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> By David Hilgendorf     ANGLE

Cheating

LEAN

> Tips for 
comfortable 
riding in low 
temperatures: 
50F = Thermal 
base layers. 
40F = Plus 
heated seat 
and grips. 
30F = Plus 
heated 
clothing. 

NEvEr A TourINg rider, it was high time to 
try. Heading to California for the BMW G 310 GS 
launch (pg. 16), sparked the idea to ride a Honda 
Gold Wing (MCN 5/18) back to the cold Midwest. 

With 2,200 miles to cover, a secondary idea 
quickly formed. A bit of research on ironbutt.org 
led to considering a “Saddlesore” 1,000 miles in 24 
hours, or a “Bun Burner” 1,500 miles in 36 hours. 
Opting for the latter, a four-day route was planned. 

The Wednesday leg rushed out of southern 
California before storms hit; 400 miles to Phoenix. 
Thursday was nonriding, wrapping May’s MCN. 

Friday morning included breakfast with Kevin 
O’Shaughnessy (pg. 34) and a tour of the Motor-
cycle Mechanics Institute (MMI). If you are in the 
Phoenix area or interested in fixing bikes, be sure 
to visit MMI or sign up for one of their programs.

After the tour, it was time to ride the remaining 
1,800 miles. Though there was a 60-mile jaunt to 
MMI at 5 a.m., a late-for-Iron-Butt start of 8:30 
a.m. PST would haunt later. The first day went well, 
clocking 700 miles, mostly on the Interstate 40 
path of old Route 66, ending up in Dalhart, Texas.

To make the Bun Burner a success, 800 miles 
would need to be covered by 10:30 p.m. CST 
Saturday. Getting an early start, the 281 miles to 
Kingman, Kansas, was covered before noon. While 
refueling, the team at Bobz Bikz (directly across the 
street) waved me down for a look at the new Gold 
Wing. An hour of conversation would haunt later.

Shortly after leaving Kingman, there was major 
Interstate construction in Wichita, which ended 
up looping me around the entire city, adding 
many stop-and-go miles to the route. The hour 
loss would haunt later. The next 200 miles to 
Kansas City were uneventful, but the temperature 
dropped 15 degrees and the skies threatened rain. 
Stopped for a quick bite, every layer of thermal 
gear was added, and the weather report consulted. 

Winter Storm Uma had sent a long and narrow 
band of brutal weather directly through the route 
home: From Des Moines, Iowa, diagonally south-
east to central Illinois. Temperatures leaving KC 
were near 40F, but Iowa was reporting low 30s and 

blizzard conditions. A reroute was in order.
Trying to stay south of the snow, an easterly 

course was plotted, but temperatures continued to 
drop, down to 35F with a light drizzle at dusk. Pitch 
dark and a few miles outside of Illinois, it started 
snowing. At 9:30 p.m. the first exit to the nearest 
motel led to a very hot shower and long sleep, 
awaiting midday warming on Sunday. 

Temperatures were predicted to be around 40F 
the rest of the way, but Uma had other plans. While 
roads were dry and the sun was shining, midway 
through Illinois the remnant cold of Uma hit hard. 
With foot-deep snow on the side of the road, temps 
dropped to 33F, plus 20 mph cross winds! 

After an hour riding across Uma’s frigid wake, 
not a gas station in sight (photo). The dry Wing was 
pushed into a trailer park, followed by a warming 
wait for fuel support and a 200-mile beeline home.

Tallying the results produced 1,441 miles in 35 
hours—one hour of riding and 59 miles short. An 
hour each were lost to the MMI tour, road con-
struction, motorcycle chattiness and snow. Though 
not an easy ride, “close” probably won’t qualify for 
official Iron Butt Association (IBA) recognition. 

The cross-country route on the Gold Wing 
continues to Americade in New York in June, but 
it won’t include riding 1,000 miles in a single day. 
Though boarding the Gold Wing Tour is akin to 
cheating the IBA, it turns out I didn’t enjoy 12-plus-
hour freeway rides enough to try it again.  MCN
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YOU STATED THAT there are 8.5 
million registered motorcycles in the 
U.S. (MCN 4/18), but how many driver’s 
licenses have a motorcycle endorse-
ment? I happen to have three regis-
tered motorcycles, but I’m only one 
rider. There are thousands of others 
with several motorcycles.

—Humberto C. Martinez

There are probably tens of thousands of 
M endorsed drivers who own zero reg-
istered motorcycles, but there are also 
many thousands of motorcycles that 
require no M endorsed license—dirt 
bikes, race bikes, collections, etc.

Even if every active rider registered 
three bikes, 8.5 million is still more 
registered bikes than ever. It indicates 
that registrations continue to increase, 
whereas they decreased in the 1990s. 
An increase in registrations is also 
unlikely to indicate every existing 
owner registered an additional bike, 
though some certainly did.

I’d like to identify how many motor-
cycle titles changed hands, which 
would give us more knowledge of the 
overall volume of the used market-
place. The only number I’ve heard was 
700,000 Sportsters changed hands last 
year, which seems high. If accurate, 
that’s only one model, which indicates 
that total used sales are much higher.

—David Hilgendorf

JIM HALVORSEN’S ARTICLE men-
tioned that centerline miles increased 
0.2 percent, while lane miles 
increased 0.7 percent (MCN 4/18). 

According to the U.S. DOT, those 
percentage increases are from 2008, 
not 1923, as stated. The total number 
of road miles has increased from 
about 3.2 million to over 4 million in 
the last 95 years, not very much, all 
things considered. 

The bigger change was an increase 
from only 36,000 miles to over 2.7 
million miles of paved roads, as well 
as the increase of multilane roads.

—Warren Brownell

Indeed, we got the date wrong. Jim 
was indicating that there are a lot more 
people, but not proportionately more 
roads, which still holds true. Roads not 
increasing at the same rate as the pop-
ulation leads to congestion.

—David Hilgendorf

EDITOR HILGENDORF SAID, “Humans 
cannot triangulate with only one point 
of reference.” (MCN 4/18). This might 
be true if you are implying drivers 
are only using one eye, but binocular 
vision does allow us to judge distance.  

—John Hunter

Binocular vision allows us to see depth; 
perception is how we apply the points 
of reference. Our eyes relay visual data 
to the brain, which uses depth percep-
tion to fill in the blanks. Motorcycles 
play tricks on both the monocular and 
binocular cues we use for perception. 

A motorcycle’s narrow profile and 
short length limit the ability to tri-
angulate with “binocular parallax,” 
using stereoscopic vision. Motorcycles 
don’t create “convergence percep-
tion,” as with two headlights on a car. 
Motorcycles also have a smaller “rela-
tive size” and “familiar size” compared 
to other motor vehicles, so they are 
perceived as being farther away. 

Perception failures cause people to 
misjudge speed and direction, and 
perceptual blindness can cause them to 
not see motorcycles at all (MCN 1/17). 

There are many additional visual 
clues that our brains use to determine 
distance and speed. Some drivers are 
better at depth perception with fewer 
reference points, but they still need two 
separate visual cues to triangulate. 

—David Hilgendorf

THIS TEDX REINFORCES what many 
of us have said all along. Bring back 
shop classes and recognize that it is 
honorable for children to say, “I want 
to be a mechanic!”  
youtu.be/6oXuOp_3CQY

—Joe Acampora

Touring the Motorcycle Mechanics 
Institute (pg. 3), I was surprised to 
see so many young students. Kevin 
said about 10 percent of students are 
female, up from hardly any years ago, 
though overall training is still down.

—David Hilgendorf

STEPHAN BOATIN’S CONCERN 
regarding lack of customers are 
well founded (MCN 4/18). There are 
numerous reasons that customers are 
not flocking to motorcycle dealer-
ships. He and his dealership must be 
commended for going the customer 
service route (pg. 28-31). There are 
many distractions in modern society, 
vying for the limited attention of pro-
spective riders.

—Jerry Bloch

I FIND RIDING at night unbearably 
painful. I recently read that the Cana-
dian Government controls the lumen 
output a vehicle can produce. Perhaps 
the U.S. should institute similar laws.

—George Murray

U.S. vehicle lighting laws exist, and 
manufacturers follow them. That 
doesn’t account for aftermarket lighting 
“upgrades” or the angle of the beams 
needing adjustment, but how many 
motorists ever adjust their beams?

—David Hilgendorf

Your review failed to answer the No. 
1 question that English speakers the 
world over are asking: Why did Aprilia 
name it the “Shiver” (MCN 4/18)?

—John T. Gurley

Shiver means to shake excitedly, like 
a V-twin. Shiver in Italian is brivido, 
which also means thrill. Therefore, 
shiver = thrilling, which is accurate, and 
better than calling it a Brivido.

—David Hilgendorf

It seems you have stopped identify-
ing the valve adjustment required in 
the model evaluations. I picked my 
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SEND LETTERS TO THE EDITOR
MCN Letters c/o Lumina Media 
5151 California Ave., Suite 100  
Irvine, CA 92617
 editor@mcnews.com 

HELMETS
Fred Rau’s review of the Nolan X-lite 
helmet was a powerful recommen-
dation, but try to buy one! Even their 
website doesn’t provide an opportu-
nity to purchase.

—Gary Schoeller

In a crash, will a modular helmet 
provide as much protection as a stan-
dard full-face helmet?

—Dean Wahls

It was once true that modular helmets 
didn’t have the structural integrity of a 
regular full-face helmet, but except for 
a few off-brands, that is no longer the 
case. 

Modulars pass the same testing as 
other helmets, but the easiest indicator 
is to look for a tempered steel latching 
mechanism for the chinbar. If any part 
of the latch is plastic, pass it by. Nolan 
models fit me better than most others, 
because I have a short, round head. 

—Fred Rau

MCN should include the head shape 
of any helmet and whether they fit 
true to size in the review. I have a long 
oval shape that is not well repre-
sented in helmet offerings, particu-
larly modular models. 

I have found the inclusion of this 
information on certain helmets to be 
useful for fitting. I fall on the border 
between sizes and have tried several 
intermediate oval helmets (manu-
facturer described) and all created a 
forehead pressure point. 

—Robert Merrell

Helmet fit is very personal, and man-
ufacturers design most helmets to 
fit an “average” head shape. Several 
manufacturers make both “long-oval” 
and the more common “standard oval” 
models. We recommend riders always 
try on helmets before purchase or buy 
from online stores with lenient return 
or exchange policies. 

There is no reliable or effective hel-
met sizing or “head shape” standard. 
Manufacturers rely primarily on a head 
circumference measurement and often 
don’t state the head shape at all. Even 
if they do, sizing may differ, making fit 
incorrect. 

Many helmets allow fit adjustments 
to be made by swapping out the 
comfort padding. The average helmet 
comes in only two or three “shell” 
sizes. Therefore, XS/S/M are all techni-
cally the same helmet size, as are  
L/XL/2XL, they simply have different 

padding. A helmet with four or more 
shell sizes and replaceable padding to 
improve the fit will cost a lot more to 
manufacture and purchase, but it will 
likely fit and therefore protect better.

I performed prototype testing on 
Scorpion helmets to help remove 
pressure points in the PU foam. That 
made the resulting helmet fit my head 
better, but perhaps it was worse on a 
different head shape. I tend to fall right 
between the LG and XL shell break in a 
three-shell system (XS/S, M/L, XL/2X), 
so while I might fit in a LG with two 
shells, I need XL in three-shell helmets, 
which is often a bit too big. 

—David Hilgendorf

I would never pay over $200 for any 
helmet. Don’t care who makes it, or 
what the features are. 

—Leo Huggins

Some pricy features are excellent, like 
Transitions, PinLock, integrated comm 
and customized fitting. Some add little 
more than aesthetic value or bragging 
rights, like graphics and fancy materi-
als (carbon fiber, titanium, etc.). There 
is something to be said for weight 
reduction, but it’s often negligible.

—David Hilgendorf

current bike based partly on the fact it 
has screw and lock-nut adjustment.

If one bike has a 24,000-mile valve 
adjustment interval and another has 
an 8,000-mile interval, I would choose 
the longer interval. But, if one was 
shim-under-bucket and the other 
had screw and lock-nut adjustment, I 
would pick the lock-nut, even with the 

shorter interval.
 Valve adjustment type combined 

with interval and labor on CycleStats 
helps determine long-term costs 
associated with owning a motorcycle. 

—Charles Broughton

Valve type is valuable information, 
but there’s more to it. Most modern, 
high-performance overhead cams will 
use shim-under-bucket, which requires 
some technical knowledge and addi-
tional time to remove the camshafts 
and adjust the shims. You don’t have to 
remove cams to check clearance. 

However, modern manufacturing 
tolerances are so good that valves don’t 

need adjustment as often as they used 
to, and a good mechanic won’t take 
much longer to adjust valve clearances, 
regardless of type. He already has the 
tools, parts and knowledge. The labor 
often applies more to tearing down any 
bike to gain access to the cams.

The benefit of shims is that cams act 
directly on the valves, without rocker 
arms. This creates less reciprocating 
weight, leading to a higher-revving 
engine and better performance. There 
are also fewer parts to wear, so clear-
ances remain in spec up to five times 
longer between adjustments compared 
to screw and lock-nut setups. 

—David Hilgendorf
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A customer recently asked if I could 
suggest and install an HID kit for his 
adventure bike to replace the halogen. 
There’s little value in HID with the wide 
assortments of modern, quality LED fix-
tures, so I steered him toward a nice LED 
assembly. He didn’t want to pay $150 for 
the kit and $50 setup, so he bought an 
HID that only contained a ballast and 
bulb, then installed it himself. 

He spent about $70 and eight hours 
installing it, but was very disappointed 
with the results. The light was bright, but 
it focused on a small area and left sharp 
shadows. The beam was wider, but the 
brightness and consistency were very 
poor a few feet from the center. It also 
had significantly reduced forward dis-
tance and would blind oncoming traffic 
if raised appropriately. 

There is some great HID lighting in 
OEM and aftermarket systems, but 
only when the reflector and bulb are 
designed as a set. They’re optimized for 
color, quality, range and dispersion. 

Trying to put an HID bulb into a 
reflector that is meant for a halogen usu-
ally results in the same to worse quality 
than stock, for more money. Regardless 
of your choice in bulb, buy a quality and 
complete bulb and reflector kit for best, 
and easiest results.

—Kevin O’Shaughnessy

A READER DESCRIBED difficulties 
in removing a flywheel from his 2001 
Yamaha FZ-1 using one of our flywheel 
pullers (MCN 4/18). The reader stated 
that the first action he took upon 
inserting our flywheel puller was to 
use an air impact gun, which is not 
something that we recommend. This 
is almost certainly the reason that he 
had a problem with our puller. 

A flywheel puller engages expensive 
and hard to replace components, and 
we recognize the need to make our 
pullers the best quality possible, with 
very exacting tolerances, high quality 
materials and the best finishing pro-
cesses, including hardening to HRC 
25-30. 

We take the quality of our tools very 
seriously, and we have very thorough 
QC procedures. Our pullers carry a 
lifetime limited warranty against man-
ufacturing and material defects. 

I checked with customer service 
and we do not have a record of contact 
from your reader. If he had contacted 
us when he had a problem, we could 
have offered him several suggestions 
and likely would have replaced the 
puller as a goodwill gesture. 

—Chris Van Andel
Products Dept. Manager

Motion Pro, Inc.
chrisv@motionpro.com

I did say the tool should work fine and 
instructed the reader on how to perform 
the job successfully with the Motion 
Pro tool. I have lots of Motion Pro tools, 
including rotor pullers, case pullers, 
crank pullers and many other special-
ized tools for special occasions. 

They are good tools and I recommend 
them often. Some fail, as do Snap-on, 
Craftsman, Matco and Cornwell. I’ve 
broken lots of tools in a 30-year span, 
but still consider these good brands. 

My unique comparison was of what 
one tool could do compared to another. 
The reader could not use an impact 
alone with the Motion Pro tool. 

I once had a reverse thread 27mm x 
1.0mm that was used to pull a LOT of 
rotors/cranks. I used it for 20 years with 
impact tools and occasional heat or 
impact, until it was stolen. 

I stripped the first Motion Pro and 
K&L pullers used afterward by using 
an impact without heat. I learned my 

lesson and started using heat and shock 
loads with light impacting. With this 
method, the Motion Pro puller has 
lasted for 2 years and 15 pulls so far.

I had several 1980-2000 era Japa-
nese special tools that I could impact 
routinely, and they would strip the 
matching component before they would 
fail. The OEMs are not making them 
anymore, probably because of dimin-
ishing returns.

Buying a $200 puller tool that will last 
a lifetime made sense in an era when 
crank and rotor servicing was more 
common, and the applications worked 
on many models. These days I’m lucky 
to use a special tool a dozen times, 
because these parts don’t fail often, and 
the tools only work on a few bikes. 

I’d rather pay $35-75 for a puller I may 
only use once. My customers would 
also appreciate the difference, since 
they would end up paying for it. OEMs 
are currently sourcing their tools from 
specialty aftermarket companies like 
Motion Pro, K&L and Race Tech. You 
don’t see Japanese proprietary tools 
much anymore, so it’s a moot point.

I don’t think any modern manufactur-
ers put $150 worth of metallurgy, shot 
peening or heat treating into their tools, 
because the need is not there. I’ve used 
many different size Motion Pro pullers 
including the case pullers and crank 
pullers without problems. 

I’m not going to claim that they are of 
the same quality as the previous Japa-
nese made tools. I’m pretty sure the Jap-
anese tool manufacturers used special 
chrome silicon/vanadium tool steels, 
with deep penetrating shot peening and 
a special forging and hardening process. 

These exotic metals and processing 
are expensive and overkill for most 
applications. Tool companies don’t have 
the margin to keep something like that 
profitable. It isn’t a state of poor quality 
but a matter of enough quality to get the 
job done at a reasonable price. 

HID, Shock Sag and Recessed Filters
DOWNTIME

6x7 Downtime.indd   6 4/24/18   5:49 PM

http://www.motorcycleconsumernews-digitalmagazine.com/mcnews/june_2018d/TrackLink.action?pageName=6&exitLink=http%3A%2F%2FMCNEWS.COM
http://www.motorcycleconsumernews-digitalmagazine.com/mcnews/june_2018d/TrackLink.action?pageName=6&exitLink=mailto%3Aeditor%40mcnews.com
http://www.motorcycleconsumernews-digitalmagazine.com/mcnews/june_2018d/TrackLink.action?pageName=6&exitLink=mailto%3Achrisv%40motionpro.com


Ride Better    I    MCN    7MCNEWS.COM

A
Most mechanics these days wouldn’t 

buy something 2-3 times more expen-
sive for a limited use special tool. 
Motion Pro meets the need of the 
current market, which is a good working 
tool at a reasonable price. 

—Kevin O’Shaughnessy

MCN WAS QUERIED about the 
validity of YouTube videos regarding 
the “2018 Honda Gold Wing front 
shock sags onto bumper!” and “Loose 
steering head bearings.” The bike was 
powered off, though it has electronic 
preload. youtu.be/TTpskmEWSVQ

The goal of R&D is to find issues or 
variables that improve performance 
and can be profitably produced—make 
money or the business fails. Traxxion 
Dynamics does good job showing a 
series of events and the performance 
value their product offers. 

That said, he’s comparing the Wing 
to a sportbike application. Cruisers and 
touring bikes tend to run low in travel, 
approximately 40-60 percent of wheel 
travel, but shock travel is what they 
showed in the video. 

This is normal and could be improved 
on slightly, but many suspension ven-
dors go too far in the other direction and 
try to make it a sportbike. The beauty 
of maximizing available travel is getting 
shorter riders’ feet on the ground. Raise 
it up and it may rail corners better, but 
riders will be on tiptoes at stop lights.

Shock travel will vary depending on 
linkages and leverage curves. They can 
be linear to very progressive. The ratio 
is wheel travel vs. shock travel. As you 
travel further into the shock, the force is 
constant, but the leverage is reduced. 

Effectively, the spring gets stiffer as 
it travels further. The velocity slows 
relative to the ratio change as well. That’s 
the great bottoming feature of linkage 
suspension. I’m sure the Gold Wing has 
at least a 2:1 ratio, up to as much as 4:1 

wheel to shock travel. At 4:1 it would 
take four times the force to move the last 
1 inch of travel. 

The down side is rapid progression 
can feel harsh. Running full speed into a 
brick wall would be infinite progression! 
Running full speed into a bounce house 
wall would be much less progression. 

What is important is how the shock 
feels at that point. Is it progressive 
enough? It doesn’t matter how much 
travel is left or if it’s touching a bumper. 
Elastomer bumpers are progressive but 
also rebound slower than a metal spring. 
It acts more like a dampened spring, 
which is beneficial. 

Some bikes are designed to ride on 
the bumper for this reason, but he is 
right, they don’t last long. The capsu-
lated air bubbles in the material break 
and the bumpers fall apart over time. 
There is also a concern of bottoming, 
shearing the bumper and pushing it into 
the seals. He’s right about that, too.

Electronic preload exists both front 
and rear on the 2018 Gold Wing. Tests 
should also be performed with the bike 
powered up and the shocks at minimum 
and maximum electronic preloads, for 
comparison. This bike is too new to 
subscribe to internet banter about how 
it already needs to be fixed, for a fee.

—Kevin O’Shaughnessy

MY 2008 BMW K1200LT has a 
spin-on oil filter that screws straight 
up into the engine from the bottom. 
The filter is recessed into the engine 
enough to allow a cover plate to fit 
immediately below it. This cover plate 
is finned on the bottom and has an 
O-ring to allow a good seal. 

The filter is easily accessed by 
removing three cover screws. I noticed 
that when this cover plate is removed, 
a considerable amount of engine oil 
trapped around the outside of the filter 
gets dumped. 

All the spin-on filters I’ve ever seen 

are designed with a seal to prevent 
leakage. This filter also has a similar 
seal, but the dealer said that my bike 
is designed to have engine oil on the 
outside of the filter as well as inside it. 
This is hard to believe. 

This dealer had changed the oil (and 
filter) the last time and I wonder if they 
may have broken something up in 
there. Is the dealer right about it being 
expected to have this annular space 
filled with oil?

—Bob Snipes

This design is supposed to have oil 
above the access plate, but not below 
it. Essentially, the finned area is the oil 
pan where the oil is held. The drain plug 
is used to drain the fluid initially, then 
you can remove the access cover. The 
screw-on filter comes off with an oil 
filter wrench.

The first time I saw one of those, I 
was boggled by the odd setup as well. 
Everything else I’ve worked on (auto and 
motorsport) use either an internal paper 
cartridge with an engine access cover or 
a metal encased external screw-on filter. 

Leave it to BMW to do something 
different. I usually find the reason, but 
this one stumped me. I figured having 
the filter inside the cases protects it 
from getting ripped off in rough terrain, 
not that an RT would be doing a lot of 
off-roading.

I can only guess the reason for the RT 
setup was a space consideration. The 
downside to internal filters, is heat dissi-
pation. External filters act as a heat sink 
and cool the oil. Being contained inter-
nally won’t help with cooling but would 
keep the temperature more consistent 
in freezing temperatures. Perhaps that 
was the reason.

—Kevin O’Shaughnessy

Kevin O’Shaughnessy is curriculum 
developer at Motorcycle Mechanics 
Institute, formerly R&D at Race Tech.
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Pipeline
MODELED AFTER ITS CB1000R, 
with what American Honda calls a 
Neo-Sports Cafe aesthetic, the CB300R 
will be marketed to younger and newer 
riders in the U.S., beginning in July. 

The chiseled naked bike is pow-
ered by a tame, 286cc, liquid-cooled, 
single-cylinder engine housed in an 
entirely new tubular and pressed-steel 
frame with a 31.5-inch seat height and 
313-pound curb weight.

Priced at $4,649 ($4,949 with ABS) 
and available in Chromosphere Red 
and Matte Gray Metallic, the CB300R 
boasts premium features, like an 
available inertial measurement unit-
based ABS, LCD display, and full LED 
lighting. Suspension is built around 
a swingarm designed to provide high 
longitudinal rigidity for torsion control 
and a 41mm inverted fork. It also fea-
tures a radial-mount Nissin 4-piston 
front brake caliper and 296mm disc.

Also available in July will be Hon-
da’s 2019 PCX150, which is equipped 
with a new frame, revised intake and 
exhaust system, multiple comfort-en-
hancing features and optional ABS. 

Honda says the PCX150, available 
in Bright Bronze Metallic and priced 
at $3,699 ($3,999 ABS) has a more pre-

mium feel and improved handling.
The scooter’s low-friction, liq-

uid-cooled engine offers user-friendly 
performance, with a 2.1-gallon fuel 
capacity for fairly decent range 
between fi ll-ups. A claimed increase 
in power at higher rpm is attributed 
to a large air fi lter and improved 
exhaust layout. Ride has been 
honed through redesigned body 
panels, a new, lighter frame and 
three-stage rear springs with 
increased travel.

Further weight was shaved 
with eight-spoke alloy wheels, 
wrapped with a 100/80-14 front 
tire and 120/70-14 rear. There’s also 
28 liters of storage capacity.
powersports.honda.com

> Edited by Russell Evans
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BELL’S PREMIUM RACING helmets 
incorporate its Flex technology, and 
they don’t come cheap.

Designed for the racer with a day job, 
the Race Star Flex ($699-$799) comes 
with a 3k carbon fiber shell and offers 
comprehensive protection with Bell’s 

proprietary Flex liner, a first-of-its kind, 
three-layer impact liner designed to 
manage energy from low, mid and high-
speed three potential impact scenarios.

For optimum comfort, the Race Star 
has a Virus CoolJade liner and Mag-
nefusion cheek pads. The latter is an 
integrated system that makes it easy 
to remove cheekpads after a crash or 
swap them out for cleaning and drying.

» Bell

at $3,699 ($3,999 ABS) has a more pre-

BELL’S PREMIUM RACING
incorporate its Flex technology, and 
they don’t come cheap.

the 
with a 3k carbon fiber shell and offers 
comprehensive protection with Bell’s 

»

PRO STAR FLEX

RACE STAR FLEX

CB300R

PCX150
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THE BRUTALE 800 RR America 
is a tribute to the S America 750 from 
1975, though powered by a potent 
and compact, 798cc three-cylinder 
inline engine instead of the 75-horse-
power, inline four-cylinder, dual over-
head cam powerplant of the original.

More than 25 years had passed 
before the America tag reappeared 
on an MV Agusta tank in 2012; a new 
special edition, in American red, 
white and blue.

This special version has been 
developed and based on the Brutale 
800 RR, a model that has undergone 
far-reaching renewal, with a complete 
redesign of the gearbox, for smoother, 
more precise meshing. Other up-

grades include a new balance shaft 
and redesigned primary transmission, 
optimized shaping of the intake and 
exhaust cams and new valves. 

Electronic engine control has also 
been upgraded with new algorithms 
and engine mappings. Traction 
control has been refi ned even further 
with honing strategies and calibra-
tion. The chassis was stiffened by 
attaching the engine to the frame as a 
stressed member. In addition, the rear 
cush drive system was improved to 
further reduce wheel torque stress.

This Special Edition, in metallic 
blue with star-studded motif, echoes 
the original of more than 40 years ear-
lier. The radiator side panel sports the 
wording “America Special Edition.”
mvagusta.com

» MV Agusta
THE BRUTALE 800 RR
is a tribute to the S America 750 from 
1975, though powered by a potent 

»

AMERICA

LATEST RECALLS at nhtsa.gov

Make: Badass Helmet Company
Model: Rogue
Component: Equipment
NHTSA #: 18E019000 

Make: Brembo S.p.A.
Model: #10.4623.62 and #10.4623.63
Component: Service Brakes, Hydraulic
NHTSA #: 18E018000

Make: Zero
Model: 2012 Zero S, Zero DS, Zero DSP
Component: Electrical, Hybrid Propulsion
NHTSA #: 18V215000 

Make: Polaris
Model: 2015-2018 Slingshot
Component: Seat belts, Seats
NHTSA #: 18V195000 

Make: BMW
Model: 2012-2018 F700GS, R1200R, 
S1000R, S1000XR, R1200RS, R1200GS, 
F800GS
Component: Windscreens
NHTSA #: 18E016000 

Make: Honda
Model: 2009-10, 2012-2016 GL1800 Gold 
Wing
Component: Air Bag
NHTSA #: 17V045000 

Make: Ducati
Model: 2015-17 1299, Monster 1200, 
Multistrada, Panigale R XDiavel, 2017-18 
Scrambler 800 Cafe Racer
Component: Brake System
NHTSA #: 17V812000 

Make: Aprilia
Model: 2016-17, RSV4 1000, 2017 Tuono 
V4 1100
Component: Brake System
NHTSA #: 17V811000 

Make: Honda
Model: 2017, ‘16, ‘10 VT1300CX Fury
Component: Fuel System
NHTSA #: 17V805000 

Make: Kawasaki
Model: 2017-2018 Z125 PRO & PRO KRT 
Edition
Component: Electrical and Fuel System
NHTSA #: 17V774000 

Make: MV Agusta
Model: 2017 Brutale 800 Dragster RR 
Component: Wheels
NHTSA #: 17V772000 

Maximum vision for lane changes 
or head-checks, either at night or in 
a racing tuck, is achieved with Bell’s 
RaceView orientation coupled with 
the class 1 optics of the company’s 
Panovision face shield.

Using prescription glasses or a pre-
ferred pair of shades is now possible 
with eyewear arm pockets woven right 
into the interior liner.

Serious racers and those willing 
to spare no expense might pop for 
Bell’s premier model, the Pro Star 
Flex, Bell’s lightest, most advanced 
race helmet on the market, priced at 
$1,199.95 and available in black carbon.

The Pro Star’s Textreme carbon fiber 
shell is built with an ultra-thin and light 
carbon fiber weave, for a weight of 
1,500 grams. bellhelmets.com
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Streetmasters recently started its 
14th year, and I never cease to be 
amazed by our instructors’ abilities 

to pick up where they left off months ear-
lier. You may have heard that skills that 
aren’t exercised on a regular basis will 
atrophy with the passage of time. This 
includes maintaining your motorcycle 
at a high level in addition to continuous 
tuning and tweaking of your riding skills.

Streetmasters is fortunate to work with 
a group of consummate professionals 
who practice their skills every time they 
throw a leg over a motorcycle. There is no 
one more critical of an instructor than 
another instructor. We mentor each oth-
er. It’s a great way to stay sharp.

It is always interesting to work with a 
new group of seasoned riders who each 
may have logged as many as 100,000 
miles and consider themselves experi-
enced and above average. Despite their 
experience, we always find skills that 
aren’t as precise as they could be.

After a workshop, I replay every aspect 
of the day in my mind. There are areas 
we’ve identified over the years that are 
challenges for many riders. Perhaps you 
can identify an issue or two with which 
you could use some improvement.

VIsual CoNtrol: This is at the top of 
the list because it is so important. If most 
of the decisions we make are based on 
what we can see, then how can we react 
to what we can’t or don’t see? Without 
Visual Control it doesn’t matter how 
well you control the throttle, the clutch 
or even how well you use the brakes. 
Everything else relies on Visual Control. 

All riders should strive to improve 
their Visual Control and constantly re-
mind themselves that this one task is as 
essential to operating any vehicle as it is 

to walking across a busy street. 
This is the one skill that must be pres-

ent for improvement in all other aspects 
of motorcycling. Practice by always look-
ing where you want to go.

sItuatIoNal awareNess: Situa-
tional Awareness comes from assessing 
events developing around us. Without 
Visual Control, we may not be able to 
identify these situations until it is too 
late. Even with Visual Control, we may 
fall short with Situational Awareness, 
particularly when we think we have 
“seen it all” or otherwise lose focus.

Even after a million miles on two 
wheels, there is seldom a week that I 
don’t marvel at some new situation. They 
start innocently enough, but then some-
one does something unexpected, only 
because I’ve never experienced it before. 

Riding more creates a mental file cab-
inet full of these “what if” experiences. 
Practice using that knowledge to identify 
potential risks and possible avoidance 
strategies when riding.

PreCIsIoN aNd sPeed: Motorcy-
cles are relatively easy to ride above 
20 mph, because speed adds balance. 
There shouldn’t be many challenges, 
until there’s a tight turn or situation that 
requires stopping quickly. 

Riding slower requires Visual Control 
and additional balance and coordina-
tion. Riding faster requires Visual Control 
and greater Situational Awareness. 

Many riders are apprehensive when 
it comes to maneuvering at slow speed. 
This is often due to imprecise use of the 
controls, improper body position and a 
failure to make head turns, which upsets 
balance. Many riders also crash into 
stationary objects or ride off the road at 

high speed—a failure in Visual Control. 
Ride within your own ability to safely 

navigate your current environment. Add 
training and practice with a mentor in a 
controlled environment to continually 
improve your skills at every speed.

BrakINg: Proper braking is a task that 
many riders fail to fully understand, and 
it is seldom practiced frequently enough. 

The landmark Hurt Report (1981) 
found that motorcyclists frequently 
crash due to improper braking—overap-
plying the rear brake and underapplying 
the front brake. 

ABS has been introduced as a solution 
to problems caused by improper brak-
ing. However, braking with ABS should 
be no different that braking without ABS. 

Good braking skills are learned by 
practicing precision and, when cou-
pled with Visual Contol and Situational 
Awareness, the ABS should rarely engage 
at all. Routinely practice quick stops 
from different speeds, without locking 
up the brakes, every time you mount up. 

It is not unusual for longtime riders to 
become complacent, but don’t fall into 
this trap. Practicing these four skills will 
improve your readiness and make you 
a more competent rider. Working with 
a training professional will help you be-
come a better rider even faster.

Walt Fulton is a retired roadracer, product 
specialist at Kawasaki and proprietor of 
Streetmasters Motorcycle Workshops.

Strategy
» STREET by walt fulton
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Challenges on Two Wheels
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Myth: A top case offers security 
for the adventure rider. The 
basis of this myth is that what 

is inside the case is safe from theft, like 
an expensive helmet, computer, camera 
or travel documents. 

I chortle when hearing this justifica-
tion for a top case. A determined thief 
with a crow bar or large screwdriver can 
pop the case open in under a minute 
and walk off with its expensive con-
tents. There’s a good chance they might 
carry away the top case too.

There are many pluses to top cases, 
which include being a convenient place 
to pack gear you might want to access 
quickly, like a rain suit. The conven-
ience factor is also a major minus, 
encouraging filling the box with things 
that should not be there.

My first adventure was with an Eng-
lish top case, made of fiberglass and 
mounted on an extended luggage rack 
by an underground, back street German 
motorcycle shop. I filled it with items 
for quick access, like books, tools, spare 
inner tubes, and cans of cola and food. 

All was fine, until it was ridden over 
an extended section of “gravel” road in 
Spain that one might otherwise refer 
to as washboard. The inside of that top 
case would have made an expensive 
food processor jealous. 

While emptying the mush, the top 
case moved around on the metal lug-
gage rack. Inspection identified that the 
bolts through the bottom of the case 
were secure, but had worn thumb-sized 
holes in the case. Another 10 kilometers 
of Spanish washboard could have easily 
resulted in that top case relocating into 
some bushes.

For the rest of that journey the top 
case was secured to the luggage rack 
with numerous bungee cords and 
straps, with much less weighty con-
tents. The tie-down method reduced 

the cool factor of matching top and side 
cases, as well as eliminating the ease of 
access and convenience factors.

TIPS
» Pay attention to the top case specifi-
cations. There’s usually a sticker inside 
indicating maximum supported weight 
and speed of travel. Filling a top case 
with significant weight that high and 
far back on the motorcycle negatively 
affects handling, braking and steering. 

Imagine what is happening inside the 
case when bouncing down a dirt road or 
over speed bumps. Wind also impacts 
handling, as most top cases are not aer-
odynamically designed.

» Study the mounting system to see 
where breakage can occur, causing pos-
sible loss of the entire unit. On one case, 
a single, simple plastic hook was all that 
held the case to the luggage rack. 

The two front hooks slid forward 
into slots, meaning when the rear hook 
broke, the whole case could easily slide 
off the rear of the mounting plate. 

Designed for easy removal, it was so 
easy that a child could eject the whole 
case with a screwdriver.

» Store nothing important in the top 
case. This includes your motorcycle 
registration, insurance and title papers, 
passport or wallet. Ease of access also 
makes it easy for them to disappear.

» An emergency room physician I 
know calls top cases “back breakers,” be-
cause if they don’t fly off in a crash they 
can just as easily break your back.

» Study the locking system, find weak 
points and modify them for enhanced 
security. If you can imagine how easy 
you could break the locks or mounts, a 
thief will do it even faster. 

Expensive, hardened steel locks con-
nected to cheap rivets, clasps or bolts, 
might be a casual theft deterrent, but 
will not make the items inside secure.

» While studying the mounting sys-
tem, consider what the top case is doing 
to the sub-frame. 

Running support braces to the rear 
footpeg mounts is not pretty, and may 
make removing the rear wheel more 
difficult, but may also prevent the sub-
frame from breaking under load.

An acquaintance shared his top case 
story after it went missing somewhere 
between a border crossing and his stop 
for the night. 

A frantic ride over roads ridden since 
last closing his top case was stressful 
and fruitless. Inside were his passport, 
telephone, laptop, camera and wallet—
for security and ease of access. 

In a foreign country with no passport 
or money, his next weeks were filled 
with adventures of the bureaucratic and 
expensive kind. 

He said afterward, “I was stupid. If I 
had a bungee cord affixed to the case, I 
might have heard it dragging along the 
road behind me.” 

Dr. Gregory Frazier has authored four global 
motorcycle adventure books, logged six 
circumnavigations and over a million miles.G
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» ADVENTURE by GREGORy W. FRAZIER

Top Case Adventures
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Ruts challenge even the best riders 
and narrow single-track trails are 
difficult for most new riders. Avoid 

ruts if you can, but sometimes you must 
drop in to ride them out. 

The key to riding single-track trails is 
to keep your bike on the trail and be able 
to change lines at moderate speed. 

For ruts you must be able to keep your 
tires at the very bottom without turning 
the front wheel into the sides. With-
out these abilities your riding skills will 
plateau, making it harder to take it to the 
next level. 

Motorcycles turn three ways: turning 
the handlebars, leaning the bike and 
sliding sideways. The way most street 
riders spend time turning is by leaning 
the motorcycle. Similarly, in order to ride 

through a rut or down single-track trail, 
rather than turning the handlebars, you 
must make slight bike lean angle adjust-
ments to continue riding a straight line. 

Lightweight dirt bikes can be easily 
leaned, especially if you know how to 
counterbalance properly. The ability 
to lean a bike at moderate speed is also 
the technique needed to ride sand and 
climb hills proficiently. 

Many street riders have little or no 
experience on dirt bikes. They’ve only 
ridden big street or dual sport bikes that 
have a narrow low-speed lean-angle 
window before their top-heavy weights 
take over. The bikes must still be coun-
terbalanced, but riders must be more 
careful how much they lean the bike at 
low speeds and use a combination of 
handlebar turning and weight transfer to 
offset the leaning. 

Practice on a lightweight dirt bike, 

by burying a long 2x6 board, so it is 
flush with the surface. Ride in first gear 
standing up and be ready to lean the bike 
slightly, instead of turning the handle-
bars, to stay on the board. 

If the front tire comes off the board, 
don’t try to get back on from the side. 
There could be a ridge, not unlike a pave-
ment edge, which could catch the tire 
and cause you to crash. Instead, circle 
back and try it again. This is especial-
ly challenging on a big adventure bike 
where you can’t even see the front wheel!

Ruts, potholes and other surface ir-
regularities can’t always be avoided, on 
or off road. With practice, your skills will 
improve and instead of getting stuck in a 
rut, you’ll be riding right through them. 

Gary LaPlante is the author of “How to 
Ride Off-Road Motorcycles,” and proprietor 
of MotoVentures.com Dirt First training.
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My husband slowed behind a 
truck overloaded with stone 
that gradually lost power 

while going up a steep hill. When the 
truck stopped, the brakes failed, and it 
began to quickly roll backwards. 

My husband immediately dropped 
his bike and scrambled for the curb, 
but was unable to avoid being crushed 
by the truck. The truck was loaded far 
beyond its legal weight capacity. 

The owner’s insurance will not even 
cover the funeral and burial expenses. 
My husband did not have underinsured 
motorist coverage. What can I do?

 —Motorcycle widow in West Virginia
 
 I am very sorry for your loss and I fully 
appreciate that no amount of money will 
ever replace your husband. 

In the situation you described, in ad-
dition to the truck driver and owner, the 
company that loaded the stone on the 

truck may be responsible. 
The operators of a stone company 

know more about truck capacities and 
weight limits than most truck owners. 
They also know exactly how much stone 
they are putting on the truck because it 
is weighed to determine how much the 
purchaser owes for the stone. 

When the combined weight of the 
truck and stone exceeds the gross weight 
capacity of the truck, the truck driver, 
truck owner and the person who loaded 
the truck broke the law.

 The company will defend on several 
fronts. First, the company will contend 
that your husband was following too 
closely and should have heeded the dan-
ger when the truck began slowing unrea-
sonably as it proceeded up the hill. 

They will contend that the motorcy-
clist should have kept a sufficient follow-
ing distance to allow time for necessary 
action if the truck lost power and brakes. 

Unfortunately, that claim has some 
merit and could cause a jury to assess 
fault to your husband’s actions.

The company will also contend that it 
was not responsible for ascertaining the 
weight limit on the truck or for compar-
ing the amount of stone loaded with the 
weight capacity of the truck. If state law 
does not include such a mandate, the 
reasonableness or unreasonableness of 
the stone company’s actions will require 
the jury to assess and rule upon. 

If the jury does not find fault with the 
stone company, no compensation will 
be provided. If the jury places blame on 
the company for overloading the truck, 
the final question will be whether the 
overload caused the stalling of the truck 
as the driver proceeded up the hill.

Harry Deitzler is partner at Hill, Peterson, 
Carper, Bee and Deitzler, PLLC. Submit 
questions at Motorcyclejustice.com

STRATEGY
» LEGAL BY HARRY DEITZLER

» DIRT BY GARY LAPLANTE

Motorcyclist Killed by Truck Overloaded with Stone

Riding Ruts
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As a commuter, I appreciate 
the virtues of ADV boots as 
part of daily highway warfare. 

They tend to be the most protective of 
gear, both in physical fortifi cation and 
imperviousness to the elements. 

Touratech’s Destino takes this concept 
further, utilizing an innovative two-piece 
design: The outer shell is constructed of 
waxed full grain leather, while the foot is 
ensconced in a lightweight, waterproof 
inner shoe that can be worn separately 
when off the bike. 

Styling of the black model’s outer shell 
is best described as purely functional 
meets Mad Max, with massive, impact-
resistant TPU plates protecting the shin, 
heel cup, toe box and inner ankle. 

The oil-resistant sole is fully stitched, 
while aluminum cam buckles and a 
steel toe cap cement its mission as an 
off-roader’s boot. Touratech’s distinctive 
yellow branding accents are located 
throughout. Thoughtfully, a stainless-
steel loop is integrated into each boot 
upper, allowing them to be locked to a 
stationary object when not in use. 

The washable inner shoe is much 

more subdued, with a 
breathable waterproof 
membrane and 
conventional laces 
working in concert 
with a hook-and-loop 
strap across the top to 
hold things securely. 

The process of putting 
on the inner shoe and then the 
outer shell is initially cumbersome, but 
eventually becomes routine. Touratech 
offers an invaluable online video show-
ing proper technique. 

Once on, the boots are massive and 
clunky compared to typical commuter 
gear, but about what you’d expect from 
full-dress ADV boots. They were quite 
stiff when new, but broke in nicely over a 
few thousand miles. 

Interestingly, the upper-shin-height 
outer shell is not waterproof, only the 
ankle-height inner shoe is. So while 
commuters like me could get away with 
riding in the rain for hours and staying 
dry, off roaders who wade above ankle 
height may fi nd water leaking in through 
the outer shell and down into the boot. 

Further, while put-
ting the inner shoe 

into the boot was 
easy when things 
were dry, it was 

more of a chore when 
wet, and left the boot’s interior smeared 
with whatever happened to be on the 
bottom of the inner shoe at the time. 
Things get funky quickly. 

Ultimately, the Destino serves a 
niche purpose: two pairs of footwear in 
one, for riders who pack light above all 
else. If that’s your genre, you will fi nd 
these boots comfortable, capable and 
extremely durable. For those who are 
willing to pack a pair of walking shoes 
and don’t need such integration, a good 
pair of conventional waterproof riding 
boots would be a better choice. 

—Moshe K. Levy

 Touratech, touratech.com
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REVIEWS

» VP Racing vs. Alco  BIKE WASHES

We’re always on the lookout 
for products that make 
the tedious task of bike 

cleanup faster, easier and more 
efficient. VP Racing is a dominant 
brand in the petrochemical world, so 
we wanted to see if they’re any good at 
noncombustible liquids. Alco was an 
unfamiliar name, but we’d heard good 
things and wondered what difference we 
might discern between their street and 
off-road formulations. 

Prices on all three washes vary widely. 
Expect to pay around $10-14 for 32oz 
spray bottles and $20-24 for gallon jugs 
from online discounters, with VP’s brand 

usually commanding higher prices.
We tested these washes on grimy 

street bikes and muddy dirt bikes, 
paying attention to their performance 
on different kinds of crud and various 
surfaces. They all work best on a wet 
machine after all loose, chunky and 
crusty stuff has been removed with a 
sharp stream of water or a stiff brush. 

Don’t pressure wash motorcycles, to 
avoid forcing water past seals. If there’s 
old lube built up on the chain, saturate 
it with an O-ring-safe solvent ahead 
of washing, too, since no water-based 
cleaner can dissolve that.

All three of these washes worked quite 

well. In every case, they removed the 
layer of dirt and grime remaining on the 
bike after the initial hose-down, and did 
so without leaving behind any visible 
residue, even on bare aluminum or black 
rubber, which some washes can leave 
looking chalky. Painted and polished 
surfaces shined after rinsing. 

We’d love to tell you there is a bike 
wash that eradicates any need for elbow 
grease, but we haven’t found one yet. 

Even if you don’t have to scrub 
anything due to sheer filth, you’ll still 
need to wipe dry sections prone to 
water-spotting, which is more a function 
of the mineral content of your water 

more subdued, with a 
breathable waterproof 
membrane and 
conventional laces 
working in concert 
with a hook-and-loop 
strap across the top to 
hold things securely. 

Further, while put-
ting the inner shoe 

more of a chore when 

» Touratech DESTINO ADV BOOTS
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VP Racing
Power Wash 

Alco Street
Bike Wash 

Alco Dirt Bike/
ATV Wash 

Chain lubes are sold for dirt or 
street bikes, but usually not both. 
Street bikes see sustained high 

speeds, have high friction requirements 
and use tacky additives. This keeps lube 
on the parts rather than flinging off. 

Off-road bikes are constantly accel-
erating and inundated by dirt, mud or 
water. They tend to use waxy and slippery 
lubes that attract less contaminants. The 
trade-off is more fling and consequently 
less protection, which requires constant 
cleaning and reapplication. 

I was skeptical when AMSOIL said they 
had a new product with good protection 
for both applications, so friends and I 
tested it for a year on a Kawasaki Versys 
650, Honda CBR1000RR, Kawasaki 
KLX450R and KTM450EXC. 

The street bikes started with new 
O-ring chains and sprockets. The Versys 
ran for 1,100 miles over occasional com-
mutes and sat more than it was used. It 
was lubricated twice and never cleaned 
or adjusted. Result: no fling on the inner 
fender or around the sprockets, no rust, 
no binding, no O-ring cracking. 

The CBR ran a combination of street 

and seven race events for 7,800 miles. 
It was lubed four times, never cleaned 
and adjusted once. The result: Light fling 
inside the front sprocket cover, no rust, 
no binding, no O-ring cracking. The 
chain is still good for next season. 

The dirt bikes saw 40 hours of riding 
through silt, sand, streams and loose 
rock with new non-O-ring chains and 
sprockets. This type of chain has less 
friction resistance but doesn’t last very 
long. They require constant cleaning and 
maintenance. 

The KLX450R was cleaned and lubed 
every ride. It required two adjustments, 
which is one less than normal and I 
estimate it should run about 30 percent 
longer than usual. Result: Light external 
rust, no binding, light fling around the 
front sprocket and no fling inside the 
fender or around the rear wheel. 

The KTM450EXC was never cleaned. 
Just lube on top of dirt, every ride. It 
was covered in silt, had external rust, 
some binding links and required three 
adjustments (normal amount). I was 
impressed by this torture test. I ground 
off and inspected a couple binding links 

and could see 
superficial 
rust and 
stains, but 
nothing that 
would bind 
the pin. 

The bind-
ing came from 
dirt between the plates. Once cleaned, it 
moved freely and would have been good 
for another couple rides. 

This product works as well as any qual-
ity O-ring chain product and better than 
most for the non-O-ring application. It 
protected parts in the worst conditions 
and with little cleaning, although expect 
longer life with proper cleaning. It had 
great anti-fling properties and decent 
resistance to accumulating dirt. 

It might be the best lube available 
for enduro and adventure riders, with 
respectable results and adaptability to 
any application. This is a good lube to 
keep on the shelf for only $11.

—Mark Barnes

AMSOIL, amsoil.com

» AMSOIL CHAIN LUBE ON/OFF-ROAD

and the surface’s protective 
coating than the wash itself. Alco’s 
washes are touted as all natural 
and environmentally safe; the VP 
Racing wash contains harsher 
chemicals with some toxicity.

We tried using the Alco Street 
Bike Wash on dirt bike dirt and the 
Dirt Bike Wash on street bike dirt, 
but couldn’t detect a significant 
difference; buying either one will 
likely suffice for washing both 
types of machinery. 

We also didn’t see any 
advantage to the higher-priced VP 
Racing Power Wash. So, among 
these three, we’d recommend 
going with the Alco dirt bike 

wash. It’s safer and usually less 
expensive than the VP Racing 
alternative, and it may hold some 
advantage over the presumably 
less powerful street bike version, 
even though we couldn’t see it.

—Mark Barnes

VP Racing Fuels, vpracingfuels.com
Alco Cleaners, alcocleaners.com
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World bikes are the ultimate 
goal of any manufacturer, 
but building a bike that 

meets the demands of populations 
inhabiting the six major landmasses 
is a tough challenge. 

Not only are there demographic 
and geographic considerations, but 
also political and environmental. 
Some riders like small bikes while 
other enjoy them large. Some like 
inexpensive, some prefer extrav-

agant. Developed countries have 
emissions regulations, and yet other 
countries appear to have no rules at 
all. Some places have beautiful paved 
mountain roads that others can only 
dream about.

Has anyone found the magic 
formula for a small-bore bike that is 
inexpensive, easy-to-ride, has both 
usable and manageable power and 
is equally capable on the pavement 
and off? 

The first entrant in our small-bore, 
single-cylinder battle arena is the 
British-styled, India-built, Royal 

BMWWHEN THE PURPOSE 
IS PRACTICALITY 

OVER PERFORMANCE, 
SOMETIMES LESS IS MORE. G 310 GS

COMPARISON
MODEL

> By David Hilgendorf
and Russell Evans
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ROYAL ENFIELD   

HIMALAYAN
Enfield Himalayan, which looks a lot 
like a dual-sport. 

Our other contender is BMW Mo-
torrad’s German-designed, and also 
India-built, G 310 GS. A derivative of 
its wildly popular, globe-trotting R 
1200 GS adventure bike, sized down, 
powered down and priced down. It 
appears to be pavement ready, and 
unlike its fraternal twin G 310 R, it 
features limited off-road capacity.

We put these two similar, yet very 
different Euro-Indian bikes to the test, 
to find out if either is closer to a true 
50/50 world bike, or a better value.

ENGINE
G 310 GS
The 313cc, liquid-cooled, single-cyl-
inder engine is the same impressive 
little powerplant found in the G 310 R 
roadster (MCN 4/18), with four valves, 
double overhead camshafts and elec-
tronic fuel injection. 

The Beemer has a hefty 80mm bore 
and is quite oversquare, sporting 
only a 62.1mm stroke. The GS has the 
same backward-tilted cylinder as the 
R, its intake tract positioned at the 
front, exhaust tract at the rear, and the 
spark plug mounted at the center of R
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the combustion chamber.
The four valves are activated by 

speed-resistant rocker arms, which 
have a Diamond Like Carbon coating 
to minimize friction and wear, and are 
based on the S 1000 RR design. The 
cylinder sleeve has a low-friction Nikasil 
coating integrated into the upper half 
of the engine housing. The engine oil is 
circulated via wet sump lubrication. 

The GS was efficient and precise with 
its 31.45 horsepower and never labored 
in pushing around its 373 pounds. With 
a compression ratio of 10.6:1, it redlines 
at 10,500 rpm, as with the G 310 R, we 
longed for more power. It never got 
buzzy, thanks to a single gear-driven 
counterbalancer. 

The bike was designed for the world 
market, and the motor and injection 
are compatible with lower fuel qualities, 
and various elevations and atmospheric 
conditions, offering a lot of versatility.

HIMALAYAN
The LS410, single-cylinder, four-stroke 
motor has all the classic angles of Brit-
ish-designed engines. It also now has 
flawless fuel injection, which is what 
allowed it to pass emissions and be 
imported to America. 

What it doesn’t have is lots of usable 
power or torque, which is handy when 
traversing rocky, sandy or steep terrain, 
especially at low speeds. The dyno 
showed unsurprising, near-identical 
readings of 21.86 horsepower and 21.24 
pound-feet of torque at the rear wheel. 

The 86mm stroke within the bulging 

cylinder head is designed to give it more 
low-end, with steady, if unspectacular, 
performance. It is nearly squared up by 
the cylinder’s 78mm bore, which leaves 
the top end lacking. 

While the deliberate launches took 
some getting used to, we appreciated 
the Himalayan’s civilized midrange and 
liked its stability upward of 65 mph on 
paved roadways, though it does get 
quite buzzy at speed. The air-cooled 
engine presented no overheating issues 
during warm-weather testing. To quote 
Royal Enfield, it’s “Built Like a Gun.”

TRANSMISSION
G 310 GS
A multiplate wet clutch provides 
flawless transition through the constant 
mesh, 6-speed gear box. We never 
missed a shift or noticed much at all 
about clutch pull and shifting, which is 
about as good as it gets. 

Final drive on the GS is through an 
O-ring chain. It’s easier to max out 
speed in fifth than sixth gear, as it pulls 
harder. Still, it only hits 80-something if 
you have a long stretch of road. A shift 
light at 10k rpm seems superfluous.

HIMALAYAN
The 5-speed gear box reflects its low-
speed bias. Though an overall smooth 
shifter, we had some problems with en-
gagement and clutch slipping. Second, 
third and fourth gears are quite tall and 
versatile within the powerband, so the 
rider isn’t constantly shifting gears. 

Fifth is only useful when cruising at 
top speed, which is somewhere slightly 
above 70 mph, though the speedometer 
displayed only 63 mph, a substantial 
innacuracy we don’t often see anymore.

SUSPENSION & HANDLING
G 310 GS: 
Suspension travel is one of the few 
areas in which the GS differs from the 
R. Working in an extra inch and a half 
has increased travel to 7 inches. Not 
Dakar-worthy, but the GS is more than 
capable on the majority of unpaved 
roadways. Rear preload is adjustable.

BMW says spinning the cylinder 
180 degrees helps lower the center of 
gravity, which we felt when tackling 
winding mountain roads. It also helps 
to preserve a short wheelbase. We found 
the GS to be exceptional on all pave-
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ment travel—tight urban traffic, freeway 
cruising and dragging the pegs in the 
twisties. Even in the tightest turns, the 
GS tracked well, feeling compliant with 
the bank of the turn and, at the same 
time, stable and neutral.

HIMALAYAN
The Himalayan’s robotically welded 
half-duplex split cradle frame was 
designed for strength. It gives the whole 
bike a rough and ready stance, which 
can be reassuring when venturing onto 
a less-civilized course. 

Handling was good, but not great, 
which is what we expect from a du-
al-sport. Also not surprising, the 
Himalayan was at its best on a bumpy 
and rocky dirt road, with rider up on the 
pegs. This is its core competency, and 
ultimately what it was designed to do. 

On dirt, the linkage-assist, preload 
adjustable monoshock kicks in with 7 
inches of travel, and the forks serve up 
nearly 8 inches. Combined with almost 
9 inches of ground clearance under the 
case, there’s no bottoming out.

BRAKES & WHEELS
G 310 GS
The 19-inch front wheel gives the GS a 
dirt bike stance and is good for maneu-
vering in tight turning conditions. The 
wheel axis was moved forward, chang-
ing the rake from 25 degrees on the 310 
R to 26.7 degrees on the GS.

The Metzeler Tourance tires are a 
good choice for the GS, producing ex-
cellent traction on pavement and a hint 
of off-road capability. The wheels are 
5-spoke light alloy, in black.

The GS features high-performance, 
two-channel ABS with braided stain-
less steel brake lines. It provided ample 
deceleration and no skidding. For 
off-roading, the ABS can be disabled on 

the fly with the long-press of a button.
Front braking comes through a radi-

ally bolted four-piston fixed caliper and 
a disc diameter of 11.8 inches for safe 
and sure stopping. The rear brake is ac-
tuated by a two-piston floating caliper, 
squeezing a 9.5-inch rotor. 

HIMALAYAN
The 21-inch front and 17-inch rear 
wheels are spoked, for strength, and the 
sizing allows plenty of maneuverability. 
The Pirelli MT60 dual-purpose tires on 
our test model offered a decent balance 
of off-road and pavement grip, though 
traction was not ideal in either case. 

Unfortunately, the brakes did not 
hold up well during stress-testing, with 
the smallish two-piston front calipers 
overheating on the first braking run and 
the front pads glazing and letting go. 
Our average 60-0 stop was over 150 feet. 

The brakes grabbed well during 
normal riding, but locked up a couple 

of times, sending the bike into a short, 
uncontrolled skid. Not fun. 

Part of the blame goes to the tires, 
which are obviously a compromise to 
find traction in both the paved and 
unpaved worlds. They did neither, 
skidding on pavement during sudden 
braking and also a couple of times on 
downshift braking. 

Even on the dirt, where the Hima-
layan feels more at home, sudden 
braking resulted in a sideways skid that 
was nearly disastrous. We’d recommend 
immediately seeking out some more 
robust tire and brake pad options.

ERGONOMICS
G 310 GS
The difference between the GS and its 
R sibling was simply amazing. The GS 
was a great-fit for even our tallest tester 
(6 feet 3 inches). A loosening of four 
handlebar clamp bolts and a little push 
forward gave the handlebars an even 
better riding feel. 

Riding position is close to perfect and 
all switches are easily accessible. We 
never felt tired after riding the GS. The 
seat is very comfortable. At 32.5 inches 
it is nearly 2 inches higher than the 
310 R and about a one-half inch higher 
than the Himalayan. BMW offers both a 
lower and taller seat, which only raises 
or lowers it one-half inch, for $400. 
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HIMALAYAN
We found the Himalayan’s upright 
riding position geometrically comfort-
able, but substantially more compact 
than that of the BMW. The tapered seat 
is narrow in front to facilitate easy reach 
to the ground and can help set the rider 
up for off-road turns. 

It’s wider in the rear, for comfort 
during long stretches on paved roads. 
Though a little on the soft side, it offered 
the level of comfort where the rider 
becomes completely unaware of it. 

Grippy dirt bike pegs and tall han-
dlebars facilitate easy traverse when 
standing. Low seat height keeps ground 
within reach, which is a big deal when 
paddling across a river or negotiating a 
boulder farm with a few dabs of the feet. 

The straight line between the 
pegs and grips lines up well with the 

rider’s leg angle when seated. Bars are 
an easy reach, for comfort during long 
stretches of highway. Narrow span bars 
(32.75 inches) are an inch shorter than 
BMW and offer good clearance in tight 
spaces, such as between trees or cars.

INSTRUMENTS & CONTROLS
G 310 GS
The instrument cluster is an LCD 
screen that offers all the essential 
data, plus gear, range, average fuel 
consumption and average speed. The 
setup is compact, as one might expect 
in this price range and size of bike.

HIMALAYAN
Another defining feature of the Enfield 
is the asymmetrical dash dominated 
by the oversized analog speedometer, 
plus smaller circular tachometer, and a 

digital compass! Additional information 
is displayed on an LCD panel within the 
lower half of the speedo hoop. 

There’s some novelty here, but we 
question the necessity of such largess in 
the untamed corners of the earth.

ATTENTION TO DETAIL
G 310 GS
As these bikes are marketed for 
adventure, the GS has an expansive 
luggage rack, suitable for mounting 
either BMW’s $200, 29-liter “Topcase 
Light” or $375, 30-liter top case. Um?

Splitting the difference, we strapped 
on a more adventurous $300 BMW 
“Luggage Roll Duffel” dry bag and a soft 
helmet case. Plenty of room, provided 
there’s no passenger. Other BMW 
storage accessories are available and 
the aftermarket is on point.

Fit and finish is typical BMW. Other 
than being much smaller and made 
of lesser parts, this bike looks and acts 
very much like the Giant-Sized version.

HIMALAYAN
Designed for versatility, there are 
mounting points front and rear. The 
black tubular steel tank guards are one 
of the Himalayan’s most prominent 
features, and can also be used as front 
luggage rack mounts. 

Unladen, the framework provides 
protection to the 4.0-gallon tank from 
incurring dings and dents. There’s also 
a minimal, but ample luggage rack in 
the rear that extends vertically down the 
sides with three-hole steel triangular 
mounting panels. 

The upswept exhaust provides 
expanded clearance of water crossings, 
and the cut-steel, desert-type pegs and 
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TESTERS LOG
I had mixed feelings 
about these bikes. I ap-
preciate that manufac-
turers are attempting to 

market smaller, more affordable 
“world bikes” here in the U.S. I’m 
a big proponent of starting small 
and working up to a larger bike. 

However, roadworthy bikes 
should be able to keep up with 
traffic and stop consistently. 
Top speeds were adequate, 
but acceleration was not. The 
brakes appear to have met the 
cost-cutting axe, that’s a no-no.

Taken as is, they are a lot of 
fun. It’s easy to load them with a 
duffel full of necessities and dis-
appear to wherever. Easy to ride 
and park in the city, and capable 
enough to pass any serviceable 
road. As that was the Hima-
layan’s mandate, it passes with 
flying colors, being the better 
off-road of the two. It should be 
simpler and less expensive to 
maintain, and it’s $1,500 less!

The GS is showy, looking 
very much like its larger breth-
ren, and sports a much finer 
attention to detail. It should 
be the gateway drug to future 
ADV-wannabes that BMW 
expects it to be. But don’t walk 
into a BMW dealer expecting to 
find a bargain on anything other 
than the bike. Hopefully it’s low 
maintenance.

—David Hilgendorf

Each of these bikes had its own 
element, where it obviously 
thrived. The BMW was definitely 
at home on pavement and it 
absolutely hit a different gear on 
twisting mountain roads. Lean it 
over as far as you want, keep the 
revs up. With only 31 hp, you’re 
not going to overcook the turns. 

The GS was up for moderate 
off-road duty, but only as a 
public service. In the dirt, it felt 

a little heavy and not as easy to 
turn as it is on the pavement.

On the other hand, just as I 
was about to give up on the Hi-
malayan, I turned down a rocky, 
rutted dirt road. Suddenly, the 
frumpy, sluggish Royal Enfield 
came to life, soaking up every 
bump on the rougher terrain. 

Tons of fun, until a truck ap-
peared out of nowhere. I locked 
up the brakes and the RE went 
into a broadside skid. Later, I 
came around a blind turn to find 
traffic stopped. Hard braking 
produced an instant skid (no 
ABS). Note to engineers: Brakes 
are the most important control, 
do not skimp on them! 

 —Russell Evans

Did Royal Enfield engineers 
share technology with Hoover? 
Because the only thing the 
Himalayan did proficiently was 
vacuum the fun outta my moto. 

On upshifts to second, the 
clutch would briefly slip after 
slapping in. I thought, maybe 
it’s the big bore 21 hp motor bog-
ging? Nope, it happened with 
clutchless shifts, too. 

1990s gauges and suspen-
sion, but thanks for the com-
pass! (eyes rolling). During quar-
ter-mile “acceleration,” I could 
have a pizza delivered before I 
crossed the line. 

The speedo was over by 8 
mph, reporting 80 mph at 72 
mph on the GPS. That makes 
it feel faster? The front brake 
caliper is smaller than most rear 
calipers and overheated with 
any constant brake pressure 
at speed, then the pads would 
glaze and let go. Welcome to the 
U.S., good luck with that!

Hands down on the GS, for 
me. It’s a better bike, with 
better technology.

—Brant Wiwi

diamond-textured handgrips help the 
rider stay in contact with the bike when 
things get a little bouncy.

The mini-windscreen worked OK 
and its semi-circular bottom shaping 
accommodates the high-set, high 
intensity round headlamp. These fea-
tures, plus the dash design and rubber 
fork gaiters are distinctly Royal Enfield. 

There is also an aluminum skid plate 
protecting the engine and even a cen-
ter stand. But there is no explanation 
for having two front fenders. It’s like 
the designers want it to look like a dirt 
bike, but without sacrificing the road 
hugger. If you’re riding in gnarly mash, 
the hugger should be the first thing to 
go, followed closely by the tires.

VALUE
G 310 GS
With a $5,695 MSRP, BMW reduced its 
delivery fee once more, bringing the 
micro GS in under the $6,000 mark. 
Unfortunately, BMW hasn’t announced 
any branded apparel priced in line with 
the bike. A full set of BMW protective 
gear will still run well over $1,000. 

The GS does everything the R model 
does, and is a better fit for taller riders. 
It is fun to ride and would be an ex-
cellent choice for commuters, college 
students, delivery drivers, or anyone 
looking for a bit of style at an affordable 
price. Though it would probably hack 
it, it’s likely not the GS you want to take 
on an around the world adventure.

HIMALAYAN
We appreciate Royal Enfield’s $4,500 
offering, but you get what you pay for. 
It’s nice to have decent suspension, 
some crash protection and a center-
stand as standard equipment, but the 
braking issues are a concern. Long-
term durability is also a question mark, 
but having such a simple design means 
it should be easy and inexpensive to 
work on anywhere in the world. 

It is user-friendly, with a tame power-
band, low seat height and game-chang-
ing EFI. It’s also quirky and unique, 
which will help it find an audience, 
because motorcyclists are quirky, too. 
For off-road adventure, this is likely the 
better choice of the two.  MCN

16x23 Bike Comparison.indd   21 4/24/18   6:02 PM

http://www.motorcycleconsumernews-digitalmagazine.com/mcnews/june_2018d/TrackLink.action?pageName=21&exitLink=http%3A%2F%2FMCNEWS.COM


22    MCN    I    For Enthusiasts MCNEWS.COM

SMILES
1. Easy operation

2. Off-road capability

3. Affordable ownership

FROWNS
1. Brakes
2. Top-end power

3. Speedo inaccuracy

2018 ROYAL ENFIELD HIMALAYAN CycleStats

» PERFORMANCE
Fuel Economy (MPG)
High: 54; Low: 49; Average: 52
Estimated Range:  208 mi.
60-0 mph: 148.5 feet
0-60 mph: 9.77 sec.
1/4 mile: 18 sec. @ 72 mph
Power to Weight: 1:19.9
Speed @ 65 mph: 59
RPM @ 65 mph: 5,200
RPM @ limit: 6,500
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» GEOMETRY» QUICK HITS
MSRP:  $4,499
Category: Dual Sport
Displacement: 411cc
Engine Type: Single-cylinder, 
air-cooled 4-stroke, SOHC
Warranty: 2 years, unlimited miles
GVWR: 816 lbs.
Wet Weight: 434 lbs.
Carry Capacity: 382 lbs.
Seat Height: 31.5
Colors: Granite; Snow

» SPECIFICATIONS
Valvetrain: 2 valves, SOHC, with screw 
and nut adjust.
Bore & Stroke: 78mm x 86mm
Comp. Ratio:  9.5 : 1
Transmission: 5-speed constant 
mesh
Final Drive: Chain
Fueling: EFI
Tank Capacity: 4 gallons
Fuel Grade: 87 Octane
Exhaust: 1-into-1
Ground Clearance: 8.5 in.
Wheelbase: 57.5 in.
Rake & Trail:  26°, 4.0 in.
Tires:  Pirelli MT 60: 90/90-21 inch, front; 
120/90-17-in. rear.
Brakes: 300mm disc, 2-piston floating 
caliper, front; 240mm disc, single-pis-
ton floating caliper, rear.
Suspension:  Telescopic, 41mm, 7.9-in. 
travel, front; monoshock with linkage, 
7.1-in. travel, preload adjust, rear.

» ELECTRICS
Battery: 12V, 8 Ah VRLA
Ignition: TCI, multi-curve
Instruments: (analog) speedo, tach, 
(digital) compass, clock, ambient 
temp., odometer, avg. speed, 
Indicators: engine, battery, high 
beam, neutral, gear, side stand.

» MAINTENANCE  
($130/hr.)      Miles        Labor       Parts     Total
Routine          6,000   $95             $65        $160
Valves       3,000   $47.50      $0            $47.50     

Source: Royal Enfield. Labor costs may vary.

» EVALUATION
Engine:    
Transmission/Clutch: 
Brakes:   
Suspension:  
Handling:  
Riding Impression: 
Ergonomics:  
Instruments/Controls: 
Attention to Detail: 
Value:   
Overall:    
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SMILES
1. Suspension

2. Handling
3. Fuel economy

FROWNS
1. Pricy BMW parts & service

2. Low-end power

3. Limited off-road chops

2018 BMW G 310 GS CycleStats

» PERFORMANCE
Fuel Economy (MPG)
High: 61; Low: 59; Average: 60
Estimated Range: 175 miles
60-0 mph: 128.5 feet
0-60 mph: 6.25 sec.
1/4 mile: 15.15 sec @ 86.15 mph
Power to Weight: 1:12.1
Speed @ 65 mph: 63
RPM @ 65 mph: 6,200
RPM @ limit: 10,700
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» GEOMETRY» QUICK HITS
MSRP:  $5,695
Category: Standard
Displacement: 313cc
Engine: Liquid-cooled, single-cylinder
Warranty: 3-years, 36,000 miles
GVWR: 767 lbs.
Wet Weight: 380 lbs.
Carry Capacity: 387 lbs.
Seat Height: 32.5 in.
Colors: Cosmic Black; Pearl White 
Metallic Motorsport; Racing Red

» SPECIFICATIONS
Valvetrain: 4 valves, DOHC and finger 
followers, shim-adjust. 
Bore & Stroke: 80mm x 62.1mm
Comp. Ratio: 10.6 : 1
Transmission: Constant mesh 
6-speed; multi-plate wet clutch
Final Drive: Chain
Fueling: EFI
Tank Capacity: 2.9 gallons
Fuel Grade: 87 octane
Exhaust: 1-into-1
Ground Clearance: 10.0 in.
Wheelbase: 57.0 in.
Rake & Trail: 26.7°, 3.9 in.
Tires:  Metzeler Tourance 110/80R 19 
front; 150/70 R 17
Brakes: Single disc, 300mm, 4-piston 
radial-mount fixed caliper, front; single 
disc, 240 mm, single-piston floating 
caliper, rear; ABS
Suspension:  Upside down telescopic 
fork, 41 mm, front; solid die-cast alumi-
num swingarm, directly hinged mono-
shock, 7.1-in. travel, preload adjust, rear.

» ELECTRICS
Alternator: 3-phase 308W generator
Battery: 12V/8Ah, maintenance free
Ignition: Electronic
Instruments: (digital) speedometer, 
tachometer, clock, date, trip.
Indicators: gear, fuel, shift prompt, 
ABS, hazard, neutral, engine.

» MAINTENANCE  
($130/hr.)      Miles        Labor       Parts     Total
Routine         6,000      $105          $55        $160
Valves     12,000    $645        $430      $1075

Source: Brown Motor Works, Pomona, CA.
Labor costs may vary.

» EVALUATION
Engine:    
Transmission/Clutch: 
Brakes:   
Suspension:  
Handling:  
Riding Impression: 
Ergonomics:  
Instruments/Controls: 
Attention to Detail: 
Value:   
Overall:    
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PLENTY 
OF SACK
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Smart design,  
zero-compromise 
manufacturing 
techniques and a 
strong customer base 
made Mosko Moto an 
instant success.

COMMERCE

Mosko Moto is a small com-
pany that has been trans-
forming the motorcycle soft 

luggage market since 2014. Before 
Mosko entered the market, motorcycle 
soft bags were primarily waterproof 
stuff sacks with mounting straps, using 
materials and assembly technology 
developed in 1993.

Their 35L Backcountry Panniers 

($700) and 40L Backcountry Duffle 
($225) were the first bags to incorpo-
rate design concepts and materials 
commonplace in the backpacking 
industry. The Backcountry Panniers 
come complete with mounting system, 
are warranted for 10 years, and have 
become the soft bag of choice for many 
hard-core world travelers. The prod-
uct was considered so good, in fact, 
that BMW partnered with Mosko to 
design and manufacture the German 

marque’s ‘Atacama Luggage’ line.
Mosko is named for Honduras’ 

remote Mosquito Coast, ‘La Moskitia.’ 
Late in 2013, company founder Peter 
Day had recently exited his corporate 
career and was on a dual-sport trip 
through Central America to clear his 
head and figure out his next move. 
While riding through La Moskitia, he 
crashed his bike, broke his leg, was 
rescued by commandos and eventually 
airlifted back to Miami for surgery.

> By Arthur Treff
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The concept for Mosko Moto luggage sprang from a real-world crisis in which co-founder Pete Day broke his leg riding in Honduras.
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During his home convalescence 
in White Salmon, Washington, Pete 
recalled his trip through Latin America, 
especially how much time he spent 
every day dealing with his soft frameless 
side bags. 

“Luggage is an essential element in 
the peak travel experience,” Day said. 
“On a trip, you develop a relationship 
with your bags, yet they’re often over-
looked. I decided to create soft bags 
with features that make sense when 
you’re away from civilization and living 
out of them for months.” 

HELP AROUND THE CORNER 
While Pete was dreaming of making 
his own bags, Andrew Bryden, the 
chief pack designer for DaKine, was 
considering a job change. He dreamed 
of working in a smaller company and 
happened to live in White Salmon as 
well. Mutual friends introduced the 
pair and Bryden and Day began to 
work on motorcycle bag designs almost 
immediately. 

“Andrew is the best technical 
designer in the industry,” Day said of 
his co-founder, “he was trained as a 
sculptor, so when he looks at a design, 
he sees it in three dimensions.”

Bryden spent 13 years as a backpack 
designer for leading-edge companies. 
This meant he knew how to avoid 
designing a bag that was impossible to 
build, or one that didn’t work well for 
the user. He also had experience incor-
porating cutting-edge materials into 
products as well as managing offshore 
manufacturers that are certifi ed to build 
products using such materials.

Before any prototypes were built, they 
decided on strict performance criteria 
for their product line. The bags had to 
be soft, rugged, expandable, waterproof 
(even after a crash), structured to pre-
vent sagging or moving while underway, 
attach securely using a quick-release 
mount and easily accessorized by the 
customer.

Day is a world travel addict who post-
ed stories of his exploits on ADVRider.
com. These stories had built him a good 
following, so he decided to write a blog 

about their new luggage 
venture.

The web audience was 
treated to regular updates 
with photos detailing 
design decisions, proto-
type building and testing. 
Problems and potential 
solutions were aired real 
time, with blog readers 
becoming an essential 
element of the product 
creation phase as they 
offered constructive 
feedback. In addition to 
speeding up the develop-
ment cycle, the blog read-
ers had the potential to 
become a list of trusting, 
willing customers. 

“Mosko does things a 
little different,” Day said. 
“We believe in full disclo-
sure, we share all of our 
decisions, successes and failures in our 
blog.” 

The January after his La Moskitia 
crash, Day fl ew back to Honduras to 
rescue his stranded bike, with a set of 
Mosko prototype bags, complete with 
a clever quick-release rack system. He 
thrashed the luggage as he rode dirt 

roads through Honduras, Nicaragua, 
Costa Rica and Panama for three weeks.

Though nothing leaked and the 
quick-release mounting rack worked 
well, Day returned with a list of im-
provements. Naturally, he shared it all 
with Mosko’s online audience.

Improvements were built into pro-
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The Backcountry Pannier 
Kit (top) and the Back-
country Duffl e (right) look 
like most soft luggage, but 
construction strength and 
structure rivals that of hard 
case panniers.

Mosko Moto products endure rigorous testing—by the 
co-founders themselves—and because the Washing-
ton-based company is small and nimble, quality control 
adjustments are implemented immediately.
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totypes, which were tested in Moab 
by Bryden, Day and a handful of 
friends. The process was also doc-
umented online. Bags were loaded 
to capacity then ridden over rough 
terrain, where crashing was a regular 
occurrence. 

“Throughout my design career, I 
worked for companies that operat-
ed on a slim margin,” Bryden said. 
“Mosko gear is fun to design, because 
we don’t concentrate on cost; we 
concentrate on usability and durabil-
ity. For instance, if we have a crucial 
plastic buckle that breaks in a crash 
and I fi nd an aluminum substitute 
that costs $20, we’ll use it.”

TO MARKET 
Most companies in the soft goods in-
dustry mark up manufacturing costs 

by a factor of fi ve. Mosko decided to 
sell direct, so they could spend more 
on manufacturing, set a lower mark-
up, and sell their complex product 
built from expensive materials at a 
competitive price. 

In May 2014, just 16 months after 
Day’s crash, Mosko Moto was ready 
for business. The two entrepreneurs 
took a deep breath, pulled the trigger 
on their fi rst production order and 
wrote a very large check. While 
waiting for the products to arrive, Day 
and Bryden worried about whether 
they could sell it all and recoup the 
money spent, but that concern was 
short-lived. Within minutes of Mosko 
posting its prices online, customer 
orders began to pour in. 

“Our bags are a hard box and soft 
bag hybrid,” Bryden said. “At the 
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Mosko Moto is a company of six, based in White Salmon, Washington. Co-founders Peter Day and Andrew Bryden (far right) gauged 
customer interest through a blog on an adventure-riding website before launching their company.

THROUGHOUT MY DESIGN 
CAREER, I WORKED FOR 

COMPANIES THAT OPERATED ON 
A SLIM MARGIN. MOSKO GEAR 
IS FUN TO DESIGN, BECAUSE 
WE DON’T CONCENTRATE ON 
COST; WE CONCENTRATE ON 
USABILITY AND DURABILITY. 
FOR INSTANCE, IF WE HAVE A 

CRUCIAL PLASTIC BUCKLE THAT 
BREAKS IN A CRASH AND I FIND 

AN ALUMINUM SUBSTITUTE 

THAT COSTS $20, WE’LL USE IT.

—ANDREW BRYDEN
MOSKO MOTO CO-FOUNDER

HROUGHOUT MY DESIGN 
CAREER, I WORKED FOR 

COMPANIES THAT OPERATED ON 
A SLIM MARGIN. MOSKO GEAR 
IS FUN TO DESIGN, BECAUSE 

T

COMPANIES THAT OPERATED ON 
A SLIM MARGIN. MOSKO GEAR 
IS FUN TO DESIGN, BECAUSE 

AN ALUMINUM SUBSTITUTE 

THAT COSTS $20, WE’LL USE IT.

—ANDREW BRYDEN
MOSKO MOTO CO-FOUNDER
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mounting point, they are as rigid as any 
hard pannier and can be removed just 
as easily. From the outside, they’re soft, 
but they can take a beating.”

Mosko has since supplied luggage 
for a team of ambassadors to test even 
further. The Backcountry Panniers have 
been loaded with 40 pounds each and 
ridden on some of the most punish-
ing roads in the world by experienced 
adventure riders.

GERMANY CALLS
BMW’s interest in Mosko was not just 
for its rugged bag design. The depth of 
Mosko’s online customer involvement 
proved that Mosko understood what 
customers wanted in a soft bag, which 
would translate into gold for BMW.

The changes BMW required were 
minimal and mostly cosmetic. In ad-
dition to a significant jump in Mosko’s 
sales from the partnership, the compa-
ny received compelling test data from 
Germany. Their bags were loaded and 
mounted to a BMW frame, which was 

bolted to a shaker table. The fully loaded 
system was punished with the equiva-
lent of 100,000 kilometers (62k miles) 
of washboard roads. BMW was quite 
happy with the results. 

THE FUTURE 
Mosko is now four employees, plus its 
two founders. Its product line stands 
at 17 items. Last year, the company 
shipped more than 6,000 orders from 
its website, and that doesn’t include 
significant shipments to BMW. Day 
says he’s very proud of Mosko’s bal-
ance sheet, and with a background 
in finance, he knows what a healthy 
company looks like.

Mosko has no plans to create addi-
tional specialty luggage, such as crash 
bar, fender or handlebar bags. Day and 
Bryden have their sights set on improv-
ing the existing product line based on 
testing and customer feedback.

Nonetheless, a protective clothing 
line is under development, which 
makes sense, given the company’s 

experience with technical fabrics. 
Mosko’s vision lies somewhere between 
motocross and ADV. Apparel that keeps 
a rider comfortable while working hard 
and protected during a fall. 

Mosko’s website hosts a blog about 
development of its clothing line and its 
existing luggage line. Also, the compa-
ny’s faithful followers remain on the 
lookout for videos about individual 
luggage products, some of which are 
shot during adventure travels. 

For the team at Mosko Moto, sales 
and revenue are riding in the right di-
rection and they’re all having fun in the 
process. A business trip for them might 
include testing luggage for six weeks in 
Africa.

MCN has obtained a few Mosko 
Moto product samples and is currently 
putting them to the test. Reviews will 
appear in coming issues.  MCN

Moskomoto.com
85 NE Snohomish Ave. Suite 2546
White Salmon, WA 98672 (509) 281-3211

For maximum cargo transport, Mosko Moto’s Scout Duffle tops off a pair of panniers with 60 liters of capacity.
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For several years, I had intended to visit 
Moto Richmond, a Triumph dealer in 
Richmond, Virginia. Hastening this visit 

was an impending move to Germany, which had 
the effect of lending urgency to many motorcy-
cle and non-motorcycle related activities. 

Feeling that one will no longer be able to do 
certain things can have that distinct effect, like 
getting new tires installed and fixing that leaky 
fork, before the bike was crated up for its voyage 
across the Atlantic. 

With a friend in tow, we headed 90 miles south 
to the nation’s capital, to see if there was any 
difference between Moto Richmond and the 
cookie-cutter motorcycle stores dotting rest of 
the Washington, D.C. area. I had reason to be 
optimistic after a chance encounter with the 
owner, Chelsea Lahmers, two years earlier at a 
motorcycle event in Northern Virginia. 

We were introduced by a mutual friend and 
fellow Triumph rider, who knew her though the 
DCRATS (DC Riders Association of Triumph) 
organization. At that time, we spoke about 
her store, I got some contact information and 
probably said I would come visit. I remember 
being struck by her energy and enthusiasm, 
and, frankly, by the fact that a woman owned a 
dealership. 

The first thing that caught our attention on 
arrival was that the building itself is not a typical 
motorcycle store structure. Moto Richmond is 
housed in an old brick building that dates back 
to the late 1800s industrial era. This mates nicely 
with the historic brands, such as Triumph. 

Most motorcycle stores in the Washington area 
are modern steel buildings with large glass doors 
and all the trappings of a car dealer, with offices 
where they beat you up until you agree to that 
undercoating you didn’t really want. Not at Moto 
Richmond. This is a building with both character 
and, as I was to learn, characters.

Before we reached the door, we were greeted 
by a very energetic staff member named Rachel, 
who immediately started talking to us about a 

You’re Welcome  
MOTO RICHMOND MIGHT BE TOO FRIENDLY TO BE A MOTORCYCLE DEALERSHIP

BUSINESS

> By Josh Coopersmith

The first impression of Moto Richmond usually comes from someone like 
owner Chelsea Lahmers, who is incredibly personable and seems genuinely 
interested in who you are and how she can make your day a little bit better.
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bike parked in their lot. I automatically 
went into defensive mode. I appear to be 
programmed to view overt friendliness in 
a cynical way. Twenty-one years in Wash-
ington can do that to a person. 

However, this was not a sales pitch, but 
absolute and genuine friendliness. There 
was not a hint of nefariousness, unless 
they are so devious as to make employees 
friendly when they really aren’t. I soon 
found out everyone there was ridiculous-
ly friendly, and down-to-earth.

Upon entering the store, one of the 
first things we noticed were keys in the 
ignition of every single bike! Huh? I’d 
never seen this before, and I’ve been in 
a lot of dealerships. When I discussed it 
with Rich, one of the salespeople, he said 
“You can test ride any bike you want and 
it makes it easier for us to simply roll a 
bike out the door.” 

My response was, “what an incredible 
show of trust.” True to form, Rich had a 
bike out the door before I could even fill 
out the very short form required for a test 
ride. Impressive. Rich led me through 
some tasty local roads as I sampled a 
Thruxton R. I didn’t like it enough to trade 
in my Speed Triple R. I also tried the Zero 
S and absolutely loved it!

Rachel and Rich turned out to be indic-
ative of the entire staff. We walked in with 
no expectations of having a good time, 
but ended up test riding bikes and spend-
ing a couple of hours there. Everybody 
was incredibly friendly and inviting. I was 
upfront about my impending move to 
Europe and they still let me take the bikes 
out. Even with no opportunity for an 
immediate sale, they understand how to 
create buzz surrounding their business. 

To further illustrate the atmosphere, 
Rich regaled how he was once moving a 
Zero through the building and acciden-
tally goosed the throttle and spun the 
rear tire. He said Chelsea came out of 
her office and asked, “Did you just do a 
burnout on my showroom floor?” 

After he fearfully replied in the affirma-
tive, she gave him a high-five and said, 
“Awesome!” 

He also mentioned that, “Frowning 
is not allowed here.” Not that frowning 
would be met with disdain by Lahmers. 
Instead, it would most likely signal an op-
portunity to find out what could possibly 
be wrong and if there was anything she 
or her staff could do to fix it. I doubt they 
would let any reasonable customer out 
the door with a frown.

Chelsea has so much energy and pas-
sion for her business. She is genuine, fun 
to be around and will talk all day. During 
our conversation, she reiterated how she 
was a small scooter dealer when Triumph 
approached her to become a 
franchise dealership. 

Lahmers is understandably 
proud of that; It is quite an 
honor to be able to say that 
while other motorcycle shops 
were lobbying to get the 
brand, Triumph came to her. 
As we left, we shook hands 
with Chelsea, but I had the 
distinct feeling she normally 
give hugs.

As we were suiting up I 
thought, “She gets it, she’s 
not in the motorcycle sales 
business, she is in the people 
business.” Lahmers clearly 
has an infectious positive 
attitude, loves her employees 
and customers (they seem to 

love her, too), understands the long play 
of allowing test rides and developing 
relationships. She views the motorcycle 
sales business in a much different way 
from what is considered normal. 

If I was staying in the country, there is 
no doubt I’d buy a bike there. But those 
who remain, especially those lucky 
enough to live in the Washington D.C. 
area, can stop in and visit Lahmers and 
her friendly Moto Richmond staff any-
time they want. Don’t forget to take a test 
ride, the bikes are ready, and keys are in 
the ignition. MCN
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The keys are in the ignition of every bike on the floor 
at Moto Richmond, just in case you want to test ride.
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Opening the door to a motorcycle 
shop, most riders feel excited 
just to be around the machinery 

and experience what’s new in the sport. 
The bikes and merchandise on display 
make us want to hang around all day. 

If we’re greeted warmly and treated 
like a friend, we return, and that yearn-
ing eventually turns into a purchase. If 
ignored or greeted by a pushy salespeo-
ple, we’re far less likely to visit again.

Our industry needs to reexamine 
how it interacts with consumers. Some 
motorcycle shops have been embracing 
a more customer-oriented ethos.

Eurosport Asheville is a BMW and 
KTM dealership in North Carolina, 
which has built a following that regulars 
claim borders on family. Since opening 
its doors July 2011, they have sold an 
average of 270 bikes per year. 

This dealership encourages prospec-
tive buyers to test ride their bikes, which 
is a welcomed change from what many 
more established dealerships allow. In 
a glass-walled showroom, well-chosen 
accessories surround both new and 

used bikes. From high-end apparel and 
luggage, and all the way down to basic 
tools. Truly one stop shopping. 

The service department is very busy, 
and clients travel from as far as 700 
miles away. The service manager—with 
an encyclopedic knowledge of all things 
BMW—is also a Certified Warranty Ad-
ministrator for both BMW and KTM. If 
they have a claim, Eurosport customers 
speak with a person, face-to-face. 

The staff exudes a friendly profes-
sionalism and enthusiasm for the sport 
that is rarely found elsewhere. Their 
product knowledge and engagement 
with customers instills an easy trust. 

The shop’s founder is Thomas Mont-
gomery, a lifetime rider and former pro-
fessional chef, whose successful career 
depended on his ability to build strong 
restaurant teams and instill them with 
a commitment to impeccable customer 
service. Thomas offered up his recipe 
for the shop’s success, and his thoughts 
about the industry at large.

Did you do any research before 
you opened Eurosport?

  
I visited many dealerships and 
clicked a stopwatch when I 
walked through the door to see 

how long it would take for someone to 
greet me. The record was 35 minutes! 
If that had been a restaurant, they’d be 
out of business in a heartbeat.

What are the most common 
errors store owners make?

  
The No. 1 mistake by far is 
focusing on the numbers, not 
the customers or staff. Second-

ly, not understanding the importance 
of training new staff. Not allowing staff 
the freedom to make decisions. Finally, 
allowing staff too much freedom.

What do you look for in pro-
spective employees?

  
An advocate for the sport and 
willingness to learn. Expe-

SELLING BIKES
WITH CUSTOMER SERVICE

 EUROSPORT ASHVILLE THRIVES WITH A FOCUS ON PEOPLE INSTEAD OF PROFIT. 

BUSINESS
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rience means nothing if it’s the wrong 
experience. When a potential team 
member says they’ve “seen it all,” that 
usually translates to “I know it all.” 

We’re changing the standard with our 
approach and some of our best employ-
ees joined the team with zero time in a 
dealership. It’s more fun working with 
people who are hungry for knowledge.
 

How do you encourage employ-
ees to be more knowledgeable 
and customer service focused?

  
Once you create the culture it’s 
easy to retain the attitude. If 
you listen to the conversations 

taking place here between employees, it’s 
usually on work-related subjects. Quality 
employees share knowledge and info. I 
spend very little time encouraging staff.

Do you have to retrain new 
employees who’ve come from 
elsewhere in the industry?

  
‘Reprogram’ might be a better 
term, because it’s a matter of 
changing the mindset. The 

industry-standard pay is a commis-
sion-based program that can potentially 
increase short-term sales, but does 
little for creating a customer advocate 
through quality customer service. 

When a customer walks in the door to 
a commission-based atmosphere, they 
are instantly and only evaluated by staff 
on their potential spending that day. 
The environment creates competition, 
tension, nervousness, fatigue, turnover 
and poor customer service. 

Why is the right employee com-
pensation model so important?

  
It goes back to building a pos-
itive attitude throughout the 
staff. The paycheck is crucial, 

but compensation must also go beyond 
the paycheck. Take care of your staff at 
work and after work. Let them know you 
value their efforts and their input. 

Take them bowling, buy them lunch, 
bring them (good) cookies. Send them a 

note on their birthday. Say “thank you” 
every chance you get. My staff makes it 
fun to come to work every day. 

How much do you advertise? 
 

Paid advertising consists of the 
local motorcycling magazine. 
We rely on word-of-mouth.

How important is social media 
in your marketing plan? 

 
Social media helps us get the 
conversation started. If we can 
get them in the building, they 

will understand we are as passionate 
about the sport as they are.

What activities connect best 
with your customers?

  
Events do not allow us to en-
gage with potential customers. 
We might sell gear and T-shirts 

and cover the costs of hot dogs, but does 
the customer get a true feeling of who 
we are or what we are about? I prefer to 
focus more on daily interactions.

What’s the secret to a successful 
service department?

 
Knowledge, transparency and 
respect. Customers that bring 
their bikes to a dealership for 

service want to know the issue will be 
taken care of. First and foremost, it’s 
our job to listen. At that point we can 
develop a plan of attack. We then need to 
explain our plan in a respectful manner 
to put the customer at ease.

Are your service customers 
predominantly local? 

 
We see a lot of out-of-state 
plates. Georgia, Tennessee, 
Ohio, even New Jersey. 

How did this following start?
 

It starts with one customer 
coming in randomly and 

getting into a conversation with a staff 
member, then going home and telling 
their riding buddies about the experi-
ence. Next time they bring a few friends, 
it keeps growing from there.

Do BMW and KTM owners visit 
when touring the area?

 
One of the best parts of the 
job is meeting people from 
elsewhere, hearing about their 

journey and why they came through 
Asheville. Most visits are due to a con-
versation they had with somebody they 
know or met on the road.

How do you choose what acces-
sory brands to carry? 

 
Research, customer feedback 
and in-house testing. Our entire 
team rides and expects the best 

from their equipment. That’s why we 
only stock the best.

You’ll soon be offering ad-
vanced rider instruction, why?

 
Training allows us to complete 
the circle: Inquire, Purchase, 
Learn and Enjoy. It does us no 

good to sell a bike that sits in the garage. 
We want bikes on the street. If you’re 
not comfortable while riding, you’re not 
having fun. It also helps that Blair, our 
Experience Manager, is a natural.

Powersports dealers would 
benefit from spending six 
months running a restaurant?

  
Think about the service you 
receive spending $30 at your 
favorite restaurant. They greet 

you at the door and know your name. 
They know their product, explain it 
effectively and deliver what you ask for. 
They don’t ignore you, sell you some-
thing you don’t want, or make you feel 
uncomfortable. That’s why you return. 

Why wouldn’t you treat somebody 
spending $20,000 on a motorcycle the 
same way?  MCN
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It takes more than fast riding to earn financial 
support. Racers must add value to the brand.

Dakar Rally star 
Lyndon Poskitt 
(right) says the 

rider’s work is 
only beginning 

with the signing 
of a sponsor. 

Stephanie Miskell 
(bottom) is an 
engineer who   

races expert class 
in the Loudon 

Road Race Series, 
thanks to sponsor 

support.

BEYOND

SPONSOR 

F or many riders, getting sponsored 
is a dream come true. It’s the inter-
section of our passion, feeling of 

purpose, and validation that our efforts 
have been hugely successful. 

Perhaps you’ve become so enamored 
with a certain product that you’ll use 
nothing else, or you’re a racer who’s 
taking your game to the next level. If 
you could get a sponsor to give you the 
cash, product or other support you need 
to achieve the winning edge, you could 
bring them to the podium and allow 
them to share in your success. 

There are many types of sponsor-
ships, ranging from discounted or free 
products and apparel, to contingency 

racing and even endorsements. 
Sponsorships are a way for both 
parties to gain exposure and 
give riders and racers the sup-
port they need to achieve their goals. 

Sponsorship—in whichever form fits 
your goals—is much more than merely 
getting cheap or free kit; it’s a business 
relationship in which expectations 
should be set and met, as in any other 
business transaction. 

Stephanie Miskell started racing as a 
novice in the Loudon Road Race Series 
in 2014, and in 2018 will be sponsored to 
race as an expert. 

“I would not have been able to race 
expert without the help of my sponsors,” 
said Miskell, an engineer by day, who 
maintains several motorcycles and goes 

through many sets of tires. 
Her sponsors give her the security of 

knowing that she always has the right 
services and equipment available, so she 
can focus on her racing.

Value-add is always a consideration 
for sponsors. The value you bring to the 
brands you are representing, and how 
you can highlight them and bring them 
to new audiences in an authentic and 
organic way, is an important part of the 
equation. In addition to the two cham-
pionships she won last year, Miskell is 
also a control rider for New England’s 
Penguin Racing School. That also puts 

> By Alisa Clickenger
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her, and her sponsors, in front 
of large groups of people 
when she’s not on the track. 

REV’IT! is an apparel com-
pany whose marketers look 
for someone who amplifies 
the brand voice, aligns with 
the values of the brand, is 
passionate and has an audi-
ence. They look for people 
who are representative of the 
brand and who have multiple 
channels of media presence, 
so they can reach the largest 
possible audience. 

“We look at four primary 
things from sponsor re-
quests,” REV’IT Senior Brand 
Relations Manager Tracy 
Motz said. “Do they have a 
good, engaged audience? This 
generally means social media 
or an online following, but not 
necessarily. The important 
part is that a defined audience 
is already established. 

“Secondly, do they have a compelling 
story or something that stands out; a 
unique angle? The third thing we look 
for is brand alignment. Do they share the 
same values as our brand? Do we think 
they will be an appropriate representa-
tive? Are they respectful? And finally, can 
they create excellent visual or written 
content on a consistent basis? Our bar for 
‘excellent’ is very high.”

REV’IT! launched an ingenious mar-
keting and sponsorship program last 
year, sponsoring an entire team made 
up of individual riders. In 2017, REV’IT! 
began with three women and expanded 
the program to five women in 2018. They 
received a lot of social media mileage 
from the auditions each year. 

This U.S.-based team was composed 
of self-motivated women, sponsored for 
different reasons, and each designed her 
own program, based on guidelines given 
by the company. For some, this meant 
appearing at events, for others it was 
editorial contributions to magazines, but 
all were reaching a sizable audience. The 
only firm requirement was that they all 
attend one rally together in team spirit.

“Always set expectations and always 
deliver on your promises,” Dakar super-
star Lyndon Poskitt said. “There is no 
such thing as a free ride. Work hard; noth-
ing comes for free. At least good, long-
term sponsorship relationships don’t. Be 
credible, pick your sponsors wisely and 
stick with them. A short-term win with 
a new sponsor might burn a potential 
long-term relationship.” 

Some riders may think that having to 
produce media or results in return for 
sponsorship is a downside, but it’s part 
of the deal. Sponsorships are business 
relationships, and most often there’s an 
expected return on investment by the 
sponsors, even if it’s not clearly defined. 
The most successful sponsorships, how-
ever, are very clearly defined.

“I don’t see any downsides, if managed 
correctly,” Poskitt said. “Not if the rela-
tionship is two-way.”

Both riders interviewed were gracious 
and extremely grateful to their sponsors.

“It’s important to go in every year not 
expecting the same level of support [as 
the prior year]. Make an effort to show 
you’re not assuming they’ll support 

you,” Miskell said. “I wouldn’t 
be able to commit myself as 
fully timewise or financial-
ly without the help of my 
sponsors. I always follow up 
at the end of the year with a 
thank you and my results of 
the season.”

When seeking sponsorship, 
remember the brand and 
marketing managers you are 
petitioning receive hundreds, 
sometimes thousands of 
requests. They are incredibly 
busy. It’s a tight-knit communi-
ty with a lot of competition and 
multiple demands on time. 

You must put forth the same 
effort indentifying, contacting 
and convincing the decision 
makers as you would when 
applying for a job. Make your 
pitch short, sweet and hon-
est, with a compelling list of 
reasons why your application 
stands above the crowd. 

Once you land a sponsorship, make 
your contact’s job easier by providing 
concise communication, easy-to share 
social media content, and reporting on 
a timely basis. Sponsor managers are 
accountable for their budgets, so help 
them look good by providing easy-to-use 
content and statistics that they can share 
on social media or distill into reports.

“Be prepared to produce media and 
exposure in return for what you are get-
ting,” Poskitt said. “As a minimum, know 
what the sponsor expects from you and 
deliver it. It’s a job. You have to work hard 
at it to achieve more.”

Twisted Throttle fully equipped my 
own Suzuki DR650 for a solo ride from 
their headquarters in Exeter, Rhode 
Island, to Argentina, back when it wasn’t 
a superhighway of southbound travelers. 
I have always been grateful to the people 
there, for their patronage. Even now, al-
most 10 years later, I still tell anyone who 
will listen how great the Mefo Tires were; 
one of the many items they provided. 

Even lapsed sponsorships can provide 
value to both parties, long after the rela-
tionship formally concludes.  MCN

Sponsorship managers get thousands of requests 
each year. Tim Clark, 541 Marketing/Bell Helmets 
Athlete Support Program, manages several thousand 
applications from potential athletes. Most of Clark’s 
contracts are with racers, yet he does entertain the 
occasional traveler or other types of motorcyclist.

Clark gave us the following pointers for a riding re-
sume that has the best chance of success with him:

» Include your contact information: name, address,  
      telephone number, email and social media  
      accounts. Many resumes don’t include such basic  
      informational items, which is a big mistake.
» Submit only two images: A head-and-shoulders  
      shot and your best close-up, engaged in the  
      discipline you represent. 
» A list of recent accomplishments: Only include  
      highlights from the last three years, not what you  
      did 10 years ago.
» Make it fit on one page.
» Only send a PDF: The best cross-platform format.
» Make sure your name is the file name:  
      e.g., John_Smith_resume.pdf

BEST PRACTICES FOR GETTING SPONSORED
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Feeling something 
abnormal in your ride?  
It could be your bearings.

Getting to the bearings can be a chore. Take great care not to damage parts or tools.

Shielded bearings like 
this one, typically found 
on street bikes, have a 
protective covering to 
keep out contaminants 
and keep the ride smooth 
until it’s time to change 
them out.

MECHANIC’S MIND

O ne second, I was throttling out of 
a mountain turn, the next second, 
the FZR and I were skidding 

happily along with my leg stuck under the 
cowling. Moments later, the bike high-sid-
ed into an awesome pile-driver on my 
body. I limped back to the garage and did 
an inspection. There were scuffs, a broken 
foot peg and bent bars, but the forks were 
straight and nothing else seemed to be 
broken, other than a blistering burn on 
my rear, the size of my head. 

Riding afterward, I noticed a strange 
pulse through the bars. It was a faint hum 
I could feel, but not hear. It wasn’t bad, 
just not what I usually felt. I checked the 
wheel by raising the front and spinning 
the wheel on the on the axle, but couldn’t 
feel anything. I pulled the wheel off and 
twisted the bearing with my fingers while 
side loading the inner race. Feeling flat 
spots, it was time for new bearings.

Before removing bearings, there are 
some things to be aware of. Bearings 
come with various covers to protect them 
from the elements. Some bearings are 
sealed with a built-in dust seal (photo, 
lower right). Shielded bearings are usually 
used on street bikes, not serviceable, but 
can be replaced. Some bearings are open 
(unshielded). This type is sometimes used 
on dirt bikes, can be cleaned and greased, 
but usually don’t last as long, due to expo-
sure to contaminants. 

We are our own worst enemies in this 
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> By Kevin O’Shaughnessy

Bearings

regard. Most contamination comes from installing a dirty 
axle, dirty fork or dirty rim. The bearing has a slip fit with 
the axle and scrapes off anything on the outside when 
inserted. If the axle picks up contaminants as it passes the 
fork leg, rim or dust seal, it most assuredly will scrape off 
into the bearing grease, so keep the immediate area clean. 

Open bearings always have a dust seal pressed into 
the hub. Shielded bearings may have a dust seal as well. 
If they have a seal, remove it with a pry tool or screw-
driver. Clean the area beneath and look for fasteners and 
mechanisms. I’ve seen a few older models with threaded 
spanner nuts and circlips holding the bearing in. 

Use a punch or spanner socket to rotate the spanner 
nut. Reuse the spanner if it’s still in good shape. Circlips 
and seals should be removed and replaced. Front wheels 
may have a mechanical speedo gear that requires removal 
as well. Trying to punch out a bearing with an obstruction 
could damage the rim or tool. 

The FZR had an aftermarket rim with a semi-floating 
inner spacer. I was able to move it to the side and use a 

REPLACING Wheel
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long-hardened steel punch to work out 
the bearing. The large cylindrical bearing 
would “oval-out” the bore if hammered 
only at one point, so I had to shift the im-
pact in a three-point triangular pattern. 

Pros: I only needed a ball-peen hammer 
and a drift punch. 

Cons: Repeated hammering can cause the 
inner race to deteriorate and blow out. This is 
probable on badly worn or rusted bearings. 
I’ve only seen a few bikes with floating inner 
spacers, so I usually use split-drivers. Fortu-
nately, the cost of these tools isn’t horrible. 

A more common method used currently 
is a press-fit split-driver and wedge. These 
come in sets with several driver sizes for 
about $75. A set will handle 98 percent of 
the common bearings sizes. Other sizes are 
available separately, for about $10 each. 

The driver is essentially a plug with a slot 
cut through the center. The wedge is a long 
chisel looking device with a specific taper 
to fit the driver. You use a brass hammer to 
tap the driver into the center of the bearing. 
Then flip the wheel with the driver under the 
rim (slot facing up). Insert the wedge into the 
driver slot from above. 

With the driver resting against the ground 
or table, hit the wedge a couple of times to 
force the driver open. Then raise the under-
side of the hub with a pair of 2x4s to allow a 
gap for the bearing extrusion. Then, with en-
thusiasm, beat the wedge senseless with the 
hammer. The wedge opens the slot, grabs the 
bearing harder and drives the bearing out. 

Pros: It’s simple and faster to use than the 
punch method and works on most systems. 
The centralized impact applies force equally 
to all sides of the bearing inner race. This re-
duces the chance of blowing out the center. 

Cons: The cost of the tool is close to what 
you would pay for the labor to drive it out 
at a shop. Do a front and rear wheel and it’s 
paid for itself and saved you some money. 
The wedges and drivers wear after about 
30 bearings pulls and require replacement, 
but most DIY’s will never use it that much. 
Suggestion: Buy a set with a friend and split 
the cost.

Before installing the bearing, make sure 
the inner spacer is installed. The spacers 
allow axle torque to center the wheel but pre-
vents the inner race from moving inward and 
binding the bearing. Without, axle torque will 
completely seize the wheel. If a bearing is re-

moved, even new, it can’t be installed again. 
Use a bearing race and seal driver to 

reinstall the bearing. The installation tool di-
ameter needs to be slightly smaller than the 
rim bore, but large enough to cover the outer 
race. If the outer and inner race surfaces 
are flush, the pressure will be applied to the 
outer race, which is good. Pounding just the 
inner will ruin the bearing and you will have 
to immediately replace it. 

It’s not recommended, but in a pinch, you 
could use a socket. I’ve done this, but it’s 
hard on my tools and they usually cost more 
than the $30 for a bearing driver set online. 
Use a brass hammer to force the bearing 
evenly into the rim bore. Once the bearing 
is seated, the hammering sound will change 
from a “dull thud” to a “sharp ping.” 

This indicates the bearing contacted 
something solid. Do not hammer past this 
point. Check to make sure the distance 
around the bearing is even all the way 
around. This indicates it has been fully seat-
ed. If the bearing is an open type with seals, 
pack the bearing and cavity between with 
grease and clean the axle and fork leg hole 
before installing the wheel. 

While some will be eager to try this, others 
may want to have the shop do it instead. 
Save yourself most of the labor rate by 
pulling the wheel and bringing it in. If you 
schedule ahead of time, they can probably 
have it done in a half-hour.

Bearings should be checked every 30,000 
miles, but some can last over 60,000 miles, 
depending on the load. Remove the disc or 
drum brake, lift the wheel and spin it, while 
feeling for flat spots. Also wiggle the wheel 
from side to side for play; it should move 
freely but not wobble. The rim should also 
have zero side play when the axle is torqued 
to spec.

If you don’t replace bearings in time, you’ll 
initially get improper tire wear and poor 
handling. Eventually, a disintegrated bearing 
could cause catastrophic lockup.  MCN
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The wheel bearing wedge (above) is 
a basic blunt-force tool for knocking 
bearings out. 

A bearing race and seal tool is best for 
reinstalling bearings, as it is designed to apply 
uniform pressure around the bearing rim.

The press-fit split-driver (above) and 
split-driver with wedge (below) are 
common tools for bearing removal. 
Once the split-driver is inserted 
into the bearing center, force on the 
wedge with a hammer  “grabs” the 
bearing and pushes it out.
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Data vs. Instinct. 
Science vs. Art. If 
history has taught 
us anything, it is 
that no one has the 
magic formula for 
what consumers 
will buy. 

DESIGN

       The

Edsel                   
Effect

In the mid-1950s, Ford Mo-
tor Company decided its 
market positioning needed 

a shake-up to compete with 
rival brands, particularly those 
operated by General Motors. 

Ford planned to move its 
Mercury and Lincoln divisions 
upmarket, to compete with 
Pontiac and Cadillac, leaving a gap in 
its lineup for an entirely new midpriced 
brand. The brand was named Edsel, af-
ter company founder Henry Ford’s son.

The design phase was preceded by 
one of the most extensive marketing 
surveys ever undertaken in the automo-
tive world. Studies were carried out to 
identify exactly what customers wanted, 
with the goal of combining all those 
desires into one perfect car. 

When the Edsel launched, customers 
rejected it en masse, sales were less than 
half of what was needed to break even, 
and the whole venture ended up as a 

very expensive failure. Ford lost $350 
million on the Edsel project; roughly $3 
billion, adjusted for inflation. 

The cost of development and tooling 
for a new vehicle today is exponentially 
higher, so it’s understandable that man-
ufacturers want assurances the design 
will sell before they invest. 

Customer and dealer surveys are 
still considered to be vital to ensuring 
strong sales, but people want to be 
inspired, not interrogated. Even Ferrari, 
a manufacturer that deliberately builds 
fewer cars than it can sell, did extensive 
market research for their new Portofino.

Having attended many informa-
tion-gathering research meetings, I can 
confirm that it is an extremely long and 
boring process, which I am happy to 
delegate to others. 

Maybe marketing folks are picking 
up something I’m not, but much of the 
information gleaned seems glaringly 
obvious, and the most interesting part  
of the day is invariably lunch. 

As a counter argument, some com-
plaints, mainly from marketing, have 
stated that my own designs are led by 
gut instinct rather than hard research—
an accusation I have no problem with. 

> By Glynn Kerr
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Sometimes, all the market 
research in the world won’t make a 

product a success, as Ford found 
out with the ill-fated Edsel.

As fair as it is fast and functional, Ducati’s V4 Panigale is an example of getting everything just right.

36x37 Design.indd   36 4/25/18   9:35 AM

http://www.motorcycleconsumernews-digitalmagazine.com/mcnews/june_2018d/TrackLink.action?pageName=36&exitLink=http%3A%2F%2FMCNEWS.COM


Gut instinct is the accumulation of 
a lifetime of knowledge, applied to the 
subject from the heart. If you have knowl-
edge, but lack passion, nothing exciting is 
ever going to come of it. Building excite-
ment is a big part of this industry.

Taken more objectively, the gut-in-
stinct observation could be adapted to 
consider whether a brand or model is ei-
ther data or design led. I can’t imagine the 
Panigale V4 development team lost much 
sleep worrying about public acceptance. 

Before starting the project, a few exist-
ing Panigale twin owners may have been 
asked, over an espresso or two, what they 
would like to see improved. That would 
probably have been the extent of it. 

The brief was simply to make a better 
Panigale. The team knew instinctively 
what was needed, and I’m sure they also 
knew when they’d achieved it, without 
the need for customer clinics to verify 
the results. If you make a strong enough 
statement, the world will follow you. 
Providing, of course, you get it right.

But Ducati is a very focused brand, 
which makes that task so much easier. 
There has been some diversification in 
recent years into cruisers, adventure 
tourers and scramblers, but the essential 
DNA of the brand is still sportbikes with 
a bona fide racing pedigree. That core 
image sells all the other stuff. 

When the market segment is broader, 
as with many other brands, projects often 
become marketing-led, and designers 
do what they are told. That’s understand-
able, because the greater the production 
numbers, the more likely the company 
will need to spread the appeal across a 
wider band of customers, usually over 
multiple countries. Creating a product 

that sells equally well in Europe, 
the Americas, Australia and 
Asia—each of which has wildly 
varying requirements and 
preconceptions—will require 
plenty of groundwork to ensure 
the final product has global 
appeal. Product planning plays 
a much more pivotal role.

In the desperate struggle 
to find new variations of two 
wheels and an engine, planners 
have merged different motorcy-

cle categories in the hope of creating new 
directions. Once again, the two-wheel 
industry is following four, where infinites-
imal variations in the wagon-cum-hatch-
back-cum-crossover niche have become 
truly mind boggling.

Motorcycles have tried to follow, but 
with less success. Honda’s X-ADV looks 
fun and robust, but who really wants an 
off-road scooter? I’ll bet that 90 percent 
never leave the pavement. I smell a prod-
uct planning brief that the designers re-
sponded well to, if somewhat predictably: 
To sell more bikes, find new markets, by 
inventing them out of thin air. 

By contrast, some advanced design 
studies, intended primarily to wow fans 
at major trade shows, generate enough 
public interest to persuade management 
to turn them into production models. 

Bikes like the Husqvarna Vitpilen, Su-
zuki B-King, and even the Suzuki Katana 
all started life as show bikes. It’s often 
hard to know if these are truly advanced 
concepts, or simply teasers of a produc-
tion version that is already preparing for 
launch. Either way, company insiders are 
usually interspersed in the crowd, care-
fully noting public comments for later 

digestion in marketing conferences.
KTM gives the impression of being a 

design-led company, perhaps due to de-
sign duties being delegated to an outside 
company, Kiska. Independence from the 
internal corporate politics can help keep 
inspiration unfiltered, although it’s not 
entirely without pressure. Since its very 
beginnings, Yamaha has delegated most 
of its styling work to GK Dynamics, the 
results of which can perhaps best be seen 
in various design studies over the years. 
Models such as the MT-01 and MT-06 
also started life as show concepts.

While I can’t imagine Philip Vincent 
sending out squads of fact-finding scouts 
to gather data on public acceptance 
trends before building the Rapide, or Ed-
ward Turner (Triumph) indulging in color 
and graphics research, there’s clearly a 
place for predicting market acceptance 
ahead of major investment. The essence 
is to ask the right questions, then verify 
the results ahead of production.

The Edsel didn’t fail because of market 
research, but because the results were in-
terpreted incorrectly. The pricing was so 
close to Mercury that customers were left 
confused about the image. Additionally, 
the economy fell into a short recession 
around the time of its launch, leading to 
the rapid expansion of midsized vehicles, 
and economical imports such as the 
Volkswagen Beetle. 

Most importantly, nobody bothered to 
check with the customers that the final 
design matched up to their expectations. 
The result was considered frumpy, with 
an oddly-shaped grille.

Market data are vitally important, but 
companies need to be cautious as to 
how it is used. The Edsel was produced 
for three years before the entire venture 
was terminated. An important lesson in 
putting too much faith in raw data and 
overestimating the public’s ability to 
accurately express their needs, dreams 
and aspirations. 

If design by committee is a bad idea, 
then design by consumer could be disas-
trous. Gut instinct seemed to work well 
for Vincent, and to quote Steve Jobs, “It’s 
really hard to design products by focus 
groups … people don’t know what they 
want until you show it to them.”  MCN
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Husqvarna Vitpilen

Honda X-ADV
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geoff Fox discovered motorcy-
cles well into his college years, 
then built an apparel brand 

that is still an industry leader.
Fox rode in competitive events 

while a graduate student at the Uni-
versity of Wisconsin, then continued 
to ride enduros and motocross in 
Northern California once he became 
a professor of physics at Santa Clara 
University. In 1970, at the age of 29, 
Fox invested in Grand Prix Cycles in 
Santa Clara at a time when U.S. rac-
ers emulated the Europeans.

Fox says there was demand for the 
European gear, so he studied photos 
in Cycle News and soon published the 
mail order catalog, “Super Trick Stuff.” 

The business thrived, but Fox 
thought the store business was 
confining, so he exited the retail part-
nership in 1973, and launched Moto-X 
Fox in 1974. Fox and his brother Bob 
produced some of the first after-mar-
ket suspension upgrades.

In 1977, Moto-X Fox created a 
professional race team to promote 
the brand. Colorful graphics on 
matching team outfits created brand 
recognition and the clothing business 
exploded. Fox Racing was born.

By 1979, motorcycle OEMs offered 
adequate stock suspensions and 
Bob Fox split that business off into 
Fox Racing Shox, while the Moto-X 
Fox apparel business continued to 
grow. By 1985, Fox was all clothing. 
The second generation Fox family 
focused on graphics and marketing 
instead of physics.

Renamed Fox Head, the apparel 
business sold in 2014. Geoff Fox 
returned to physics, golf and bicycling.

GEOFF FOX
> By Joe Michaud

Geoff Fox (32) raced motocross and enduros in 
the early 1970s (top). Fox, left, and his brother Bob 
produced some of the first quality after market sus-
pension (above). With Roger DeCoster and a Fox Shox 
suspension (above, right). Fox’s Grand Prix Cycles CZ 
motocross racer (right).

apparEl cOmpany bEarinG his namE still dOminatEs

38x39 Legends.indd   38 4/19/18   8:38 AM

http://www.motorcycleconsumernews-digitalmagazine.com/mcnews/june_2018d/TrackLink.action?pageName=38&exitLink=http%3A%2F%2FMCNEWS.COM


What was your first bike?

My brother and I drag-raced 
a ‘55 Chevy in our under-

graduate days at Santa Clara. We set a 
national record for C/Gas Coupe-Se-
dan in 1962, but the paternal college 
support ended when we moved to 
grad school, so I bought a Honda S90. 

Initially, it was the technology that 
interested me, because it had the 
same horsepower to displacement ra-
tio that our drag car did. But the more 
I rode it, I found I really liked it.

You were a physics profes-
sor and a bike store partner 
simultaneously?

Originally, my wife and I 
floored motorcycles at a small 

shop called Grand Prix Cycles. We put 
up the money and got repaid when 
the bikes sold. Later, we became silent 
partners. I was very passionate about 
dirt biking and, one summer, I worked 
behind the counter and found out I 
liked it. Eventually, I had to choose 
between being a physics professor or 
getting into the motorcycle business 
full time. I chose motorcycles.

One of your early business 
successes was the CZ man-
ual project?

At Grand Prix Cycles, we sold 
Maico and CZ. Maico had a 

very nice shop manual but CZ did not. 
I recognized an opportunity, so I wrote 
a 150-page shop manual with parts 
numbers, my photos and repair expla-
nations. It was very successful.

We sold thousands, but the CZ im-
porter wanted to sue me. I told them 

I was actually doing them a 
favor and they dropped it.

Moto-X Fox started 
as a distributor of 
dirt bike replace-
ment parts. How 
did you start manu-
facturing shocks?

The suspension 
revolution started 

in ‘74, when people started 
upgrading their OEM 
shocks. I recognized that as 
another opportunity and 
started making my own 
shocks in conjunction with 
Steve Symonds. 

He and I built a better 
spring-shock and by ‘75, we 
were No. 1 in the U.S. A year after, my 
brother Bob built his first two-stage air 
shock, we had that on the market, too. 
His air-shock was bullet-proof.

How did Fox get involved in 
clothing?

In ‘77, we started Team Mo-
to-X Fox to boost the brand. 

We knew we needed to make the new 
race team visible to the fans and the 
thing you really see most is the cloth-
ing the guys are wearing. 

We made them some colorful uni-
forms, and when they raced Sunday 
our phones rang Monday. It didn’t take 
a Ph.D. to understand the opportunity.

You were No. 1 in aftermarket 
shocks, and became an ap-
parel manufacturer instead?

My sons and daughter joined 
the company and didn’t 

have the physics background that I 
had. They were more involved with 
graphics and marketing and less with 
technical matters. 

At the same time, the suspension 
business was changing as the OEM 
suspension engineering got much bet-
ter. In 1979, we sold 10,000 shocks. In 
1980, we sold 1,000. By 1985, we were 
100 percent into clothing.

What keeps you busy in 
retirement?

We sold the business about 
three years ago and only kept 

a small piece. I’m 76 now and I’ve gone 
back to physics and mathematics. I’m 
trying to understand what’s happened 
over the years I’ve been out of it. 

I don’t ride motorcycles anymore, 
but I ride bicycles on the street. I rode 
450 miles along the Danube River last 
year, ending in Vienna. I golf a couple 
of times a week. It’s good.  MCN

A racer himself, Geoff Fox took motocross apparel 
and aftermarket suspension to a new level when he 
launched Moto-X Fox in 1974.
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ANALYSIS
Busted!

CYCLE

READER PATRICK BARNES (no 
relation) called me out (MCN 4/18) for 
perpetuating the myth that a helmet’s 
EPS liner could be damaged by simply 
dropping the helmet (MCN 2/18). 

Acknowledging he’d also heard this 
same thing decades earlier, Patrick 
summarized personal correspon-
dence from the late Dr. Harry Hurt, an 
established expert on motorcycle safety, 
asserting that damage to a helmet 
in such a scenario would be strictly 
cosmetic. 

My first reaction was, “Did I really say 
that?” Indeed, I had, in passing. Still, 
I was surprised because this premise 
has always seemed quite dubious to 
me; I can’t imagine any reason why an 
uninhabited helmet’s EPS would be 
negatively affected by a short tumble to 
Earth. 

I’m typically very careful to avoid 
statements that lack some credible 
verification, but this one slipped out. 
Patrick, like other readers over the years, 
did everyone a service and held me 
accountable.

Whatever good confession may do for 
the soul, it’s not the primary motivation 
for highlighting my fault here. As a psy-
chologist and typically reflective per-
son, I needed to account for this lapse, 
especially since a subsequent column 
of mine covered discerning trustworthy 
sources of information! 

I wondered if there was anything 
to be learned here that might have 
relevance to the minds of other motor-
cyclists. There’s plenty of misleading 
material in the media without another 
addition from me. Could I possibly sal-
vage my error and employ some type of 
alchemy to extract compensatory value? 

Searching for the source of this 
notion about dropped helmets yielded 
nothing. Though I maintain an absurdly 
extensive library of motorcycle mag-
azines and books dating back to the 

early 1980s, I couldn’t figure out where 
I’d gotten that idea. If not for Patrick’s 
admission that he’d heard it, too, I might 
have concluded I dreamt it. 

Yet that rumor lodged in my mind 
long ago, regardless of my half-con-
scious suspicions. And it had emerged 
again, unnoticed, as I rattled off exam-
ples of imperceptible dangers in that 
February column. 

WHILE JOURNALISTS HAVE a special 
responsibility to avoid glib, careless rep-
etition of unfounded hearsay, everyone 
should maintain a degree of vigilance 
for such in their own thoughts and 
speech. We all accumulate and generate 
some quantity of “fake news” internally, 
and it can fly under the radar until we 
deliberately pause to examine it, or 
someone else questions it for us. 

This is another aspect of discerning 
trustworthy sources of information, 
except this is about what to believe 
from within.

Obviously, the pace and demands of 
life don’t allow scrutiny of each idea to 
ensure we think and speak only pure 
truth. Yet, we often raise red flags when 
things don’t sound right. Maybe it’s so 
inconsequential that we don’t bother 
to check it out. Or, maybe we have no 
means of verifying the information on 
the spot. 

A questionable notion can stick in 
our mind, even though it’d be vaporized 
immediately by any thoughtful review. 

Such an adhesion likely reflects the 
notion’s alignment with an emotional 
issue. That erroneous factoid about 
helmets may have stuck in my mind 
because it resonated with my resent-
ment about consequences often being 
disproportionate to actions. 

Somewhere inside I’m still angry that 
life isn’t fair. Having to spend hundreds 
on a new helmet simply because the 
old one slipped off its perch or out of 

my hands a few feet from the ground, 
would annoy me well beyond the 
money involved; it would tap into a 
deeper existential frustration about the 
justice deficit in this world. 

It’s as though those emotions latched 
onto whatever I read in the distant past 
about dropped helmets and oppor-
tunistically added it to the collected 
justifications for my discontent (a 
feeling that I routinely renounce based 
on more mature reasoning). Patrick 
prompted me to do some conceptual 
housekeeping, but also to probe my 
underlying neurotic dynamics. 

IF YOU CAN entertain any thought 
other than, “I’m glad I’m not a psychol-
ogist,” you might like to review your 
own questionable positions on motor-
cycle-related topics. 

You might identify something you’ve 
come to believe, but previously doubted 
before further investigation. Or, you 
might notice staunch assertions oddly 
free of any supporting data. 

Upon closer scrutiny, such holdings 
likely have little to do with the subject 
matter, but much more to do with the 
associated emotions.  MCN

Dr. Mark Barnes is a clinical psychologist, in 
private practice. Author of “Why We Ride,” 
excerpts from 20 years of MCN columns.

 > By Mark Barnes, Ph.D.

40 CycleAnalysis.indd   40 4/24/18   6:21 PM

http://www.motorcycleconsumernews-digitalmagazine.com/mcnews/june_2018d/TrackLink.action?pageName=40&exitLink=http%3A%2F%2FMCNEWS.COM


Ride Better    I    MCN    41MCNEWS.COM

WE’VE DISCUSSED WAYS to alleviate 
neck pain by making good choices 
regarding helmet, type of motorcycle 
and riding style (MCN 4/18). Though 
many motorcyclists with neck issues 
will be able to return to riding with 
simpler solutions, factors such as age, 
genetics, lifestyle choices or injury may 
eventually lead to a surgical necessity. 
Only in very rare situations does neck 
surgery mean an end to motorcycling.

You can’t change your genetics, but 
you can alter your lifestyle. Cigarette 
smoking has a big impact on arthritis 
severity. Poor physical condition, obe-
sity or poorly controlled diabetes also 
hamper the care and maintenance of 
your spine. Regarding injury preven-
tion, motorcycle helmets and neck 
braces will decrease the risk of neck 
injury substantially.

Neck surgery is usually performed 
because the following situations are 
present by themselves or in combina-
tion. Most commonly, a herniated disc 
is pushing on a nerve root. Abnormal 
bony or ligament growth that com-
presses either the spinal nerves or spi-
nal cord is also very common. Finally, 
the joints of the cervical spine may be 
dysfunctional, allowing the vertebrae 
to move more than they should, thus 
also allowing for compression of either 
the spinal nerves, or the spinal cord.

Surgery to alleviate these problems 
is most commonly performed through 
a front approach to the spine, called 
an anterior discectomy and fusion. 
In this surgery, one or more discs are 
removed, the remaining bone drilled 
and flattened, and then either a block 
of bone or artificial disc is placed 
where the disc used to be. 

If a bone plug is used, often a metal 
plate will be screwed to the bones 
to help stabilize the bones while a 
fusion of the bones take place. Less 
commonly, the posterior bone will be 

removed, either 
to give access to 
the herniated 
disc, or to take 
pressure off the 
spinal cord. If 
done for disc 
removal, fusion 
would rarely be 
necessary, but if 
done for spinal 
cord decompres-
sion, fusions are 
more commonly 
used to maintain 
a curvature of 
the spine.

In all these 
circumstances, 
some pain and soreness, as well as 
decreased range of motion of the 
cervical spine will occur, even when 
fusion is avoided with artificial discs. 
The more levels operated on, likely 
the more limited the range of motion. 
However, a disproportionate amount 
of head motion comes from the joint 
between the head and the first cervical 
vertebrae, so the ability to move your 
head around will persist to some 
extent.

Following surgery, your neck will 
likely need rehabilitation. When sur-
gery did not include a fusion, your doc-
tor will likely want to start mobilizing 
your neck. Range of motion exercises, 
heat compresses, and physical therapy 
will likely expedite recovery. If surgery 
included fusion, your surgeon will 
want to limit the range of motion of 
your spine for several months, to give 
the bone fusion time to set.

Motion, anti-inflammatory medicine 
and most of all smoking can negatively 
affect your body’s ability to fuse. Once 
the doctor has confirmed the stability 
of the fusion (usually by X-ray or CT 
scan), you will need to rehab your neck 

from the double injury of surgery and 
extended immobility. Again, physical 
therapy and range of motion exercises 
will expedite recovery. For every month 
of inactivity, expect at least that long to 
recover.

If surgery was performed because 
the nerves or spinal cord were not 
working, those structures would need 
to return to near-normal function 
before motorcycling should be consid-
ered. Patients should generally abstain 
from driving or riding until they are 
free of, and no longer require medicine 
to manage, their surgical pain. 

With extensive, multilevel surgery 
(three or more levels), vigorous riding 
that subjects the head and neck to 
extreme forces, e.g., off-road riding, is 
probably no longer a good choice. For 
all other riders, expect to be back in the 
wind within three months. We should 
always avoid surgery whenever possi-
ble, but if needed, nearly all patients 
can return to riding afterward.  MCN

Dr. Charles Rosen is a professor and former 
medical director and chair of neurosurgery, 
West Virginia University School of Medicine.

Neck Surgery

MATTERS 
HEALTH

 > By Charles L. Rosen, M.D., Ph.D

ANTERIOR CERVICAL DISCECTOMY & FUSION (ACDF)
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RIGHTS
Caught on Video

YOUR

ACCORDING TO RECENT research, 
we’re caught on video 50 or more 
times a day. Expect to fall within the 
lens of a closed-circuit television secu-
rity camera (CCTV) in every public 
place. Due to rapidly decreasing cost 
and size, cameras have become ubiq-
uitous, including smartphones, action, 
helmet and dash cams.  

Most people probably don’t want 
to be recorded while doing their job, 
but it’s highly likely that even if you’re 
not under constant surveillance, 
your movements at work are being 
recorded. Unlike most employees, law 
enforcement officers are particularly 
sensitive to being recorded while 
carrying out their duties, because it’s 
often used to make them look bad. 

It’s not newsworthy to see officers 
assisting the public, cleaning up a 
crash scene or making a death notifi-
cation. However, one untimely swing 
of a baton to a deserving subject will 
unleash a fury of claims about brutal-
ity and police misconduct, even when 
the officer correctly chose and applied 
nonlethal force. 

There are understandable concerns 
whenever anyone is being recorded, 
but the totality of circumstances must 
be known. If you saw an unprovoked 
officer pushing a pregnant woman to 
the ground, you’d be appalled. 

Discovering that a truck was skid-
ding out of control toward them off 
camera provides a different perspec-
tive that changes disdain into grati-
tude. It’s only when law enforcement 
feels cameras will assist them that 
there’s acceptance.

In the early 90s, we instituted in-car 
video systems for a statewide aggres-
sive driving enforcement campaign, 
which was met with immediate resent-
ment. The troops viewed this as Big 
Brother watching their every move, 
seeking to find minor faults in the way 

they performed their jobs. 
Video systems had an abnormally 

high failure rate, with tapes jamming 
and microphones disappearing or not 
being plugged in. 

It wasn’t until Internal Affairs 
started using the tapes to identify 
false allegations against troopers that 
the systems became tolerated and 
eventually accepted. Initial claims 
of profiling, harassment and gener-
ally inappropriate behavior instead 
found officers who performed above 
and beyond expectations. The video 
systems remarkably began functioning 
correctly in the field.

ON YOUR MOTORCYCLE, in a public 
place, where you have a right to be, 
you can record all the video you like. 
What we need to be concerned with 
is the audio. Eavesdropping means to 
overhear, record, amplify or transmit 
any part of the private communication 
of others without the consent of at 
least one of the persons engaged in the 
communication, except as otherwise 
provided by law. 

That last part adds confusion 
because there are 11 states that 
require the consent of everybody 
involved before the conversation can 
be recorded. Those states are: Cal-
ifornia, Florida, Illinois, Maryland, 
Massachusetts, Michigan, Montana, 
Nevada, New Hampshire, Pennsylva-
nia and Washington. These laws are 
sometimes referred to as “two-party” 
consent, but that still means everyone. 

If you plan to record conversations, 
including video that captures sound, 
there are federal and state laws that 
may limit your ability to do so. These 
laws not only expose you to the risk of 
criminal prosecution, but also poten-
tially give an injured party a civil claim 
for monetary damages against you. 

First Amendment considerations 

arise when you are openly record-
ing the activities of police officers 
or other public officials carrying out 
their duties in public places, includ-
ing traffic stops. Several U.S. Courts 
of Appeals have held that, in such 
circumstances, the First Amendment 
protects the right to record audio and 
video, regardless of whether public 
service officials consent. 

This constitutional right overrides 
any state or federal laws that would 
otherwise prohibit such recording. 

IF AN OFFICER ever tells you to stop 
recording, there should be a legal 
basis. The officer must have legitimate 
grounds, such as interfering with an 
investigation, your personal safety 
(e.g., standing in the travel portion of a 
roadway) or any other exigent circum-
stances where the police can articulate 
reasonableness. Simply not wanting 
to be recorded is not an excuse to seek 
the termination of a recording. 

You may be instructed to move to a 
safer location or that parents of young 
children have requested privacy, etc. 
These can be contentious issues, 
worthy of legal battle, but it’s prudent 
to abide by whatever the situation 
dictates. Recordings can help as 
much as hurt if the content is deemed 
“discoverable” in court, in which case 
everything previously recorded may 
become fair game.

Video is a great way to improve our 
own skills or show off a great ride, it 
can also help defend us after accidents 
and traffic stops, but it can backfire 
when documenting other people or 
displaying anything we might have 
been doing illegally. Pressing record is 
a double-edged sword.  MCN

Jim Halvorsen is a retired police officer, 
MSF RiderCoach, police motor instructor 
and architect of motorcycle checkpoints.

 > By Jim Halvorsen
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GROWING UP A motorcyclist in 
California, specifically riding dirt bikes 
in the Mojave Desert, it was quickly 
apparent that I was considered a 
pariah. Though a typically obnoxious 
adolescent, it wasn’t just me to which 
the vitriol of the Sierra Club and other 
environmentalists was directed. It was 
all of us who “did it in the dirt.”

It was also the Easy Rider crowd, the 
Hells Angels, even the nicest people you 
could meet, on Hondas. Public per-
ception of motorcyclists was generally 
a negative one. There was certainly a 
carry-over of hostilities from the Hollis-
ter fiasco and, in the anti-establishment 
1960s, motorcycles were symbols and 
instruments of rebellion.

While ecology and a drive by some 
to save the environment (and, God 
help us, save us from ourselves) was 
gaining traction in political circles, we 
were gaining ours in the hills and in the 
desert. Funny, when you’re smack-dab 
in the middle of nearly 50,000 square 
miles of desert between Barstow and 
Vegas and see nothing but open desert 
to infiniti in every direction, it’s hard to 
understand how a few motorcycles fart-
ing around in such a vast expanse can 
be blamed for extinguishing species, 
destroying all habitat and reversing the 
earth’s polarity, as the environmentalists 
of the day were crying.

The liberals in California are still 
trying to take from the knobby-tired 
every grain of sand and dirt within the 
state’s over-legislated borders, and their 
movement has gained ground, literally. 

But, a funny thing has happened 
on the pavement: Motorcyclists and 
motorists seemed to have reached a 
measure of detente. Biker gangs still 
run amok, and processions of V-twin 
enthusiasts are a common sight on 
freeways on the weekends; but it seems 
that street riders are either less contro-
versial these days, have disappeared 

into mainstream consciousness, or 
just have less of an impact on society 
in general. Instead of hostility, there is 
a noticeable acceptance of motorcy-
clists, even—gasp!— accommodation.

California is perhaps the only state 
in which lane-splitting or lane-sharing 
has not been outlawed. Anyone who 
has ridden an L.A. freeway during rush 
hour understands what an advantage 
this is. Not long ago, I wouldn’t have 
even considered weaving between cars. 

Now, it is a super power that allows 
me to bypass gridlock and be where 
I’m going an hour before some of those 
drivers. 

Think about it from the perspective of 
those driving a car: These people are in 
misery. Every day, most of them spend 
a crazy amount of their non-work-
ing hours in a barely-moving line of 
traffic. The saying is that misery loves 
company, but my ironic observation 
has been that, instead of resenting the 
freedom of movement we motorcyclists 
enjoy, many motorists graciously move 
over to create more room for us.

It’s genuinely touching. Drivers 
enduring the worst part of their day still 
care enough about their fellow com-
muter—an advantaged one at that—to 
move aside.

TheRe WAs A television commercial 
years ago, for a Japanese compact car, in 
which all the big cars on a jammed free-
way were replaced with their smaller 
cars and the space created between 
them suddenly allowed the traffic to 
move freely once again. Maybe it’s time 
for the motorcycle industry to create 
goodwill by pointing out the positive 
impact motorcyclists can have on trans-
portation—not just in California, not 
just in the U.S., but around the world.

Imagine traffic in China, India, Japan 
and other well-populated countries if 
there were no motorcycles. What if the 

cobblestone streets in those tiny Euro-
pean villages were clogged with only 
cars? Nasty.

eleCTRIC MOTORCyCles ARe 
coming in a storm of transformation 
so powerful that even Harley-Davidson 
has resigned itself to the fact that, while 
internal combustion engines still rule 
the day, the end is in sight. Harley-Da-
vidson, which made its bones on the 
macho growl of its V-twin engines, is left 
to decide what manufactured sound 
it will program into these upcoming 
electric models. 

Motorcycles that are not only cleaner, 
but quieter? What’s not to like about 
that, even for the staunchest opponent 
of two-wheeled travel? They’re just as 
much fun, too. Have you ridden a Zero, 
with its high torque and linear power 
band? Every bike is like a miniaturized 
dragster. As with the magic Tesla has 
spread in the car world, electric bikes 
will quickly make people forget all 
about internal combustion engines.

That’s good for our image, and it 
may be the ticket to us surviving the 
self-driving car movement. If you love 
to lean, you might want to start thinking 
of ways to help motorcycles stay in the 
discussion. The speed with which tech-
nology is moving guarantees that those 
who do not continue to be part of the 
conversation will be excluded.  MCN

Russell Evans is managing editor of MCN. 
He has been a motorcyclist, in the dirt and 
on the street, for more than 40 years.

Detente, But to What End?

SIDES 
hIGh

 > By Russell Evans
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CONTROL
Handling Conundrums

TOTAL

ONE OF THE CHALLENGES of teach-
ing motorcycle classes is the incredible 
complexity of how motorcycles work. 
This is one reason no one has ever 
developed a realistic full-motion motor-
cycle simulator. 

For example, the same control 
actions can create opposite reactions 
in bike handling, making turns either 
wider or tighter, depending on their rate 
of change. I call these paradoxes, the 
“Three Handling Conundrums.”

BRAKING CONUNDRUM
A bike’s path of travel (line) changes 
when braking in a turn. Slower speed 
allows us to turn tighter, but when 
braking while already leaned, our line 
typically gets wider. Braking causes the 
suspension to compress, so when we 
abruptly apply the brakes while leaned 
over, weight transfers down and out-
ward, causing the bike to stand up. 

On the other hand, if we come into a 
turn on the brakes (trail braking, MCN 
03/17), so the front end is already com-
pressed, a similar lean angle and center 
of gravity (CoG), combined with the 
decreased speed, will tighten the line.

STEERING CONUNDRUM 
A bike’s line changes when steering in 
a turn, depending on steering speed or 
rate of change. Direct steering is what 
happens when we make a low-speed 
steering change: Steer right, go right. 

Countersteering is what happens 
when we make a high-speed steering 
change: Steer right, go left. Steer harder 
to the right, lean farther to the left. This 
is not only counterintuitive, it is down-
right illogical, until we understand why. 

Motorcycles don’t lean from per-
pendicular to directly over, rather, they 
rotate around their center of mass, 
similar to how the earth rotates on its 
center of mass (axis). For it to do that, 
the front wheel must track outward. 

As the front tire steers away 
from the turn, the forward 
inertia of the motorcycle 
applies a twisting force, 
which acts on the bike’s axis 
and combines with a small 
amount of gyroscopic preces-
sion, causing it to start leaning 
over to the opposite side.

Because a motorcycle tire’s 
circumference is smaller 
around its edge than its center, 
when it’s leaned over it forms a 
conical shape. Like a cone-
shaped cup turns when pushed while 
on its side, motorcycles will turn when 
leaned over. 

Fortunately, the trail (or caster effect) 
engineered into the chassis forces the 
wheel back toward the direction it’s 
leaned, keeping the bike balanced. 
Countersteering causes the bike to 
lean, but trail forces the tire back in the 
direction of the turn. 

Therefore, still pictures taken at 
the apex of corners will show both 
tires aligned, or the front tire pointing 
slightly into the turn (shown above), 
instead of outward, as countersteering 
would imply. 

A wider or tighter line with the same 
amount of throttle is also determined 
by the rider’s amount of fear. Slight 
oscillations are always present in the 
front wheel. When riders are below their 
fear threshold, they generate relaxed 
handlebar inputs, which keeps oscil-
lations small and the line tight. When 
riders are above the fear threshold and 
gripping harder on the bars, oscillations 
become larger, causing the line to get 
wider as the bike ratchets itself to the 
outside of the turn. 

This is one reason why I make a big 
deal out of steering with the inside arm 
only, to minimize any internal tug-of-
war for steering control between two 
competing arms.

ACCELERATION CONUNDRUM
A bike’s line changes when accelerat-
ing in a turn. If we apply the throttle 
quickly, speed will increase in propor-
tion, and the line will rapidly get wider. 

However, “maintenance throttle” is 
applying the throttle slowly, just enough 
to overcome the frictional forces of the 
tires and the aerodynamic drag of the 
wind. Speed will remain constant, but 
the suspension extends and the CoG 
moves up and inward. 

As strange as it sounds, if you are 
going wide in a turn, adding mainte-
nance throttle can tighten the line by 
moving the CoG inward. This is partly 
why racers hang off when cornering, to 
change the CoG, minimizing the motor-
cycle’s lean angle while maintaining 
speed. If speed and lean angle remain 
constant, but CoG is moved farther into 
the turn, the line must turn tighter. 

TRAIL BRAKING LOADS the suspen-
sion and reduces corner entry speed, 
countersteering initiates lean, and 
maintenance throttle raises the CoG. All 
tighten the line. Practice these conun-
drums to optimize geometry, which 
results in safer and smoother cornering. 
It’s simple physics.  MCN

Lee Parks (MCN editor ‘95-’00) is author of 
Total Control: Performance Street Riding 
and proprietor of Total Control Training.

 > By Lee Parks
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THE GUIDED TOUR was over, and my 
clients had scattered to the four winds. 
I habitually took a few days to explore 
New Zealand, ostensibly looking for 
new roads, restaurants and such for 
future tour itineraries. 

Though successful, in truth it was a 
decompression ride; to enjoy some of 
the greatest landscapes in the world, by 
myself, with no one else to worry about.

Familiar with the main tourist route, 
I opted to ride around the rim of an 
ancient volcano that formed the Akaroa 
Peninsula, to check out some smaller 
arterial roads previously noticed 
meandering off into the surrounding 
hillsides. The first promising one was 
very steep and narrow. Ducking under 
low-hanging tree limbs, the road sur-
face was smooth and paved. However, 
it eventually downgraded to gravel, 
then hard-packed dirt, and finally two 
tire tracks through the grass, before 
breaking into a sunny meadow on the 
volcano’s rim, with spectacular views of 
the harbor thousands of feet below. 

After stopping to take a few photos, 
I pondered the situation of being very 
much alone, with no witnesses to report 
wimping out as the path ahead appeared 
to be become ever more treacherous. 

Tending to live and ride by the twin 
mottos “never turn back” and “never ask 
for directions,” I instead decided Falstaff 
was right, “discretion is the better part of 
valor,” and looked for a spot to attempt 
the cardinal sin of a U-turn. 

THOUGH THE BMW R1200GS is 
designed to navigate almost any kind of 
surface, lush wet grass is its Kryptonite. 
The bike slid out from under me so 
quickly it seemed like a giant hand had 
snatched it away. Hitting the ground 
hard on my left side, I somehow man-
aged to wedge my right foot under the 
bike’s left cylinder head before quickly 
extricating myself, hitting the kill switch 

and taking stock of the situation. 
I’m not sure whether to be proud or 

ashamed that my next adrenaline-fu-
eled action was to check over the bike, 
rather than waste any time on my own 
condition. After all, I was alive, breath-
ing and upright, all my limbs worked, 
and nothing really hurt, much. 

There was a broken left front turn 
signal, cracked body panel and some 
scratches, but no serious bike damage. 
The left-hand brush guard probably 
saved a broken finger or two, and the 
cylinder head guard most likely pre-
vented being stranded with an inopera-
ble motorcycle. 

I suffered some minor cuts and bruis-
ing to a shoulder, knee, elbow, a few ribs 
and my pride. There was a brief pan-
icked thought about hiking down the 
mountain to find help after suddenly 
realizing this 500-pound motorcycle 
was laying on its side, 20 miles from 
civilization, with no cellphone service. I 
was not eager to inform my friend and 
business partner that one of his new 
bikes was lying at the top of a remote 
mountain road awaiting rescue. 

I recalled a seminar from 15 years 
ago, demonstrating how to pick up an 

800-pound Gold Wing by yourself. To 
prove his point, Honda’s Charlie Keller 
chose a small woman from the audi-
ence and had her pick up a GL. Hope 
renewed while recalling the sequence: 
Stand with your back to the top of the 
bike and crouch down with your butt 
against the seat. Grab the handlebar 
with one hand and a solid rear point 
with the other. Using only leg muscles, 
push back and up until standing. 

If the bike is facing downhill, as this 
one was, you’re supposed to spin it 
around on the ground to right it uphill, 
so it doesn’t land on its other side! With 
sheer luck and maximum arm strain, I 
was able to prevent such a disaster by 
dropping the kickstand a split second 
before it overturned. Thanks, Charlie!

Years of browbeating from safety 
instructor friends has kept me geared in 
a proper helmet, gloves, boots and body 
armor, without which I might have been 
stranded on that road for days with a 
broken ankle, knee, elbow or concus-
sion—if not worse. ATGATT!  MCN

Fred Rau (MCN editor ‘91-’95) is author of 
Motorcycle Touring Bible and proprietor of 
Fred Rau Adventure Tours - FredRau.com.

Accidentally

PATCH
CONTACT

 > By Fred Rau

If you’re going to adventure alone, you’d better know how to lift an 800-pound bike.
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ROAD
Dan Gurney

OPEN

WhEN DaN GurNEy passed, Jan. 14, 
just three months shy of his 87th birth-
day, those of us who had grown up cap-
tivated by the tales of his racing exploits 
were shocked and saddened to lose one 
of the most admired American racers 
of the last century. Dan wasn’t famous 
simply because he was so successful as 
a driver in amazingly variety of venues: 
sports cars, F1, Indy cars, Trans-Am, 
Can-Am, stock cars, endurance racing 
and more; he was a legendary builder 
and innovator as well. 

Dan’s company, All American Racers, 
constructed achingly beautiful cars that 
claimed victories in 78 major races, from 
the Indy 500 to the IMSA GTP series. 
But, even more important to his fans, 
Dan embodied the best qualities of an 
American champion: a self-made man, 
who by sheer skill, guts and determina-
tion managed to upend the established 
order while comporting himself like a 
real gentleman.

What many people don’t know is that 
Dan was as dedicated to motorcycling 
as he was to racing cars. He’d been a 
rider since he was teenager and kept a 
favorite photo of himself aboard a TR6C 
Triumph dirt bike in his office, taken at 
the 1959 Big Bear Off-road Grand Prix in 
California, where he finished a worthy 
21st out of 872 entrants. In the 1970s he 
partnered with Kim Kimball to become 
a Montesa dealer, because he wanted 
Americans to know that he wasn’t “just 
a car guy.” 

Bravery isn’t even an adequate word 
to describe his fearlessness. In an era 
when Formula One cars were fire-prone 
and fragile—and fatalities all too fre-
quent—he raced his own creation, the 
Eagle Gurney-Weslake V12, to victory 
in 1967 over the insanely fast Spa-Fran-
corchamp circuit through the Ardennes 
forest in Belgium at speeds up to 196 
mph—a still unmatched achievement 
for an American driver and constructor. 

This F1 victory came only a week 
after he also won the world’s foremost 
endurance contest, the 24 Hours of 
LeMans, together with the irascible A.J. 
Foyt, in a Ford Mk-IV. The first and only 
American team in an American-built car 
with American drivers to win overall at 
Sarthe. Atop the podium, Dan surprised 
everyone by spraying his magnum of 
Champagne over the crowd, starting a 
tradition that endures to this day. 

While many racing drivers seem will-
ing to win by any means necessary, Dan 
never stooped to dirty driving, earning 
him the deep respect and real friendship 
of fabled talents like Jim Clark, John 
Surtees, Stirling Moss, A.J. Foyt, Mario 
Andretti and many others.

Growing up in Riverside, California, 
where his parents moved in 1948, Dan 
learned the art of making speed from 
hot rodding—starting with souped-up 
flathead Fords in fifty-dollar cars 
stripped for minimum weight. 

His heroes back then were the fastest 
and most innovative builders, the same 
group that would form the backbone 
of his team at AAR—men whose gifted 
hands and resourcefulness could 
outperform the cubic money of better 
funded teams. 

DaN tOWErED at almost six-foot-four 
and felt the dramatic fore-aft chassis 
pitching of a conventional motorcycle 
suggested its center of gravity was too 

 > By Dave Searle

Dan shows off the S&S powered V-Gator outside the AAR shops, which are now run by 
his sons Justin and Alex. The machine makes 150 hp and goes like a rocket, yet is a  
mellow ride in traffic. On Dan’s left is Chuck Palmgren, and Rhys Griffiths is on his right. 
The bike now resides in the Barber Motorsports Museum in Birmingham, Alabama.
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high. Car racing had taught him the value 
of light weight and a low center of gravity 
to achieve maximum acceleration, brak-
ing and cornering performance, as well 
as a small frontal area for best speed. 

The first Alligator was based on a 350cc 
Honda enduro, reconfigured back in 
1976 to have as low a seat as possible. 
Although not perfect, he judged the 
experiment promising enough to con-
tinue development. By 2002, the concept 
was sufficiently refined to a point that 
36 A-6 Alligators (sixth generation) were 
produced for sale. Based on Honda RFV 
650 single-cylinder engines, enlarged to 
706cc and fuel-injected, they also fea-
tured super-efficient downdraft cylinder 
heads created in his own shop. 

MCN tested the Alligator in Decem-
ber 2003, loaned to us by Dan’s good 
friend, actor Perry King. Aside from its 
barely muffled sound, it was a functional 
revelation: dramatic acceleration without 
fear of wheelies, remarkable poise when 
braking without concern for stoppies, 
and a wind-cheating shape wrapped in 
flawless carbon fiber bodywork. With an 
18.5-inch seat height and a very torquey 
70 horsepower in a tidy 320-pound pack-
age (dry), we loved it, but couldn’t muster 
its $35,000 asking price.

Never satisfied with what he had built 
(surely another lesson learned from 
racing), Dan tried a variety of engine 
variations. I had the chance to ride a 
Gator powered by a YZF 450cc Yamaha 
motocross engine—again fuel-injected 
with a trick downdraft head—which 
equaled the performance of the larger 
Honda-powered model in an even 
lighter machine. 

Later still, I had the chance to ride the 
S&S-powered V-Gator, which sported not 
only special Gurney heads, but a unique 
engine mounting to isolate vibration. 
It made 150 horsepower, and delivered 
breathtaking performance, but was 
otherwise a model of civility, smooth and 
tractable in traffic.

The crowning achievement of his 
passion for high-performance motor-

cycles was to be his patented Moment 
Cancelling Four Stroke. Featuring just 
two cylinders in a front-to-back layout for 
a narrow profile, with twin crankshafts 
geared together to eliminate vibration, 
it would be a compact water-cooled, 
DOHC 1800cc engine that Dan suggested 
could make over 260 horsepower! 

Those of us who got glimpses of it as 
a work in progress, under the capable 
direction of Chuck Palmgren, knew how 
close it was to being finished before Dan 
passed. He never got to hear it run. 

For many years, Dan and his crew 
would make regular Sunday morning 
rides up nearby Ortega Highway in 
Southern California, also a favorite 
MCN test route. Nearly 20 years ago, 
five of us chanced to meet up with his 
big group while doing our own test of 
600cc sportbikes. Gassing up at the last 
station before the rural part of the Ortega 
beckoned, we were struck by the sight 
of a very unusual motorcycle amongst 
his group, ridden by a tall guy in black 
leather who wore tan work boots and an 
all-black full-face helmet. 

Unable to see who he was, I pho-
tographed the fascinating machine, 

an image that graced the last page of 
Aerostich catalogs for a time. We all took 
off, following his group quickly down the 
road. The weather turned to rain, light at 
first, then very heavy, yet none of them 
slowed down! I tried to keep up, but as 
Dan’s crew rocked well past 100 mph on 
the wet straightaways, I backed off.

At the end of the road, huddled inside 
the Lookout Roadhouse as a virtual hur-
ricane lashed the wooden structure, Dan 
finally removed his helmet and I knew 
instantly why these guys were so fast. 
Although he was approaching 70, he’d 
lost none of his love for speed, and had 
led his group on a merry chase. 

Seeing the recognition on my face, Dan 
flashed me his famous smile, and I knew 
I’d remember that day forever. That we 
would actually become friends years later 
was beyond my wildest dreams.

I retired from MCN a couple of months 
after a very fun visit with Gurney and 
Palmgren at AAR for my article on his 
Moment Cancelling Four-Stroke engine 
(MCN 12/15). Before vacating the office, I 
sent a hurried email to all my friends and 
colleagues urging them to keep in touch. 

To my surprise, the very first person to 
respond was Dan, on New Year’s Eve, no 
less, wishing me well and inviting me to 
his Thursday lunch get-togethers. 

Although I honestly didn’t feel worthy 
of his attention, these lunches became 
the highlight of my week. The chance to 
sit with Dan, hear his amazing stories, be 
privy to some of his secret projects and 
to ask questions I’d pondered for many 
years was an incredible treat.

Nothing less than a comprehensive 
biography could possibly do justice to 
Dan’s incredible life. Thankfully, his lovely 
wife Evi has been working on that book. 
I can’t wait to read it. Hopefully this brief 
sketch encourages others to learn more 
about Dan Gurney. allamericanracers.
com/dan-gurney-biography  mCn

Dave Searle (MCN editor ‘00-’16) started  
freelancing for Road Rider in 1988 and 
became the technical editor of MCN in 1996.
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Taking time off from his busy car racing 
schedule (he was USAC Sports Car 
Champion in 1958), Gurney entered the 
1959 Big Bear Grand Prix aboard a TR6C 
Triumph, finishing 21st out of 872 entries.
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If you are ever headed up Highway 101 along the 
California coast, you may see a replica of a Dutch 
windmill about two hours north of Los Angeles, 

signaling the turnoff to Solvang, a small tourist town. 
There, you’ll find pancake houses, Dutch bakeries 
and ice cream shops galore. You’ll also find one other 
sweet treat: the Vintage Motorcycle Museum.

The museum is a collection of rare and vintage 
motorcycles owned by Dr. Virgil Elings. Among 
the dozens of beautiful bikes either meticulously 
restored or in original condition are representatives 
from many iconic as well as defunct brands. 

Ever want to see a Britten up close? The museum 
has the only one in existence that was never raced, 
one of 10 produced by New Zealand bike builder 

John Britten, which dominated competition in its 
short run in the 1990’s. 

There’s a magnificent 1940 Crocker Big Tank, built 
by Al Crocker after leaving Harley-Davidson in 1936, 
the absolute hot rod V-twin of its day.

There are several vintage Indians, including a 
1914 Direct Drive that may be the ultimate barn find. 
The original owner bought the motorcycle when his 
disapproving girlfriend went off to college. When she 
returned suddenly, he hid the bike in a barn, covered 
and well protected. They were married and it was for-
gotten about, until it was discovered 50 years later, 
in perfect condition, right down to its white Goodyear 
tires, and with just a couple of hundred miles on it. 
motosolvang.com

A Sweet Collection of Delectable Delights

Next Month
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»  Kawasaki NINJA H2 SX SE

»  Aprilia Tuono

The Vintage Motorcycle Museum 
in Solvang, California, is home to 
a fabulous collection of rare and 
interesting bikes, including this 
Britten V1000, one of 10 built and 
the only one that wasn’t raced.
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