on the planet.

Ihe 250ce Colleda X6 twin sported an
automatic oil-mixing system, with plastic
leads to oil the main bearings, a six-speed

Above: The GTF50L came in Firemist Orange and
Firemist Blue and sported lots of chrome, Beneath
the clirome was a reliable, fast motorcycle, with a
wide powerband and excelfent braokes. Left: Busy

instrument panel caused dissension among period
testers. Somte loved i, some didnt. One-lundred-
sixty-mph speedometer was opifmistic; actual top
speod was fust shy of 120 mph,

gearbox and excellent brakes. Soon the
badges on the X6 read Suzuki, and the bikes
were being exported to Europe. Suzuki built
a MMce twin in 1967, but it was soon eclipsed
by the Kawasaki Mach 3 triple and the Honda
CB7H) in-line four.

Seeking to regain marketing momentum,
Suzuki displayed a liquid-cooled 750 triple at the October 1970 Tokyo
motor show. Production did not start until late 1971, but in the meantime,
Suzuki displaved the prototype of the GT750 all over the world.

This Suzuki was not the first liquid-cooled motorcycle, Several pioneer
maotorcyeles were llquad cooled, and the first Scott liquid-cooled bwo-
strokes were built in England in 190%. The concept lost favor early on,
though, and by 1970, ]1|:|Lud cooling was unusual and attracted a lot of
attention. The GT750 acquired a different nickname in each country it was
sold. In Great Britain, the bike was called the Kettle, and in the United
States, everyone called the big Suzuki the Water Buffalo,

The stock Water Buffalo was powered by a detuned motor that could be
made mind-numbingly fast with a little work. Unfortunately, the Suzuki
factory racer’s handling didn't match its speed, and it became famous for
throwing rider Barry Sheene at 180 mph. As a result of the publicity gener-
ated by the racer, riders expected the GT to be fast off the line, and were puz-
zled when they found out it was supposed to be a touring machine. Meyers
remembers that he expected the GT to be like another Kawasaki triple.

True to Suzaki radition, the GT was well-finished and reliable. Unlike
most Japanese two strokes, it had a wide powerband and quiet exhaust, The
enging was rubber-mounted, eliminating vibration. The first version, the |,
had a four-leading-shoe front brake, but by 1973, the tront wheel sported
double discs, the first pair on a Japanese ]}l_‘ildm_h{:-n motorcycle.

Suzuki improved the suspension and top speed of the GI750 each
year. The 1974 L model came with a redesigned frame, constant-velocity
Mikuni carburetors and a digital gear indicator. The radiator |r~n:'ur]:|nmt
ed a fan for the first two vears of the model run, but the fan proved to be
unnecessary and was gone by 1974,

Period magazine tests praised the wide powerband, the brakes, the
smooth gearbox and clutch and the lack of vibration, but objected to the




bike's high-speed cornering, Meyers says the bike feels
faster than the test reports, the riding position is good, even
two-up, and the brakes are excellent for the yvear. “Two-fin-
ger stops!” In 60,000 miles of riding, he always did his own
work, and found the Suzuki was easy to maintain.

The GT750 has conventional breaker points, isolated
from the crankshaft by a set of bearings. The water tank
fills with 30/50 coolant and distilled
water. Wet-foam air cleaners need oc-
casional maintenance, but, according
to Mevers, the three synchronized car-
buretars rarely 2o out of adjustment.
The drive chain 115-0{1 o need constant
adjustment and wore out on a regular
basis, but the advent of modern O-ring
chains cured that problem.

Unlike most two-stroke manufactur-
ers of the "70s, Suzuki tried to be envi-
ronmentally responsible. The CCI
lubrication system prec cisely metered
oil delivery, the mufflers L]meter_{ the
engine to a neighbor-pleasing burble,
and a scavenging system recycled
unused gas/oil mix, But by the late
s, Suzuki management decided that
even the GT could not meet the new
government emissions standards, and
cancelled the model in 1977,

Meanwhile, Meyers got married and
had a child. With the pressures of fam-
ily life and his growing business, there
was less and less time for the motorey-
cle. Eventually, it just sat in a corner of

the garage, even though Meyers —
refused to sell it and krept pm-misin:;% he  Top: Double-disc front end
would refurbish it. was the first on a Japanese-

builé moforcycle. Above:
Rear view of the three two-
stroke cyclinders, The center
exhaust splits into two,

IN [996, MEYERS fen

from a pallet rack at work. "I sat at
home and started thinking about the
bike. When [ could get up, 1 went out to the garage. There were spi-
ders on the bike. I went to the Internet, and was amazed that there
were so many people devoted to Water Buffalos. [ learned that it is
one of the easier bikes to restore. Suzuki gave its dealers a lot of old
parts, and there are bwo people spedializing in selling Suzuki parts
full-time.

“Lhad to learn a ot of skills. [ decided that time was no object. It
was a steep learning curve, and it took five years, but it was a life-
changing event. Iﬂr“;!.nrmg the bike allowed me to be both an artist
and a technician. Last year, I decided to go to the Classic Japanese
Motorcycle Club Show, a great event that takes place in Lake Tahoe,
California. I was still working on the bike at 1 a.m. the night before,
! owasn't ;L,um,;-_; to show it, but everybody tried to ta]k_ me into
putting it in the show, and | finally rolled it in 15 minutes before
they closed the entries. It won first place in the Classic division.
Most of the people at the show were Honda owners, and [ am sur-
prised that all the Honda owners voted for a Suzuki.

“I'wouldn’t restore a bike for a trophy—that would be doing it for
the wrong reasons. [ feel a comnection with my Suzuki. Sometimes [
just go out and look at it. 1 feel good just being around the bike.”

Interested in Water Buffalos? Check out the American GT750
Club’s Web site at http:/ / groups.yahoo.com / group /GT750, or the
international Kettle Club at www.thekettleclub.org.uk. Z8

Left: Three exfiaist ports
becomre four meffers, The
GTT50L had respectable
horsepower, but wouldn't
wake the meighbors.

1974 SUZUKI GT750L
ElIE0RE

Type: Liguid-cooled, transverse two-stroke in-line triple
Displacement: 738 9cc

Bore x Stroke: 7.0mm x 64.0mm
Compression Ratio: 6.7:1

Port Arrangement: (ne intake, two transfers, one
exhaus!

Carburetion: Mikuni B540 CV x 3

Air Filter: Washahle oiled-foam slement
Transmission: 3-speed, left foot shift
Clutch: Wel, 8 drive plates, 7 driven plates
Lubrication: Dil injection, 3.8-pint tank capacity
Final Drive: Chain

=1 I_"-"_ A ﬂll
(Ll ITERIRG AN L

Ignition: Saltery, 3 coils, three sets of poinis

Charging System: 12V AC genarator, voltage reguiator
and rectifiar

Frame: Tubular steel, doubls loop

Wheelbase: 57.5 in,

Seat Height: 32 in.

Ground Clearance: 5.5 in.

Suspension, Front: Telescopic fork, 4.25-in. siroke
Rear: Swingarm with dual shocks

Brakes, front: Dual singlg-acton calipers w/ 11.7-in.
floating discs

Rear: Cable-actuated single leading-shoe drum
Tires, front: 3.25 x 19 in.

Rear: .00 18 in.

Claimed Dry Weight: 507 |bs.

P ERFORMANCE

Wi~ 1=

Fuel Capacity: 4.5 gals.

Average mpg (period test): 41.9

0il Capacity: 3.8 pints

Horsepower: 65 @ 6.500 rpm

Top Speed (period test): 119 mph
Standing %-mile (period test): 14.27 sa:.
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Goarbox o
Front tark ail

Tyra preseures

Toxaco 20/50 Mulligrada
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vary easy to atrip in the block. que wranch to 9.5/ b, Eahaust bolis 9.5 ft lb
'Dl'lllll usH a torqus wrench hare.




According to its own Service
Manual, translated from the
Japanese, the Suzuki GT 75005 "a
large size sporty ivpe motorovele
eqﬁipped '.Iilhp aﬂvaﬁ:ed
mechanisms” — a  definition
which few would deny. Indeed,
when it comes 10 overhaul time,
the apparant complexity of these
‘advanced mechanisms® adds up
to quite a daunting prospect fior
the average table-top mechanic,

However, the good news is
that things arent as complicated
as they :Iﬂ!:lﬂ-k. Tha water-cooled
triple is certainly a lot of engine
— but in line with mast Japanese
machinery, when you get down
to the nitbv-gritty of pulling it
apart you find that logic is on
vour side and the problems tend
to dissalve, or at least, most of
them do . ..

One sna?‘ you might come up
against early in the game is that
having taken off the head, you
then find the barrels won't
move: sweat and puff as you
might, the «cylinder block
remains  firmly  stuck fo the
crankcase. There are two pos-
sible reasons for this. The first is
that yvou've forpotten to undo
the single base-tlange nut under
the right hand inlet port — and
the second, rather more ser-

-

is fifted,

I.LCpﬂnd'er
this one nut as well as head bokts, |f
you're nol st
COTTOSHIN CrL

block is held down by

ing cases, watch for
dropping inas block

e

2. Check small ends for play as uswal,

and also look for polish marks on the
cdges of bearing cages. Bearing and
pin wears first, then conrod eye,

rsebector dogs.
eck an I:r.i.rinEl,

8. Look for worn
Also make usuval
gearieth, etc.

124

- ..:b-__

ously, is that the cylinder studs
may have become adhered to
the cylinder block due 1o cor-
rosion. If this happens, we can
only suggest that yvou persuade
the barrel upwards with a
wooden drift and a mallet as best
you can; it may take a while, buf
it's really about the only thing
vou can do.

Having got the barrels ofi,
have the bores checked with a
micrometer in the wsual way.
t5ee chart for limits). Also, chack
the flatness of the cylinder head
surface, preferably on a surface-
plate but at the very least with a
good steel rule.

Piston diameter should be
measured at right angles to the
gudgeon pin ‘ole and 3Imm
above the bottam of the skir: if
you do it anywhere else vou
won't get an accurate readi
‘cos the pistons are made bot
tapering and slightly out-of-
round. Piston ring gaps should
be checked in the bottom of the
bores, and the rin%—grﬂmrﬁ in
the pistons should have the
carbon cleaned out of them and
then the ring side-clearance fu
and-down clearance in 1
gmu'.'e‘.- measured with a feeler.

his is important because (he

750 uvtes key-stone rings, for

3. Remove starter gear and shait
noting shim positions, then nylon
water pump gear. Mote loose drive
peg, similar to oil pump shait.

™

l' o e

9. Check selector forks for thicknes
(see chart) and Blueing. Also
condition of the pegs and the slots =
the selector drum.

2




which the side-clearance s
rather mare critical than wseal,
The rinEs. are always fitted with
the markings on them at the top.

Incidentally, don't he
dismayed to find that you have
one piston stamped R for Right
and two stamped L for left: both
the left and centre pistons are
the same pattern, while the right
hand job has its ports moved
round a bit. Obviously, you
make your own marks to ensure
that each ‘left’ piston goes back
in it's original pot if you're not
having a re-bore.

Mext off 15 the water pump
housing on the underside of the
engine, With that out of the way
ihe impeller can be removed,
the pump-holder retaining cir-
clip sprung out, and the pump
holder lifted away. After that the
ol Eump and itz distributor
block amd lines are removed.
iThe nylon block and lines being
one unit, of course), Take care
not to lose the little drive pin
thingy at the bottom end of the
pump shaft: this is not a press
fit in the shaft and will fall ouwt
and hide itself on the floor given
half a chance. The SRS (Suzuki
recycle injection system} pipes
from the bottoms of the three
crankcase chambers to the cylin.

= o :
[ ¥ | '
W Foecomuwanl f

der block will have been
removed already. The actual
routing of the pipes depends on
the age of the engine, but you
don’t have to worry about it "cos
the spigots an the cylinder block
are stamped Left, Right, and
Centre.

Mext thing to remove is the
water by-pass spigol near the
hack end of the starter motor,
and then take oui the motor
itself. After that the points-plate
is taken off, followed by the left
hand side cover, which brings
with it the ignitign cam. The

inions under the 11(1:: are then
ifted out — faking care to note
the pasitions of thrust washers
and drive pins — and then the
nut securing the starer clutch is
undone and the clutch pulled off
with a puller (see pich. If you
haven't got this puller, or the
equipment to make it up, don't
worry oo much: the crankshaft
can be lifted out with the starer
clutch still attached and toddled
down o your friendly Suzy
dealer for remowal later on.

Turning now o the other side
of the mill, the clutch cover and
%EI'IEIETEII stator are FEI'HEI'n'E'd.

he stator unit has a pair of
brushes on it which are easily
accessible  and  should  be

checked for wear. (See chart].
The rotor can then be pulled off.
The currently  recommended
tool for this s a shock-puller,
but you can do it by screwing a
10mm bolt into the end of the
rotar, tightening it down so it
bears on the crankshaft, and
then giving the end of the bolt a
sharp tap with a copper ‘ammear.
The snag about this is that if you
heave the bolt up too tight you
can damage the end of the
crankshalt — o if the rolor
doesn’t come off fairly easily,

ive up and leave it on the crank
in the same way as the starter
clutch,

Next item on the agenda is the
clutch itself. Slacken the clutch
springs equally and progres-
sively, then pull out the plates
and check them for thickness
and warpage (see chart)., The
clutch slesve hub must then be
pulled out using two bolts [see
pic) before the clutch drum will
slide clear. Note the positions of
the variows thrust washers, and
also which way round the bevel-
led edges go on the two big
Qnes.

After that the ail reservoir
plate is removed, then the kick-
start spring and the gear selector
rodl. (1f the rod has been bent by

ENGINE REBUILD SERIES

our goodsell falling off the
arge size sporty type motorcycle
at any time and thereby leaning
most of the weight of same an
the gearlever, then cut the left
hamf end of the shaft off with a
hacksaw before yanking it out,
You'll have to buy a néw rod
unit, of course, but this is a
damn sight cheaper than hauling
a bent shaft out by brute force
and messing up the crankcase as
a result),

Mext, we turn hack to the lef
hand side and remove the gear-
box final drive sprocket, the
plate behind same (noting the
presence of the rubber O ring,
which oupht ta be renewed),
and then the neutral light switch
thingy., {Which, for later refer- -~
ence, is fitted with the electrical
contact  towards  the  frontl.
Fimally, we remove the rev
counter drive unit lockbolt and
pull the unit carefully ow. We
gay ‘carefully’ because if vou
ain’t careful the drive pinion
inside the housing will fall out as
vou pull the housing upwards,
and drop down into the crank-
case, This doesn’t matter greatly
if you're about 1o split the crank-
case anyway, but can be maore
than slightly niggling i (a) you
weren't intending to make the

L

7. liselector shait is bent, saw the
ather end off before withdrawing it,
Remove oll collector plate (arrowed)
and kickstart spring assembly.

b. Undo clutch spring balls
progressively, remove centre nut,
then screw bwo screws into hub
centre bo pull it out, Clutch doum
then clears front of casing,

5. Starter clutch is a spring-loaded
rodler affair. Mot prone Lo troubde but
springs and rollers can be replaced if

&, Starter clulch needs a puller, but
-yl can remove crank wi b it sl am.

it sHps oF screams.

2

11. Earlicr engines have this C-plate

i), H there's water in the cogbos ofl, .
to locale no. T oilseal: if you have if,

idufi water pump holder seals,

12. Don't forget the locating dowels
between the crankcase halves . .

s pipe isinfended 1o take away the bulge to the right. Note rings on the engine should be
<|n|'r rithles of waler'sil emulsion. earing localing pegs and the single renewed,
| set-ring to locate shaft laterally.

13.. . . and also, don't |
rifg in the main water gallery. All O

the O



ENGINE REBUILD SERIES

big split, or (b) you've just put
the engine back topgether and it
happens while you're putting
the unit back. {To avoid the
second embarrassment the wise
mechanic puts heavy greass on
the pinion shaft to hold it inits
housing during re-assembly, and
also turns the engine downside-
up so hes feeding in the whole
gubbins  wpwards instead of
downwards. If that doesn’t make
sense, see the piccies).

Arvway, with all that out of
the way we can now split the
case, This involves undoing no
less than 33 bolts — seven on the
upper case and the rest on the
lower — in the reverse order to
the numbers stamped alongside
each bolt "ole. {l.e. starting at
number 33 and working back-
wards to nuwmber onel. The
upper crankcase halfl s then
tapped upwards off the lower, 1o
break the seal, and lifted out of
the way.

Having thus gained access to
the innards, the crankshaft, gear
shafts and “most everything else
can simply be lifted out. Most of
the bearings are located by hakl-
circular set-rings, with the major
exception of the little tiny bear-
ing on the inner end of the rev-
counteriwater pump drve shalt,
wiol s lu-cnle::lp by a wee peg

thingy. (This peg may be well
stuck in place, or it may lift out
easily: if the latter, take care not
to lose the blighter).

Taking the crankshaft first, the
conscientious mechanic is now
faced with the inleri‘.-stin% TS
tion of whether it's fit for further
use or whether he’s got 1o lash
out some £9) for an exchange
unit, There's nothing you can da
about dismantling the thing —
you can't even press the three
parts of it apart to replace the
pilseals — so there’s no half-
measures: either it and the Seals
are okay or they aren’t,

Starting at the top, the first
thing to examine is the state of
the needle-roller small ends, [F
these are knackered the first
sign, obviously, is the pin rock-
ing when you push it into the
bearing in the small end eve.
You also loak for wear-marks on
the pin, and for ditto on the
inside ends of the bearing cages,
since these are apt to touch the
Ein when the bearing  has

anded in its dinner pail. If this
is the maximum extent of any
wear you're in luck, 'cos all you
need to replace are the pins and
the bearings. But the next
thing which can  happen, i
you've been listening (o a rattly
small end for some time and

continually promising yoursell
vou'll do something about it
next week, is that the small end
eye in the rod shows signs of
wear andfor scoring. If this is the
case, you've had it; you need an
exchange crank. The moral,
abviously, is to strip the top end
down immediately if you ever
5U 5g‘eﬂ_1here may be a small end
problem.

Mext thing to check is the big
end up-&ng-dnwn movement,
which to  all  imtents and
purposes shouldn’t exist; if you
can feel any up-and-down play
with your fingers, you need
another crank, Likewise of there
is any roughness or axial play on
any of the main bearings.

A bit more difficult to decide
about 15 the state of the oilseals,
Im fact, once you've gol the
crank out there isn't really any
way of checking whether the
seals are any good or not (with
the possible exception of the
two outermost seals, of course).
However, there are some indica-
tions which you cam bear in
mind before you even start the
job. The favourite seal for blow-
ing is the two-way job between
the drive pinion and the star-
board chamber; if one hali of
this starts to blow, the gearbox
begins to breath out a lot of oil

— and if bath lips give up the
ghost, the right hand pot starts
‘1o smoke out of the exhaust as
well, (The reason for the gear-
box blowing oil, out is that the
starboard inner main bearing,
unlike the other three mains,
gets its lubrication from the

earbox sump, If the seal goes,
therefore, the gearbox chamber
cames in for a bit of second-
hand pressurisation dfrom the
centre crankcase chamberl, The
pattern of this particular seal was
changed a while back, removing
the need for the separate C-plate
shown in the pics. The later fype
of oilseal fits straight into any
age of crankcase,

Turning now 1o the gear clus-
ter, the first thing to check foris
any roughness in the bearings.
Also look for wear on the
en ﬁageme nt dogs and dog “oles,
and obviously inspect all the
tecth for pitting, damage, e
Remowve the gear selector forks
and check their finger thickness
(see chartl, and the fork rods foe
straightness. The gearshift drum
doesn’t usually need remaoving:
just have a gander at the shots for
obvious signs of wear, which
mean a noew drum.

There isn't usually any reason
to dismantle the kickstart assem-
bly; but if you do, note that on

14. Crankease bolis are numbered in 15. Grease rev counter shaft to top 16. Selector shaft goes in <o that the 17. Use new O rings on the water
order of tightening, Number 13 uses it falling out of Mmirﬁdurh; iting. qmdrmwmeﬁls, with teeth pump housing, renew the intemal
copper washer, and needs paskel Wise man also turns the engine equi-spaced. seals, and oil it copiously, This slat
goo on i, as does case joinl and upside down to remove possibility of engages on lecating bolt at bottom of
water pump housing. it drapping in, the hote,

20. Pistons are arrowed 1o the front 21. Later pattern headbolts have 22, Timing must be done with a dial 23. Time the left . first Lakin

and marked R and L. {Lefi and right). rubber seals. Tighten gradually EAUgE. C‘I"ls'!lltpﬂﬂ! different lo ﬂuﬂhrg:: pttinh: ﬁnmmﬂm‘

Use a lefl piston for the cenire pot. waorking diagonally from the centre outers, and remember that engine and right hand points are mounrted
o outwards. turns the “Wrong way- on their own backplates for timing

thoge q'indrrs.




pulling it back together again
there 15 & punch mark on the
shaft and another one an the
engagement pawl, which have to
be adjacent.  After  that,
remember 1o turn the assembly
5o that the pawl comes up
against the stop before bolting
the crankcase halves together.
Finally, when everything's back
in one piece and re-fifted in the
frame, align the punch mark on
the shaft with the ditto on the
kickstart lever when replacing
Fame,

Re-assembly

The rebuild is started using
the bottom crankcase half as a
base. Make sure all the set-rings
and so forth are in place, then
drop in the gear cluster and the
crankshaft. ﬁ'w punch marks on
the main bearing outer tracks
should all be aligned with the
crankcase joint at the front
except in the case of the right
hand outer main, which should
have its punch-mark at the rear.
Den't forget all the locating

dowels and the mubber O ring
round the main internal water
gallery. Also, don't do what we
once did, which was 1o leave out
the vertical oil pump drive shaft,

The joint between the two

18, Measure this clearance with the
pump howsing circli home and
the Impeller fitted. I it's wreong, shaii
En't properly in the h&qﬁn_g
and impeller may damage case or
pump housing.

14. To set the CC1 pump, adjust the
rahles so that these g marks line

1]

crankcase halves uses a jointing
compund. Tighten the crankcase
baolts down in the order of their
numbering: bolt number 13 has
a copper washer and should be
smeared with Suzy Bond as well,
since it goes through into a
watenway.

From then on, re-assembly is
pretty much a straiphtforward
reversal  of the {f‘::.'manlling
procedure,  Replace all  the
rubber O rings as a matter of
course, DON'T drop the rev-
counter drive shaft into the
bloody crankcase, fand take care
o use Loclite or summat similar
an all the internal screws. When
yvou come to replace the water
pump holder (which must have
s CF rings renewed and copi-
ously ailed), make sure the slot
in the holder engages with the
Erﬂtruding end of its locating

alt (see pic), then pop its
retaining circlip in, fit the impel-
ler, and measure the pap
between the impeller blades and
the bottom of the crankcase with
a feeler. (See pic again.) If this
is wrang, the pump shaft

robably isn’t seating properly
Fn- its t:e:;ring in the h?:rlger.PTh'rh
has to be corrected, or the
impeller may start chavelling
through the crankcase or the
water pump housing. Finally,

19. Renew O rings in oil pum
distributor block, and Frirn: ;ﬁ the
plres and oi galleries with Suzy CCI
oll. Use new washers on the unjons,
and don’'t pvertighten them,

25. . . .when the throtile is open so
that lh[:f!:[p isin the top of it's
‘window’,

when re-fitting the housing, use
a non-settin ﬁn-u on the gasket,
(The rest of the gaskets on the
engine are fitted dry, or with a
light smear of grease.)

Before you come to re-fit the
oil pump and the CCI pipes,
remember to fill all the oilwaye
in the crankcase with Suzy CCl
oil, and then do likewise with
the pipes themselves. This is
most important, since it takes a
year-and-a-day tor the oil to get
round if the lines and palleries
are empty. The cautious man will
also  prime  the SRIS pipes,
although this isn't so essential,
Finally, when the engine’s back
in the frame, the pump must be
adjusted as per the pics, and the
bleed screw on top of the pump
body slackened or removed
altogether until the main feed
line from the oil lank is clear of
air bubbles. Inaddition, many of
the cogniscenti like to hold the
oil pump lever fully open by
hand for the first minute or so
when the re-built engine is
initially started up, This usuallt
produces a smoke screen thic
enough to shut down Heathrow,
but on the other hand it does
ensure that everything gets a
good lashing of the slippery.

Ignition timing an the GT750 is
very critical indeed — so critical,
in fact, that it must be daone with
a dial gauge to determine the
distance before TDC on each
pot, and nof with the timing

marks on the plate attached 1w
the ignition cam. The timin
sequence starts with the left
hand cylinder, since the points
for the left pot are mounted
directly on the circular points
backplate. You find TDC with
the dial auge, turn the crank-
shaft until the piston is 3.64mm
BTDC, and then rotate the entire
points-plate until the points are
Iu:.t opening according to your
ight or buzzer or whatever,
iMote that when looking at the
left hand side of the engine you
turn the crank ANTICLOCKWISE
in order to go from top dead
centre 1o before -=TDC:
because there's no idler gear in
the primary drive, the Suzy
engine runs backwards
cﬂmParEd o most ‘conven-
tional’ machinesl. Timing the
centre and right hand pots is
achieved by moving the indi-
vidual backplates carrying the
points themselves. MNote that the
centre cylinder is timed to a
different figure than the two
outer pots (see chart).

We woold ke to thank Steve
Aitken and Ray Batlershy of
Suzuki (GB) 1td, Beddington
Lane, Croydon, for their invalua-
ble help in compiling  this
feature,

Brian Lecombe

ENGINE DATA

LIMITS
Sanalard cyinder B o s T 1756
Wear and faper Dl .o s AT JO1E
DwersEnes anvaiLBIE: | i i s i e e s + b
+ 100
Man. Fll‘ﬂl'l-'ill:llli' CleAramCE:" oo vmrmn s s s s A7 018
Fissnn Fimg end gap min: ... A5 g
Fiston ring end gap max: ... Bl e
Fistoen ring side clearamce, man 5 o
Max crarkshafl ren-mil: ... T DO
Clutch Bt plate thickness, min L0 L1k
Clhutch steel plate thickness, min: i 1.70 JEE
Chutch spring Free length, min: oo .. .M 1.5%%
Selector fork nger thackmess, miln: ..o, 4,90 ]
TOROUES KG-C LB<FT
Cramkcane Bodit:  Bmm, i i e 1000 7.00)
- 1T LR R e S TH 15,00
i P -TT T EERE ) N P R e i e i HKl 15.00
TITIIII § 2 e i e d e v s e ey e o 2 4 e e v a5 26,041
b BB TRIEE . iie s iniamrie b s et tse te ot i am ma et imess Ml 34,0
SETTINGS WAL M
Contact breaken pinB o i A5 J0nd
Plog Rap N GK B FEGH . oo i e temn s sarirast arvras cas imees e 75 (1]
Igmitinn feming; (24 degrees BT i
|t ll‘rd-righl PR W R - L e ) ]
ERp e Y D e b AR S s L e 1.4 1%
Waler impelloricrankcace cleasamce,
L e R L 0.5-1.5 k- 050
Codaland soluficen; 1,35 e Gaoldea Criiser 1200 |'||ll'i A% Mir disbilled waler.
Thesmoskasl opens st 870 lally spen ot 95°C,
Gearbow oil capacity: 2,500 co. (2,90 cc when gearbas & topped up affer drsinang,
singe HM oo rosedue s el o the hox)

Engine oil: Suzaki €OV wil cr SAF B0 {Man self-mizing).

*HBure amd piston toleeances are smalles than wsual Wecause ghe GT750 s
wateromaled.
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e i i trhat some suEest s Triumiph's -

:Wﬁﬁ.ﬁiﬂ %ﬂ the Tonger vou ook, the mive signilarities

vou ot i -,FG m:;dtrq will rnmud'ip:l’rﬂh' spuk thit both
' M ’fm{g]‘ r:;:h:-rmm dq*-..platmg a nurn:n.ﬂ Stlce, for

- Mﬁn&m&m we m@ﬂ also notics fhat both bikes ot to the
walk ﬂpqm:t 1976 ‘and foreach manufacturer this r'epjﬁq,nlm the-end
ot u'lﬂmﬂ ":h:qpfﬂ wCake; the: 'le*t'Ii‘HE-E of the sy G triple favbur
al ‘d.-m &%ﬁ'ﬂ&rﬁur% the trond for gciean PALSEE htl;un For
Irhﬂinp}t e Tridint’s departure heralded the pnd o NVT and

: 11-1]111"1? with mioee than i cvlinders — At least until John Bloor rode

inos Liernd..,ﬂ wm mg hh p&[i%*mﬂ_ﬂt Fﬂ“’ later. |

Background
TRIUMPH T150

The Tridert has often begn
accused of being a rushed jok, but
in actual fact the idea of a British
triple was First proposed in 1963, &
gaod lve years before the
finished (zllagedly] arlicle made it
into production, Speed Twin
creatar, Edward Turner, was =1ill at
the Meriden helm at the time, ard
he rejected the threespot concept.
Although he had visited japan and
therefore had good reason 1o
worry about the Oriental threa,
samenaw a British multi was nat
spen a5 the way forward. Turner
apparently belivved to his death
that parallel twins were the anly
thing to have, despite mounting
evidence (o the contrang.

In 1964 Harry Sturgeon took
comrmand and gave the go-ahead
to the triple, with Daug Hale in
charge of the development feam,
So far, so good, The 'mistakes’
began when it was decided that
the rew engine mest be based an
the twin, which was a fire design
in 1575, bul really had no place in
a modern, ail-tizght werld.

Initially, the engine actuatly
went back to the vary beginning,
using cylinders of 63 % 3omm
dimensions, as on the first Speed
Twin, The official justification far
this was [o keep the engine
narro, but yau'd have to be naive
fo believe that. Once he basic
layout had been finalised, the
cylinder dimensians were changed
13 a shorter stroke, 67 & 7omm
confipuration Lo improve
breathing... and perhaps because
the C15 engine happened to have
the same measunements,

Warrowness (in 2l senses] was
a bit of an pbsession with the
design team, Special attention
was paid to primary fransmission
width, which is why a cartype
single plate clutch was chosen
instead of the usual wet
multiplate affzir, On the
prototype, primary drive
was through gears.

(ne listen to the b
Lerrible rackel made
when everything
expanded with

hagl saan

persuaded

them to opt for

a Iriplex chaimn

instead.

In every ather wiy the triple
was wary much a twin multiplied
by 1.5, although you got double
the number of pushnad tubes —
and possibly ten times the
potential ol leaks because of he
complemty of it all’ Vertically salit
in the traditional way, the engine
comgprised a vast number of
castings which needed time, skill
and a fair bil of luck to fit together
praperhy.

Honda's heavyweight ysocc
four was still a blob on the
iorizon at this stage. If tha Brit
team hadn"t dithered in the final
phase, the Trident and its B5A
Rockes Three stablemate could
have besn on the market and
established before the overhead
cam smoothy from the East
arrived. Bt they did, and wasted
preciaus time messing around
with overhead cam 1wins, partly
bBecause the all-imporiant
americans preferred that sort of
thing Far fAat track racing.

& further delay eccurred when
the triple was sent 10 Umberslade
Hall for a re-style, Apart from
costing the company a fortune,
the effectiveness af
"Clumberglade’ can be judsed by
the receplion the Trident received
when it finally appeared in Late
"68, Beauty may be in the eyea of
the beholder bul nol many
behalders liked the look of the
oblong petrol tank, which had all
the grace of a housebrick. And
although we drowl aver the three:
outlat silencers now, in those days
Aok everyone was so keen.

Azide from the novel number
of wylinders and petrcd tank
shapa, the Trident was all
wrthodox Triumph fare, & single-
downtube frame of 57in
wheelbase did the chassis bit, and
stopping wis Laken care of by an
Bin {ls hurmdrum brake, Triemph's
promised disc was already lagging
and only arrived with the Tigol,
after more Lime wasting with the
conical hub, which proved inferior
ta the earlier type.




Triple Alternatives

Suzuki GT750

Suzuki, famed manufacturer of small, rapid 2-strokes, also
respanded o Honda's 750 four, Although the exact reasans are not
well documented, it ook much longer before plans became
matorcycles in their case.

Ervironmental protection was already becoming a hol tapic by
the end of the Sixties, and polluting 2-strokes were abwiously nof the
cleanest things on wheels, Sl abandoning their ring-dinging roats
and wiamndering inte £-strake Lerritory would not parhaps have been
wise for Suzuki. At that time the Teoo twin was the biggest they had
to olfer. Going bevond 25000 per pol just doesn't seem 0 work
prapecly an a straker [cee Silk owners for zssault on letters pages).
Mearwhile, Kawasaki were crealing a storm wilh their *Green
Meanie’ triphes, Logic said that a 2.stroke three would be the way
Forward For Suzuki, ton,

The Tyao engine had eylindars of 7o x dqmm dimensiaons, Add
another pol and yaw get a paocc tiple, Which is what they did, sart
af. But, a5 became apparent when the first GT7sa) appeared in 1971,
there was a difference, Liguid cosling! Adrecooled engines are happy
when the cylinders hang out in the breeze, but when one pot is
sandwiched belween twe others it's inevitabla that extra problems
will be created; Two-strokes suffer particularly — as Kawasaki
awners aften discoverad;

Bul by surrounding cylinders with water instead of air,
temperatures can be cantrolled. As an additional benefit, a water
jacket also mufiles mechanical noise made by skeletal pislens
rattling around in parted cylindars,

The penalty is, of course, welzhl, This point was made manifest
by the huge GTyso, often affectidnately referred toin America as the
“Water Buffalo’, o name that seems more apposite than its ather
unafficizl christening as the Kettle, Once the extra flab had appearad
in the water jackets, the poundage kept on increasing, A radiator was
required, plus an electric fan lar especiatly sweltering conditions,
plies plumbing, Which used up space, 5o the bike bacame bigeer,
which made it heavier... and 5o an. It was all part of the vicious
superhike circle of the Seventies that reached its ultimate conclusion
with the gargantuan Kawasaki Z1300.

S, at over saolbs dry nat a very useful figure if the engine is
waler-coaled, you may think] the GT was quite a lump — a heavier
tump, in fact, than Honda's CB7 5o and considerably more porky than
the Trident. This immediately precluded any sporting aspirations it
might have had and was semething of a culture shock For a bypical
sporty Suzuki customer,

An identity crisis Ioomed. IF a 7o isn't for going fast, what's it
for? Well, louring, of course... so Suzuki provdly plugzed the new
GT7e0] a5 a machine for travelling long distances in cormlanl. Trauble
was, it had 2 2-strake engine, remember, and it was hard ta think of
siding big mileages followed by a E|EIIJI:| of acrid smoke. Or maybe
that’s what they maan by the
wild blue yonder? v

Once beyond the engine, wﬁ
the Kettle was anather . ". ¥
traditianal brew of lapanese i
ancillaries, A slight surprise, ;
however, bearing in mind
Handa's already two wear-
old dise brake, was the
provision af a ;
massive gls %
Irant stopper. In-
effect it was two
Brakes in ane
drum, operated
by twin cables attached
lo & pivoting equalising bar at .
the handlebar lewes. Impressive
though it lnaked, when the ‘ \
crunch came = hopefully not .
literally, into the back of @ bus
— the retardation available was
less than eyeball-popping.

IN THE METAL

S0 much for the history. To see how
every thing tmed ool o G noad,
shining, examples of h ath GT750 and
T were prc urech, The Trident was
ot guike original, l-ul had been
madified sensibly, with riding in mind.
Borrani alfoy fms replaced Dualop
chromad sheel; and the wobbly Lucas
contact breakers had B T favenr gf
electronic spark trigrers, Purists will
i doubt be choking over their
cormndlakes ab e ':i‘!"h'E ol Wy
suspiciously Chriental indicators, but if
you ever hum |5|:-|h| abter dark voan' |1 e
;,l vl of thers, Ddherwise, evervibing
seemied to be present and cornect, from
e Dan Dare siloncers ks the
AUATATING mctallic paini,

e e T7) lester, finizkhd n a
il |"'-"~'| Wl e :||'i:_;|r|-|| and
unana sk, h.w:ing spennl pnost of il
lifie i Mosrehy America, whire
mrotopoveles often escape the ravapes
of wet winters, If you want 1o buy a
really mint early Japanese bike, an
import is the best option, Even withoat
e wsual signs of age the LSA
privecmance winld e rovealed by ned
rear indicator benses and additienal
cruiser oot rests moanted on the fronl
crashbars next 1o the radiator

Mow take a squint at the pictures.
AgsLming i CHG clesagn dhept did ol
stufl, doesn't the Saruki look aboul
half as big agrain as the Triumph?
Whibe whesling the bikes around for
fle ]!l|||:-1|.‘:- session the GT certainly foli
far hieavier and bess manageable
Interestingly, while the 4ith differenee
in l.-;ui:.;hl is tact, thie Beo siton almist
idientical wheelbaises, so mest of the
Suuki’s visual impact comes from
= esira 5'.:':|i'l||| and :.',:'III,'T.CIE
phideiness,

Tirme bor sonme eaerci=e,
e Triumph lump is
casier fo kick over
than its 75 bwin
brosther, but in
my
EXDETICE
B DY er

particular]y Kecn fo starl. Wit
practice, my oo long-lost TES08
wineld -\.prini,'_ bir Db from ool frst or
second kick when prepared for action
with a strict sequence of tickling, aire
lever setling and throttle opening, But
however much v relish this sort of
ritual, simply operating an enrichment
levier amad pressing: @ BUbon 18 a mene
wiatv of ife, s the Sasuki
iemmmediatiely noses abead in e
COMVENIETCE (U et

The T has a Kickstart, which is
actuntlly harder oo

arrsihle

s tham Ehe T 15(s,
bt of course you never néed to bother
unless th ':-_|!:|_-|1_, i Lk, Cinigp
runmng, the big 2-stroke 15 s
satisfying, burbling away with a haze
ob smoke possring from {1 ioere black
-:-|Fl|.:q."|| silencers, The --|:'H1k1' I||'|1~; ad il
e and clears s crankcases,
but this b i pever feally
appealing until plenty of PEs A b
Tridents, un fl"u,' ul|‘||,-'| hand, makse o
ielorons roise, and hobs of . In
adidition to the damour of pusheads,
chain and camshaft Jary,
[hee exkaust noke is
uivispuee Laker TIRW
muodels with maore
reslrickive air flbers
aml bong cigar- ‘-h.n;-r:l
stlenovrs were quite
mumbly and moted,
ardd T16s e
muffled to death, but
ray=aue equipped
orfgirkals are LOLTY, Even al
levwy s Hyere’s a resaonant

WOETS

B poninr warirud 1l up
r|1ruu_:uh|1 the gears and
the whede
neEhbosrhood 5 i




for & breat. Assuming they appreciate
Hatening to old motoroyches... Here at
CRG, we dafinitely do, but it has to
b s that afier extended el
ora lang joamey the Trompet's
iich Gf a
;;_:,n,ll,l !‘:‘Ii'!|'l T THAD bwan's
frantic rumide ks moe relaxmsg
Twenty-five vears after its debut,
the huaki il compares well in any
] crumsinge sktakes,
Pl winad iy e o Engne has —
the thode pot stroker is low-revving
o torueys From tickover it polls

blape wets bo be-a bik too 1

1
L]

Sronghy wikh the s
in at S00{rpm, anmounced by a
e i exhates! sobe fo

W B0

Kawaanki crackle

it meed = '!_'-I-._-n'll.' of Tow-diowen pull,
bacase the pearing 1= wery high In
fiftiy it strides along at Zmph per
Iepm, according Lo thi instruoment
congobe, Suz’ speedometers of the
pericd tended to be very optimestic
bt there's no douht about the

GT750'= soothung gaik. After a touch
of shued dering while pottering
arvund, the engine is extremely
smooth and quiet at a steady cruise,
and woild no doubt run for ever and
a day without getting hot and
biotherad.

Surekt realized after a few YEArs
of I_:-r:_:n;'.l,u;liq;\-n that i |'|,||,|'.i|1|.-'I \i!,-"h.'l'l‘.'l
wis actually tooegood, Despite later
moedels’ increased power, Kettles
pever bailed unless there was
comething wrong, &0 they deleted
thes electric fan bo save weight Every
[ietke bit helped.

Triumph's 4-sipke triple came
with an oil<cooler as standard, for
pond reason, In the prototy pe stage
ovirheating was a major problem

Even with ifs fulbe flowing Ehroaszh
the radiator hung below the petrol
tank, the engrine does tend to heat up
and become bad-tempered when
'-||':'|i|,'-:'l-='|| i b --.pl.“."-:i. g Adtar
prolonged urban operation the maoto:
develops a distine |.I.'!.'il".‘!.|"-tl.lf!iﬂ]'l|.
ST
Cacars

madel —

onby four urbil the W
shift smcothly when the
elufch doesn't peally peed 1o do
anyLhing, Unee heated to Gas ME 3
it a tratkh m, Bowever, the sinale-
plate diaphragm unit exhibits all the
faults that made Triumph mult
I,:-':.!uli,l |':|,|I|'“|'|L".-1 infamngs,
Meutral brcomes
eilsive, gears

I

e iy,

stick, fempers fray — you krow thi
sl o lh:ing. [f you're aboul fo stard
A Bondon-based classic :'|l._'=\.r-.'||:|.'|".
Company, dan’t If'ul' a Blpet o
Andents

[t'a nn'l:.,- w hien Ime g il :_‘;I.‘I.H
factior and more bendy that the
British contender begins to win back
points. While the response in the first
half of the rew FANgE 15 -:||=~.I|'il|l||'|!.'||:."_
ak m’!].'l'ﬂl:l |:|'|:: aeer=aired tnkake
apparatus really starts to do its stuff
Im the interests of selenoe, road-
festing and hun a couple of bursts in
second and third gave the engine a
chante to show ifs mettle: Maximum
powier armvils af a cliimed 7250 and
accordhing fo bone S {8 possible. On
a Borneville or other parallef twin,
S0M0rpm ts beyond the point at
which you expect the engine to show
pe-metal, rather than mette [when
thit crankcases explode) bul
rememboring the triphe’s racing
SLIOCRSS |||.i'g'|'|l pust your mind al ease,
| used to take my Trident to about
#000 on a fairly regular bagis without
||1'.'-||.5.|:'- Hi-.[i.n;.‘; Soene else's '|."i|-.r_'.
voae Aot By 10 Bgeak iF &0 the pow-
counter needhe stayed well bebow
these dizey heirhis

The 1750 also concentrates iy
eiforts &t over 00epm, bt there’y
wothing o be gined by forang it
ah B _.::lli'. becau=e 2-strokes .

mave a4 vwell-

The be=fivived #-stroke v
the wwater-closetied 2-stroke -
strmileer concepis? Wo. st the
sante vunther of cvlinders,
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Both British and [apanesa friples
benefitted from gradual evolution,
Early triples, like the beautiful blue
Rocke! 3 we gave away last year, came
complets with 2ls front brakes, just
four gears clustered behind the
angine, and starting only by kick. The
Suzuki too boasted a manster front
druem (3 very handsarme = if slightly
ineffective = machanism, toa), but
offerad its rider five ratios and an
electric leg o supplement its kickstart,
Interestingly, both trigles boasted
eecentric sliencers, the Trident's being
the famed fishtails, while the Suzuki
ware a three-into-four, complete with
an odd array of blck caps.

As the yaars passed, the BRSA passed
aveay with therm, Bul the Triumph
evenlually managed fo collect disc
brakes at each end, and an sloctric
font. This Latter, remarkably, works
with graat efficiency.

Meanwhile, Suzuki had spotted that
their range of z-stroke threes was an
evalutionary blind alley, and
cancenirated their development dosh
on a replacement range of more
canventional 4-stroke faurs,

There is ingvitably some debate aboot
which version of the British riple Is
e best, wilh sorme riders preferring
the early lishtailed 4-speeders and
alher swearing by the late electric
starters, with similar fans of
everything in betweesn. And so, just to
stir up trsubled waters, here's a
prersonal view from ane fortunale
anaugh to have ridden most versions
of the B3A  Triumph's finast...

My favourite? The vary first of the LIE
Eocket 35, which has a better riding
position than the Tridents, and better
handling 1o match = 1hal is a personal
apinign, mind, The most practical of
the Brit threes has 1o be the final Ti6o
Tridant — but you can always convert
earlier bikes to a higher spec, should
you wish, The best Kettle? The later
ones, with brakes that usually work,
Lthil's the ane!

Frank Weastworth

defined limit set by exhaust, port
and intake design more than
mecharical stress. Early models
like this weren't over-endowed
with hursepower. Suzuki
subsequently managed o inject
mone Go with revisions to port
fiming and exhaust, plus a set of
A carbs, Although the claimed
increase was only 3|'lh|l.' il lefl
mone dramatic subgectively, Aml
fiwt bt part was thist the tomed
engine returned better mpg
figures.

At braking Hime, the 45 lived
down I its reputation foMbeing
much better to ook al than slop
with, This could ke J_"«';'.1|._|!n|-:|
partly by thie test bike's extended
perind of idleness in a showmom
A bil of fettling would have no
dionelsk i||'||.'l:|'“|'l';'|.'"\d kb, Evis o,
v ddden sevieral eacly GTs and
the front drum has alwavs felt
mearginal for dealing with their
weight.

Triumph's less impnessive
looking 21s drum perfonmed
Dether, Once vou gl the B of
the servi effest. Tt also generally

acoephed fobe superior to the fafer

conical hub, atthough the T150V"s
Lockheed dise was the final
salution., until the chrome peeled
aff or it rained. .
Suzuki wenl one betler, [lling
- braoe of deses o tne fater G- 3t
nieeded them, althoush again
braking efficiency was drastically
reduced by raine | didn't notice
the rear brake of vither Bike,
which probably means they bath
worked without grabbing or
doing anything cl=e unuswal
Having worked the bwo up to
speed on the straight, it's
inevitaklie i VML will med 1o

Ko roand a corner A Hhas o

where the Suruki beging o come

unstuck, possibly fiterally. In
the early Seventies the
[.||:._1||-.':t.|' abil] lad o dof
bearm abont chassis and
Lvre design.
Suspensions tended o
be all springs and no
dam ol

rubberware could be dangeross
on slippery roads. Somehow, it
never soetied Lo ooour ko Ehie
inscrutable engineers that people
ride motorcvcles in the rain,

On purely visual evidence, the
massive Susukd frame woukd
ippear to be man enough for the
jobr. In com parison the Triumph's
single-domwniube (ol the choice
|'|,rr||’|;.;u'r.|l||:-:l. o a1 bramsvierse
triphe ) tretlis Tooks quite delicate
But in the case of motorcyche
chassis, appearances can be very
deceptive. Whether it was due o
the frame bending, the tyres
-|||:.‘I'ii|'|i.-; or Lhix sEspension
boasneing, the G750 quickly
carmisd a reputation for losy
handling and instability. My
suspicion s that road lesters of the
i wirild Bave said thal on
principl, whether it was true o
ngil.

The Trident, on the other hand,

wis always blessed with
marvellous handling, and was
pnly-ever criticised for lack of
grownd ¢learance, Without a
doubt it had an imimediabe
advantage by being fitted with
Drundop TT100 tyres — rativer
Botter than a pair of BT or
instant=shp Yokoahismas, However,
{hi= didn® mean that Tk
worked wondess on Bikies Tike the
G750, as many owners later
distovered.

A quartes-century later you
CBG test pilot was riding the
Barme fwn

.

£
F

machines, rowrd thie sare cormer,
atfalmpstithe same time. He
cerainky wasn't toying o ped
anywhene pear the limits of
anything, but it has to be said that
for the same amount of effort the
[rident was a good 1mph faster,
Allowing for the Brit's modest
speedoand ihe Jap's optimism,
the difference wis probibly 15
Hmph. A manhole cover on the
enkrance gomg one way thoew thee
GT into confused hops, while the
Trident hanidlied it withoiet batting
i mirtarcyeling evedid
Alternatively, | could gimply ;
steer round e obetacle, S

o opdion that bele “ :
risky sitting high T A
and wide on the 1"
lumbering G, ¥
Trv 4B




Triple Alternatives

CUNCLUSlG - ’ THANKS TO SFORTEIKE OF STOKE
) apesos: Roap, SHELTON (01782 41576E],
) FOR THE LOAN OF THE TRIDENT, IT

MIGHT STILL BE FOR SALE AT £2.000,
AMD THAMKS aALso To DEK OF
STATION ROAD, CHEDDLETON, NE
LEEK {01538 361635), FOR THE

LOAM OF THE SUZUKI GT 750

rickden the Tri i [ metuieny b e T
50, this | ific tes story, and
the Trident and ©

they really have in

lite [
pventually
:-.-h;.1|1|||j el o

m= o the

ll; an i M=
abality; il leaks

whent was
koo late, the
[Eal came aling in 1975
an edectric skark enugh
e and style b shake a pushrod
i an b bokioy

||‘|_ Ill'.
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runs ey o elevens,
makes well over 100
iiufmp&we:r and costy
- practcally s hing.

It's here because rider Bill
Calleat was unimpressed by
bikes we featured with acrés of

lowvely puml:wurk but niog a dicey
exhausrora p:’:rmnmm-;,i figurg

EI; also of !":u;'ull:r the fastest

“sirect legal two-stroke in the
country, having won three

rounds and the final of

S uperbife’s Ultimate Steectbike

eantest plusthe Northern

It i3 fourteen vears old,

road-legal class, With a best

ik pmcs-ufar-:-flI 'I?::m:u:-;l-;. and

ph terminal it is. within
th: spirit of the regulations,
street legal, The horn is
operated by the indicator
switch because the horn butten
operates the home-made air
shilter, and the silencer cans
are empty, but otherwise. . .
Bill, who used 10 moad-race
when overhead cams were rare,
used the GT750 a5 a road bike
for a while and then, afew
VOArs ago, ook it to some Run
Wor Ya Brung events. Then he
joined the NSA and stared 1o
make a fewmodifications.
There was no particular reason
for chioosing the Suznki, just
that Bill happened 1o have it at
the tume and had “alwavs liked
big iwo-strokes,””
The Kettle is remembered as
a rather heavy, ponderous
elpdlthosgh- wealeoreamcin
oiher guises, The TRT50
tormy ks racer, as ndden by
Sheene et al, was 3 fearsome
device and it was this engine
which formed the basis of Bills
development,
Bearing in mind that this wax

ggnrlu! fastest
mdprcb&lyﬂm

- round of1he NSA 500

. s also one
eapest.

alt dovove on the frhresy bid r_:,:~1
— il is unempioyed — the
ricerrack results, and the
sparing curve produced by the
TTS Superflow, are no mean
achievement.

Bifl 1= running the GT's
h_.*n:ﬁ Imm oversize, with a

view to gomg a bat further if he
can iocare ihe necessary pistons
{Wiseco still fist them b

no-one's sure il that means they
haveany?. The porting is like
the TR burt a bit more radical,
with bigeer exbausts, It can
.u!md o be, it only hiss 1o run
for eleven seconds ata go.

There ix & longer taper on the
exhaost header and the rest of
the system, again based on the
roadracer, was altered in length
unul Bill got the best
chiracteristics and times on the
drag ztrip.

The moior wses thiee AMal e g s

carhurettors bored frthi the
original 3¥mm ro40mmand a
Lucas RITA iznition. This has
three pick-ups ona ring held by
grub screws i the old electric
Start gear on the felt 'End of the

crangshaft, There used 1obe 3

larg® casing which contnined
the bulky iriple contact-breaker

"
o

o

1
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BILLY PUT THE

KETTLE

aoinr and an outrigger bearing.
Bill has hacked all this ofl,
leaving only the pump drive
gears, and made up his own
smaller cover, with a
detachable centre plate so that
the ignition timing can he
adjusted quickiy.

He keeps the stock oil pump
— using Castrol A545 —and
also runs 1001 premix, with
pump petrol and Silkolene
octane booster. He finds that
the fuel additive lets him use a
fraction more ignition advance,
which gives the molor a crisper
pick-up and better throtele
FESPOnISE,

Bottom gear in the standard
box was too low, so0 Bill had a
non-stock item made,
increasing the rato and closing
the gap between first and
second. He pears the bike so
that 1 only uzes the [irst four
gears in the quacter mile. Using
another couple of hundred
vards and top gear took 1t
cormfortably up to 138mph at
Bruntingthorpe. It probahly
would have pulled a higher gear
— at the tme none of us
resalised just how much power it
was pulting out, But without a
[airing and with a
rapidiy-heaung engine, the
Bike isn't set up Tor top speed
anyway.

It uses an LC125 radiator
mounted sideways — so the
flow only makes use of
two-thirds of the radiztor zrea.
The engine is s&1 up Wrun
cold, where it gives its best
power, and w run rich, As it
gers hotter, It gels progressively
richer and this, combined with
the natural power fade when
two-strokes gel hot, severely
lops horsepower away {rom the
top end. :

It's a sort of safery feature in

Al150/70 Metzeler takes the
place of the duteh in
providing a varioble drive.

All the tricky bits are here; air-shifter, home-made ignition cover, exhausts and bored Amals.

compeltion — il there's not
eoough time between races 1o
Lt the block fully cool down
Bill simply cefills it with cold
water — but it makes the 7503
real pain to test.

Alter about 13 seconds on
the dyne it lost some 4bhp from
s peak, and had dropped over
10Bhp at 8230rpm. What the
dvoe did show was that it gave
maore power below 7000 on the
second Chot) run, Mavhe i
needs the exira nichness at the
Bottom of its power band — it
won 1 Lake [ull throttle much
below 6000, 5o anyvthing that
makes the power band a
fraction wider would be very
wseful.

The narrow slhice of speed
tamge and the vicious rate at
which the power is delivered
wold he too much for the
slandard clutch. Bill gets it up
in the powerband, dumps the
clutch hard 2nd then controls

nl.l;.lll:l wheel carries the
seve lightenad Suzulki
dise a GSXTI00 caliper.

the spinning wheel to find
MEAXImuIm trackon.

The 150670 ME9A puts up
with this treatment pretty well,
allowing Bill to get away with a
standard clutch plus one extra
steel plate and stronger springs.

To cope with this starting
technigue, Bill prefers tolet his
feet trail cut and back, whach
means that the engine reaches
the end of [irst gesr belore the
Callcurr feer can reach the
footrests. An arshifter —
homemade, of course — solves
the pmhl::m and afier
pumping up the cylindrical
reservinr above the gearbax,
there’s enough pressure for the
three shifts which Bill makes in
cach pass.

The hern button
simultanecusly activitates the
air-shalt and cuts the ignition,
50 Bill can powershift, wide
open and without disturbing
the clutch, with just one dabon
the button.,

What sterted a5 a stock frame
has been lengthened, lowered
and lightened, An MBXS0
front wheel carries the eriginal
G750 dise which is now
multi-heled and has a GEX 1100
caliper. The rear wheel is an
Akront rim spaked on 1o the
GT750 hub and carried in a
GEX M swing arm. To lower
the vear end, FVQ shocks from
a4 CB650 Honda are used, the
siruts shoriened by an inch,
while the forks are raised
thromgh the vokes to lower the
front. The swing arm &5 24
inches longer than stock, and
the wheelbase is 60 inches.

The ealy problems have been
in the gearbox and in the
crankshaft. Second gear, which
was a press fiton its ahaie,
began o ship. A friend of Bill's,
John Foster, who regularly
helps with engineering
problems, shimmied 11 and
welded the gear in place.

The crank had been rebuilt
once at SEP but the seals failed,
making the mixture run lean
and causing a few piston
seizures, Eventually Bill fitted 2
new crank — which sounds like
it wis probably the bigzest
single item of expenditure.

With no sponsorship, just
kelp from John Foster and
shared travelling expenses
berween Bill, John and another
friend, Ray Luke, this is the
cheap way to go racing. And
wir.

lohn Robinion

As Suruki GT750 excepl:
Chversiee pisbons.
Porting based on THT50,
Exhanst based on TR750.
Amal earhs hored to Hmmni,
Lucas RITA ignition.
R 25LC radiator,
Lubrication: Castrol AS45in
stisck injector and 100:1
i,

wireel: NBXED,
Front caliper: (GEX 1100,
Rear wheel: Alkroat rim on
GTT30 huh with MES9A
150T0-18 tyre.
Swing arm; GEX1HH),
Reer suspension: shoriened
FF VO units from a CRAS0.
Air shifter, modified gearbox,
mahified clutch.
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SUZUKI 750 THREE

BY YLUKIO KURSDA

A Gigantic, Water-Cooled
Two-5troke Makes Its Debut
At The Japanese Motor Show

NME OF THE EYEPOPPINGEST ma-
chines to be seen in a long time
was unveiled by Suzuki at the

| 7th Tokve International Motor Show,

Behold the wondrous 750, powered
by a transverse, three-cylinder, bwo-
cycle engine. in untt with a five-speed
Lransmission. No  horsepower figures
were given, bul 1l you study the Titan
500 which has 46 horsepower, divide by
half, amd add that onto 46, that gives /4
plus with mavhe bve or RALRIRE
thrown in for the water-cooling and
electronic ignition. Seventy-five horses
sounds aboul right. Youw can bet 11
won'l be much less, for Suzuki knows
they will have to build a screamer to
flee from the swittest Honda Four and
Mach 111

The witals: three carburetors fitted
with short rubber tubes anto the engine,
feeding mixiure (hrough o piston-por
induction system. Lubrication by Suzu-
ki CCI. A capacitor discharge clectranic
ignition svstem, similar to the ignition
on Suzuki racing cars, And Kick starting.
which shows that Suzuki has a lot of
fuith in their edi to fire up before your
lep wears oul.

The most unigque feature of the
engine is the water-cooling: this is the
aontly water-cooled moloreycle to gppear
since the famous Scotl two-strokes of
the late 19305 A polished aluminum

=iy

waler jacket surrounds the three cylin-
ders, and is cast with rows of stubby
vertical fins for what could strictly be
called an air/water cooling system.
Short intake and exhaust stubs are also
cast on the evlinders. Coolant is ¢ircu-
lated through a small radiator set in
front of the engine. An electric fan is
enclosed ina small shrouding behind the
central part of the radiator: presumably
it 15 switched on automatically at a
certain critical engine temperature (a8
when idling too long or moving in slow
stop-go traffio)

Fhe engine exhausts through three
pipess the right and left pipes [t into
huge mufflers that end with black re-
taper cones. The center pipe is
stamesed al a point under the engine
and feeds into two smaller mufflers.
Their total volume 15 supposedly equal
o that of one of the big ones. The
repson for the split exhaust system for
the center cvlinder 15 said to be the
symmetrical styling it allows on the
muachine, Indeed, the swept-up angle of
the pipes does seem to resemble the
Honda CBT30. penerally regardeéd as a
slyling standard in Japan.

The exquisite engine is carried in a
twin-cradle frame of broad beam and
sturdy  gusseling. Large webs ot the
point where the downtuabes meet the
top ratls provide further reinforcement,

VAL



SUZUKI 750 THREE

The

SLO IS,

tele-
ST

front forks are siurdy
and the front brake is
prisingly, nef a disc. A Ti0-cc two-
siroke of such potential (and a near-
S00-Ih, weight) is going o need super-
good brakes to stop it, and the most
lagical guess would have been a disc
braking system for maximum stopping
power. Suzukl has not had as much
practical experience with disc brakes as
Honda, and this s probably the reason
for sticking to drums for the 750, And
such a brake! It's 8 four-leading-shoe
unmit of about nine-inch diameter. It has
integral air scoops, and looks like it
would lock up the front wheel at the
speed of sound. Hopefully it will be ahle
to stop briskly without that deadly
feather-touch of some of the larger
four-shoe Ialian uniis. And one advan-

tage it will have over the Honda disc is
weight! drum brakes are lighter than
discs,

Styling is an importanl Factor in the
design of the new 750, Suzuki styling
has dramatically improved over the past
few years, and the 750 is quite well
proportioned and beautiful to look at.
The color scheme of the tank and side
covers iz extended to small shell-type
caps that [l over the ends of the
radigtor. A chromed *‘crashbar™ also
protects the radiator from minor dam-
age, but it looks more decorative than
protective, and wouldn’t be much help
if you actually had to lay the bhig bike
down at speed.

Polished engine cases further accent-
uate the styling, and an instrument
panel 15 canted back toward the rider.
and consists of a central ignition swilch,
water temperalure gauge, 240-kph
speedo  and  Y000-rpm tach with s
redline at TOOL.

The new 750 should go into produc-
tion during the late winter, and will
probably be in the showraoms some-
time in the spring of 1971,

Actually, the story of the new Suzu-
ki three-cvlinder 750 begins with the
story of the Kawasaki Mach 11, That
sound weird to vou? It shouldn’t. Su-
ruki introduced their own two-stroke
500, the swift Titan Twin, several yvears
ago, When sales failed to reach expected
levels, they came to the conclusion that
most motorcvelists weren’t in the mood
for a large displacement two-sttoke,

But then a year or so later Kawasaki
brought out the switter Mach I, and
the subsequent success story ol thal
machine was enough to inspire Suzuki
to give it another try with a hig stroker,
but this time in a wilder configuration
than before. The new 750 15 designed Lo
lure the attention of nders who might
otherwise be inclined to choose a Mach
11l or (at a higher price) a Honda 750
Four. And if Suzuki ;'t:ru..r_'% the 750 right
smack between the aforementioned be-
hemoths, it will be like tarning loose &
wolvering in a rabbit hutch.

Because of its timing, the Motor
Show is primarily a car show: il ends in
the middle of November, and the chilly
and ofien rainy Japanese winter 5o near
at hand doesn’t do anything for sales of
new two-wheel machines. Conseguently.
the other motoreycle manufacturers had
displays instead of new machines.

Honda exhibited their engines
mounted along a wall, as objects of art,
which they certainly are. They had a
thundering waterfall in the middle of
their display, and a closed-circuit TV
rider safety education program. Honda's
only surprise was a delicious chocolate-
colored CB750, which should attract
more riders with a sweel tooth o this
popular tourer.

Kawasaki showed a1 one-off kneeler
touring outfit, very smartly built by a
Tokyo firm, and powered by —get set—a
Mach Il engine, They also had new
colar schemes for the WISS 650-cc
Twin, now sold on the domestic market
only, and a couple of A-series bikes that
were painted in psychedelic colors from
stem to stoplight.

Yamaha had happy little bears and
dwarfs niding around on lLittle bikes and
going ho-ho. 1 looked around for Snow
White but they told me she was up in
her room with & customer.

There were a million and a hall
pecple at last yvear's Motor Show. There
seemed to be twice that number the day
I went there, so0 1 look one last look at
the big Suzuki 750 and checked out,  [Q
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calling the kettle black. Or were they jealous of the
chromed showboat styling?/Stewart McDiarmid

OMPARED TO the

Minch Mammoth, Suzu-

ki’s triple wasn’t the

biggest superbike around

in the early seventies, but

from a distance the behemoth
water kettle certainly looked it.

step up closer, step on board, try it

for size, folks — and it felt it, too. Han-

dlebars way up there, engine way out

wider, tall at the clocks, big and beamy.

And heavy. It was the first bike I rode

which demanded a technique, as

opposed to a grunt and a heave, to get it

onto the centre stand. And probably the
first to be styled by Wurlitzer.
Although easy to lump with Honda’s
seminal CB750, the two models
couldn’t have been more different. This
was the stroker which became a
byword for easy-going grunt, while the
four-stroke launched the tide of rey-
happy multis which surrounds us still.
Weight and bulk aside, any Triumph
twin owner would have felt far more at
home on the Suzuki. Weird. It
shouldn’t be a surprise: two-strokes are
torquey, four-strokes are frantic
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4 750cc TWO-STROKE SUZUKI

THE BLAGK

KETTLE

mmmufd

(and multis are manic). But there have
been such things as stationary two-
strokes, happy to chug along all week at
2000rpm or so. All Suzuki did was bolt
three of these onto common crankcases.
[ronically, just five years previously Suzu-
K1 were working on a 50cc racing triple

S

which revved to 19,000 and didn’t have
enough gears with 14.

For the simple, piston-ported Kettle,
five gears were ample. In fact they were
so ample that when a peakier, uprated
engine arrived in 1975, they

e |
/

e ———

yes hut my hnrse is SO much more

ecunummal than yuur muturcycle...

remained more than sufficient.
While the Honda buzzed and screamed
(and excited), the Suzuki earned plaudit
after plaudit for creating the definitive
touring powerplant. And it had the best

ol both worlds: typically light two-stroke
flywheels, allowing the crank to spin
reely; and three meaty power strokes
every revolution to keep it plugging
along.

The example tested, Rod Morgan’s
GT750B, was the last of the breed when
lirst registered back in '78. The B’s most
obvious distinguishing feature is the lack

changes included substantially longer port
timing (5mm lower inlet port, 2.5mm
higher exhaust port), bigger — constant
vacuum — carbs, and higher compression
(6.9:1 rather than 6.7:1).

Compared to the previous 65bhp
motor, the M was about 8mph faster and
somewhat revvier, but still a big softy at
heart. Perhaps it had become embarrass-

of stays on the ing to Suzuki to

chrome [ront mud- 7. S0 have a pussy-cat

g]_]a_rd_ ‘” t-‘-"?t' I'ﬂ on the street,
. o - AE R TERE . -

Due to its later o when its racing

arrival on the one
hand, and periodic
Middle Eastern diffi-
culties on the other
(and the cul-de-sac
of the rotary RE5 in
between), the Kettle
enjoyed a much
shorter model run
than its Honda P PeEasseesEe
counterpart. The first Kettle, lht‘ GT750J,
was introduced in 1971. It was notable for
its drum [ront brake, lurid green or purple
metallic paint and four curious silencers
whose black end-cones were adept at
falling off, shortly followed by a din like
Mad Sunday in Hades as the baffles {ol-
lowed suit. The J was succeeded by the
short model run 750K, substantially the
same bike but with much-needed —
except in the wet — twin discs up front.
A re-styled 750L arrived in 1974, a
slightly less baroque affair with new radi-
ator shrouds, one-piece chrome silencers
and improved — but still inadequate —
ground clearance. A year later the M
appeared (from engine number 57533),
with the 70bhp engine which was to last
the Kettle until the end of its days. The

admit to being one of those people
not sufficiently deterred by the early
Kettle’s disgusting appearance to
actually buy one. Mine was a 750J in
Candy Green — a colour whose only
redeeming feature was that it was less
vile than the Candy Pink alternative.
When I'm feeling kindly disposed
towards the big Suzuki — and it was
enormous — I remember its engine: a
big, soft, smooth, grunty hunk of
increasingly furry aluminium which
belied everything you’d ever been told
about peaky two-strokes. At around
41mpg it wasn’t even desperately
thirsty, but nor was it the quickest thing
around: an indicated 115mph was top
- whack under neutral conditions. Later
versions could creep to 120mph, at some
cost in fuel consumption.

T B —_

f Suzuki’s digital gear indicator (centre) — a
3 brt unnecry, but masswe pose value

o, LT LT T

cousin was such a
tyre-shredding
missile round the
Daytona banking.

When Suzuki
announced what
was to be the last
of the Kettles in
late 76, the writ-
ing on the wall,
unveiled at much the same time, was the
GS750B, Suzuki’s first big four-stroke
multi. Apart [rom looking about a hun-
dredweight lighter (it wasn’t: only 251b),
the GS set the standards for the next gen-
eration by doing something the GT never
could: it handled.

In the meantime, the GT majored on
clfortlessness. And, at a time when two-
strokes were less than bywords for
longevity, any bike costing the best part of
four figures — £969 in 1975 — had an
image problem:.

Suzuki addressed this by limiting peak
power revs to a mere 6500, equivalent to
a mean piston speed ol just 2700 leet per
minute, or about two-thirds of what the
triple might have been safe to. The liquid-
cooling, too, was to promote durability by

Still, it was comfy, and felt the quick-
est thing around, mainly because the
mediocrity of the chassis was only
exceeded by that of the brakes. The Ket-
tle’s double-sided twin-leader became a
byword for brake fade. Ironically, the
brake always locked solid on the day’s
first application, so the neighbours soon
got used to an early morning squeal
from the bike, occasionally followed by
a shriek from me as I bounced up the
road ahead of it. Ferodo AM4 linings
and twice-weekly adjustment helped in
defeating fade, although nothing I did
prevented early-morning lock-up.

It’s when you start to push a Kettle
that things get interesting. It can actual-
ly be scratched fairly hard, but zero
throttle invites a wallow through turns,
and really attacking a corner can pro-

I

1971 triple: Americans
named it the water buffalo

voke the mother of all tank-slappers.
From its hinged-in-the-middle frame
to its feeble rear shocks, the chassis gave
more feedback than it was possible to
absorb. Ground clearance was laugh-




Kettle responds best
~ when treated as a

. tourer. Surprising for
_ astroker, engine
~ braking and low
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minimising temperature gradients and
piston clearances — in stark contrast to
the water-jacketed two-strokes which
would follow. And everything, from the
geared primary drive to the gearbox itselt,
was built big.

In this respect the Kettle was a com-
plete success, regularly clocking mileages
previously unheard of for stinkwheels,

e = e

________

without so much as re-ringing. Mainte-
nance, too, was simple, with just occa-
sional gearbox oil-changes and ignition
points to look alter. The latter, with three
sets of contact-breakers on the left-hand
end of the crank, was the most arduous,
and must have made Granby Yamaha a
fortune in timing kits. Ironically it was the
electrics, rather than the engine, that usu-

able, but not as big a problem as you’d
suppose because the silencers had at
least as much grip as the OE Inoue tyres.
This is in every way more a frumpy old
dowager than a sports bike, and
responds best if ridden accordingly.

Mechanically, the Kettle was bullet-
proof, although all Suzukis of the period,
mine included, were prone to alternator
failure. The voltage regulator was also a
bit temperamental, with a sneaky trick
of boiling the battery dry at midnight in
the middle of nowhere: suddenly every-
thing went dark, then every operational
bulb on the bike would blow in the bat-
tery’s final death throe.

Timing three sets of points was also a
pain, especially as they only seemed to
last ten minutes and cost £3.50 a set.
£10.50 was a lot in those days.
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ally proved the weak link when Kettles
did break down.

But most of all the triple was appealing
— and still is — for the way it went. Not
only was it better braked, lar more
tractable and easier to get away from the
lights than the Honda four, but it was
smoother, too. Its sheer tractability goes
some way towards offsetting a slightly

Bullet-proof engine has gear primary drive

and three sets of contact breakers

The aluminium block had a nasty
habit of corroding onto the aluminium
dowels which located it, a foible I dis-
covered when I attempted to take the
engine apart to tune it. I filled the dowel
holes with penetrating oil, suspended
the entire bike by its block from a garage
roof for a week, and hammered hard-

wood wedges at it daily, but it still

wouldn’t budge. It was trying to tell me
something: the last thing the Kettle
needed was more power — especially as
the standard shocks used to dump their
oil on the rear tyre just as you were
attacking your favourite corner.

For all that, as a long-haul machine
the GT750 really worked, once taking
me and a passenger from Barcelona to
Calais in one hit — in relative comfort
from the chest down.

Ultimately, of course, it enjoys a
unique place as not only the first, but the
last of the big two-strokes, a demise
jointly ensured by rising oil prices and
increasing concern over emissions.
Whether in the long run it did anything
positive for motorcycling is a moot ques-
tion, but it sure made me appreciate the
Ducati I bought next.
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continued

clonky gearchange and mild transmis-
sion snatch at low revs. There is also, for
a two-stroke, a useful degree ol engine
braking.

The handling, though, is distinctly
mixed. It’s as somebody else’s pride and
joy — when that someone is watching
— that the GT works best. Ridden with
that sort ol prudence, it’s an attractive
package. Although it feels much bigger
and heavier than the CB750, the differ-
ence is actually only a lew pounds.

Despite identical rake and trail to the
Honda, at town speeds Rod Morgan'’s
Kettle steers much more neutrally with
far less tendency to fall into turns and
much crisper low-down power. Moder-
ate cruising along country lanes is simi-
larly tranquil, despite an elderly rear
cover, an Avon Roadrunner with severe
alopecia of the tread and eczema of the
sidewalls.

It’s unfortunate, then, that even as a
tourer the GT has shortcomings. You'll
find very few seats as all-day comfy, and
the engine will happily plug along at
100mph-plus for long periods il your
neck muscles and wallet can stand it.

Yet at 90mph-plus, even the mildest
motorway curve is likely to invoke a
weave. Aftermarket shocks (or a 12-
stone passenger) help enormously.
Questionable ‘conveniences’ like a dig-
ital gear indicator and vacuum-con-
trolled fuel tap can’t conceal the lact
that getting anywhere quickly is a bit of

a lottery

Dusty discovery

s e ———— e — T B o e T e —————— i i e . e

ou don’t come across a find like Rod Morgan’s GT750B every day. Tucked away

at the rear of a dealer’s showroom, it was covered in dust and in need of an exten-

sive clean. But with just 11,000 miles on the clock it was in totally original condi-
tion and came complete with tool kit and full documents.

‘I made the dealer an offer of £2000 — a lot less than originally asked, and a few days
later it was mine,” Rod said.

He stripped the black Suzuki and polished everything by hand before rebuilding.
There was nothing mechanically wrong — the engine was in perfect condition and still
running on the original Nippon Denso sparking plugs.

In four years of ownership Rod has won many concours awards with the Suzuki. But
he stresses that the machine is in regular use ‘not just trailered around the various
shows.”

He says that spares for the big two-strokes are in reasonably plentiful supply from
Welsh Suzuki specialist Bran Bardsley (0286 673060) and Crooks Suzuki of Barrow-in-
Furness (0229 822342). There are a few difficult or impossible to obtain items, includ-
ing right-hand side exhausts, handlebar grips and the seat.

- Sizewas

_everything in

the seventies.

Fve got smaller
»——__ Fadiators in.my

rgan has two Honda
750 fours as well as the kettle
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COULD IT BE THAT MOTORCYCLING HAS ENTERED A STATE OF ELEGANCE?

It's superbike time! Everybody is
making superbikes. Screamers that
turn the quarter mile in under 15
seconds and nearly break 100 mph
doing it. Big things that accelerate
so fast they leave you in a state of
delight and panic. The big guys are
here.

750cc's computes down to 45
cubic inches. During the middhe
'30s, 455 were considered little folk
among the 61 and 74 cu. in. V-
twing that were commonly called
matorcycles. There were even a few
80-inch flat heads and seme larger

When’s the last time you saw o mo-
torcycle with o water femperature
gouge? Instrumentation is excellent;

in addition 1o the tach end speedo-’

meter, idict lights warn the rider
about nevtral, high beam operation
and high beam function.

00475H
P

in:line fours. A lot of cubes is noth-
ing new in this industry. It's just
that technology has advanced to the
state where they're pumping out
such ungodly amounts of power
that they can draw the line at 45
and still have encugh perfarmance
to keep the average motorcyclist
pumped.

Water-cooled motorcycle engines
and injection oil systems are not
new either, The famous Scotts from
England were 2-stroke twins of 500
and 600cc displacements that fea-
tured both, These Scotts were con-
sidered advanced for their time—
1930,

TEMP
|

"n'

5
160>

In this more recent decade of
750cc superbikes we can begin in
England. We've seen the Royal En-
field and Norton twins, and more
recently the Triumph and BSA tri-
ples, All 4-strokes.

Then Honda pumped in a 45 cu.
in. tranverse four that set the pat-
tern for things to come. Two years
later and almost simultaneously
Kawasaki- and Suzuki jumped in
with their 750cc triples. And we've
seen photos of another tranverse
750cc four-cylinder, only this time
it's a 2-stroke from Yamaha.

it's just like Detroit a few years
ago when everybody wanted big en-
gines. They're all trying to outdo
each other with a superbike that
will take the gutsy bike rider down
the highway in a mind bending
blur. Our test bike is one of those.
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The Suzuki GT-750 weillls 530
pounds, possesses o fivl¥speed
gearbox; has an electric stafles, fea-
tures oil injection, and d&I i more
than sufficlent powsr. W more
couvld o fouring rid'u ask?

A monsterbike that stretches
your arms at the shoulders and el-
bows as it accelerates hard at over
70 mph. The sensation is doubly
eerie because all you can hear is
the wind passing around your hel.
met and you feel no vibratien, just
the wind front pressing on your
chest and face.

It you're standing on a street
corner as it goes by all you'll hear
is the drive chain. If he opens the
throttle a little whirling inlet noise
will accompany a low-pitched mur-
mur from the exhaust pipes as it
accelerates madly away.

Suzuki's GT750 is a thoroughly
tested and highly developed piece
of machinery. It has all the ingredi-
ents to make it a standard for other
manufacturers to shoot for,. For a
machine that weighs over 500
pounds it handles deceptively well.




Filler cap for radiator is concealed
beneath this flip-up panel ot the
front of the gas tank. Radiator capa-
city is 4.5 quarts, and an electrically
operated fon assures that tempera-
tures remain within reason,

Ite performance is breathtaking
and, as mentioned before, it's un-
believably quiet.

The big reason for all this silent
operation is the water jacket around
the head and cylinder. Water in it
self is a sound deadener and the
additional metal to house it lessens
the noise that much more,

A radiator is mounted up front
and high under the steering crown.
Wisely enough it has a steel crash
bar around it. The 750 uses a me-
chanical pump to circulate the
water and there is an auxiliary elec-
tric fan behind the radiator fo start
some wind blowing if there is none.

This would only be necessary if
the machine were standing still. The
fan won't come on until the water
temperature reaches 221 degrees
F. anyway. (It's under a pressure
system and isn't supposed to boil
until it reaches 230 degrees F. at
sea level,) All the time we had the
bike it never did turn on its fan and
we could hold our hand on the cyl-
inder or radiator most anytime.

The basic reason for water or
liguid cooling a 2-cycle engine is
to accomplish uniform cooling. A
2-cycle cylinder with all its holes
and ports, plus having the hot ex.
haust gasses blow out a hole at the
bottom in front while a fresh charge
of relatively cool fuel comes whistl-
ing up some transfer ports on the
side, should have a problem staying
round and parallel. This is why the
bores are .003 larger than the pis.
ton, it's for growth. In the water-
cooled jobs they can close up the
tolerances by 30 percent and gain
a better seal with the piston and
rings, and it also has less noise
due to piston rock.

Since this is a transverse three-
cylinder engine one of the cylinders
has to be in the middle. On air-
cooled engines that middle cylinder
gets hotter than those on the out.
side, The water-cooled job doesn't
have this preblem.

If it weren't for the two growths
on each end of the crankshaft the
Suzuki engine would be fairly nar-
row, The engine cases follow Su-
zuki's normal practice of splitting
on a horizontal centerline. The
crankshaft, transmission mainshaft
.and countershaft, and the Kick
starter gear all lay parallel and on
the same centerline.

Power is transferred from the
crankshaft to the mainshaft through

The transversely mounted fwo stroke
engine produces greaf ameounts of
power. The crank pins are spaced
120 degrees apart, giving extreme-
ly smooth acceleration.

helical gears. The pear is attached
to the clutch and is equipped with
several springs that work as a drive
cushion. The transmission gears are
all constant mesh anda engage
through dogs by three shifting forks
on a drum.

The right hand outcropping of
the crankshaft features a high out-
put AC generator, The left side has
same auxiliary gear sets with the
points and condensers at the ex-

treme end. One set of gears goes
off to drive the waterpump. The
other ties into an electric starter
motor that is nestled in the cases
between the cylinder and trans-
mission.

The frame is a multi-tube pipe
affair that keeps a good hold be-
tween the swing arm and fulcrum
and steering head. The cradle is
widely spaced to straddle the engine




cases. The engine is mounted in
bonded rubber bushes and you can
watch it shake profusely at idle. It
visually smooths out as you rev it
up and no vibration is transmitted
to the remainder of the motorcycle
at any speed.

There is a choke lever fitted to
the three carburetors and it must
be used to get the thing running
when cold. it even fakes more time
to warm up than if it were air-cool-
ed. But once the Suzuki is warm it
starts immediately, sometimes in
less than a full revolution of the
crank. There is really no need to
have a kick-start lever on this ma.
chine. If the battery goes flat on
this type of motorcycle you've got
to push it anyway.

The footrests are still a bit wide,
but on this motorcycle they fit into
the whole theme of things. The han.
dlebar, seat, footrest locations are
very good for sitting with a longish
reach to the bars if you are short,

The instrument package is very
well done and is perched at the
praper angle for easy viewing. The
third instrument is a water tempera-
ture gauge, and the odomeler is
fitted with a mileage trip. The head.
light switch is thumb operated on
the left side instead of with an ig-
nition key.

The twist required to open the
three carburetors is not as great as
it is to open two on many motor.
cycles. They accomplished this sim-
ply by running one cable into a
junction block that goes to three
plus another to the oiler, They have
eliminated the bends in threa ca.
bles thus reducing drag.

The front brake is operated by
two cables that have a balance bar
at the lever. The brake itself is a
two-sided affair with a total of four

brake shoes. They are coupled as
leading shoes and should have work.
ed better than the ones on the bike
we tested. The front brake is not
at all sensitive and takes a firm pull
to get any action from it. This is
the only Japanese superbike that
doesn’t use disc brakes, maybe it
should.

The cable operated rear brake
worked quite well, and with the fiy-
wheel action of this big triple good
brakes are a necessity. We found
we would shut it off and the thing
would keep right on going. Down-
shifting helps a little.

Riding a three-cylinder triple is
kinda like driving a six-cylinder car.
You really don’t need to shift it
much., The GT750 pulls well from
30 mph in fifth gear. | runs well
over that in first, Sometimes | won-
der at the wisdom of coupling a 5-
speed gearbox with an engine this
flexible and powerful. Seems to me

one would get tired of shifting.

They've done something special
to make it feel light in cornering.
The bike lays over quickly with no
fuss at all, unusual for a machine
of this weight. You can. get it over
far enough for the center stand to
drag and still feel safe. If it were
a sporty car we would eall it under-
steer,

Under acceleration it wants to go
forward rather than wheelie,. When
shifted quickly the test bike would
clunk into second gear and lunge.
At full throttle the front end
wouldn't leave the ground, it only
felt light. The machine Is fast
enough to be competitive in the
stoplight Grand Prix.

The GT750 is a great bike de-
signed to dazzle the mind of the
enthusiasts. It's a touring machine
that will do its job, and a racer that
will frighten the pants off the com-
petition. e
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Of All the New Superbikes, the Big Suzuki Probably Sports as Many
Sophisticated Features as Any Now Offered for Sale

it really wasn’'t too surprising that
Suzuki went to water cooling. Not
when you look at their background
in Grand Prix racing. These psople
probably have as much experience
with this form of engine design as
anyone in the world today. A number
of people might ask why bother
going to water cooling at all. There
are 8 number of disadvantages, of

o T O I e e T -

which complexity and added weight
top the list. ;

There i5 one large benefit that can-
not be overlooked. One of the inhear-
ent problems in any two stroke engine
s that of heat transfer. The bigger
the engine, the more heat must be
dissipated to keep it from doing bad
things. Thereis no question that water
cooling does a better job of dispersing

heat, than depending on air tempera.
ture. This was borne out during the
six hours we ran the bike wide apen
at Orange County Raceway.

With every other two stroke we
have ridden under similar circum.
stances, after the first few laps the
power dropped off slightly. The big
Suzuki didn't. If anything, it kept get-
ting faster as the parts beddad in and



Rl i e
The overall finish and high
guality in the bhiggest of all
Suzukis can only be rated as
superh. The paint, chrome and
general finizh would be
imposzsible to fault on eur test
machine,

The tach and speedometer
have a third instrument added
to the cluster—the water
temperature gauge. The
temperature never rose past
the midway mark during our
tests.

the machine loosened up. With one
eye glued 10 the water temperature
gauge, we noticed the temperatura
got up to about the middie of the scale
and never wavered one way or tha
athar, It remained there for the antire
gix hours, Although the air tempera-
ture warmed up considerably, the
power plant never got hot.

‘While water cooling is one of the
GT 7850's strong points, what im-
pressed us more than anything else
was the smoothness and comfort of
thiz new touring maching. 11 is the
mast comfortable road bike, bar none,
we have ever tried. U's possible to
ride great distances without geatting
cramped or tired. It feals as natural
a3 sitting in your armchair in the living
room.

In this country we are blessed with
fast freeway systems. This is.a good
thing, because the Suzuki needs fur-
ther development in the chassis de-
partment. As long as you are moving
in a straight line, everything seems
fine. Once you move off that straight
line, it takes a bit of work to herd the
bike around corners. We have found
that the six hour tests will guickly
point up any deficiency in engine or
chassis design. If there is a weak point
anywhera, we find it. The Suzuki was
no different.

As the day wore on, the suspension
wore out. The swinging arm bushings
waore o the point where we could get

percaptible side movement from the
arm at the pivat. Running through the
V55" at 90 mph {which is ne problem
for most high speed motorcycles)
proved to be a chore with the 750
Suzuki. We approached the first part
of the " S,"" which was a right-handar,
at between 85-90. Although the en-
gine was capable of going faster, the
chassis wasn't, Once through the first
part of the '8, the bike had to be
carefully picked up to & vertical posi-
tion and the throttle rolled off, allow-
ing the speed 1o run down another
5 or 10 mph. After moving over to
the edge of the road, the bike was
eased into the left hander. At the
same time, the throttle was turned
wide open. By turning the throttle on
hard, the chain would pull the swing-
inglarm and wheel over 1o one side,
taking all the play out of it and cancel
the tendency for the rear end to move
around.

Another problem is that the forks
are too soft. Perhaps by beefing up
the front end, the stability can he
improved even further. Naturally, with
higher speeds the problems become
more aggravated, but thig problem is
quite evident at lower freeway speeds
also.

While we are at it, we might as well
get rid of all the negative aspects. The
other thing we feel should be modi-
fied, and very quickly 100, is the brak-
ing system. It definitely is not ade-






year ago this month Modern

Cycle tested the Suzuki 750
triple. For the most part we liked
the motorcycle very much. We had
just o couple of criticisms. This
month we tested the newest 750.
We still like it very much - even
more because its earlier faults have
been corrected and its previously
pgood features are intact in the
1873 version.

The LeMans, as'Suzuki has labeled
their liquid-cooled maxiroadster,
poses soma interasting questions
about the character of the motercy-
cle buying public. For instance, we
find it curious that the Suzuki 750
hasn't faired better in sales to
touring riders, The Suzuki i3
smoother and even more vibration-
free than Honda's super-smooth
multis, and it's miles ahead of
Kawasaki's three-cylinder jets on
the same count.

Cortainly the LeMans proved itself
to the performance fans with its
blinding acceleration and speed at
Davtona this past year. If anything,
the Suzuki was too strong, too fast;
its chief problem was that its
performance exceeded the capabil-
ity of existing raging tires. If that's
not a spectacular testimony for the
go-fnst set we're hard pressed to
imagine what is.

- It's conjectural, of course, but we
foel that the 750 Suzuki may very
well have bean hoisted on its own
petard. Its design coup, liguid
cooling in a reasonably priced
production bike, may just be a lit-
tle more than the market is, or at
least was ready for. Perhaps 1973
will see better sales for the 750,

The trappings on a liquid-cooled
engine do take a bit of getting used
(o, We've all become so accus-
tomed to more and larger cooling
fins, strange and wonderful
finning patterns blackened fins
with shiny, polished edges, that a
near-finless engine perhaps does
not compule. And then there's the
coolant radiator. As nicely placed
and scaled to the molorcycle as it
is. il adds unfortunate visual bulk
that we're not used to.

Still, the anomaly here is not that
the Suzuki 750 didn't sell
bacause it certainly did - but that it

didn't sell as well as it should
have. The LeMans is a spectacular-
ly good motorcycle. It's quieter
than most and smoother than all of
its competition. The coolant
jacketing and the coolant itself
damp much of the mechanical

" engine operating noises that are

common to air-cooled engines. The
good neighbor qualities are further
enhanced by a very quiet three-
into-four exhaust system. It seems
reasonable Lo assume that the num-
ber of mufflers was settled on not
so much from necessity as for visu-
al and physical symmetry. A bonus
to the exhaust system designer
accrues here in the form of ample
volume with which to accommo-
date eagerly expanding exhaust gas
charpes and silencing baffles all at
the same time,

Surprisingly, for a two-stroke
(we had to constantly remind
ourselves that it was a two-stroke,)
the Suzuki has a very quiet intake
tract with no apparent tricks
employed. The engine is a
piston-port design, fitted with
conventional Mikuni carburetors
and a predictable sort of air box/

filter system. Even under hard
full-throttle acceleration the intake
npise is quite moderate, more
like a four-stroke multi than
a two-stroke.

During city and suburban running,
up and down through the gear
train, the LeMans is more pleasant
than most. It's most comfortable in
second and third gears at surface
street speeds. The 750 is a decep-
tive piece: Through the courtesy of
this displacement the Suzuki
enjoys a broad torque register and
can be ridden pleasantly with
moderate throttle openings.

When the wick is turned up the
LeMans gains continual strength,
up through the mid-range and onlto
the pipes where it really begins to
hustle, changing its conservative
wraps for a flying cape. Il's Lire
peeling potential really becomes
apparent. The indications of stout
torqueiness felt at moderate speeds
are suddenly realized as just a hint
of what the LeMans is capable of
when totally excited. Throughout
its operating range the 750 is
unbelievably smooth, a veritable
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turbine - and this is just one of its
vary strong atiributes.

In addition to potentially longer
angine life the liquid cooling offers
a definite performance advantage.
At the lower operating temperature
(lower than a comparable
air-cooled engine] combustion
charges are denser and conse-
gquently potentially stronger. This
is most beneficial in hot weather
when traveling long distances, The
LaMans is always strong and fresh
feeling. The transfer of the coolant
through the system is effected by a
pump located beneath the engine
and driven by a quill shaft. The
pump is aided by thermal siphon
effect, in which the hot coolant
rises and the colder coolant falls,
from the radiator back into the
cooling jacket. All in all it's a very
efficient system; the engine runs
extremely cool..

The first of the 750 liquid-cooled
7505 had every bit as much muscle
as this new model. Absent on the
earlier piece was a braking scheme
capable of handling this much
weight and potential velocity with

a comforting margin. But that’s all
in the past; the LeMans for 1973 is
equipped with a dual disc front
brake. The calipers float on
brackets bolted to the fork legs and
are activated by a single master
cylinder. Control sensitivity is
excellent and the stopping power
is nothing short of incredible. First
application after the motorcycle
has been sitting for a long time
produces a loud, steady squeal but
subsequent use is quiet. The rear
unit is a conventional single
leading shoe drum type that also
responds well without threatened
lockup. In combination, both brake
units are well suited to the 750 and
offer the peace of mind that was
lacking in the *72’.

Somewhal  surprisingly  the
LeMans is a good handler. We say
somewhat surprisingly because the
motorcycle is one of the heavier
superbikes and would appear to
have a great deal of top hamper
because of its coolant jacketing,
radiator and very large fuel tank.
In reality, however, the LeMans
exhibits very little top hamper. It's

uncommonly agile and can be
flipped from side to side as effort-
lessly and with as much assurance
as some of the better handling
middle weights. At low speed the
750 has a slight but understandable
heavy feel, but not so much that
city riding becomes a chore. At
highway and freeway cruising
speeds the LeMans is rock steady
with sufficient available torque to
carry it up long grades in top gear.

As with the earlier 750 the new
LeMans evidences a shuddering
change from first to second gear.
Hard acceleration from a standstill
with a brisk change into second
feels as though it places undue
stress on the drive train. We
discovered that it is best to get it
moving in low gear and shift gin-
gerly into second before applying
great gobs of power. Changes into
the upper three gears show none of
the characteristics of the first-
to-second change; they're effortlass
and always smooth. The transmis-
sion has but one neutral and it is
easily found with a light tap down
from second. When the motorcycle




was first received for test it had
very few miles on it. The transmis-
sion felt just a shade stiff and it
was difficult to engage low gesr,
Several firm stomps were required
to get the green light to go out, and
while the condition has improved
with accumulating mileage low
pear engagement was never wholly
satisfactory. We suspect that this
problem is confined to this partic-
ular motorcycle and may simply
be the result of an extreme in man-
ufacturing tolerance. Last year's
760 was not similarly afflicted and
there have been no design changes
to account for the balkiness in this
test model,

The ever-improving state of
the motorcycle manufacturers art
continues to provide super-sophis-
ticated bits and pieces and systems
to marvel at. Engine and chassis
ideas aside the LeMans sparkles
with innovative engineering and
handsome details. Typical of
this sort of thing is the packaging
of the electrical system
support components,

The voltage regulator, directional
flasher, fuse block and wiring loom
plug-ins are all neatly arrayed and
housed beneath the right side
cover. Electrical system testing and
trouble-shooting just has to be a
breeze with an arrangement
like this.

The instrument cluster has also
received some careful 'thought.
The handsome “dashhoard” hous-
es the coolant temperature gauge
in addition to the tachometer and
speedometer. Indicator lights are
large and well defined. The
coolant temperature gauge, inci-
dentally, never registered more
than about cne-half its range all
during the time we rode the
LeMans. A sensor connected to the
gauge circuit is calibrated to
switch on the radiator fan should
the coolant temperature exceed
221°F. It never did however, and
we were deprived of sesing the
unit work.

As with all their models, Suzuki
has done a nice job of the numer-
ous control buttons and switches,
They are well positioned and
require no hunting. All the con-
trols work consistently and add
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much to the pleasure of operating
the machine.

4

The LeMans' riding comfort is
compromised slightly by the width
of the fuel tank and the front of the
seat. Tvpical of transverse multis,
the LeMans is wide both at the
pegs and the upper end of the
engine. As a result the overall
motorcycle package is wide requir-
ing both rider and passenger to
stretch their muscles along the
insides of their thighs. An hour or
s0 in the saddle is often attended
by some soremess in the
pelvic area, but it became less
pronounced as the days rolled by
and the miles were accumulated.

For some sirange reason the
LeMans' headlight is not quite up
to the standards we've come to
expect. It's bright enough, but it
punches a wide rather than a deep
hole into the darkness. While it is
possible to lengthen its throw
through adjustment we would
hesitate to recommend it; because
that may wvery well invite an
equipment violation.

As Suzuki enters their second year
of production of the LeMans we
can only wonder how it will fair
in sales, Certainly they must be
optimistic. They've had time to
expose it to the touring market and
word of mouth from those who
own the model should help put
maore units on the road. Too, we've
all had time to get used to the big,
smooth, liquid-cooled pavement
scorcher. In combination with the
performance of the road racing
versions that have pu! something
new in the game it would seeth
that the LeMans will do very well.
If it were economically pessible for
dealers to make demonstrators
available to potential customers
the GT 750 would catch on in a big
way; it’s 2 motorcycle that is best
appreciated through several hours
in the saddle. To know it is to like
it - very much, s

As printsd fn MODERN CYCLE
copyright Feb. 1873
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Suzuki GI'(50K

Makin' My Way To Donner On A
Cosmic Smoothie / By D. Randy Riggs

(Editor’s Note: This is the first in @
series of articles ihat will appear from
time fo time on various rogdsters. The
purpose @5 to combine the sights, smells,
and problemys involved n Towring with
uyefwd  comments an  the machine
faverlved. A full road test dara pawel is
inciuded for pour convenience, The
actual rest sessiom, as alwavs, invalved
the entire CYOLE WORLD sraff)

OG AND overcast  skies  werc
seemingly endless and my spiri
was waning. The sun had made such
infrequent wisits toe the coast around
Laguna and Newport Beach that
summer simply wasn’t  happening,
though already it was early August. The
perfect out had to be the new Suzuki
GT750K residing in  the CYCLE
WORLD garape, as it sat there quietly
beckoning...sort of saying, “"Hey, it's
time for a trip, don't you think?”
Indeed, it was time,

I mentioned the thought one evening
to my lady: “Might be takin® a new
Suzuki somewhere pretty soon”
“Oh? " she replied. “When™ *I think
maybe in the morning.” “*Oh, mayhe I'd
better get some of your things to-
gether!™ “*Yup, maybe you'd better.” |
had ridden the 750 home and went oul
toy pive 1F another look.

The second vear of production for
the water-cooled Triple has helped it in
many arcas; those subtle detail improve-
ments  that  somebow  manwfaciurers
never think of the first time “round.
Striping on the fuel tank has been
changed and the result 18 a motorcycle
with a whole lot more class, Coupled
with [lavorful paint colors, the scheme
turns the GT750 into a bike that waill
demand its share of attention,

The paint has some help from a
mechanical  addition: somethmeg that
was  included for reasons other than
appearance, Lhough cosmetically they
add a touch of class, The addition of
dual front disc brakes 15 what ['m
referring (o, the most significant change

made this year on the big 750, Last
vear's four leading shoe drum unit was
an  excellent arrangement, bul few
people knew how to adjust it properly:
the result was less than excellent brak-
ing in many instances. By the looks of
those massive discs attached to the frond
wheel assembly, | was sure no more
complaints would he heard.

Last year 1 had divided about 3500
miles between fwo Suzuks 7508, so the
machine wouldn™t be that unfarmiliar,
but 1T stll went over this new one
carefully to see if [ could spot any
change that might affect riding comfort
or operation. 1f there were any besides
the items I've already mentioned, |
couldn’t spot them. However, [ did
notice a source of irritation that con-
tinues on the latest offering...the hand-
grips. They are shsolutely and totally
worthless, with a surface that bites into
vour hands even on short trips...even if
vou're wearing heavy gloves. How much
fun it would be to take the designer of
these ilems and position him on the
meloreycle with his hands in place on
the bars and wrap them there =0 he
conldn’t move them for maybe a week
or so, Next year we would see proper
grips...puaranteed, Luckily, it s not
much of a problem Lo make a swilch,
bt it's unnecessarily wasteful.

The damp ocedan air was beginning Lo
dim the gleam of the Suzuki's chrome
and had me thinking about a cup of hol
chocolate, so [ wheeled the water-
pumper into its parking spot and headed
inside: 1 had a trip to think about,

The nexl morning was just as fogey
as ever. Don't pet me wrong, | like
oftfheal weather on occasion, bub a
steady diet of anything has a definite
clicet an my aftitude, 1 bungee-corded a
small duffle bag to the rear portion of
the bip seat; mnside were a few changes
of socks and underwear, some cold
woeather garh and a good supply of beel
jerky. | like to carry perky on any
cuting, because it's nice Lo snack on
when the nibbklies hit and vou're in the



Suzuki GIT'50K
middle of nowhege.

Basically 1 was fairly well prepared
for most weather except rain, and where
I' was headed the wet stuff was 2
possibility. This time 1 would. gamble
going without a rainsuit, like 1 have a
hundred times before, So far Ma Nature
and [ are about even on the rain aspect,
But at least this time she couldn’t get to
me at might, since I would be snug in a
motel. If this kid happens to cram a
bunch of miles into a day's ride he
doesn't relish the thought of roughing
it; | get enough of that on my dirt bike
trips to Baja. There are times, however,
when the price of certain motels makes
me wish | had a sleeping bag strapped to
the front of my machine.. just like
Bronsomn,

“Just where was [ headed, anyway?™
my lady asked at breakfast that morn-
ing, “Think T'll go up to Donner Pass.
Lots of history there. And probably the
last chance 'l have to go through on a
hike before winter hits those moun-
taing,” “Isn't that where some passenger
train got stuck in the snow one time and
it took them rfhree davs to rescue the
people?™ she inguired. *'I'll say it was
some train, the crack liner ‘City of San
Francisco,” one of the best then...it was
1952, They had 22 fect of snow on the
level,” That comment got a raised eye-
brow lock so [ swallowed more coffee
and let it sink in. “*What kind of weather
do they have this time of year?” was her
next gquestion, | slowly put on my
jacket and grabbed my helmet. "You
just never know,...”

It was cold in Laguna thal morning,
The kind of cold that is perfectly
comfortable if vou're walking but per-
fectly miserable if you happen to be on
a motorcyele, | wondered how the new
sSuzuki would act after sitting all night.
The ignition switch, speedometer, water
temperalure gauge and tachometer are
all contained in one cluster, angled
precisely, easy to see and reach, The
switch is not one of those that will
accept a double-sided key, and it has
three positions—off to the left, on in the
center, and parking light activation to
the right. With the switch in the “on™
position [ fed the T30 some choke and
hit the “start™ button. What they
should call it is an "instant on™ swiltch.
The starter motor didn't whir or crank
or grind; it simply made the Suzuki
run..and right now. The water-cooled
Triple burbled at about 2000 rpm until
the choke was lifted; it would ran on its
own after about two minutes of warm-
up. Try to pull away smartly before that
and vou're likely to embarrass yvourself
with a stumbling, coughing motorcycle.

Freeways are the fastest way out of
the L.A, basin, and it was no time
before I fourd myself hustling along in
the fast lane at a clip well above the
posted; but that was because everyone
else was well above the posted and I
wasn’t about to be run down! I hate
riding the freeways; vou can't relax for
eéven a moment and expect to survive.
Lots of grit flies up from the roadway
and slings your neck, there arc usually
large pieces of debris to test reflexes,
cars want the lane vou have, and some
stretches of pavement even throw in
those rain grooves that coax certain
molorcycles into wiggling, The Suzuki,
however, was not hassled by any of it. If
there could be only one word to
describe the GT750 it would have to be
smoath, because, though it is powerful
#nd a lot of other things..it is smooth
above all else. That was the first impres-
sion I received out on that freeway: and
that is the impression that remained
with me after some 1600 miles of
straight through riding,

I hadn't ventured too far past the
Los Angeles County line when the
winds hit, These were tricky winds.
Firsl they'd hit head on, then quickly
shift to the side. It was hard to antici-
pate what they were going to do next,
and 1T was never lucky enough to have
them behind me. Just once I"d like a tail
wind. The Suzuki was more stable than
many machines | have ridden in the
wind, helped somewhat, I would imag-
ine, by its sheer bulk.

Past Mojave, my first gas stop, the
winds were not only strong and gusty,
but damned hot. | pulled over for a
minute on the shoulder to feel how
strong the wind was blowing on its own,
and I would have been reluctant to park
the machine on its sidestand for fear of
it blowing over. The temperature was
108 back in Mojave; it was probably the
same here,

As intense as the heat was, it didn't
seem to be affecting the hike, T had
been running the thing along faicly hard
for many miles, bul the needle on the
temp gauge never once passed the center
mark, well below the danger level, Mo
amount of flogging or allitude or hard
climbing and hot weather ever got that
needle past the normal zone, Even more
impressive was the way the GT per-
formed under these abnormal condi-
tions. There was never any detenorating
performance as 1 have noticed on many
gir-cooled  two-strokes in the same
conditions.

If there is anything annoying about
the cooling system, i would have o be
the hot air blast on the nder’s legs
coming from the radiator, This 15 only
during hot weather though.,, the rest of
the time it’s not present.

The winds stopped abruptly at
Olancha. Now the only gusts came from
trucks passing in the other direction.
The Suzuki was smoothest at 80; it
simply wanred to run along at 80, That
sounds a trifle fast, maybe, but the road
5 wide open and smooth, there is little
traffic, and vou can see the cops coming
for miles. In fact, on Highway 395 you
will be passed quite regularly if you
don't go anv faster. [ didn’t._.and was...,

By the time I reached Lone Pine,
halfway up the Owens Valley, it had
cooled off considerably. Off on my left
a storm was brewing, high up in the
mountains, the peaks of which are some
of the tallest in the Continental U.S. Mt.
Whitney is there, along with a few
others, and by the looks of things | was
glad 1 was down on the valley floor, The
storm didn't look like it would get oul
of the mountains and if it did [ would
be too far north for it to matter, Or s0 1
hoped,

There is lots to see anywhere in this
area, but 1 was headed for Donner and
made only briefl stops for fuel and chain
servicing. The Suzuki's chain surprised
me. Though the machine was new, it
didn’t stretch enough to require am
adjustment until about 1000 miles into
the trip. 1 lubed it religiously every
second gas stop, which usually fell
between 250 and 300 miles.

Smells along 395 had been delicious.
The pungency and sweetness of sage,
the dampness of irrigation ponds...and
when the clouds covered the sun, one
contld smell the rain. It was coming. But
| wasn't waiting for it.

I passed through Bishop at dinner
time, but didn®t stop. My dinner was
planncd at “The Top” restaurant on
Conway Summit, gambling that they
wouldn't be closed by the time |
arrived, They were, but let me in just
the same, fired up the grll and cooked
me one heck of a meal, People that nice
are hard to find these days.

With a full belly the trip went much
hetter, but now darkness had set in and
coled had returned. There would still be
several hours before [ reached my
destination, but 1 felt like riding, not
stopping and calling it a day. The T30
comfort allows for such long-winded
excursions. | conld think of many other
machines that would have been torture
after so many hours in the saddle.

Headlight illumination was about
what vou would expect from a motor-
evele. Only two bikes | know of have
reerdly pood night lighting, the BMW and
the Electra Clide with extra cost spoi-
lights, What I was really worried about
on this stretch of 395 in the darkness
were deer, Hit one of those on a3
motorcyele and you might as well kiss i
goadbye, ™






e————————————— e E— - s I Y
R e e ——————————————

After the lights of Reno, Donner Pass
lay just ahead. Once there was no road,
na  Interstate...only obstacles such as
granite cliffs and the worst weather
imaginable. Jacob Donaner tried in 1846
to take his group of men, women and
children over that pass; he wound up
snowbound at the lake which now
carries his name, It is one of the most
incredible  stories of hardship ever
recorded. Survival for many meant
cating the flesh of their frozen com-
panions; few made it

Only 20 years later the Central
Pacific Railroad laid rails through the
same area, They were told it could never
be done, but spared no expense (human
as well) and accomplished the feat just
the same.

I spent the night at & cosy lodge right
on the lake. It was bard (o imagine what
it must have looked like during that
incredibly hard winter of 1546,

Water zkiers were already playing on
the lake when | awakened the following
morning. After a sausage-and-¢ggs break-
fast I went exploring.

That first day’s ride had covered just
slightly over 600 miles: this particular
day [ would take it much easier. 1
checked the oil supply for the suto-
matic oil injection system before leav-
ing; 1 was surprised Lo see that | was not
yet able to add the guart of oil 1 had
brought along on the jaunt. 1 thought,
“MWo wonder this thing doegsn’t smoke
any...it's not using any oil!™ Actually,
the SRIS (Suzuki Recycle Injection
System) is a very efficient setup. With-
out going into greal detail, the system
allows for excess oil collected in the
crankcases to he metered and burned
evenly; initial oil delivery is controlled
by throttle opening and engine rpm.

Mot only was the Suzuki averaging
about 435 miles per gallon of gasoline,
but nearly 1000 miles per quart of
two-slroke oil. Whe said two-strokes
were no good for touring?

One could spend weeks in the pass
doing any number of things. There is
now Interstate 80 cutting a swath
through the grandeur to make it easier
for the motor home crowd, but 1 avoid
that like the plague and stick to the old
two-lane U.5. 40. Here is a biker's road,
winding its way through Gold Rush
territory, towns like Gold Run, Dutch
Flat, Emigrant Gap, Auburn, Truckee
and Blue Canvon, In Blue Canyon | had
an interesting talk with an old-timer
that had lived in that pass all of his life.
“Bet wvou don’t know where Blue
Canyon gol its name,” he savs, gravel
voiced. “No,” | say, “now that you
mention i, [ don’t.”

“Back in the old days the steam
engines ran through here, o wood burners
the old ones were. Well, they made lofta
smoke. . blue smoke, and it hung here in
the canvon for hours. looked blue it
did, when you looked out there,” he
finishes, pointing...across a most spec-
tacular curve in the mountains. He gives
his watch a glance, then adds, “The
Amtrak oughta be through any bime
now."” Within a minute we heard a train
winding up the canyon. Incredible, He
looked pleased that the Amitrak was on
time,

There were no steam engines on the
Amtrak, but at least the dicsels were
ghout 20 years old. Lots of people,
too.. 1 was surprised. They waved, and
we waved, It rounded a curve, disap-
peared from view, and Blue Canyon was
quiet once again.

On the winding road back (o the

main highway [ heard something on the
Suzuki po “clunk,” so | pulled owver,
One of the rear turn indicators was
hanging by its wire down by the spokes;
the bracket had fractured at the spot
weld and the unit had simply fallen off.
I got to wondering about the other one
and gave it a look. Sure enough, it had
cracked as well and wouldn't last long. |
helped it the rest of the way and packed
both units in with my other gear.
Looked to me like weak brackets
Suzuki later informed me that some
earlier models had the weak brackets;
my machine was one of them, The items
are covered by warranty and are being
replaced by much healthier compo-
nents, but [ ostill wondered what would
happen if one of those lights got tangled
up 1n {he spokes.

Another night was spent at the lake
before 1 pointed the Suzuki in the
direction of Sacramento and San Fran-
cisco, The 750 handled lighter than |
expected at slow specds; it absorbed the
heavy pace of the Oakland Bay Bridge
much better than I did, Though several
“Superbikes” are capable of making the
Suzuki lose a drag race, few will match
its wide, useful powerband. Lots of
torque at nearly any speed makes shift-
ing less important, But 1 enjoy working
the gearbox on this one, because the
cluteh is light and the cogs just go
“enick-snick-snick.” easy as pie.

Down Highway One on the Cali-
fornia Coast [ began nding the Suzuki
hard, The curves were perfect for i, bul
the GTT50 wasn’t. Basically the prob-
lem seems fo be a matter of ground
clearance; things start dragging if one
really heels it over. Moderate to fast
riding i okay, but try to really whistle

CONTINUED ON PAGE 75
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SPECIFICATIONS

Eistbrice o e s SR AR I o
Suspension, front . . . . . . . . telescopic fork
Suspension, rear . . . . .. ... swinging arm
Tres ORT = ol b v, D A i 510
LR (TN R PR e e e S 4.00-18
Brake, front, eff. dia. x width, in. .(4) 9.60 x 1.47
Brake, rear, dia, x width, in. . . . . . . 7.0x 1.6
Total brake swept area, sq.in. . . ... .. 185
Brake loading, Ib./sqg. in. (160-Ib, rider) . . . 3.8
Engine, type . . two-stroke, water-cooled Three
Bore x stroke, in., mm . . . 276 x 252 70 x 64
Piston displacement, cu, in.,cc . . .. 4b, 738
Compressionratio . . . .. . 6.7:1 (corrected)
Claimed bhp@rpm .. .. ... .. 67 @ 6500

Claimed torque @ rpm, |b.-ft. . . . 55.7 @ 5500

Carburetion . ... .. .. {3) Mikuni VM325C
FOBITLOR s St et SR = e L coil and battery
Oilsystem . .. .... .. { . 0il injection
i apEciEy I o s e I 3.8
Fuel-capacity, US.gal. ... .. ... ... 4.5
Recommended fuel . . ... ... .. premium
Starting system . . electric; kick, folding crank
Lightingsystem .. .. .. ... 12V alternator
Air filtration . . .. .., .. . dry treated paper
L I RChy ARt e L multi-plate, wet
Primarydrive .. ... .. ... .. helical gear
Final driva v o e oh o s s . .« single-row chain
Gear ratios, overall: 1
O e i e e L L R e 448
b O g L T R Tl e e 5.89
s, A L T et . 7.14
[ B s L R P e e e 9.09
] i 2R SR T A SRR R S R s e 14.92
Wheelbasa, in. RS S e e o e Y
Saat hetght o ot e L 23.b
saatwidth ] ing U T e Y Sl s Lo
Handlebar width, in. . . .. . ... .. .. 32.0
Footpeg height, in. . . . . v v oo v o 0 o 13.0

Ground clearance, in. . .. .. .. 5.8 (at pipe)

Curb weight (w/half-tank fuel), lb. .. .. 543
Weight bias, front/rear, percent . . .. . 47/563
Test weight {(fuel and rider), Ib, .. .. .. B6B3
Mileage at completionoftest . . . .. .. 2085
TEST COMDITIONS

Air temperature, degreesF . . . ., .. .. . 91
Humidity, percent. . . . . . . . o . . os v 48
Barometric pressure, in. hg, . . .. .. . 30,07
Altitude above mean sea level, ft. . . . . . 468

Wind velocity, mph . . . ... ... .. 10-12
Strip alignment, relative wind:

o}

b 1
—

PERFORMANCE
Top speed (actual (@6500 rpm), mph . . . 104
Computed top speed in gears (7000 rpm), mph:

7 Ep U T T W RS R o B B S AR 15 8 112
G e e e Tl TR o T R 90
R i 74
i) [ e b S S Ul LR PR = wer e PRI
f |3 2ot e R A R ol ATl T R e e 35
Mph/1000 rpm, topgear . .. .. .. .. 16.9
Engine revolutions/mile, topgear . . . . . 3833
Piston speed (@7000 rpm), ft./min. 2940
Lb./hp (160-1b. rider} . . . ... .. s 105
Fuel consumption, mpg . . .. .. ... 41-45
Speedometer error;
950 mph indicated, actually . . .. ... . 45
60 mph indicated, actually . .. ... .. 54
70 mph indicated, actually . .. .. ... 63
Braking distance:
OO Ph TR e s L W 35
fromG60mph, ft. . ...... 2 Rseey [
Acceleration, zero to:
SUMPRCS8G, i Wl e e e : 3.1
L e s S e e e e 4.2
50 mph, sec. e A e R . 4.9
B RREBE. ) i i v e M S 6.0
FO PR Sae: T N i s e b e 7.1
Bl:mph, s8¢, L e e e 9.2
Ly Tl B [ it BRI R e A o ot ) 13.4
g LAJORT o] 3 et D R S B ! 20.0
Standing one-eighth mile, sec. . .. .. .. 8.66
terminal speed, mph . . .. .. .. .- 171.65
Standing one-quarter mile, sec. . . . . . 14.10
terminal speed, mph . . . ... ... 9109
ACCELERATION / ENGINE AND ROAD SPEEDS / RPM X 100

- 4 B0 a0 10 120
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CONTINUED FROM PAGE 50

and there will be trouble, Actually, [
don't think this type of riding was part
of Suzukis intemt. It's a long-distance
machine and lots of long distance riders
aren’'t that interested in making like a
cafe racer,

Aside from the clearance problem, I
was happy with the handling. One
couldn’t push it hard enough (without
dragging) to really work out the sus-
pension, Mo changes were made in the
frame for 1973, or in the suspension
components for that matter, so maybe
Suzuki was pretty well dialed in first
Lime around. :

As expected, the brakes were phe-
nomenal. The dual discs offer the rider
superb feel, so that he is able to get on
those brakes right to the point of
making the tire lock...but it never does
because this fee! puls him in control.
Mile upon mile of “dive it into the
cornar—don’t get on the brakes until the
last second” riding never once fazed the
stopping power. So much of the braking
load is absorbed by the front units that
life is made easier for the conventionsal
drum umnit at the rear, Well-done,
Suzuki!

At Monterey [ decided to take the
famous 17-mile drive, but was stopped
at the gate. “No motorcycles!” the
guard said. “Whatdaya mean, no motor-
cycles! Why the hell not? [ wondered,
“I know it's a dumb rule, but [ don’t
make the rules,” he said. “"Who does?" |
wanted to know. “The property own-
ers...it's private property and they can
do what they want with it, Used 1o have
lots of choppers through here..they
wanted it stopped, I get paid to enforce
it. Sorry.” | was angry, [ could drive
through in my car but not on my bike.
In a way, though, | couldn't blame
them, Interesting how a few bad ones
can spoilit for a lot of pood ones, And |
don't mean to say that chopper people
are bad, but some are and they've fixed
it for all of us,

The Suzuki and | went to San Luis
Obispo that evening; it had convinced
me that it was ready, willing and abhle to
head for the open road, with no fuss
involved. The next morning we were
home in Mewport Beach., I'll go again
soon, a different route, a different
motorcycle. Lots of people along the
way will wave; they secretly wish they
were out  there too.just passin’

through. B






two-strokes in general production, aroused the interest

i of the motorcyeling press several years ago. Critics of the

;{_ﬁ%ﬁ;ﬁ;fs,h,-f:;}:.“'m.:. we  design argued that because of cooling problems, it wazn't

fags TS P feasible to put two large cylinders so close together. Spacing

iy the cylinders farther apart would add to the width of the

engine, thus spoiling the lines of the machine, besides adding
to the bulk of the engine/transmission package.

But with a sound basic design and Japanese technology, the
T500 soon became a machine to be reckoned with in all
categories. As a touring bike it is comfortable, reliable,
economical, and it comes within a hairsbreadth of being a true
Supeérbike in terms of performance. The last TS00 we tested
turned in a standing quarter-mile of 14.31 sec. with a terminal
speed of 91.06 mph,

Once again Suzuki has introduced a paradox: the GT750.
Big, heavy, comfortable, economical and extremely smooth,
the GT750 is capable of high 13-sec. standing start quarter-
miles, effortless high speed cruising, hairline steering and
tremendous braking. It's a Superbike in every sense of the
word., :

The most interesting feature of the GT750 is the engine,
and more particularly the method used to cool it. Water
cooling for two-strokes is not new: the British Scott, which
went out of general production just before WW [T, was the last
large-capacity machine to use it. More récently, the horizontal-
ly opposed Velocette “LE™ 200-cc Twin emploved water
cooling, but it too is defunct,

SUZU KI GT 750 Several advantages accrue to water cooling a two-stroke,
where heat is an inherent problem because a two-stroke fires

A Posh Tourer With Water Cooling And twice as often as a fourstroke, Water cooling more efficiently
Authoritative Performance. disperses this heat, which can cause piston and cylinder

distortion, with a consequent reduction of obtainable power.
If clearances between moving parts must be made large enough
to avoid excessive friction and possible seizures, this also leads
to loss of power [rom blow-by past the piston rings, and
contributes to the mechanical noise of the engine. A properly

designed water cooling system can reduce these problems.
Amaong the negative aspects of water cooling is the need for

SUEUKI’S T300 “TITAN,"” largest of the T‘J;i'ill'f:}’]lI]ﬂLET

CYCLE WORLD a radiator, thermostat, water pump (which cin sometimes be
B dispensed with if a thermo-syphon system is used), and a
w cooling fan, items which Suzuki has managed to skillfully

blend into a most attractive package. With the exception of
the radiator, the motorcycle is as cleanly styled and aestheti-
cally pleasing as any model in Suzuki's lineup. Moderately
valanced chrome plated fenders blend well with the wide dual
seat, large instrument cluster and large, slightly bulbous gas
tank. Even the radiator, which is protected by a chrome-plated
safety bar, finally takes its niche in the design, although it
looks somewhat out of place at first.

A transversely mounted two-stroke Three is a design made
popular by Kawasaki, with their frighteningly fast 500-cc
Mach III. The GT750 engine features horizontally split
crankcase halves which support the massive, four-main-bearing
crankshaft. The crank has throws spaced 120 deg. apart, giving
the same number of firing impulses as an in-line six-cylinder
four-stroke. Looking at the engine from the top, we find three
sets of contact breaker points located at the extreme left end
of the crankshaft which are driven by a flexible coupling. Just
inboard is an idler bearing and to the right is a gear which
drives the tachometer and water pump. The water pump is a
vane-type unit driven by a horizontal shalt and located in the
bottom of the crankcase. It has an output of 16.2 gal./min. at
an engine speed of 6000 rpm, which compares favorably with
many small cars. At the right is a one-way clutch for the
electric starter, a main bearing, the lefl cylinder’s Mywheel

i |



assembly, another main bearing and the central cylinder’s
flywheel assembly. Still another main bearing follows, which is
adjacent to the helical pear for the primary drive.

Grafled onto the other side of the primary pear is the third
cylinder’s flywheel assembly, another main bearing and the
alternator. The main reason for taking the primary drive from
between the second and third cylinders was to keep the
engine’s width behind the crankshaft to a minimuem. This
arrangement leaves more space between the numbers 2 and 3
than numbers 1 and 2 cylinders, but with water cooling it
doesn’t make any difference.

The one-piece cylinder casting is fitted with cast-in iron
liners which are not removable. However, pistons are available
in two oversizes, and if the air¢leaner remains intact and
properly serviced, piston wear should be negligible.

Cast-in aluminum cooling fins don’t help cooling the
cylinder and the head much, but are much nicer looking than a
sinooth exterior, All aluminum crankcase, cylinder and cylin-
der head castings are polished to a high luster, adding a touch
of class to this unique motoreycle,

A single cylinder head casting with relatively shallow
combustion chambers is used, and the outlet pipe from the
engine’s cooling system emerges from between the center- and
right-hand eylinders.

Conventional two-ring pistons are virtually identical 1o
those of the T300 (the borefstroke dimensions for both
machines are the same), and, like the T500, needle bearings
support the pistons, and roller bearings support the connecting
rods. It is interesting to note that while the pistons and
connecting rods are almost identical to those of the T300, the
flywheels are smaller in diameter and roughly approximate the
size of those used in the TR500 road racer.

Water for cooling the engine enters the crankcase from the
radiator at the front of the engine. The pump picks up the
water and pushes it up through the water jackets around the
cylinders and into the eylinder head jackets. Until a tempera-
ture of &2 deg. C (180 deg. F) is reached, the thermostat
remains closed and the heated water is redirected to the pump
in the bottom of the crankcase. Complete opening of the
thermostat occurs at 95 deg. C (203 deg. F), and if the water
temperature reaches 105 deg. C (221 deg. F), the tiny cooling
fan behind the radiator cuts in and keeps running until the
water temperature falls to 100 deg. C (212 deg. F).

During a series of tests carried out in the Los Angeles area
by a team of Suzuki engineers during the hottest part of the
year, it was practically impossible to get the water temperature
high enough to activate the fan, so there's a good possibility it
will be dispensed with altogether. Total coolant capacity is a
penerous 5.4 LS. gl., and the system is pressurized as are
those on automebiles, Also included in the system is a header
tank which further precludes boiling over,

Drawing heavily from their water-cooled motoreycle grand
prix experience, and from their work with small water-cooled
cars and trucks, Suzuki engineers claim a temperature reduc-
tion of some 30 percent over the machine's air-cooled
counterpart, a six percent increase in torque and the ability to
reduce piston clearance from the 0.0026-0.0030 in, of the
T500 to a very close 0.0019 in. An added benelit of the close
tolerances is reduced piston noise, which is further lessened by
the deadening effect of the water in the jackets.

silence and smoothness are key words for the GT750,
Rubber mountings inside the crankcase attachment poinis to
the frame allow the engine to shake just slightly around 2000
rpm, but above that figure the motor is completely smooth up
to maximum revs, Both the handlebars and the footrests arc
solidly mounted, indicating no need to damp out spurious




vibrations at those points of rider contact with the machine. In
a further effort to make the GT750 as guiet as possible,
Suzuki incorporated an air filter intake system Lo minimize the
intake roar characteristic of two-cycle engines. At the rear of
the air cleaner box arc two rubber tubes with slightly fared
ends through which air is admitted to the hlier. These tubes
do a remarkable job of silencing, and because they are pointed
downwards, it is more difficult for water to enter the filter.

Wanting to maintain as much symmetry as possible, but
faced with the large physical dimensions of each ol the super
quiet mufflers, Suzuki opted to split the center eylinder’s
exhaust svstem into two smaller mulflers containing the same
volume as one large one. A connector (balance) pipe running
between the three header pipes not enly aids noise reduction,
but increases the amount of torque at 2000 rpm by about 20
percent. Viewed from the rear, the GT750 looks like a
four-cylinder machine with its four pipes. The two large outer
pipes are tucked up out of the way, while the two smaller
inner pipes are somewhat lower but tucked in far enough to
preclude dragging on sharp corners. Although the machine’s
actual ground clearance is only a shade over 5 in., this lowness
is near the center line of the bike; the only thing we were able
to drag during vigorous cornering was the side stand.

A particularly appealing feature is a gadget to reduce the
output of exhzust smoke under certain conditions. When a
\wo-cycle engine is operated at low. speeds for a time,
unburned oil collects in the bottom of the crankcase where it
stays until the machine is accelerated hard, as when going on
the freeway, at which time the bike takes on the qualities of a
crop duster! This device is a one-way valve in the bottom of
cach crankcase which is connected by a tube to an adjacent
cylinder’s transfer port. Instead of collecting, this unburned oil
iz directed to and burned by the other eylinder and is ejected
from the engine at a more constant rate. The same amount of
oil is used, of course, but not so noticeably.

Three 32-mm Mikuni carburetors are connected to the
twistgrip through a junction box with a single cable, and
operate surprisingly easily. A starting enrichment lever (choke)
located on the left handlebar lever mount must be used to
start the machine on cool mornings. It makes starling so casy,
we can't see a reason for retaining the kick starter. Depressing
the starter button instantly fires the engine, indicating that less
than one revolution of the crankshaft has taken place.

A negative feature of the starting system is that, as is, the
crank lever bumps the rider’s right calf, transmitting the
engine’s vibrations to his body. With the kickstarter assembly
removed, the entire engine unit could he made smaller and
lighter, with a subsequent reduction in the area cccupied by
the transmission. The transmission design follows previous
Suzuki practice with constant mesh gears and one shafi
located behind the other along the crankcase horizontal center
line. All indirect, the ratios are ideally suited (o the power
characteristics of the engine; they are not especially close, but
making them close would be foolish because of the broad, flat
torque range of the engine. Shifting action i very smooth and
positive, but we feel that the GT750 is “undergeared™ and
think a two- or three-tooth-smaller rear sprocket would be
more appropriate,

At 70 mph on the highway the engine is spinning at 4500
rpm, many more than are needed to keep it up to speed with a
low throttle opening. In fact, the torque curve is so flat that
pickup is possible from 2000 rpm in top gear with almost no
change in apparent acceleration. We were amazed at the small
amount of throttle needed to keep the GT750 moving, and at
the large engine's willingness to rev. Also impressive, if not
outstanding, was the fuel economy. Dividing our test riding as



we do (70 percent highway, 30 percent in town), we got gas
mileage ranging from 41 to 47 mpg outstanding for a
four-stroke of comparable size, and nothing short of amazing
for a two-stroke,

Gil consumption was also low. The oiling system on the
GT750 is virtually identical to that of the TS500 which
employs a variable displacement plunger unit that increases its
delivery according to the engine’s rpm and the amount of
throttle opening. A cam, connected to the throttle cable
junction box, opens the pump in accordance with the throttle
opening. Al cruising speeds, the pump is almost shut off, but
as soon as the throttle is opened to climb a hill, the oil supply
15 increased. Conversely, when the throttle is closed, the
pump’s output is reduced to help lower the chances of the
engine’s loading up with raw oil.

Two additional outlets at the pump supply oil to the
right-hand cylinder, but the system works the same. Oil is
injected to all the main bearings except the one located next
to the primary gear, which receives its lubrication from the
transmission’s oil supply. Oil used to lubricate the other mains
then travels through the crankpin centers and lubricates the
big-end bearings before being flung upwards to lube the wrist
pin needle bearings. It is then burned and expelled out the
exhaust. There is also an oil feed point in each inlet port to
supply oil to the wrist pins and eylinder walls.

Al 324 lb. with a half-tank of fuel, the GT730 is just
slightly heavier than the Honda CB750 Four, but it feels
deceptively light at any speed. In slow traffic the only clues
you have about the machine’s bulk are the width of the gas
tank (which holds a moderate 4.5 gal. because of a cutaway at
the front for the radiator header tank and filler), the broad
handlebars and the size of the instrument panel. At the top, in
between the speedometer and tachometer, is the waler
temperature pauge. NMeutral, high beam and turn signal
indicator lights are located on the face of the tachometer, but
there is no charging light. Our test machine had a confusing
array of thumb operated switches on the left side which will
be modified for production. From top to bottom were the
headlight switch/dipper assembly, turn signal switch, horn
button and a headlight flasher. The right side houses an on/off
switch and the electric starter button. Later models will not
have a headlight flasher, and the headlight switch/dipper
assembly will be moved to the right side.

Like the T500, the GT750 pets top marks in the handling
department, A massive double cradle frame features a huge
maintube with the radiator filler going through it, running
from the steering head back to the rear of the gas tank. It
butts into a transverse crossbrace which doubles as the top
attachment point for the aircleaner. Two auxiliary toptubes
extend from the steering head rearward. They finally termi-
nate at a point some 9 in. behind the top rear suspension

mouils to serve as mounting points for the rear fender. The
downtubes act as a mounting point for the radiator and

continue under the engine rearward to just behind the

transmission, where they bend upward and attach with the top

tubes under the seat. Diagonal tubes branch from the bottom

cradle and extend back to the rear suspension top mounts.

Strengthening triangulation is evident here as in the steering

head/main toptube area.

The relatively short swinging arm is supported at the pivot
point by large bushings, and the tubes are a healthy 1 5/16 in.
in diameter, Thick steel gussets which provide mounting points
for the bottom of the rear suspension units and the rear axle
are uncommonly long and strong. Even under hard accelera-
tion in high-speed corners, the GT750 tracked as though on
rails. In fact, the only part of the suspension package which
isn’t quite up to spirited cornering are the front forks. In
keeping with the comfort-oriented idea behind the machine,
the forks are softly sprung, but they nonetheless provide
excellent control on all but the roughest surfaces. Notable also
are the De Carbon-type sealed gas rear shock absorbers
featuring a five-position spring rate adjustment. The Suzuki's
shocks are very sensitive to small road irregularities, and have
sufficient damping to prevent rear wheel hop under heavy
braking, or vawing in fast corners,

At first we had reservations about the brakes. With many of
today’s high performance motorcycles going to dise brakes on
the front, it seemed logical that Suzuki would follow suit.
They haven’t, but the GT750's brakes are just short of
fantastic, capable of hauling the heavy machine down from &0
mph in 118 ft. The front brake is little more than two T500
brakes in a single housing with cooling airscoops. Twin cables
fitted into a balance bar at the brake lever are adjustable for
length both at the lever and at the brake operating arm end.
Although the front brake heats up under hard usage, fade is
minimal. The rear brake is identical to the rear unit on the
T300, but it, too, is reluctant to fade.

Riding the GT750 is a joy which must be experienced to be
fully appreciated. The wide, ultra-soft dual seat is VETY
comfortable, although we had a heavy friend who complained
that the padding was too soft and allowed his buttocks to hit
on the bottom of the seat. Footrests are slightly on the long
side, and do not fold rearward. This makes it easy to bump
one’s calves while “walking” the machine from a seated
position. The relationship between handlebars, seat and
footpegs was deemed very comfortable by all our testers. The
main complaint stemmed from the upright seating position,
which doesn’t allow the rider to lean forward into the wind at
high speeds. The almost complete lack of vibration and
unnerving mechanical, intake and exhaust silence give one the
feeling of riding a steam turbine. The loudest noise, by no
means unpleasant, was the gear whine of the all-indirect ratio
transmission and the rear chain.

Our duty pillion passengers alse rated the seat comfortable
and were pleased with the lack of vibration through their
footpegs.

Detailing is exquisite. Heavily applied chrome and lavish use
of the buffing wheel on aluminum parts slightly outdid the
paint, which was moderately less perfect than on other Suzuki
models. Welding on the frame is very good, and all engine parts
fit neatly together. Lighting is excellent, with what is possibly
the largest taillight on a motoreyele. All electrical components
are first-rate, including the neatly routed wiring. We also liked
the location of the ignition switch: right in the center of the
instrument panel.

Suzuki's most pleasing combination, the GT750 is the most
refined, and vet most awesome, two-stroke ever. o]



SUZUKI GT750

SPECIFICATIONS

11 o T ¥ v SRttt b e b s i M T LR M.A.
Suspension, front . ... ........ telescopic fork
Suspension, rear . .......0 00000 swinging arm
B =5 o i e S s R 3.25-19
B ET (| e S O S R e 4.00-18
Brake, front, diameter x width, in. (2)80x 1.6
Brake, rear, diameter x width, in. .... 7.0x 1.6
Total brake swept area, sq. 1IN, .......... 115.6
Brake loading, Ib./sg.in. ............... 4.56

. . . two-stroke, water-cooled Threg
276 x 252 70 x 64

Engine, type
Bore x stroke, in., mm .. ..

Piston displacement, cu. in.,c¢ . ...... 45, 738
Compression ratio ...... SR el hT
Claimedbhp@rrpm .........ccun. 67 @ 6500
Claimed torque @ rpm, lb.-ft. .... 51.7 @ 5500
Carburetion .............. {3) Mikuni VM 32
Ignition e e s battery and coil
Oil system ...... SR T oil injection
Ol capacity; pt v irs oo vaisie s v wsans el 3.8
Fuel capacity, U.S.gal. ... .. iciivmernns 4.5
Recommended fuel ............... pramium
Starting system . electric; kick, folding crank
Lighting system ............. 12-\ alternator
Air filtration ..... i A R e dry paper
0 [Ty o] y Aot el o PR e L i multi-disc, wet
Primary it s Ll e e e e .. gear
Einal drive S s el i iy single-row chain
Gear ratios, overall: 1
R s L e 4.84
F1 & | T AT N L TR ST MIC e 8 e 5.80
22 o M o A At e T L
7.3 HE e R B e e R 9.11
ot ek e i R S 14.92
Wheelbase, in. ..o civvsannnns : ... 58.0
Saat-helghtan i e iss sl b ol Sl e i s 32.0
Seat Wi, i e e il it s e e 11.5
Handlebar width, in. .................. 32.5
Footpeg height, in. ......... SR e g s 1]
Ground clearance, in. ... cev v eeneeras 5.2

Curb weight (w/half-tank fuel), lb. ....... 524
Weight bias, front/rear, percent ..... 47.5/52.5
Test weight (fuel and rider), Ib. .......... 654
Mileage at completionof test ........... 820
TEST CONDITIONS

Air temperature, degrees F ... ... .. ...... 81
Humidity, percent .. ....cciieiincianess 70
Barometric pressure, in. hg. ............ 30.60
Altitude above mean sea level ft. ......... 50
Wind velocity, mph—. . .. ........onu.n. 10-14
Strip alignment, relative wind:

WIND
5 - P

PERFOBRMANCE E
Top speed (actual @ 6880 rpm), mph ... 107.27
Computed top speed in gears (@ 7000 rpm), mph:

I e L e o i aaa 110
1y R T B e e e S 20
= B P S S e o . topt gLy |
7 g e At A A RS e L h3
] E e SRR e 2 S S R 35
Mph/1000 rpm, tOpP GEAF. ...\ 0v i vnenrnn 15.6
Engine revolutions/mile, topgear ....... 3222
Piston speed (@ 7000 rpm), ft./min. ..... 22340
3] ]y e e . S A 9.75
Fuel consumption, mpg ........ . ce00uea- 44
Speedometer error:
50 mph indicated, actually ........... 45.4
60 mph indicated, actually ........... b3 B
70 mph indicated, actually ........... 63.8
Braking distance:
from 30 mph, ft. ......... R e, o
fromB80mph, ft. ........... . ..... 118.0
Acceleration, zero to:
R o e e e v 3.1
B D P R R i i o o o s 4.2
BOmph, SEC. s ah e T
YTV U T R T O R L
FE T H e v A S S e ) e AR 6.8
BOMph, S86. . ....ciiaenaans s 8.6
BmMpREse: e e 12.5
100 mph, sec. ...... L oy O . 18.2
Standing one-eighth mile, 5&4: ........... 8.38
terminalspead, mph . .............. 78.74
Standing one-quarter mile, sec. ......... 13.87
terminal speed, mph ............... 93.55

ACCELERATION / ENGINE AND ROAD SPEEDS /7 RPM X 100
20 1] &0 80 100 120

10 20 30 40 50 60
TIME M SECONDS
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AWASAKI 750

il Y e LA e ey

Kawasaki have built a hard, raw, exciting package -
unbelievably irresistible.

IF I HADN'T DONE
it myself would not have belicved
it possible, A genuine, second
gear, downhill wheelie from
power only, no yvanking on the
bars or any of that hucky pucky,
just a twist and nearer my God o
thee. Yes, the TA0 Kawasaki really
does po, no doubt about it. 1 had
Been riding it about {or an howr oF
so. and had spent the time popping
wheslies and rushing up 10 solid
things at a ludicrous rate, then
smakshing on the anchors, down o
few pears, then off again with the
hanshee wail of a3 750ce, (wo-
stroke, five-specd monster. Well,
vou see, if gets inside you cos
there really 15 very little else on
this planet outside of MASA that
tramps on in such a frenelic wiiy.,
You can't help but gas the thing
evervwhere,

Having made that excuse, [ will
tell vou of how | discovered fear
browmn. 1 was riding with a fricmd. |
on the Mach 1V and he on o I¥T'1
Yamaha, round the roads cirching
Beverley Hilla, (Motoreyelist
IHustrated spares no expenss Lo
bring vou the latest scoop, don't
vou know D We dropped doawn ton
T-junction on Sunsel Boulevard
and made the mandatory stop.
Dave punned into a space in the
traffic and after a look over my left

AND THE AMEFIICAI\:

shoulder and Toding sollicent gap,
I dropped the Mach 1% owver tothe
right and squirted it Then all kel
let loose, The rear wheel hroks
away and ran around the fron
wheel = or rather, would have
done, but being o bit of a whizze
the old moto-cross and speedway
amnd that stuff, | steered inte i@
Thus our earless tester and
Eawasaki®s pride and joy did =
gizsint Muuger across three lanesof
Laos Angeles trathe before finally
realising that shutting off the g
might be an ides. Mol bad Uk
ing, Biatmen, but the damn thsg
then pripped and nearly highsided.
A quick Joel Robert body leanand
i prayer brought it all back mi
some kinda order and off we jolly
wiizll went, popping i wheelie s
to sl [ wasn't really scared.
Drave, meanwhils, had stopped
up the road amd watched all the
with a face that had the wtmes
scorn for such outlandish
shals, while | forced o grin the
winz meant 1o s pife confidens |
could see that he wisn 't convinoad
and, loeckimg over my sholder, |
could see that the rest of the irafi
wins mol amused, either, Ho, hus
Back at base, Dave (whomrne
life is edivor of & "hike magazin:
and from whom the B awasakisz
callected) readily agresd that they

DOUBLE




UZUKI 750

DREAM by Alan Baker

do g, they do. Aand they dooget ot
of shape so emsily, these Rip, pow-
criul 750 two-strokes, so quickly
that we got down 1o discussing the
thinking behimd them, With the
instalility of the Anerican motor-
cycle market — by this T mean thi
it iz stll going through its birth
pangs, a5 wiatnessed by the stll
sagpering growth rate - the mar-
et just has wea settled 1o produce
a5 own definitions. The new crop
of superbikes has shown this very
clearly,

The existing 7505 are a bit tame
i cemparison o this raw new
chisllenper from Kawasaks. 1t is as
if Knwasaki has thrown the gentle-
man’s agreement abowt these
ikes oul of the window. The
BsASTriumph threes, Homda's
T aml Norton's Commando are
il civilised in comparison aml,
really, when vou consider the
specific power culputs of all of
thern i1 s fol hand o see why the
Rawasaki 15 such a mind twenker.
N clams T4hp and this is just on
[0bkhp per litre, which is terrific.
IUis ulso several bhp up on the
oppasition. for various tests have
foundd & true 520 (oo the Flonda,
for example, at the rear wheel,
The Kavwisaki feels as if it has the
prwer claimed, soeven G5hp at the
rear whesl would boost it o the

While Suzuki have made a grand tourer, and a very

good one at that,

pop of the league by somuch that it
wolld be hard to cateh with any-
thing.

But maore important is the way
that it does 11, The power is there
from nothing on the ¢lack save the
maker's name, right up 10 & bow
top limit of T0rpm and it can be
transmitted througeh the delishtful
peartriain very guickly. Plus the
fact thist 3 cylimder strakers tend 1o
dwcelerate rapide. The problem s
that it is m # together package
amd is one which really gers aut of
hand so guickly it is, quite liter-
allv, lethal. The implication in that
statement 1s so strong that before
Kawasaki come leaping wpon me
with o tomof legal bricks let me say
thiat, techmicnlly, iF viu hod 1o pro-
duce  Tilce three, two-stroke,
then Kawassaki bave done o very
competent 1971 job, What worries
me is The marketing decision fo
produce i1, Certainly the fermula
15 correct, for [expect thal all over
T world motorcyele cothiesiasis
are not sleeping straight al nights,
wishing for a Blast on oene of these
jets. But notwithstandimge, §still
reckon that most of the people
leaping on this beast will scare
themselves sillly within the first
fow hours, And some of them will
b o bl bent amd sphit, hecause the

Contimueel an next page




KAWASAKI 750, SUZUKI 750

bike will ouiperform atsell and
vou, Remember that in @ lot of
places, and America is one of
these, there is oo training capacity
like our 250ce learmer limit, 50 a
raw movice can buy one and tear
ol o this as has frst ke,
Having sounded off like the
local parsen about the deliciogs
delights of all that’s bad for you, |
bt wou're all dying for o go, right'?
Well, that is just what this thing
does. Just as Dave Minton said in
December sboul the 52 Kawasaki
350ce, these are only “‘mowvin’
machines ™, nothing more or less,
Crnly, where the 350 can be
seingedd omoal the end of Che throt-
tle cable, the 750 very rarely needs
the top stops on the carbs, as there
i5 50 much scencry around to make
one cool il enough not o try flat
oul everywhere. The Test wiss car-
ried out in the environs of the grea-
ter Los Angeles arca which is one
hell (liverally) of a sprawling 100
mikes by T0 miles of fresway amd
suburban 25mph speed limits.
Even the freeways are 63mph
limmit, 0 most of the time wou Jusl
cinnot get going on the thing at a
pood fast lick. S0, nol surpris-
ingly, seeing as 1 was bl for this
very existence, if does not like
running at 253mph or &5mph con-
slanl. nol even any speed con-
stantly. Out at the next state,
Mevada, there are no speed limits
but that is 350 miles pway, and the
thought of those miles on this

- 4 : .'ﬂ

This time, a gentle meander, bul the Kawasaki did turn nasty

mischine wiss 0o much to enler-
tair, [ 0% ot & DORFer in any -
ner of means.

AL all tumes it ldgets™ and
miakes you want to change gear o1
accelerate, put on the hrakes or try
some stunt. It is a most peculiar
feeling, far the throte calile
seems directly connected w the
spesdo cable, so very precize con-
trol oover road specd is obtained by
minuwte movemants of Lhe
twisterip. The drawback is that
cvery little relaxation of concen-
tration produces accelerstion or
decelerntion, giving a versgliring
rile. The easy way ont is (o just
play round-the-block racers and
1y going Nat out everywherne, then
nicety of control means nought.
Seems & wasle, though, for a big
Tamp like this.

Om tep of this the stvling is
great. The new tank and seat
combe are just right, in my eyes,
They leok terrific, with the tail unig
m;l,l;:_:hing thie hlue of the tank and
continuing the multi stripe motit.
The seat is long and 15 one of the
few dual seats that bave enough
room on them for twoe, Kound the
back of the seat 15 ageab rail which
s now state law over the ditch, amnd
is agreat iden for ficst-lime passen-
ers 10 have something to cling 1o.
The whole seat fips up and leaves
a little tail bit with acubby hole for
bits and pieces 0 be stowed.
Uinformunately, vou have 1o wrap
them up as they have a tendency o

fall imter the rosaad of they are loose,

The “bars are ginormous, like o
pair of arms teying tocncircle vou.
When the plot gets all out of shape,

instesd of them being a boon they

are so far away from the action
that they scem o require being
pushed round hike a tller o get the
steerage the way reguired. At firse,
it was like a couple of wrestlers
locking arms and going inte 1he
initial sparring - first prize being o
pin fall an the ear,

The cockpil 1s tvmcal Jpanese
amd that 1s high '|1-r:|.i5u ineleed.
They really have the control sys-
tems buttoned up as far as [ am
concerned, Tor they put bultons
elc,, where they can be reached.
There being no electric start, the
switches are simple with lghts and
dipping plus the indicators, all in
easy resch. The long, alloy, ball-
ended cluich lever has a strong
clutch on the end of it. It is much
heavier, though sweeter, than the
500 Mach 111 clutch or the 750
Honda clutch, The clutch was
fussy, depending on the abuse it
had had, Al no time was there
trouble, bt it needed little adjust-
ments all the time if clunks were
not to be had, changing gear after
doing lots of clutch starts with high
revs on board.,

The (ront brake is 2 dise unit in
the cureent Japanese vogue and
quaintly called ““retro rockel
dizcs™ in the publicity hind-out,
The same hand out also claims a
braking distance of $0ft from
I1mph, which is terrible. The actu-

and almost hurled cur tester to his doom.

Front brake of the Kawasakl is qualnily

ality feels aboat the same, thoagh;
apamely, terrilde. The problem is
not se much stopping the front
wheel as stopping the "bike, A
mest unwelcome feature this,
especially as the plot develops into
a braking sitwation very gquickly.
The brake doesn't grab or fade, it
just doesn’t stop the “bike like it
should. High pressure locks the
front wheel but this does not stop
the 'hike, which sails straight on
whatever. The front end does not
cip resssuringly while locking up
cither, so [ give up {rying to exp-
Bivim 0. Juest sedd o bt of lzuwu.y
while trying on this one. With dise
front brakes, 1feel that rear should
be a bl superflucus. Thes one was
up tothe job, but onits owe it was
net enough to make up for the
rather disappointing front unit,

Playing dragsters

NOTWITHSTAMNDING THE
rest of the 'kike, the heart is the
power plant. The formula when
first unveiled on the Mach 11 was
# mind-blower and still the sdrena-
lin factor is there, for a 750cc,
three-cylinder, twao-steoke, air
cooled, five-speed, electromic-
ignited, unit constroction assem-
Blv is still something to behodd.
When sitting on the 'bike, the
“outside " cylinders are plainly in
wview, like cast alumininm foast
racks. They sure look purdy,
though, The andt is shallow and not
very long but ain't "arl wide, The
kick-start is at the right-hand back
end and is o long, prodding lever
what folds out 1o clear the nmufflers

called a "'retro rockel disc™ by the makers.
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=or a5 Kiwnsaki have it " Mosport
styled muffler="", The muflers are
s huge that they have horrid,
amitteur-looking dents smashed in
the tops for the gearchange to
clear amd the brake and Kick-star1
ot the right side (contrals being
standard Japanese), The gear-
change is “‘return shift™ with
peitral all the way down ot the bot-
tom. Boltom gear risfio is surpris-
ingly high, We thought this might
have been 1o ey and stop the
number of low-level looping
Kawisakis that would be aroumnd if
they had a normal first gear ratio,
This was whit caused the clutch to
gel a kit finicky after a morning

playing dragsters, The clamed
12,0 sec dead for the quarter is
probably possible, bul not easy 1o
achieve and, in fact, we gol down
tar 2.4 sec, bat no closer than that .

More inferesting were the erra-
tic performances achieved. This
wias in no way the fault of the
*hike, which ran Bbeautifully all the
time, although requiring frequent
trips to the bar for bath petral and
il for its separale Injectolube sys-
tem. The trouble ot the strip was
that the all-impq:-rl!!ml thing was (o
get out of the hole super quick and
thus get 2 pood time, With the bars
coming o far beck it was not pos-
sibsle 1o sit well Torward and take
ofl at TN in second and spin the

rear wheel, for with the high
centre of gravity and the rear
weight bias of a short engine it
would grip rather than break
ooz, and stand on end. This was
aggravated by the engine having
gobs of lorque everywhere — and
when it gripped, by the great toner
in the sky, it just shot up verti-
cally.

Thus a good run was one where,
far most of the time., it was under
conirel, vet no run was made
where For the whaole time the "hike
was on full throttde acceleration,
Hence, 12 sec flat would be possi-
ble of youn could tame it Taking all
the troubles of cantral into
account, it does go, and is the fas-
test thang shoct of a Dunstall 810
that [ have ever rilden. Interest-
ingly encugh, the Dunstall
returned 120 sec for me, thoush
11.7 for another tester on the same
day was casy Woachieve, asithad a
hetter seating position and lower ¢
of g, and a superb flow of solid
poweer that broke the rear wheel
lopse fora full 108 yvds. From there
on i was just flat out through the

RIS,

Suzuki GT750

IFTHE MACH IV COULLD
have kecn ridden like thizs, [ think

LEFT: The watercooled jacket
af the Suzukl i beautifully
polished. Encasement...gives
amechanically quist engline.
BELOW: Suzukl have been a bit
quiet recently, but have
succeaded in making this very
sanhary piece of machinery.

it would be a close thing, buf then
the Kawasaki would also need
Dusnstall dises and handling Lo cure
the restof its problems. The hand]-
ing was a hit like 3 speedway rig
for it felt like it was going round
furns standing wpright, The "bars
had 1o be turmed into the bends to
get it to o rownd, rather than the
[ beang dropped in. I suppose this
amounts o an American markel
caompromise for people who wani
it stroight-line block racer.

A that is the Kawasaki Mach
IV. Hot my favourite “bike, but
e of the most exciting 1 have rid-
den for many a long day, although
I mever felt T eould actually live
through ome.

Just at the end of my stay in
smogey LA, T had the offer of a
GTT750 Suzuki for the weekend
and, being a bit greedy, 1 thought
thiz would be a good chamoe to ride
ianelher of the superbikes,
although not with enough time to
actually film much and take test
figures. As things turned out it was
shorened to one day. However, it
was a very pleasurable run round
on what should have been the
nearest thing 10 the Mach IV that
man could devise. It furned out
that they were like chalk to
cheese, Technically, you add
water cooling and an electric star-
ter 1o the Mach IV and take off the
disc and wse a conventional 21.5
double brake. Actually, that is
something where a twin 215 s
considered a bit technically aver-
age these days. Best thing of all
was that this brake was terrific, A
claimed figure of 35t from 30mph
is nof goosd, but it felt a bol better
tham this and certaimly hauled this
SMb plus (ves, 524b was the test
weight 3 7500 down most impres-
sively, The thing with this "bike is
that it is a tourer in the geand man-
ner wod was o very relaxing ride. It
would waffle along at constant
speeds and these could be from a
little over 30mph {which is
HHKpm) rght up 1o o top of only
arcund 10uwph. The unil bas lols
of terque but runs out of puff from
about GO rpom. The maximuom tor-
que figure clammed is 511D at
5500, which compares with the
STOL b ar 6300 of the Kawasaki.
This, in conjunction with the
added 10010 weight, gives a
claimied 13,7 sec quarter. This puts
thiz “bike in the Honds 750 cliss
and the two really are (o be com-
pared, with the Kownsaki as the
Ocdd man out. One of the nicest fea-
tures was the superb elegince of
the ride and the gquictness of the
unil. The water-coaled jacket is
beautifully polished and the
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encasement of the noisy hits in
water gives a mechanically quiet
engine. The intake roar is well sil-
enced and this, plus the efficient, if
funny-looking, four pipes gives a
truly sophisticated touring two-
stroke. Though 1 did nod meissure
it, the fue! figures that other
magazines are achiceving are a
shattering #4mpg overall average,
The Kawasaki would not run 80
miles on its 4.5 LIS gal tank, wet
this "bike had o range of 180 miles
from the same amount of gas.

Things have been a hit guict
from Suzuki recently and the
GTT50 15 the obvious reason, They
have put in & lotof very hard work
to achieve technical excellency
with this machine and they have
certainly succeeded in making a
very sanitary piece of machinery.
Taking, first of all, the water cool-
ing system, this festures a pump to
accelerate the water round the hot
spols, The pump shifis 16,2 gal at
an engine speed of G0 rpm. This
gives very well controlled cooling
and thus minimum distortion to
the cylinders which are, of neces-
aify, subjected to a heat pradient
between the hot exhaust and the
cool inlet, The barrel is all in one
piece, bul the pistons can be sup-
plied in oversizes rather than
removable liners or cheome bare,
which would make rebores pro-
hibitive. Drive is taken from
between the end and middle cylin-
der on the right side, which gives
asymmelirical spacing. With the
water cooling this does not matter
as suitable passages have been
devised to allow for this. {This is
allowed for using water cooling
and 15 not noticeakle in the exter-
nal appearance.)

The radiator is mounted across

Kawasakl 750 and small frlend - Yamaha DT1. Fun machinery from the

the frame at the most obhvious
place, but what is difficult to see is
the hesder tank and the small elec-
tric fan behind the radiator. The
header is filled by a fap in the front
of the gas tank and then scaled
with the usual car-type rad cap,
The fan cuts in when the tempera-
ture reaches 1055 and cuts ot at
HPC, The thermostat in the sys-
term s Tully open at 9537 and this
results in a guick warm-up, yet
safe operating, even in desert type
freeway conditions. This really
has to be the most sophisticated
cooling thus far ona "hike. Round
the radiator is a chrome crash bar
und the whole lot locks all right,
actually. The complete engine s

opposlte enda of the strata.

rubber mounted to take out the
tingle due to the secondary out of
balance inherent in this unit. The
primary forces are in balance 5o it
is not the same sort of system as
the Commando. which needs lofs
of movement, bul rather one to
just isolate the tingle, Indead, the
unit 15 virtually vibration free owver
2000 revs,

The theee front pipes on the
exhaust have interconnections
like the balance pipes on BSAJ
Triumphs and, apparently, this
gives an increase im torguee and a
reduction in noise level, One of the
best features of this 'bike is the
uncanny mechanical and exhanwst
gquieiness. Aboul the most anndy-
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ORE TELLEFHORME FRELY

ing neise now is the gear whine
from the steaight cut gears in the
box and the frantic jangle of the
drive chain, Apparemtly, these
'hikes are eating rear chains and
secing the load and power, | am
not surprised.

Another crafty little device
which shows that Suzuki really
care is 2 one-way valve that stops
build-up of cxcess oil in the crank-
case under light boad conditions,
Consequently, when the throttle is
vanked open there is ot the famil-
iar pall of two-stroke haze lefi for
all to see, The excess vl isdirected
up to the transfer ports where it is
burnt during these off-load condi
tions. Rounding off this very sensi
ble package is the World s Larges|
Eear Light. S0, if vou missed itas
it arcived, youw'll never miss the
going of il. It has virtually two
complete rear imp wnits mounied
right across the top of the licence
plate.

S0 that is the newest choice (o
challenge the other 7305,
Kawasaki have built something
that caplures your imagination ing
hard, raw, exciting package that iz
unbelievably irresistible (o, &
least, have a go on whereas Suzki
hove made a grand tourer, and a
very good one at that. The pack-
ages ore sonearly identical that the
difference between them is diffi
cult tocomprehend. In the ensuing
sales batile perhaps there will be
encugh buyers for both of them
and Hondas er af 1o all claim suc
cess. Or perhaps Harley Davidson
will come through with their lates
E3I00ee Theo Glide. Who knows? ]
don't.
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BY PAUL S, WILCOX

Ever notice how motarevele
magazines alwavs save the Dvnamic
Statements till the very last? You
know. those statementss lke, "The
Belehfive X509 i5 the finest In its
g FEERS a real performer . . 7 Or,
"The Dbike was found to he very
evil-handling, unreliahle, :
penerslle a terror to ride

il
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THE SUZUKI
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e reac all of the test before any
hard, eold opinions are let loose.
Because editors of motarevele
magazines are suppossdly low-key,
unopinionated middle-of -the-road
by s,

Ideally, at least,

And on that note , _ .

The Suzuki GTT50 LeMans is, o
date, one of the finest and most

GT-750 COMES OF AGE

W7
. 1‘..- '.'.'.- ._..-.-_.--.-: & '._ ‘;j;?:.’:‘h o
e NS g 1-- _A\'-;

enjoyable touring machines on the
markel. This includes hikes Jike the
A 1r.||'r, Motn ll?u::::.r', |r',i||',:ll|:;{,l TN
Kawaszakt Z-1 and so on. The
LeMans v ssnoother than ang of the
daforementioned  machines. ['v
guicter, holds the road better. stops
faster and is less fatiguing to ride for
fong distances, Argue if gou like, b
we've ridden them ALL,

On top of that, (s one of the mast
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The tank holds a little over 4.5 pallons and provides @ pood touring range.
Small door in front of gas filler is for access to radiatar cap.

[
Tk

i iy .,..'..-.. :-..‘

!
e
]
-
R

e

Even thouph the Suzi's head-an profile is wide and cumberionie loaking,
i s getially guite agile wt all speeds. The headlamp, by the way, can be
repilaced with o §1IY autemalive naid, and gives superior lwmidnation,

refiahle  maochines (o bhe  found
argiohere, angd iy far less sxpensive
than ity competitors,

So there, treditionalists.

But still, not many people hike the
Suzuki verv much, Sadly, many of
Suzuki's finest machines have a
serious handicap — bizarre styling.
Much of the bikes” real beaufy is
covered up with contrasting lines,
flashy plastic and asorted doodads.

The evolutionary. cyele of the
GT730 is an interesting one, In 1972
the machine was introduced in a
mind-boggling shade of Shocking
Purple. It had four of the strangest
looking exhaust pipes in the industry
— which very elogely resembled
Martian ray-guns. The radiator trim
panels were of the sime sickly purple
as the rest of the Bike. It had one of
the ugliest fronl brakes in history —
a quadruple leading shoe drm
brake of mussive proportions which
sported 20 pounds of levers, cams
and cables. But the bike was ouiel,
smonth and quick.

In 73, some of the lines were
cleaned up. and the shoe brake was
replaced with o dual hydraulic disc
setup — one ol the finest  umnils
aroeinel.

But it was still ugiv.

Ini 74, the bike sturted o come
into its own . . . the rav-gun pipes
were dropped and new pipes with
clesin, '\.'i|||i|||_' lines were .|.-.'|;:||.|1|--;'|_
The side covers, which  were
formerly @ oA like o Dali original,

The dual dise arean gertend stops e
hike INSTANTLY. Front forks pive
an exceflend feel throuph the furns,
el & soft, r'IJ.'n'E:'; riede .r:nn { hit ppeh
."I'-'lfl'lf.r.



hecame less flashy and morc
appealing.

And the latest model is looking
hetter' than ever — hu:-;ic:j]i}-' the
same as the 74 version, but with
more  atiractive paint work and
more subtle striping. A little less
flash, a little more civilized. With
nnlv a minimal amount of work, the
pwner of 5 75 LeMans can have a
very good looking machine.

OF ecurse styling isn't the only
thing that has changed in the last
few model vears .

A vear or twa back. the standard
Mikuni  piston/slide  carhs  were
replaced  with  three constant
vacuuin Mikuni units, The old carbs
were  troubled with air  leakage
problems, and since they had a
trismese throttle cable, were hard to = E T T e e
hold spen for long periods. And they T he 738ce powerplant is very quick ard rc'a.'nn’;.lc*. Basically. it’s a Swzi 300
were just as hard to keep in svach. sl with an extra cylinder plus water cocling. On the frecteay the ongine
The new units have no tendency to #sa qulet that i scems like the bike is driven Iy a 70 kp elecirie miotor,
leak air, and have o mechanical 5 s
push-pull  linkage  assembly that
keeps the earbs in perfect synchroni-
zation for a lene, long time. And
sinee they are constant  vacuum
units, they help give the engine
clightly inereased torcue at low rpm.

The 750 powerplant has been one
of the cleanest two-strokes for some
tine now. This is largely heennse of
SRIS  [(Suzuki Rz -:,'|i||.:._I: [:]jfr_'ﬁl::ln
Svatemls which  draws out ofl
sediment from the bottom of the
cases unel reeveles it throueh  the
trunsfer ports — where it is burned a
seeond thipe, Thoe T4 and 75 versions

C s
Lo T

che e, )

The tail lamp/brake lamp assembily.
thearelt very izarre in dppearanen, It seeams aw thauph Suznki is fiseelly starting fo cately on — the 750 for 75
features excellent tlvmination. foronks fairfy mice . o unlike the flashy meodefs of 72 and 73



The radiator sits ike so. The unit is of solid allo iy construction, and

e tever averheal, Period.

o :
The stoek seat (even if it looks as if
o shovld sit on it sidewnys) is
really quite com fortable when
feanariaeg.

Hand comtrods were within easy
reeeh, andd functioned perfectiy,

i .

The cery complete instrument panel is vasyf to read and well It Digital gear indicator isstandard.

have an improved svstemn which
reclaims and reburns even more of
these blow-by sediments, making for
a  virtually smokeless  two-stroke
enging. The CCI svstem
provides excellent oil mileage.
Couple that with a very large
injection il reservoir, and vou've
pot a really carelree svstem.

Then theres the water-cooling
:‘-i_'-:‘i!l\.'l_il b

After four model vears on the
rowd, plus preliminary testing hefore
release, there is no deubt that the
coing svsterm is completely bullet-

g lan

'i.'.

prool - <, a word not used lightly,
We know of several riders who have
four-yvear-ald 7505 and have never sa
much as removed the radiator eap

-and who have never potten their
temperature gauges past the halbway
mark.

The reason for this reliability in
the cooling ‘department is simple.
since the entire system is comprised
of alloy components, there i no way
for it to rust. The radiator itself
i solid aluminum, which is highly
effective in df!-'.iij'r:_l[fr'|_|_{ heat. l;']:n'l:.'
twio hoses are utilized in the system,

and both are super-heavy-duty
nylon-reinforced  items, likely to
outlive the rider, The systern has
proven to be so effective that the
electric fan that came on the oripinal
models has been eliminated. It was
designed  to® be  actuated  when
coolant  temperatures reached s
certain excessive temperature. Since
the radiator did sueh & poad job of
J‘I-ilrliilll:ltill;l.’. hieat the fin never went
on, 0 Suzuki simply eliminated it
from the rest of the 7505 (By the
way, the Honda 1000, which utilizes
a dilferent radiator design, constant-



ly activates its fan any time the hike
is allowed to idle for very long.) The
only two recorded eases in which a
suzi 750 owverheated are: (1) A
late-model LeMans was in a parade
lasting all day, averaging about two
mph, at which time the coolant
temperature rose 0 an  excessive
rate; and (2] A 74 model had
problems  with its  water pump
impeller shaft, and eoplant was
unable to eirculate freely, with the
same results

Another major change for the new
version of the LeMans is increased
lorsepower. The new units are now
pumping out a claimed 70 horses.
The added power iz due to carb

- : . A
chanyges, slightly higher compression

and minor porting changes. Even
with the added horsepower, the bike
is as smooth as ever, if not smoother.

Riding the 75 LeMans is extraor-
dinary. Cold starts are easy enough
— simply insert the key, engage
the enricheners. and hit the

electric starter button. The power-
plant comes to life instantiv.
burbling in & low, muffled
manotone, Let the engine warm up,
and vou're ready to ride. Sitting at
an idle, the whole hike fjuivers in @
subtle sort of way, since almost
evervthing is rubber-mounted, The
tank shakes slightly, the temp gauge
wiggles around and the handlebars
flap. Perhaps this is one thing that
makes prospective riders a hit leery

flodel
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SUZUKI GT-750
Continued from page 33

What  these guys don't know,
though, is that the bike goes through
this ritual only et an idle. Onee you
plunk down on the shifter and let the
clutch out, evervthing is  silky-
smooth. Going through the gears is
effortless, with every shift being
elean, smaooth anel pusitive,

Even though the machine tips the
seales at about 550 pounds, it is
surprisingly mareuverable in city
tralfic. Steering head angle is just
right Tor quick turns, and seating
position, even theugh meant for
touring, i more than acceptable for
around-town use,

Up in the caunyons, the Suozuki
takes curves quickly. Although the
carlier  models  wsed o wallow
around and bounce a ot when
stubfed into a corner, the updated
version has no such problems. While
the shocks wre admiltedly trash by
nature, the rest of the machine
mitkes up for such drawhacks with
an eseellent front end and more
rigidd  Frume. About the only
limitations in handling would be the
tires and the centerstund, which
scrapes excessively on the left side of
the machine, With the stand off and
the addition of good tires and
shocks, the LeMans is a very pood
handler, Especially considering its
size and weight.

And, of course, there’s the 750'%
real forte | | .

-« .The open road. The long,
straight stretches of nothingness.
The treedom of the highway and all
of that, Under the silent, water-
cooled exterior s a  semi-radical
serearmer, First gear will earry vou to
ut least 35 mph — second to 73, and
so [orth. Indeed, the bike is geared
kinda high — at 55 mph in fifth
rear, the engine j= turning |{=i511rr:l:-.r
2300 rpm — just & grand or so above
anicle, :

At that speed — at that rpm —
the bike is, for all practical pifrposes,
Stone Dead Silent. Al the rider
hears is a very, very faint hummaoim.
and the whoosh of the wind. So
there vou sit, on a bike that may as
well be powered by a 70 hp electric
moter, Almost all of the, road
irrepularities are soaked up bwv the
selt suspension, and vou glide along
i a semi-euphaoric state, elfortlessly
gobibling up the miles. Since Sound
cijuals Fatigue, you can stay on the
resd a ot longer without tirlng. You

won b even be able to bitch about the
seal, since you can easily live with it
for 400 miles at a time.

I you spend any appreciable time
vn the bike, vou start to run out of
things to look at, particularly if
vou're out in the desert or some place
edurally dull.

00 you sit and ogle the
controls, dials, lights and assorted
doodads on the bike . . . and the
LeMans has plenty of them:
speedometer and tachometer, trip
meter, water temperature gauge,
high beam, flasher and neutral
warning lights, 20 different hand
controls, and an  electronic LED
digital gear position readout. The
mear readout iz abways fun to look ut,
and stares vou in the face with o big,
red 5" all the while. The instru-
ments are clearly marked and well
lit, giving off & soft hluish-green
|;{||n\.',

All of the hand contrals are well
within easy reach and are quite
comfortable to use, since the ricder
doesn’t have to grope his  way
aronnd to find the right switch
position. Bue the damn things are
almost completely  eovered  with
blood-red lettering, telling  whal
switch does what, Since the rider
can  fumiliarize  himsell with  the
controls in fust a few minutes, all of
the markings and foofaraw  are
hardly needed. Ah, those Federal
“supgestions,”

As lang as we're sniveling ubou,
unneeded things, we might mention
one of Suzukl's very bad  habits:
stickers. They're cveryiehere on the
bike. Two stickers on the forks warn
that brake operation mav be less
effective at the beginning of the
stroke when the dises are wet —
another on  the handlehars
awkwardly  tells the rider  that
“running the engine in the red zone,
especially  revving  the engine, s
prohibited in any case.” Prohilie-
cd?? Still nore stickers tell the rider
nat b spill brake Muid on painted or
plastic  parts —  not  to forgel
checking the coolant — not to forget
about the right tire pressures. ad
navscurm. The bike 5 a rolling
wwner's manual, so please, Suzuki —
o more stickers, QKT

s the bike is still a bit on the
[Mushy sicde, Nothing that can't be
corrected Dy pulling things ofl

Incidentally, if you're still looking
Far that [ast Dyvnamic Statement, go
back to the beginning . .. an;d
Irelivwve, o
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The water cooled head and
cylinder assembly give 3some
idaa of the large area available
to the coolant, insuring
adegquate heat transfer under
the most adverse conditions.

guate for a motorcycle that has this
performance potential, 1t really mys-
tifies us why Suzuki chose to take two
500 Titan backing plates and mate
them o a new front hub., With the
state of the art being what it is, there
i a wealth of information on how to
make a molorcycle stop gquickly, In
4% hours, we wore them out to the
point where there were no brakes |eft
at all. The adjustments were com-
pletely taken up, and during the re-
maiming time we had to ride the bike
very conservatively., The rear brake,
like the front, disappeared quickly,
Even at normal freeway speeds, after
a few hard stops it was necessary 1o
wait botore using the brakes again.
The high degres of Tinish on the
motarcycle was outstanding. Ewvery-
thing is first class, We could not detect
any areas that indicated hurried
thinking or sloppy production tech-
nique. Quality wise, the customer gats
every nickel’s worth in this fine, al-
mast handcrafted looking package
The paint and chrome are typical of
Suzuki quality. Ower the past couple
years, there has been a tremendous
improvemeant in the entire Suzuki line,
and the GT 750 exemplifies the fac-
tory' s insistence on doing things right,
After flogging the motorcycle for six
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Located under a spring-loaded
trap door just ahead of the gas
cap is the water filler. We
recommaend filling the system
with anti-freeze and not water,
to prevent corrosion in the aill
alueminum engine.

hours, there was not a trace of any-
thing coming out of the engine. The
only dirt on the maching was the lu-
bricant thrown off the chain onto the
rear wheel. Tha rest of the bike was
a5 spatless as when we started,

The bike is deceptively fast. Be-
cause of the all-up weight of bh40

Although the bike is probalbly
the most comfortable machine
mow offered for sale, it is our
opinion the front fork springs
are not adeguate. It would be
bhetter to use a stiffer spring.
Rebound damping was fair.

pounds, it does not move off the line
as smartly as some of the other super-
bikes. But once under way, it quickly
gathers momentum and moves right
along. While it is no threat as a drag
racer in it present form, our feeling
is the bike was never designed with
this goal in mind. To be competitive,
it would be necessary to shave at least
100 pounds off the chassis to make
it run with some of its equally dis-
placed brethren.

The GT 750°s long suit is camfart,
dependability and longevity. The en-
gineers have achieved this at the ex-
pense of some performance, but don't
get uswrong. The bike isn't that much
slower, which brings up another poing
we question. Upon complation of our
six hour test, Suzuki brought the mao-
torcycle back to the shop, and we
were 1o receive it back the following
week to lake it to the dragsirip for
that part of the test. Our only request
was that the motorcycle noat he
touched as far as the engine was
concerned, When we got the motor
cycle back, we found somebody had
been fiddling with it. It was running
considerably gquicker than it had he-
fore. Up to this point, the quickest
the machine had run was 13.70's
MNow suddenly we were running in the
13.20°s. We would like to know
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Although we ran the bike hard for six hours, there was not a

trace of liguid from the power plant section. This speaks well

of Suzuki's quality control.

a
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Twe individual brake cables are utifized for actuating the
quad shoe front brake assembly. Adjusting was

surprisingly easy.

where that extra hali a second came
trom, since you don’t pick up that
much time by meraly fitting a new
set of spark plugs. We would have
preferred Suzuki leaving the bike
alone as we requested.

We also discoverad that while run-
ning straight at high speed, moving
the bike quickly from one side of the
road to the other produced an uncome-
fortable twitchy feeling. We suspect
this comes from the worn swinging
arm bushings mentionad previously.

Starting the hike is ridiculously
easy. It took a few seconds for the
electric starter to turn the engine over

before it fired. Once warmed, a quick
touch of the button without touching
the throttle at all) and the engine was
FUnning.,

As wall as baing comfortable and
well finished, the Suzuki is probably
the quietest road bike being sold
today. Even when being run wide
open, until the machine is ten yards
away from you, you can’™ hear it. The
exhaust system and the water cooling
help dampen any mechanical noises
normmally associated with air cooled
angines. The enginears have come up
with a big plus here. This is another
reason the bike is such a delight 1o

Although the engine has three
cylindars, there are four
muffiers. The center cylinder
splits into two branches that
end in a muffler on each side.

ride on long trips. You don’t have the
droning in your ears all the time you
are an the highway.

Along with the superbly designed
enging is an equally fine clutch and
gearbox. Never once during the test-
ing did we find the bike awkward to
shift or the clutch sticky to operate.

In order to get the maximum per-
formance on the dragstrip, we found
it necessary to slip the clutch exces-
sively when coming out of the gate,
Even though Suzuki told us this was
nacessary, we didn’'t baliowve them
We uzed the old tried and true method
of buming the tire in and turning the
throttle wide open at the same time
we dropped the cluteh. All this
achieved was 8 lot of smoke and
wheelspin, and the ET went down the
tubes. Fraom that point on, we applied
their technique and the ET's plum-
meted like a rock. We went fram the
high 14's 1o the low 133 in a matter
of just eight runs. The trap speeds
were just about 100 mph flat.

During the dragstrip portion of our
testing, we discovered the speedoms-
eter is wildly optimistic. Although the
top speed of the machine registers
120 on the clock, the true top speed
15 only 111. We found the bike easy
to ride on the dragstrip because of
the wide, flat torque curve. Power
comes in at 3000 and is constant up
to the red line at 7 grand. We were
tald later to shift at 6200 instead of
7000, although it felt as though the
machine was pulling hard up to the
point of shifting. continued on page 26
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An urgent word of warning is
necessary for all buyers of the new
Suzuki GT750. An aluminum liguid
cooled engine is extremely susceptible
to corrosion from the coolant. What-
ever you do, don't use plain water
in the cooling system. Qur recom-
.mendation would be to immeadiately
fill it with a good guality corrosion
preventive antifreeze. This will give
vou the added protection of a coolant

with a higher bailing point than water,
in case you encountar a sudden over-
heating problem. But corrosion is the
big danger, and garden variety water
will do the engmine in before you're
aware of any problem.

The new three cylinder. liguid
cooled Suzuki 750 15 a quality ma-
chine that needs some easily made
engineering changes to be right on
The mast urgent modification required

15 to the brakes. Slightly less urgent,
but still necessary, are modifications
to the fork springs and swing arm
bushings. With these changes to im-
prove the -handling and stopping of
the machine, the GT750 would be an
ideal touring bike. Even as it is, it's
pretty gund but we'd hate to see
Suzuki compromise on a few points
on an otherwide outstanding motor-
cycle.—8ob Braverman.

SUZUKI GT 750

ENGINE PERFORMANCE
Type.............. three cylindar piston port water Indicated highest one-way speed.............. 111
cooled two stroke Accalaration D-BO .............cooiivimiiriinrssneasanss 7.0

Bore and strole ... ... TOx64dmm Braking distance 30-0 ... ... 32
Displacement ... ... .o cie i dess i ramans T38Bce Quarter-mile acceleration:
Compression Ratio................ 6.7:1 Topaapaed s e v
Rated max. horsepower........ 67 @ 6500 rpm Elapsad time ............cccaimmsiinie .. 13.70
Rated max. torque .............. 51.7 (@ 5500 rpm
Ignition........... . battery/coil GENERAL
Carburation . t-hrna Hzmm Mlkunl Concentrics Ar FItrstiom . it R dry paper
Lubrication .. frarinan . oil injection Battery TP . iviiiiiiaorsvivniaased 12 V-6 ah
DIMENSIONS CAPACITIES
Seat height ..o i T st 32.0 in. el AENE - e e P e T E £k S e 4.5 gal.
Wheelbase .............cc0coiiivnnmsns srimsiiraasanes 280N Fuel resarve ........ I M .5 gal.
Ground clearance .............cc.cccvievriineninnn.s 5.2 0N o] | B T Ikl S B R P (5 . 3.8 qt
0 [ TR T ) e O e e 531 Ibs.

FRAME AND SUSPENSION
WH EE1LS .!wn BRAKES : Front suspension .......... telescopic oil damping
Fl'u“t BB Rl ) o e e e 3-;5:19 n. Hﬂﬂf ﬂuspﬂ.na."j“ aﬂj“mhla Bprlng OVEr Ehﬂ'l:k
Frqnt brake type ............ double leading shoe, Frame type.........ccccieeeen, tubular double cradie

internal expanding

Roar tire Size ... ....c.cooiiviveneninines 4.00x18 in. PRICE AS TESTED
Rear brake type .................. intarnal expanding N.A.
TRANSMISSION EI:TEF:.LB..EUH
Type... . constant mesh 5-spead a 7
Clutch. . .wet multi-plate ROuBok i

Overall g&ar ratimi. 151: 14 52 1; 2nd 9.11:1;
3rd?151 4th 5.90:1; 5“14341

Santa Fe Springs, Ca. 80670



confirms factory lests showing no drop
in level i 20,000 miles, Maintenance
invalves climging conlant once a vear,
Zero waler loss o the cooling-svslem
level of course disproves leaks out of
the engine. As for the other negative
prediclions, there's no  denving  that
extro components increase the possibil-
ity of something Failing, but even with
the addition of water pump, thenmostat,
ete., the Suzuki has nowhere near the
number of moving parts a5 a fours
siroke, The hoses appear to be of
superior strength, the Fan can be tested
in & l0-second check and bugs come
off the radiator with an  air blast
Eromm any gas skation,

The advantages of water cooling are
severul: it enables closer spacing of
the eylinders by eliminating the wide
fins on air-cooled engines, so the crank-
shalt may be narrower for minimom
flex, Noisy cooling fin resonance is lost
and further silencing is gained by the
water's dampening affect on internal

mechanical noise. Indeed the Suzuki
has a narrower crank than the Kawa-
sukd, with four main bearings instead
of six, and its whisper-quiet aperation
is s silent that a Suwzoki rider will hear
the din of his buddyv’s Kawasaki in the
next lane far above his own mulffled
drone, The factory also says water
caaling is the only wav to cool the
center cylinder adequately. This con-
tention is debatable, however, based
on Kawasakis complete success with
air-cooled  triples  and  thermocouple
tests which show the center cylinder on
their 730 actually muns cooler than the
outside cylinders, In anv case the Su-
zuki is blessad/cursed with water cool-
ing, depending on how vou look at it.
To our wavgof thinking, noise abate-
ment alone ]&llk{.':-i it & blessing,

Our classification of the Suzuki GT-
VU] Le Mans as a touring hike comes
after 1600 miles of testing, including
a 1247-mile jaunt from Motorcyclist's
home base in Hollvwood to San Fran-

WET AND WILD

cisen and bevond in the company of
a 1971 BSA Rocket 3, which served
as an excellent yardstick for measur-
ing the subject’s performance; A BMW
came along the first dav also—another
valuable yardstick. We braved the free-
WAVE 01 Hhe WY p, {E&!tﬂllﬁllg anee
on & secluded 44-mile dirt cutoff,
and snaked down legendary Highway 1
through Big Sur and Monterey on the
way back, cooled by the ever-present
pcean and seduced by the curving,
sloping road and scenic coastline, In
the cities at either end of our journey,
the Suzuki revealed itself ag an ade.
quate motorcyele, heavy and somewhat
ungainly in slow traffic, but out on the
open moad its magic was indescribable,

The motor is awesomely impressive,
In the first place it's as quick as any
superbike but the Kawasaki 730 from
a drag-race start right through the five
gears o its 115-mph top end with 160-
pound rider. And the torgque-laden Le
Mans will even pull the Kawasaki 750




in certain throttle roll-on comparisons.
For instance with both bikes cruising
up a hill in fifth at 3500 rpm (50
mph), the Suzuki leaps ahead instantly
under full throttle while the Kawasaki
bogs, necessitating a downshift to in-
crease speed at all. On level ground
at the same engine speeds, the Suzuki
will forge ahead for about 5 seconds,
then be passed. OFf the line from a
standing start the two are wheel to
wheel through peak revs in third—
about G0-653 mph, and then the Suzuld
slowly succumbs as its tormentor zips
an indicated 121 mph to its 110, Each
bike carried egual 220-pound loads
during these runoffs. Apainst the BSA
the GT spotted 50 pounds total and
still did itself prowd. A side-by-side
throttle roll-on at 70 mph put both
bikes stone equal to 85 mph, then
the BSA inched ahead and lay 15
feet in front when the two-stroke
peaked at 110 mph. Switching rid-
ers &0 Dritain's best now carried the
former Trojan lineman resulted in in-
stant Suzubd dominance from 70 mph,
and a F-mph better top end clocking
of 115. Drag races were won by the
lighter rider regardless of his mount.
These impressive accelerations and
speed achievements of a 531-pound
behemoth apainst equal-displacement
machines of 464 (Kawasaki) and 501
pounds (BSAY are coovincing proof
that the torque a rider feels from the
saddle iz there, and that two-strokes
can be made to pull just as hard as
four-strokes.

One final comparison ought to con-
vinee the most skeptical diehard. An
excursion tangent to the San Francisco
goal invalved visiting a long-time clas-
sic motorcycle collector who met us
in Tulare and escorted our two 750
to his Fresno home on a big throbbing
Vincent Hglpilﬂe, 1000ce™s of V-bwin
torque persanified, the strongest puller
of all in legend, and in reality a pretty
swift scooter, Old Hugh Darby was

1. Styling the 531-pound monster

was a tough asslgnment considering
bulky size of radiator and pipes,

and Suzuki hasn't pwlied it off

50 Le Mans will win any beauty
contests. Tank, sidecovers need

a facelift, Wheelbase is 58LS.

2. Many water-cooled machines precedad
GT 750, including Suzuki's own 50cc
Warld Championship road racer which
zips 110 mph with 14-spead box, 15 hp.
3. Suzuki's wide saddle is comfortable
for both pilot and passenger. Some
testers complained af heat an rider's
fegs from Suzuki radiator. Note dual
taillight. Kawasaki seat is crowded

for two but notice slim enging width,
a full ineh narrower than '71 Mach 1)1,
4. BSA Rocket 3 joined Suzuki on a
1247-mile excursion from LA, to San
Francisco, Both bikes are Jets and
near equal in power but the Suzuki
has the edge as a comiy touring rig.

passing cars like mad on the snarling
beast, with quick high-gear bursts from
70 mph, and who was right on his tail
losing not an inch of ground in a 10-
second pass? The old water wizard,
GT 750 Le Mans. Its got real torque
—from 2500 R's on up. If you don't be-
lieve i, drag out vour Honda Four or
Sportster.

“So it squirts, how ‘bout the ride?
A touring bike's gotta have a smooth
ride.” It's the smoothest. And if vou
don't believe it, drag out your baby
buggy. The pilot experiences this cloud-
9 effect for two reasons: Ffirst, the
silence of the engine leaves oniy the
wind to insinuate movement audibly;
secondly, the rider is isolated from the
engine's considerable wvibration with
1 effectiveness — nl;:ﬂi:ing gets
through., Only the road can put a
ripple in the ride, and rather easily
ton for the front forks are solid om
freeway seams and minor road irregu-
larities, Rubber engine mounting is

-the key to table-top stability for the

rider, though It's not implemented with
big round donuts as Norton uses In
their Isolastic suspension, but with tub-
ular motor mounts lined with X-inch
of rubber, It's simple and it works,
though there may be more to it than
this external observation. In any case
effectiveness of the method employed
is complete for even headlights re-
mained distinct in both mirrors. The
Suzuki even embarrassed the tradition-
al Liné of the overstuffed cushion set,
BMW, in our tradeoff rides to compare
smoothness; the exhaust notes and en-
gine noise of the two bikes were about
equal to 70 mph.

A comfortable seat and pleasant rid-
ing position helped reduce fatigue,
though without gloves handgrips were
uncomfortable, Overall size of the mas-
sive bike comes into play more at slow
speeds, of course, making stop-and-go-
movement in slow traffic somewhat
ponderous, with engine width and seat
]m:ighi: 1EIEI':I:.-‘ to scare away some of
the little guys. Once underway, how-
ever, m'em]r handling is sufficiently
sure and predictable that all trace of
weight dissolves in the ease and thrill
of whipping a nimble couch through
the turns; or so is the feeling if the
road is smooth—the bike can seemingly
do no wrong except scrape a center-
stand. But hit a twisty section with
rough spots and you better slow down,
for bumps initiate a wallowing that’s
no fun to experience and quickly re-
mind you of the bike's touring purpose,
Stiffening the shocks a couple of notch-
es helps mountain handling, but once
the suspension starts to reciprocate, the
bike's waight is against it. On straight
lines Le Mans is stable and tracks true,
but reacts quicker than some when
commanded; unusual for a2 machine
with a lengthy 58%-inch wheelbase.

“Braking is a primary consideration
on hike this fast and heavy, %o why
didn’t they choose a disc?™ There's no
factory statement citing weight or pro-
duction-cost saving as the reason, but
we'll venture to say the factory felt
they could produce a four-shoe drum
unit equal to a dise . . . so they did.
And it is. In fact road feel is greater
and action more progressive on the
Suzuki's brake than on either the Ka-
wasaki or Honda disc. The lighter feel
of a dise may lead many to think it's
stronger, but a devastating series of full-
anchor stops .Tidﬂ-h:r"-ﬁme with the Ka-
wasaki proved otherwise, In two stops
from 20, 40 and 80 mph the bikes
halted within three feet of each other
every time, the shorter distance be-
ing covered by the machine whose rid-
er happened to react gquicker at the
grab-line—the Kawasaki won four decel-
eration tests, the Suzuki two: both rid-
ers agreed there was greater feel from

the drum.

Immediately after these punishing
stops, we continued braking hard from
B0 mph, using the front stoppers only,
to see when fade would set in. On the
third drop From 60 mph, and the fifth
total counting the earlier tests, the
Suzuki’s drum noticeably lost power
and the cooling fins crackled and
snapped with heat so intense they
boiled saliva. The Kawasaki was still a
stone wall to momentum and never
faded through ten or more stops; the
pucks had bepun to drag slightly on
the dise, however, a condition which
lasted wuntil two days of normal use
realigned the floating caliper. Con-
clusion: both brakes are superb in
average conditions, the Kawasaki being
superb in all conditions.

“So far we have a peetty neat pack-
age, How 'bout the trimmings!™ The
spec chart is overflowing with “Yesses”
next to such goodies as electric starter,
trip mileage, start in any gear and tumn
signals. But that's not all. There’s a
handy kill switch on the right handle-
bar, a plastic coating on the levers so
“aluminum black” doesn’t end up on
the hands, and ball-end levers with a
rubber covering to minimize their pak-
ing potential if the bike lands on top
of you in a spill. The pop-top gas cap
does not leak, A tool tray under the
folding seat has room for tire irons and
an extra set of plugs. Our only com-
plaint with the large-face, well-lighted
speedo is that numerical mph gradu-
ations are in 20-mile increments with
thick and thin lines designating speeds
in between, so a quick glance doesn't
suffice to reveal exact speed. Rather
than rate the speedo at an unrealistic
160 mph, it would be better to stop
the spread at 125 mph and make grad-
uations in the 60-80 mph cruising
range more distinct, We also didn't
like the combination headlight on/off



and dimmer switch which makes it pos-
sible to tum off the light when switch-
ing from high to low beam, especially
when  wearing a bulky glove. This
switch is also too 1::35:']1.,; confused with
the turnsignal lever directly below it
and there is no detent stop employed
in the tumsignal lever, so one can
accidentally activate the left Fflasher
while turning off the right if not overly
delicate with the lever. These small
criticisms are minor, but there, and if
Suzuki is after the ultimate, they’ll be
working on cures already.

Now let’s get down to lechnicalities
and see how it all works, We'll discuss
the components by category with sub-
jective interjections when apropos.
Frame

The Le Mans has a massive double-
cradle frame with dual top tubes run-
ning horizontally  from the steering
head to beyond the shock mounts, An-
other tube with a vertical hole passing
thromgh it for the radiator filler neck
makes a triangle with the steering head
and twin top tubes. The swing arm
mounts on heavy pussets and has a
zeck fitting for easy greasing. Rake is
27, trail 15 3% inches on a 58%-inch
wheelbaze: 8 BMW's wheelbase is 56
inches, a Guzel's 15 57% inches and an
H-ID 74% is 61% inches. "Weight dis-
tribution: 47%% front, 5ZEF rear.
Suspension

Robust telescopic oil-dampened forks
with internal springs and rubber gaiter
dust covers are further strengthened
by stiff fender brackets which act as
a fork brace. Action i3 good once trig-
gared but they should move with less
urging; perhaps eventual break-in will
loosen their operation. Shocks are five-
way adjustable units which absorh bumps
best in the softest position but improve
handling in the third or fourth posi-
tion. They are quiet and the springs
dont rub the piston chamber.

Bunning Gear

Chromed stee] rims are laced td allow
hubs with a cross 2 spoke patterm.
Bridgestone tires, a 3.25x19 ribber up
[ront and a 4.00x18 rear are monnted
without sccurity bolts. We got good
performance with 27 pounds in front
ared 30 pounds in rear. The front brake
i% 4 ﬂ&ub]c-r:um, dual drum ”uur Lol -
ing shoe] unit with air scoops and aux-
tliary air-scoop covers for wet-weather
riding. A Full width hub in back con-
taing a single-cam, twin-shoe hrake.
The wheel can be removed without
disturbing the pipes by sliding it all
the way forward in the swing-arm
slots to slip the “endless chain” over
the sprocket, then removing the whaole
wheel and axle assembly together. Sim-
ple. Chain adjustment iz normal.
Engine

Displacement  totals 738ces  from
three aluminum  evlinders measuring

i idda
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Suzuki GT 730

WET AND WILD

1. Bottom of cylinder biock shows
clever arrangement of transfer ports
for narrowest possible engine width.

2, Generous water jackets surround
cylinders while a separaie maze of
tunneling in head-serves combustion
chambers. Cooler engine means cooler
charge and more hp. GT's got plenty.
3. Components are radiator (1), fan
{2), combination thermastat and flaw-
control valwe (2), cylinder block

{4}, crankcase (5), watler pump (6)
and radiatar bypass hose (7). During
warfi-up, water flows in enging anly.
Batwaen B2 and 95°C, thermostat opens
hiese to radiater withoul closing the
bypass vaive so water from engine and
radiator meet at impeller-type water
plmp. All the while a heat sensor on
thermostat sends readings to ricder.

At 95%*C bypass valve closes and all
water is cooled by radiator befare
returning to engine. Fan automatically
cuts in if temp reaches 105°C but in
much hard riding our gauge needle
hardly budged past the half-way point,
4. Rectangular space in center houses
electric-starter motor and contains
water gallery hale leading to water
pump located deep inside crankcase,
MNote engine mownls and circular ail
pump base at rear. Engine doesn't leak.
5 Lower engine casting shows water-
pump swirl chamber, coolant-system
drain plug at vpper left and four of

the eight rubber engine-mount points,
&. Thermostat-hypass valve combination
between center and right cylinders
meters water in three separate routes
depending on temperature. Radiator
bypass hose runs in front of carbs,

7. Huge clutch shares oil with five-
speed gearbox and crank main bearing
inboard af primary drive takeoff gear.
Waorm gear at lower right turns oil
pump. Right angie gear behind center
fiywheel is water-pump drive. Small,
fight flywheels are a tactar in the
severity of engine's surging effect.

70 x G4mm, and power is rated- at a
healthy 67 hp at 6500 rpm, fhongh
the motor was crowding the T000-rpm
redline at full tilt in high zear. Much
of the motor’s vast torque evalves from
a new parting layvout discovered during
dwe]gpment of Suzuki's World Chame-
pion 230 moto-crosser.

Since this design involves huge trans-
fer ports, Suzuki had to figure out a
way to place three of these cvlinders
in a row without the large transfers
consuming all the space gained by elim-
inating cooling fins and thereby ex-
tending  crankshatt width, Some sim-
ple but clever eylinder layout rotation
did the trick: the most area bebween
two circles drawn side-by-side is be-
tween 2 o'clock and 10 o'clock on top,
and 4 o'clock and 8 o'clock on the
bottom. That’s where you put the in-
side set of transfer ports, some 30°
away from their normal 3 o'clock and”
9 o'cleck positions. Slick, The right-
hand bore is spaced [Farther from the
center than the left to make room for
the primary drive takeofl gear, but its
porting s rotated a like amount, but
in an opposite direction, so symmetry
and tuning characteristics are equal on
all three barrels. Engine width is 16
inches and crankpins are located 120°
apart s high-frequency vibes are low,

Another recent change from proto-
types which also boosts torque  and
helps reduce neise involves the fitting
of connector tubes between the mul-
flers just ahead of the point where the
center pipe divides into two. The cen-
ter evlinders exhaust splits beneath the
engine into a pair of muffled expan-
sion chambers whose total area equals
that of each single pipe; therefore size
is reduced by balf and ground clear
ance problems common o three-pipe
triples are eliminated, The reverse cone
mulflers are detachable for cleaning
and rightly so because cleaning baffles
iz always a critical part of two-stroke
ma'lntel'mc?

L aims water-cooling reduces
operating  temperatures by 308 and
therefore  closer  assembly  telerances
can be emploved sinee expansion fac-
tors are not as greal; thus quieter run-
ning, no pislon slap, more even cooling
and more engine life. Possibly so, but
generous use of strong bearings every-
where will probably be more respons-
ible for long life. There are caged
necdle bearings on both rod ends, and
four hefty caged ball bearings sup-
porting the crank, Each side of both
transmission  shafts rotate on  enged
balls. A massive [5-plate elutch with
six shock absorbing springs and  six
pressure springs combines with a unigue
system of flexible rivets to provide
smooth action and weld-like grip. It
shares oil with the gearbox, a [five-
speeder with overall ratios of 14.9, 9.1,
7.1, 5.5 and 4.8 te one, Ceuaring could



1. Dale Boller exercises Suzuki GT.
2. Well positioned instrument cluster
includes a water temperature gauge
and center ignitien-lock lecation.
Just in front of pap-top gas cap is
folding panel covering radiator neck.
2. Electrics are clustered in this
readily accessible and easily service-
able location behind left sidecover.
Separate plug-in harheses from mill
are seen zlong with starter solenoid,
rectifier, valtage regulator and turn-
signal relay. lgnition: battery-coil.

4. Three coils and radiator over-
flow tank nestle between top tube
and dual top rails. Note pussetted
hole in top tube for radiator

filler neck and robust radiator

hase running to thermostat and
bypass-valve combination on head,

be juggled for more acceleration or
top speed, whichever the rider is a
glutton For, since the motor is easily
up to pulling a higher cog. Shilting
is sure and gquick, but engaging first
fram a stop produces an annoying clunk,
sometimes also prevalent when snicking
into second, Finding neutral is easy.

Autamatic oiling, called CCI {Crank
Cylinder Injection} by Suzuki, is mel-
ered by a pump driven from a worm
gear on  the ouwter kickstarler shafi;
but this gearbox-driven shaft turns
only when the clutch is engaged, =0
don't sit at red lights in gear. Two-
stroke oil is delivered under pressure
te nozzles in the inlet track for piston
lubrication and to nozeles simed  di-
rectly at three main  bearings; the
fourth  (between  center ﬂ}".'i.rheel_ and
primary lakeof! gear] runs in gearbox
oil, Suzuki claims precise metering of
no more ofl than necessary, plos exact
carburetion, has climinated most all
smoking—this is true. Throughout warm-
up there's enough smoke to get dirty
looks from anti-pollution buffs, but
within 10 minutes the Le Mans cleans
itself up and runs without a trace of
blue, with the possible exception of
a wispy flurry  when responding to
sucdden wicl:;-upun throttle blasts, Evi-
dence of the pump’s sellsh metering
i5 in the amazing oil-tank mileage; we
squeezed out 720 miles before the
level even reached the viewing win-
dow's cenler poinl, yet the tank was
still mood for another 200 miles—that's
about 473 miles per quart, or a cool
L4900 miles per gallon! It can be done

—Kawasaki take note.
Thﬁ 'I'.'i-J.l'].illJI!'ﬁtl[J[] &0 E‘FI*]-’.!EII m .'-i]'.l'll'_ilkﬂ‘—

less running s handled by a trio of
32mm Mikuni VMs fitted to finned
intake manifolds with plastic adapters.
Air is drawn through a large [illealion
chamber ‘with removable element. A
small control above the cluteh lever
activates three separate cable-operated
enrichening devices for easy cold starl-
ing. Hot or cold, the electric starler
needed only a hall-second burst. But

be sure the vacuum-controlled petcock
is in the proper position belore start-
ing; here's why, Since the diaphragm
stops Hlow when the engine isn’t run-
ning, there is no need for an off posi-
tion on the peteock. The normal oper-
ating pogition is with the arrow pointing
straight up, reserve points at 9 o'clock
and a diaphragm-bypass position for
draining the tank or filling the float
bowls alter cleaning is straight down.
We blew it and left our peteock in
this “prime” position overnight, and
upon starting up next moming . . .
nothing but a thunk from the starter
mear engaging. She was locked solid.
The center piston had been in such a
position that gas Filled the crankease
and hydraulic lock ensued, So we had
to return the bike to Suzuki and get
another one, which was good for our
evaluation since the sceond hike could
confirm findings on  the first. The
only difference besides color was si;i_ght-
ly less progressive clutch feel in the

second machine. .
lr-::lmr:-'lﬂ:f Suweuki staved conventional

with the ignition system, no space-age
electronics in sealed hlack boxes. A
simnple baltery and coil system employs
three condensers and coils and three
sets of mechanical points activated on
on the outside of the crank. The de-
sign originally called for a lobed cam
on the end of the crank itsell to trig-
ger the points, but at high revs the
shaft would whip enough to advanee
spark timing, The shafl extension di-
rectly off the erank was replaced by
a separate short-shalt running in two
bearings and attached to the waler-
pump gear on the end of the crank by
a flange which containg a peg that now
activates the points. Problem  solved.
An alternator on the right side of the
prank  charges the 12V hattery and
supplies the lights with electricity via
a voltage regulator. The taillight is a
large Class A twin-bulb unit, so there i
alwavs one light at least.

And now 1o the cooling system. If
vom understand how cooling in a car

works, the Suzukis svstem should he
duck soup. There are three basic com-
ponents: a radiator, a centrifugal im-
peller-type water pump deep inside the
left crankease and a thermostat which
controls a radiator bypass valve atop
the head where the water leaves the

engine, Depending  on  lemperature,
coolant follows three dilferent circuits
in traveling through the water jackets
around the evlinders and  combustion
chambers. To  hasten warm-up  the
thermostat closes the engine outlet to
the radiator and water retums directly
te the pump via a raditor bypass hose
between the carbs and evlinder block.
Soon the temperature reaches 82°(00
and the thermostat opens the radistor
hose but the bypass is still open so
cold water entering from the radistor
meets the already-hot bypass water at
the water pump so the resultant mix-
ture is heated sufficiently to enter the
water jackets. When the temperature
reaches 95°C, the hypass valve closes
and all coulant is routed through e
radiator, In extreme cases of 105°C
readings, possible in bogged  traffic
when natural airflow through the rad-
iator is mil, a heat-sensitive relay
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switches on a small radiator fan with
four plastic blades, Since the fan rarvely
operates, periodic checking is accomp-
lished h}r pulling r_1L:|if_:k-r¢m:W:j[:ln3 wire
conmectors from the relay and switch-
ing on the ignition, Temperature is
monitared by the rider on a gauge
above the tach and speedo, and there is
a plastic radiator overflow  reservoir
halbway down the filler neck. The sys-
tem works so well a rdder can lay his
bare hand on the cylinders while cris-
ing T mph. In addition the residoal
finning still on the eyvlinders and head
(no doubt for looks ..l]]-l'.! Hll-f_]'lﬁl]'l.} alsn
aids cooling, Cocumber city,

“5o that's how it works, Why did
they build it that way?" IL had to be
an ollensive move with a big splash.
Suzuki was on the defensive in the
touring  and  superbike market  with
their 500cc Titan lwo-stroke twin be-
canse just a vear alter the Titan's pio-
neering debut in 1968, Honda arrived
with the Four, Kawasaki with the Mach
I and Yamaha was aboard with their
650 four-stroke. To top this perform-
anee-arien ted competition from  Japan
aml slide in on the touring business of
EMW, Harley-Davidson  and  Moto
Cuzzi with o conventional motoreyvele
would be o difficult task technologic-
ally and certainly would not gain the
same publicity as an all-new, radical
design. No doubt Suzuki's top design
team sat down with a blank sheet of
engineer’s drawing paper snd  minds
carefully disciplined te absolute object-
ivity regarding the forn their proposed
superbike lourer should embody; with-
out this total objectivity Suzuki might
have done something conventional and
lost the apporlunity to employ this re-
freshing, and completely effective, al-
termative. The final choice was based
on what the engineers truly helieved
was ideal.

Suzuki had an advantage in imple-
menting their design because of direct
familiarity  with  water-cooled  two-
strokes, For VOArE the tiny 360cc cars
sold by the thousands in Japan have

featured threc-cylinder water-cooled en-
gines. Also their S0cc [10-mph 5-]1[:—
per-cubic-inch road racer was an agua
baby. With this cxperience the Le
Mans should be quite trouble free, In-
deed, factory testing racked up 180,000
miles on six 750°s without a hitch; the
LS. distributor zipped their first bwo
production bikes from LA, te Salt Lake
City and back (4000 miles) without

hitch; and finally we experienced
wero trouble in 1600 miles of hard,
fast riding on two different low-mile-
age bikes not even properly broken-in.
The bike's got endurance, and that's
why it’s named after racing's most gruel-
ing marathon—Le Mans.

“Sounds pretly good. Who's gning
to buy it?" Easy. Those whao've sacri-
Ficed  sporting performance for easy-
chair ride can now get both, thrilling
touring with 41 mpg to boot, That adds
up to a lot of sales. Cost will he $1575,
right in Honda Four country and be-
lovwe H-13, BMW and Moto CGuesi, The
sporting rider should be no less apt o
buy the Le Mans [or city riding than
he would a Honda Four, unless the
Suzukis more ponderons appearanoe
anel graceless stvling offend his acsthet-
ics. But we won't see nearly as many
of the bwo-strokes as Honda Fours for
two reasoms: (1) Fewer Suxuki deal-

(2) Mot encugh potential buvers
will get the opportunity to take Le
Mans on a long test ride. For that’s
what this sweetheart needs, running
room and a chance to let its overall per
formance overshadow the negative im-
pression it gives on g simple around-
the-block test ride.

“What? A [law?" Unfortunately, yes,
And a bad one. Remember we szaid
the rider is isolated from the engine’s
“eonsiderable vibration?” Well, we were
being nice. The engine is a noticeable
shaker, No vibration of the high-fre-
quency kind reaches the rider hecause
what little the engine generates is
{i:tm[}nned t!’lﬂj‘mlg}l]}' ]:r:.r rubber mount-
ing. Instead the rdder feels and hears

rat-tat-tat jerks in the drivetraln and
the whole E.ngin{: cased -E:r}' a ',n'ﬂn'nﬂl
two-stroke phenomenon called surging,
which is simply an intermittent firing of
residual charge in the crankcase he-
tween power strokes, Its unavoidahle
and relatively harmless to the engine,
Su:rging becomes more pmnmlncﬂd FET
number of cvlinders and their bore in-
creases; that’s why it's not felt on a
[00ce single and why the 730 Kawa-
gaki shakes twice as badly as the 500,
Surging occurs only when the engine
j."i nal ll]l[]l!]’ ] l::'llrl!-ijﬂ.!l::fil.hli_: !(]EI.[], 14
on dewnhills, or when the throttle is
FUI]L"L:I lf.lfl:- L RN ".’-l']lE]l L']'l[jh:[[]g ak lUI'l.'-"
rpm on level ground the engine is leap-
ing about in its mounts.

‘Why dicl we wait so 1::]11:_: to reveal
this seemingly major shortcoming? We
wanted you to read about it in light of
the hike's overall brilliant performance,
for that’s how we view this detraction,.
@ minor irritation in an otherwise con-
summate package. Once the rider realiz-
es Lhe problem and gets wsed lo it
the Suzuki’s many other overwhelming
virtues easily offset the oceasional surg-
ing effect,

Any negative speculation we have
about the bike centers around the ulti-
mate tall this engine shaking will take
on internals and drivetrain compon-
ents; fatigue [ailure is cerlainly more
likely to ocour, but remember this
same surging exists in the 830 Saab
".‘l'":‘l.l.'!’.‘-.l""l’.'l:l"l:il.lﬂlf] LElr I.‘-’Cl'lgi.'llli.'i H]'I.I:] WL ]*'..TI.H"I.'-"
of a 1964 model with 44,000 miles and
a 66 with 140,000 trouble-free miles.
Also realize this shaking is no worse
than that common on the hig four
stroke singles of vestervear, and what
enthusiast doesn’t know of a BSA Gold
Star or Velocette Clubman that isn't
on its second 1000000 miles? In any
case you'll have to experience this jit-
tering in  combination with a long
country road, and we'll bet vour opin-
ion of the bike will he completely dif-
ferent than if vou restricted the test ride
te the city only where surging is maore
plmmuumd, Dealers take note. Tum
vour customers loose on a long test
journey. 1t's the only sales pitch vou'll
ever need.

Obviously we were greatly impressed
with the matoreyele. Our  necessary
dedication  to objectivity as a  tester
crumbled under the Suzuki’s seductive
bursts of accelemtion and  effortless
winging at unmentionable speeds; we
fell in love, In spite of jerky surging
amdd seraping centerstands we hang a
big fat blue ribbon on this baby's bars,
and in so0 doing predict the Lo Mans
in racer form will be in the winner's
cirele al Davtona, Talladeps and On-
tario within a yvear. IU's a touring bike
supreme and a superbike in disguise,
all backed by a 12-month, 12 000-mile
warranty, But vou won't believe a word
of this unless you ride it 50 miles.



e can’'l wrile near as much
w about the Kawasaki as we did
about the Suzuki because nowhere near
the same amount of technical data was
available at the carly November dead-
line. The Mach IV would merit eqgual
spaces tested alone and iF equal ma-
terial was available, but in an article
of limited size we let the Suzuki up-
stage some of the Kowasaki's space
because on a comparison basis it up-
stages the Kawasaki, For in this new
T2 from the Japanese industrial giant,
we have a machine of extremely narrow
scope, limited drastically by its own
grand design, which most certainly ap-
pears 1o be power with a n;::apit;:l P,

In other words the Kawasaki Mach
IV T30 two-stroke triple delivers per-
formance — shattering  acceleration and
121-mph top end—but [ittle else in the
way of practical motoreveling, For in-
stance, mileage averaged an abysmally
lowr 208 mipg oncd sunk to 18,3 with
hard running; exhaust smoking iz ex-
cessive; engine noise is aggravating to
a whole city block; the wibrations
have vibrations and the surging effect
is nunspeakably pronounced, even maore
o than in the Sweuki, The U5, dis-
tributor coneurs with the existence of
all these fanlts and explaing they are
concessions to performance, which al-
mast single-handedly must aller encugh
of an offsetting virtue Lo sell lots of
molorcveles,

The picture really isn't this bleak, for
the 750 is endowed with many desirable
attributes in addition to being o light-
ning bolt, but in light of the more
versatile Suzuki and four-stroke multis,
it Falls short when more practical as-
pects of motorevele ownership are con-
siclered, Perhbaps the Factory Felt obli-
gated to top their 500% perdformance
with the 750 rather than restrict speed
and power o what certainly would be
superior anvway, and atltack compeb-
tion in areas of smoothness, comfort and
versatilitv., Since the 500 would still
be No. 1 shotgun without the 750, why
not go for overall excellence?—which
could easily be achieved on the Mach
IV with a minimal power compromise.

In any case the long-nwaited sequel
to the legendary Mach TIT 500 is here,
arviving amidst a Thory of mmors that
predicted Kawasaki might be waorking
on o massive four-stroke to defend the
onglanght of Faster and Taster super-
bikes from other manufacturers, In-
stead they enlarmed a proven  fwo-
stroke engine design, solved the Mach
ITs handling problems, added a lus-
vious dise brake, projected a rock-bat-
tom price of $1395 and called ot the
Muach IV,

Everyvbody knew it would be a rocket -
ship. It is. Dut surprisingly it doesn't 3 40X -




I. Styling is new and fresh but liking it
is a matter of personal taste. Fine work-
manship throughout enhances design.
2, Tail section has gobs of room far
extra tools or even gloves, popgles.

3. Tony Murphy bends the big K.

4. A 56&-inch wheelbase and excelient
suspension delivers good handling.

s & jet for expert riders anly.

really feel as swift as it is. Until a
rider sees N-mile slips or actoally times
i l'uphl;:ml run, he might think the 500
is quicker, This is because a much
wider powerband  with more torgque
distributes  even  acceleration over a
longer spread in each pear—that great
rush of power when the Mach IIT hits
its pipes is gone, Also the large amount
of engine noise and wvibration attend-
ent to blasts on the 750 tends to detract
the senses [rom their complete con-
centration on  the leeling of aceceler-
ation,  Dut  hrother, that motorcycle
sepuirts, from 3500 rpm right on past
the redline, and the guy who can't
handle it had better disconnect a cyl-
inder or something, for it won't lake
long to lose the whole works, Thank-
ft1|]].-' the Kawasaki is slow Tunning and
tractable st small throttle openings
and shows no racy temperament while
poking in the city. Vastly superior
Lorgue o the 500 completely eliminates
the old clutch-slipping game, and the
T30 will start off hills in second that
require  deft  clutching in [irst  with
the 500, Good torque is there, but not
near s low down as the Sueuki.

“How does its power compare with
other bikest” In 900 miles of testing
we chose-off every rider who didn't
pretend to ignore us when he saw those
big “T50" numerals on the sidecovers;
never lost once. Honda Four riders
were the maddest, Mach 111 dders were
the happiest, because they just saw
their next bike in action. Our own Lest
Suenki actually gave the Mach IV
its closest combat, matching it throngh
third gear and again for several sec-
oncy after a high-gear throttle roll-on
at TO mph. But I i's jet propulsion
you want, there’s only one choice, all
T4 horses of it

“What about braking and handling?”
Braking is superb, Kawasaki obwviously
dicd much research and testing on their
dise, for not only does it stop straight
amdl sure with no fork Hexing, but also
the entire wheel and fluid-line com-
panents are designed for the bolt-on
adedition of a second dise. No rush job
to meet production achedules here. The
gsystem includes u leak-proof reservoir
atop the right handlebar, an adjustalle
brake lever, loating caliper with self-
aligining action and synthetic pucks with
a Dbright red line to indicate replace-
ment lime, The attachment method of
the disc-support to the wheel also
makes the axle an integral part of the
entire hub assembly, so overall wheel
stremgth should be exceplional, As re-
counted earlier, a whole series of pun-
ishing fests revealed no fading, but
road Feel is less than in certain dmm
units. In combination with an excel-
lent single leading shoe rear anchar,
overall stopping efficiency is unexcelled,

Handling is far better than expected
and a vast improvement over the some-
times snaky Mach TIL Never more did
a motorcycle need good handling to
steady and direct its great speed, and
thankfully the 7505 geometry and
guspension are up to the job. With
thiz engine a rider can be owver his
head with alarming [requency on moun-
tain roads, yet the chassis will save
him bv rifling through tons without
any seraping or undue waver. On off.
camber tums or extremely deep lean-
ing the footpegs will lightly brush the
ground as a waming which should be
heeded by most riders, No  stability
is lost as speed incresses, and the Ka-
wasaki copes with rough-road  tums
much better than the Suzuki. Excellent
forks which even began moving over
freeway seams after 700 miles of break-
in are [itted with a friction steering
damper for precise control in varying
conditions, Three-way adjustable shocks
performed best in the center setting.
A pood riding position complements
handling and there's no need to serunch
up or slide rearward to bring out the
hest in the chassis; just settle back and
gas it, the frame can handle as much
of the engine as you can,

“How "bout the usual raft of Kawa-
saki [eatures?” Theyre all there and
a couple of new ones bezides. For in-
stance Kawasaki may have come up
with the first tru]}r effective chain oiler
in motoreyele history, In back of the
left-side electrical panel is a small ol
reservoir with a manually controlled
spring-loaded plonger valve, This valve
is connected to oa clear plastic hose
which aims diren;:t]!.r an the chain just
in back of the countershaflt sprocket.
The valve is easily operable from the
sacdle, even with gloves, and recom-
mended procedure s to zip up past 60
::np]'l, i:lu]] the valve For o count of
three and let vour Favorite brand of 30
weight bathe away. Repeat every 200
miles for longer and more quiet chain
operation. We found the three count
was sufficient to cover the entire % x ¥
"endless” chain withoul [linging a nasty
residdue on the bike or rider,

Further extra features include  ad-
justable pegs {up and down) and a
convertible pear shift {left or right),
The rigl:d anedl center earbs have hig
knurled wheels on the idle serews for
casy hand adjustment. An ignition lock
front-and-center with the instrument
cluster accepts the key either way, and
the fork lock works with the wheel
turned either right or left, About the
only major feature the bip K doesn't
have is electric starting. The engine
lights off easily by [oot, however, Dot
some riders complain of the lever fald-
ing up and snapping back before the
holtom of its stroke.



Finish, as on all Kawasakis, is flaw-
less. Our pilot-production  bike was
rongh in a few places, such as around
lever-clearance indentations in the ex-
haust pipes, but a later model examined
at the distributor’s showed artisan-like
detailing and several minor improve-
ments in hose routing and rear-axle ac-
cess, Theyre updating all the time.

Styvling at first looks contrived with
the seemingly bulky and high tail sec-
tion existing only as a mediom to con-
tinue the tank's accent stripe; even a
separate shorty fender iz needed bhe-
low to [ulfill the tail section’s duty
properly. But soon the lines begin to
flow and the combination is appealing,
but at the expense of passenger com-
fort, as learned on the first two-up
ride. The spacious tail section with its
extra room [or lools and gloves steep-
ens and shortens the rear seat's con-
tour to the point that neither rider nor
passenger can be comfortable. We'd
rather see the Mach IIl's seat on all
of Kawasaki's multis,

Technically the 750 is similar to the
500 and much simpler than the Suzuki,
primarily becanse of air cooling, which
is so efficient that it provokes wonder-
ment ab Suzuki for choosing an alter-
native. Ever see your girlfriend test the
temperature of an iron? She licks her
finger and brushes it across the shoe:
there’s a quick hiss if it's hot. Try the
same thing on the Mach IV's outside
cylinder-head fin—not a sizele because
it isn't hot. Uncanny. Other technical
details are just as impressive.

Frame

Mach IV gports a Frame almost iden-
tical to the Suzuki. Double cradle, dual
top tubes and an angled tube splithing
the gas tank from the steering crown.
Welds are gloppy, but deep, and the
swing arm appears to have extremely
rigid mounting. The only  dimension
we can confirm at presstime iz a 56-
inch wheelbase,

Suspension

Standard telescopic forks with in-
ternal springs and exposed  stanchions
mount on a cast triple crown and work
as well as any roadbike forks we have
tested. And they get better as mileage
piles up. Unusual rear shock springs
with the bottem five coils permanently
bound have gosd action and are well
damped. Mo complaints at either end.
Running Gear

Cross 2 spoke lacing ties a handsome
black and chrome hub to a 19-inch
stewl rim up front, while at rear an
1B-incher spins with a Tull-width alloy
hub-and-brake combination. Yokohama
tires with an unusnally soft rubber com-
poundd for a production bike measure
3.25 and 4.00, The softer rubber sacori-
fices long life for superior gripping
qualities, and indeed, the tires added
much to the bike's stable handling,

Enging

The source of 74 hp at 6800 rpm
is a T45ce aluminum allov two-stroke
with 7:1 compression and thres 71 x
B3mm cylinders. The smallest of the
six 730 main bearings is the same size
as the biggest main bearing in the 500
Mach III; similar structural increases
accompany IIE phases of the T50's de-
sign so reliability at least concurrent
with 500 figures should be expected
from the Mach IV, Both rod ends oseil-
late in caged ngedle bearings while both
transmission shafts rotate in caged ball
bearings on the drive side and caped
needles on the opposite side. Piston-
port induction controls charge mixed
by three 30mm Mikuni earbs which
are positioned fhr easy synchronization
by such tools as the Uni-Syn. Induc-
tion noise is wvirtually eliminated by
a huge air cleaner and special mbber
inkake stack under the seat.

Ignition is 3 more serviceable version
of the former Mach III CDI system;
instead of using a single “black box”
and coil, this machine emplovs three
clectronic  pick-ups to activate three
black boxes under the seat and three
coils under the tank, Kach -L':;']ind:r has
a separate, traceable sysbem and even
the pick-ups are quick replaceable boli-
ong. Timing is still permanent and can
be checked statically or by strobe. An
alternator works in conjunction with a
solid-state u:_]]f:tge. regu]atr:r and diode
in charging the battery and serving
the lights, These electrical components
are tucked neatly behind the lelt side-
panel, Automatic oiling regulated by
throttle opening pressure-feeds lubri-
cant to main bearings and the induction
tract. A 2.1-quart tank serves the “In-
jectolube” svstem and is good for about
T30 miles of riding.

Power transmission consists of a gear-
drive primary, multi-dise wet clutch
with two more plates than the 500 and
a  butter-action  fve-speed  gearbox
with neutral at the battom of the shift
pattern, which unfortunately leaves the
door apen for accidental free wheeling
when tlt:wnﬂi:ift[ng, Well ,'jpm:ed ratios
are 2.17, 1.47, 1.11, .92 and 81 to one.
The gear pattern and an occeasional
clunk when engaging first gear from
neulral are our only complaints with
the entire powertrain.

That these docile-sounding specifica-
tions combine Lo deliver such brute per-
formance is indeed a credit to Japanese
technology, However in catering to
Flutlonous  American  desire for more
and  more power, Kawasaki has pro-
duced an engine which is the source of
nearly all the Mach IV's shortcomings,
Ironic but troe, since the whole list of
complaints emanates from the power-
plant: smoking, noise, vibration, surg-
ing ancl poor mifu.'lg!:.,

These deficiencies are severe enough

1. Three separate cylinders mate with
two-ring alloy pistons whose pins are
offset 1 mm. Ample finning helps hike
rin extremely cool in all conditions.

2. The 750 cylinder on right has much
larger transfer ports than 500 barrel,
3, Mach W 750 crank is actually a
shade narrower than 500 version below.,
Bigger bearings and chopped flywheels
are ather differences in six-bearing,
1207 offset units, Small flywheels

are inadequate in resisting surging.

4. Left sidecover hides battery and
chain-ailer reservair but plunger

valve for chain ailer remains exposed,
Clear tube directs ofl on countershaft.
5. Above 2.1-quart oil tank is round
rubber alr-cleaner intake tube which
mutfles induction noise.



Model

Price
Displacement
Engine Type
Bore & Stroke
Comp. Ratio
Carburetion
Ignition

Claimed HP & RPM

Cluteh
Primary Drive
Gears

Indicated Top Speed

Mileage
Weight (Wet)
Frame

Front Brake

Shift Pattern

Fuel Capacity

Oil Tank Capacity
Tire Brand

Tire Sires
Whealhaszse
Ground Clearance
Handlebar Width
Peg Height

Seat Height

Peg to Seat
Overall Length
Trip Mileagea

Fark Lock
Ignition Lock

Kill Buttan
Steering Damper
Pop-Top Gas Cap
Folding Peps
Adjustable Shocks
Tools

Turn Signals
Start In Any

Gear Featura
Electric Starter

KAWASAKI
MACH IV 780
Approx. 1395
7A8co

215 Triple

T1 % B3mm

i

(3] 30mm Mikuni
Electranie COI
74 g 6800
Multi-dise, Wet :
Helical Gear

5

121 mph

20.8 mpg

Aa4 Ihs,

Dbl downbube
2 Tri backtubes
Dise

Left, Meu. dawn
4.5 gal.

2.1 gts.
Yokahama
3.25x19, 4.00:13
5"

G545

3lLL

iz I:-"i”

3134

1914 "

&'10"

Yes

fas

Yas

Ma

Yas

Yes

Yas

3 pos.

Yes

Yos

Mo
Mo

SUZUKI
GT-750J LeMANS
£1575

738cc

215 Triple

J0 x admm
&7l

(21 32mm Mikuni
Battery & Coil
G67 @ 6500
Multi-dise, Wet
Helical Gear

5

115 mph

41.3 mpg

531 lbs.

Dbl downtube
2 Tri backtubes
Four leading shoe
Left, 1st down
4.5 pal.

1.9 gts.
Bridgestone
3.25x19, 4.00x18
SHLLY

L

31157

12~

314"
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te dampen the appeal of performance-
with-all-the-lrimmings to the rider who
is seeking a touring bike, daily trans-
portation or even a weekend plavtoy
where the play is at posted road speeds.
A legion of sporting riders bent on
experiencing the lastest will purchase
the Kawasaki and love il, bul even
many speed freaks will pass alter a
couple of test rides. Here's why:

Blue smoke from our machine was
excessive despite proper pump adjost-
ment and correct cil, When we acddecd
an unrecommended oil, smoking in-
creased. Kawasaki is presently attempt-
ing ta cure this problem by decreasing
Lhe oil-pump ratio {volume of oil flow/
enging rpm). Suzuki waz successful in
elininuting  smoking, and  Kawasaki
should be too. The sooner the better.

At high rpm the piercing din of en-
pine noise amplified by cooling fins plus
the exhaust note i an earsplitter For
the rider and any other nearby persons,
In contrast with the Sueuki it's like
Grand  Funk Railroad  compared 1o
James Taylor,

High [frequency vibration reaches
feet, handzs and hips, unstopped by mbe-
ber engine mounts and unusually large
handlebar dampers. Vibes are minimal
al cerlain engine speads bat rarely are
auta headlights reflected crisply in the
rear view mirror, 10 livable, but rather
irritating,

Surging takes on machine-gun pro-
portions when the engine is not under
load and comes on with a sound and
shaking that is dreadiul. This inherent
twoestroke problem can be minimized
by exacl carb tuning bul never elim-
inated completely. It's something a rid-
er can get used to, but it's serious
enourh to cause the loss of many sales
on its own; especially iF the Kawasaki
is tested immediately after riding a nice,
smaath Tour-stroke,

Mileage is labeled poor because it
averaged 208 in 900 miles of testing
with a low of 18.3 mpg at 80-mph cmis-
ing and a high of 268 mpg in the city
with a light, slow rider, The tank wounld
typically go on reserve after G5 miles, so
a traveler wonld be [orced to stop for
gras once an hour and he could expect 1o
go 90-95 miles on a tank at most.

These live shorteomings are enongh
to have peneraled an ambivalent atti-
tide loward the Kawasaki among the
Motareyelist staff. Fvery potential buy-
er would diseover all but mileage with-
i a ecity block, so were not doing
Kawasaki o disservice with Frank dis-
cussions here, By now the reader should
know that il he wants the fastest, he
should buy a Mach IV, and be pre-
parcd for a little noise and a few
shakes: it's as :::imp]-e as that.

A 1Z2-secomd TS0 for $13937 So
what if it shakes?” .



