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in the showrcom, Honda instilled it with
natural sales incentive—more horses
than the popular V65 Magna power
cruiser. The official word from Honda is
that no detuning of either engine has
sver taken place; however, no stock
bike (with the exception of the V-Max,
which shattered all existing records)
has ever matched the 105 horsepower
made on Kerkers dyno by the first
Magna tested by Cycle in 1983, Sabres
and subseguent Magnas included.

Discrepancies like this raise the
specter of ‘‘introduction” horse-
power—extra-strong units supplied by
manufacturers to increase the dramat-
ics of new-model unveilings. Of the five
repeat models here, three bikes made
bigger numbers on the dyno, all
achieved by peaking higher up the rev
band, and twc, the Yamaha FJ1100 and
Honda’s Sabre, proved weaker. In fact
the drop in peak horsepower between
the "85 Sabre and the original Sabre
tested in July, 1984, made the FJ's
numbers seem almost pifflingly small—
the Sabre supplied for this comparison
was down more than eight horsepower
from its predecessor.

The Sabre’s drop in horsepower
showed up everywhere: on the dyno, in
roll-on testing, ever so slightly at the
drag strip, and more so on the road. The
Sabre is really a high-output GT bike,
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tuned for flat torgue rather than peak
horsepower, softly suspended, tall-
geared, plush and heavy on its feet. Still
the Sabre’s throttle response is crisp,
its engine long-legged and willing, its
off-the-line punch undeniably robust.
The VF was the unanimous choice for a
cross-country touring mount, and its
laid-back power provided an intriguing
backdrop to the V-four blitzkrieg of
Yamaha's new V-Max.

When the V-Max arrived in the Cycle
shop, assessments of its power output
were curiously split; we all knew Mr.
Max was strong, but the 1200cc engine
was so awe-inspiring fromidle to redline
it needed real Dyno Truth to settle the
matter. Well, the numbers are part of his-
tory: Our V-Max made an astonishing
119 horsepower at 9000 rpm on the
Kerker dyno.

As impressive as the V-Max’s peak
figures are, wa should have bet on the
VMX’s mid-range, because that's
where the overwhelming achievement
of its 1200cc engine hits home. Com-
pared to the second most powerful bike
here, the GS1150, the V-Max's peak
output is nearly 18 percent greater at
9000 rpm. A little farther down the
scale, at 6000 rpm, the V-Max’s horse-
power looms over the GS by 26 percent.
That's testament enough when tested
against the strongest mid-range power-

maker here, but when the V-Max’s dyno
curve is placed beside a peakster like
the Ninja, the gap becomes a chasm:
At 9000 rpm the V-Max makes 27 per-
cent more power than the Ninja, but at
6000 the difference has widened to an
unbridgeable 56 percent. It's hard to
comprehend the sheer power the V-
Max is making—between four and six
thousand rpm, the VMX picks up as
much horsepower as the total output
of the Ninja at five grand!

With Hoover Dam power like this, you
might expect the V-Max to be geared
tall. In fact it’s not. All five speeds run
right along the midline for Superbike
gearing. This, combined with carbure-
tion that is both crisp and progressive,
gives the V-Max excellent roll-on power:
The VMX posted new roll-on records
for time and distance in third and fifth
gears.

But at the strip the V-Max’s tremen-
dous mid-range power proves a liability.
Even after a clean launch, the rear tire lit
up consistently when the engine began
climbing up its mid-range power curve.
Gassing off was the only way to main-
tain traction, and both time and speed
suffered accordingly. In fact the 900cc,
90-horsepower Eliminator clocked an
almost identical drag-strip run. Power
as measured on the dyno is definitely
there, but it takes a wizard like Jay
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weight limitations with turbocharging
technology. It was a magnificent failure.
Every manufacturer tried its hand at tur-
bocharging mid-displacement motorcy-
cles, but they all proved expensive,
complex and almost as heavy as true-
blue Superbikes. Today only the most
powerful, successful and refined of the
breed remains—Kawasaki's 750 Turbo.

Aside from induction trickery that in-
cludes electronic fuel injection, the ZX
is clearly the odd man out in this com-
parisaon, overshadowed in both size and
technology by this group of modern,
big-muscled road bikes. The two-valve,
air-cooled engine displaces a mere
738cc and its pistons pump only 7.8:1
compression; yet the dyno chart stands
as eloquent testimony to the effective-
ness of turbocharging in the production
of power: With the exception of
Yamaha's V-Max, the Turbo enjoys the
best power-to-weight ratic of any mo-
torcycle here, and its output by dis-
placement is phenomenal—aonly 7.69cc
is required to produce one horsepower.

On paper at least, the ZX750 should
be the King Killer of roll-on power. In
fact, it's not even close. The discrep-
ancy lies in ““lag time,” the time it takes
for a turbo to build boost pressure when
the throttle is snapped open. The dyno
measures a turbo only at full boost, but
in roll-on testing, even an instant of lag
time meets with disastrous results. At
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45 mph in third gear the Turbo has the
quickest-spinning engine in this group
of seven—it’s turning nearly 4600 rpm,
and finishes at over seven grand. Still,
that rpm advantage is not enough to
out-pull the Yamaha and Suzuki power
brokers. By fourth the Turbo is falling
further behind in the group; its roll-on
times are slowing, the distances length-
ening, and when the Turbo clicks into its
tall fifth gear, it just lies there like a
stone in the road. When the throttle is
yanked, the ZX750 burbles along for 8.5
seconds before reaching 70 mph; un-
able to build enough rpm to develop the
boost that a turbo bike lives for.

As explained abaove, dyno figures are
skewed for all engines, but they are
most out of whack in evaluating the Tur-
bo's street performance. At full boost
pressure the ZX750 is certainly hell-for-
strong, but in the throes of turbo lag it
behaves like what it is, a low-compres-
sion 750, both dated in technology and
heavy in the shank. Bottom-end weak-
ness exaggerates the sensation of
strong acceleration when the turbine
kicks in, and special riding strategies
such as frequent downshifting or drag-
ging the rear brake to load the engine
through turns can allow the skillful rider
to summeon boost more often and more
predictably (the Turbo’s excellent drag-
strip times are a result of such tech-
nigues). Still, the 750 begs the ques-

tion: Is it all worth it? Qne staffer
articulated the general turbo malaise
when he commented, *‘With other bikes
making as much power more easily,
more smoothly, more continuously, tur-
bocharging simply doesn't make sense
in a motorcycle.”

Kawasaki 900 Ninja & Eliminator:
Two Approaches to Power
Performance

In Kawasaki's recent generation of
transverse fours we see a traditional
configuration modernized with four-
valve heads and water-cooling. The
times demand such modifications. In
the case of the Ninja and Eliminator,
however, we find a versatility of the ba-
sic 908cc powerplant that is both excit-
ing and unexpected.

The Ninja is through and through a
sport bike, encased from bar to oil pan
in flamboyant bodywork, brimming with
the latest cop-baiting café accouter-
ments. The Eliminator is the first Japa-
nese attempt at a drag-bike replica, a
low, lean, muscular shaft-drive freighter
balanced on an enormous 160/80 rear
tire. Except for different carbs, cam-
timing, final drive gear and the Ninja's
engine balancer, both bikes share iden-
tical powerplants, yet the difference be-
tween them—both in the quality and
quantity of the power they produce—
could not be more pronounced.

The dyno charts tell a story worth
hearing: The Ninja is plainly a hot rod,
biased for high-rpm roadwork. Its peak
horsepower arrives at a wrist-withering
10,500 rpm, a full thousand rpm up on
any other bike here. The Eliminator
peaks out with the big boys, at nine
grand, and up to 8500 its power curve
lies higher and runs smoother than the
Ninja’s lumpy, peaky rush.,

In fact, that's exactly how the two
feel on the road. In roll-on contests the
Ninja is a miler caught in a 100-yard
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