[image: image1.jpg]broken down many years of prejudice
and ridicule, enjoying an almost
self-conscious respectability it seemed

— the truly ghl
R MORRIS took nearly $20,000 worth of
' Raceway for the most exciting test session he’s
e’s what he thought of them:

beautiful th h

fated never to achieve. Many millions of
dollars have been invested in the rapidly
growing industry and offshoots such as
clothing and i

any g magazine of a decade
or so ago, where almost everything was
made in Britain, not very well at that,
and certainly not in large quantities.
Thankfully, the situation has changed
dramatically — although the old names
which disappeared without trace during
motorcycling’s  darkest hours have

which spring up in ‘bewildering variety
at every turn.

That it was not always thus is made
very evident by a casual glance through

been lost forever.

Famous names like Ariel, Matchless,
Royal Enfield and Velocette are still
fondly remembered by grey-bearded
enthusiasts and many examples of these




[image: image2.jpg] once-household names still grace the
‘nation’s roads. But a whole new breed
of machines with strange sounding
names has sprung eagerly into the newly
revived market place. Funny oriental
names — Kawasaki, Suzuki, Yamaha and
the seemingly ubiquitous Honda — are
recently to be seen on every street
comer or gleaming invitingly from
literally hundreds of showrooms in
almost every suburb and country town.
Honda was behind it all, of course,
with its “nicest people” campaign of 12
years or so ago, starting the new
with an little

wheels, the device had to be successful.

The upshot was that motorcycling
launched into its new era on the
strength of the hitherto unknown
Japanese factory’s clever merchandising
ploy. Motorcycles were, at last,
respectable!

Logically, the demand for the quaint
little runabout led to an even stronger
demand for a machine just a little
bigger, just a little more powerful, just a
little faster ... and, eventually the
so-called “superbike” was born. Or,
more accurately, reborn — for

two-wheeler, the Honda Cub step-
through. This new design in lightweight,
cheap and efficient personal transport
clicked into gear slowly at first but grew
to gigantic proportions as more and
more people discovered the odd little
runabouts. Blessed with the ecnnumy
and easy handling of the mot.

had always been part of
motorcycling’s culture.

Honda started a new trend again with
the introduction of the now successful
750cm® Four. Strangely, the machine
did not achieve the instant recognition
some would have us believe — in fact, it
was not umil the  machine’s
in the

but without ghastly duughnumzed
Lol

Flsl Castrol Six- Hour Race that it began

to click. ot

Enthusiasts may recall that the
young C mdhfrﬂ;%nlgnmwn led the
race by a handso gin before being
sidelined by a disc-pad failure almost
within sight of the chequered flag. They
may not recall that the race was won by
a  Triumph Bonnevil ville, a British
superbike which had been around for a
very long time!

As we have renmked the superbike
was by no means new to the scene, it
just didn’t have a name before. Modern
enthusiasts may be surprised to learn
that the now-classic Brough Superior
SS100 could be bought with a wrirten
guarantee of speeds in excess of 160
km/h as long ago as 1936! In 1950, the
British newspaper Motor Cycling
road-tested the 1000cm® Vincent Black
Black Shadow and achieved a top speed
of no less than 200 km/h — a speed only
just attainable by some of the fleetest of
modern machines.




[image: image3.jpg]EUROPEAN
THOROUGHBREDS

Triumph cast a cat in among the
air-cooled pigeons way back in 1950
when the company introduced its new
650cm® Thunderbird by taking three
machines from the Meridan assembly
lines and thrashing them around the
French Monthery track for 12 hours at
an average speed of 156 km/h, including

d k comfort stops

machines ran without a
whimper and finished off with a last lap
dash at just on 161 km/h average. |
wonder how many modemn superbikes
could emulate that feat? The classic
Ariel Square Four was a masterpiece of
design, for its 1000cm® four-cylinder
engine took no more room in the frame
than a vertical twin of half its capacity,
and it was capable of speeds nicely into

the three

Moto Guzzi's 750 Sport — excellent handling
in a small and potent package.

8

three figures, with a wide power band
almost unknown today. The Royal
Enfield Constellation cracked 189 km/h
from a single carb 700cm® twin in
1959 and covered the trip from Ostend
to Brussels — on main roads, highways
and country lanes — at an all-up average
of 125 km/h.

The list of ancient superbikes is
endless, and some of their feats are
legendary, so we may safely make the
bald statement that this type of
machine has been around almost since
the dawn of motorcycling.

But the Japanese coined the word (or
at least gave birth to it) when their
multi-cylinder juggernauts first hove

speeds left a lot to be desired. Cornering
clearances were — in fact, often still are

not really conducive to hard riding
over uncertain terrain, with the
inevitable result that they were often
hosed into the weeds by a new breed of
high performance motorcycle which did
handle as it should.

The European Thoroughbred (her-
alded by the Vee-Twin Ducati, and
followed shortly thereafter by several
contemporaries) had put in a belated
appearance, and stood proudly to be
counted.

Today the ranks of modem
superbikes have swelled to around 20
machines, md lhc kumpr;n threat to

into view, setting a new ion of
motorcyclists afire with their exciting
performances. If the large-capa ly
Japanese machines were  exci
performers, they proved to be a hnl;
less than ideal in at least one vital
department their handling at high

the s gl ble Japanese has

become a force to be reckoned with.
The main challenge stems from the
fast-rising Italian industry, with such
marques as MV, Moto-Guzzi, Laverda
and Benelli joining the fray. Germany’s
sole entrant in the superbike stakes,

The Laverda 1000 triple — heavyweight of the
group and certainly one of the quickest.
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BMW has recently enjoyed a spate of
production race victories with its
all-new 900cm® R90S sports model,
and joins the team, its new image as a
high-speed sports iron justifying its
claim. Of course, the big Munch is a
German machine and certainly deserves
an honored place on any short list of
high-performance motorcycles, but the
machine is a limited production model
and is beyond the means of all but the
most well-heeled enthusiast, so it really
poses little threat to the Japanese — if
only for that reason.

Of course, these “new” machines are
not really new at all, at least not in
various names. It is just that a new
generation has finally been made to
realise that other people besides the
Japanese actually produce motorcycles
— and some very fine machines at that.
The demand for these large-capacity
European motorcycles has grown to
such a marked degree that local

distributors cannot maintain sufficient
stocks thereby compounding the
situation by unintentionally creating a
demand for a scarce unit.

To check the various machines and
see just what makes them tick, we
thought a comparison of the top
European thoroughbreds was indicated,
and 50 set out to track down as many
examples of this particular breed as we
could find. BMW exhibits no less than
three machines which could be fairly
described as superbikes (the smooth
600cm® machine qualifies more as a
tourer) while Laverda has three starters,
MViwo, Moto-Guzzi two, Ducati three
and Munch two very exclusive models.
Let me say at the outset that Britain
produces several formidable challengers
as well, but we are going to content
ourselves only  with  machines
manufactured on the Continent — at
least for now.

BMW lists its new R75/5 750cm®

“Ten thousand man-hours later .
owners, wrers, photographers, and the ceatmre drooling onloo}

Laverda was one bike which shouldn’t have
been hindered by cornering clearance — but it

was. The generator cover grounded easily
e ﬁn big triple was heeled over into right

The Calder track was umded by 2 huge test team, including

Our test riders are brave men —
racing cars inhabited the circuit mmn; part of "’
and the

our test period,

they weren't about to
slow down for us!

model and two 900cm® variants, the
touring R90/6 and the exciting R90S
sports model, as contenders in the
superbike stakes, with Laverda sporting
a 750cm® rodster, an urgent-looking
sports model of similar capacity, and its
main claim to immortality — the huge,
fire-breathing  1000cm® ~ three. MV-
Agusta comes to the party with a
well-engineered but oddly colored
four-cylinder 750 tourer, and its
magnificent 750 Sport. First Italian on
the scene, Ducati, claims the 750cm®
GT as its super starter, and includes the
bright Sport variant along with the new
and  limited-production Super Sport
model as its range of big-irons. Although
along just for the ride, the gigantic
Munch shrugs its shoulders above the
rest of the herd and demands to be
considered, putting forward two
variations on the one basic theme — the
more-or-less-standard 1200¢m*
“Tourer” and the unbelievable
1300cm® aeroplane. Moto-Guzzi presses
forward with a very racy 750 Sport and
a similarly disposed 850cm® Gran
Tourer, two machines with an unusual
history.

On the face of it, the assignment
seemed simple enough. Just casually
select and assemble a half-dozen of the
finest European superbikes available in
the country, take them by some means
to a suitable venue at a specific time and
carry out an in-depth, involved and

meaningful test program with them.
Yes, it seemed simple enough — but of
course it wasn't. To begin with,

large-capacity European motorcycles are
damned hard to come by — just ask any
would-be owner whose name graces the
waiting list at his friendly local bike
shop — and proud owners of registered

machines which qualify for the test
seem  to
themselves!
However, with much cajoling, several
promises, some empty threats and not a

prefer riding the things

unique to the Ducati, and inherited
from its I .-wmning racing brother, is this
umpainted strip on the tank which allows an
instant fuel check a




[image: image5.jpg]EUROPEAN
THOROUGHBREDS

little honest conning of frankly
disbelieving owners, we managed to
assemble as representative a group of
suitable machines as we could hope for.
We also managed a fair smattering of
anxious owners.

The group of machines were
certainly representative of the best on
offer from Europe’s long-established
factories, but were vastly different in
their design philosophies. The machines,
alphabetically, were BMW R90S, Ducati
Super Sport, Laverda 1000 Three,
Moto-Guzzi V7 Sport, and MV 750
Four.

BMW R90S: Product of just on 50
years development of the same basic
design, this prestige machine is (with the
exception of one grim Russian example)
the only horizontally-opposed twin
cylinder machine now manufactured. Of
900cm® capacity, this top-of-the-line
model includes the almost mandatory
electric starter, and the comparatively
rare totally enclosed shaft final drive. A
five-speed gearbox is fitted as standard,
along with twin disc front brake
assembly. Instruments are complete,
and include — along with the
now-standard  twin binnacle speed-
ometer and tacho — such goodies as an
array of idiot lights indicating oil
pressure,, hydraulic fluid level, neutral
selection, generator output and blinker
warning. For the first time in history a
clock is standard ware mounted in the
rear of a small handlebar fairing
alongside a similarly unique matching
voltmeter.

0ddly, the machine displays a pair of
38 mm Italian Delorto “pumper”
carburettors, the first time a road-going
BMW has forsaken the faithful old Bing
components. To round off this most
attractive machine, a neat rear fairing
encloses the tail of the long dual seat.
Color scheme is a very fetching
airbrushed silver smoke. The bike
reflects the new philosophy of the
young design team which is now
determined to put this machine firmly
on the motorcycling map as a sports
mount.

DUCATI SS: Relatively new to the
scene, the first example of the marque
made its appearance not long after
World War Two, in the guise of a small
self-contained power unit designed to be
clipped to the frame tubes of a pedal
cycle. Better known in more recent

10

Seating position of the European Thoroughbreds tends to be a mixture of comfort and sportiness
seemingly unattainable by mass-market conscious Orientals. Even the very tall Laverda triple
(bottom picture) forces a crouched-but-comfortable position on the rider.




[image: image6.jpg]years for its range of pretty little singles,
the factory earned instant success for its
twin-cylinder when it burst onto the
market place just three years ago. The
all-new Super Sport is a variation on
that basic theme, and embodies many
technically innovative features in its
design.

The engine is basically an
old-fashioned 90 degree vee-twin of
750cm®, but its vital specifications are
right up to the minute. It is virtually a
road-going replica of the Imola racer,
the desmodromic-overhead-cam sports
production racer which showed a clean
pair of heels to all-comers at the 320 km
racing event on the famous circuit in

1972. The machine is fitted with twin
discs on the front wheel, and a single
disc brake assembly on the rear. Huge
40 mm Delorto carbs feed unfiltered air
to the cylinders, where high
compression pistons help generate the
very high power output delivered to a
five-speed gearbox cast in unit with the
power plant.

Set up purely as a road burner which
doubles as a very respectable racing
iron, the Ducati features a single seat,
rear-set foot rests and clip-on handlebars
as part of its exciting sports image. Set
off to advantage by a very attractive
sports fairing, the SS rejoices in a fancy
paint job of metallic silver and blue.

Instruments are confined to matching
speedo and tacho, and three tiny lights
indicating ignition on, lights on and high
beam. The makers obviously assume one
would be so busy watching the road
ahead there would be no time spent in
grinning at a bank of idiot lights — they
could well be right.

LAVERDA 1000 THREE: Again a
relative newcomer, this excellent Italian
design seems a logical progression from
the popular vertical twin 750. It is a tall
and heavy motorcycle, gifted (as all
Latin designs seem to be) with good
handling. The powerhouse is massive
and most impressive, the huge alloy
castings blending well with highly
polished side covers and mirror-finish
enamel tank and side panels. The earlier
examples of this machine were rumored
to suffer brake fade if pushed hard over
long distances, but I find that hard to
accept as it has never manifested itself
to any owner | have queried on the
subject. There is little chance of the
problem cropping up on the latest
model, for the huge disc front brakes

could never be  over-extended.
Five-speed gearbox is fitted, of course,
and a robust frame with two-way

damped hydraulic suspension takes care
of the comfort and handling
departments very well indeed.

To my knowledge, the big Laverda is
the first three-cylinder motorcycle to be
produced by a major Italian
manufacturer and it is certainly the first
1000cm® road iron produced in that
country for a great many years. The
three cylinders sport a trio of large
Delorto jugs, the powerhouse topped
by a cylinder head containing the
almost universal overhead camshaft. The
three exhaust pipes converge into one
beneath the crankcase, where they
branch into two again underneath the
gearbox, to emerge on either side of the
machine into a pair of huge, upswept
mufflers. The whole system radiates an
air of professionalism not always
apparent in today’s “look-alike” market
place.

That the Laverda is a product of an
Italian factory is obvious the moment
the beastie hoves into view, for it seems
to feature nothing in the way of
creature comforts that are not necessary
— or required by law. It is a tall
machine, not given to many vices, and
winning favor with an ever-increasing
number of big-bike enthusiasts.

MOTO-GUZZI V7 SPORT: A most
unusual machine in many ways, this
little Ttalian impresses with its honest
design and thorough attention to detail.

1
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The engine fitted in the too-small frame
looks as though it grew there, but its
ancestry is more than interesting for it
was not originally intended as a
motorcycle powerplant. Designed by
the factory as a combat machine, the
original unit won an international award
as the best air-cooled engine of its type
when it was first introduced. It was
adopted by the NATO forces to power a
small semi-amphibious scout car and a
small service vehicle, and has since seen
yeoman service in many theatres of war.

Of 700cm® capacity at first, the
overhead-valve vee-twin engine featured
a double plate clutch, four-speed gear
box and shaft final drive. Bearing areas
were huge and the well-finned cylinder
barrels were chrome plated on the
surface of the bores — providing
excellent cooling and Iong wear.

When the larg

was an innocent-looking hot-; tove
sports tourer. With the cngmc capacity
stretched out to 750cm® and a
fivespeed gearbox to transmit the
power, this hand-made model is capable
of a very much higher performance
index than the casual glance would
indicat

Physically the smallest of this small
group of aristocratic machines, the V7
bows its head to none of them. The
factory which produced the vehicle was
responsible for the incredible 500cm®
V8 factory racer, the 283cm® 350"
world-beater and  several  world
championship winners. One trusts the
same expertise is present in the Sports
750 as well.

MV AGUSTA 750 SS: Certainly the
best known of all Italian motorcycles
by virtue of its impressive run of World
Championship victories the shaft
drive transverse four is a very urgent
looking machine, finished in fire-engine
red and topped with a well sculpted
red whmmnd blue fuel tank of massive

city
began to assert lhcmsclves once more,
Moto-Guzzi already had a well tried
power plant and set about mounting it
in a suitable frame — the result of which

It is a single seater,
cnmple(c with clip-ons, rear set
footrests and a well-padded racer seat.
Typically, each of the four cylinders
enjoys a carburettor of its very own,

and a typically unfiltered one at that.

Many observers new to the scene
have decried the total lack of air
filtration on many of the fine Italian
designs, but it must be pointed out that
this type of machine is intended
exclusively for main road burning where
the fitting is not required. True, all
Japanese machines are so fitted, but air
filtration is a very necessary evil on
motorcycles built down to a price.
Again, the two-stroke engine (which
abounds within the ranks of Japanese
models) requires air filtration of a very
high order to enjoy a reasonable life. We
need not launch into a long technical
explanation of why that is so — we need
only content ourselves with the
statement that a $5000 motorcycle
would be fitted with a $10 air filter if
necessary.

The Italian multi seems to have set a

fashion with its engine design, for a
number of Oriental heavyweights
feature similar transverse overhead

camshaft engines. The design lends itself
fairly well to motorcycle application

provided the interests of easy
maintenance and cornering clearances
are  not neglected. With these
considerations clearly paramount, the

Some of the best brakes in the wod are
fitted to these European thoroughbreds.
BMW, MV, Ducati and Laverda have fitted
twin front discs as standard equipment, while
the Guzzi (above) employs a double sided
four-leadingshoe drum unit. Ducati (lower
centre picture) went one step farther than the
rest and fitted a single hydeaulic disc ot the

rear. All except the German machine are
fitted with lipped alloy wheel rims.




[image: image8.jpg]MV has been kept as narrow as possible
— all ancillary equipment (alternator,
clutch, and so on) are mounted as far
inboard as possible. Exhaust pipes
sweep out and around the side of
crankcase castings to provide ample
protection in case some clunker drops
the thing.

This is the group of European
tﬁomughbreds which made its way by
devious routes to the Calder racing
circuit one magnificent (and unusual)
Melbourne day to be put very
thoroughly through their paces. Five
Continental superbikes with varied
histories and  greatly  differing
philosophies, machines designed not
only by engineers but by enthusiastic
motorcyclists, assembled (one hopes and
and expects) with the tender loving
care known only to the one-off

specialist or long established manufac-
turer with more to lose than gain.
The shaft-drive horizontally opposed

Mr Exclusive, (above and
:Un) Wy Indl price tag and a lot more
than pose value to go with it.

overhead valve twin BMW contrasted
with the fairly similar 90 degree
vee-twin  Moto-Guzzi  Sport, also
shaft-driven, its transverse mounted
engine exhibiting its two pots out in the
breeze for similarly e\gellen( air
cooling. The Super Sport Duc: esmo
Vee-twin differed in having its 90 degree
engine mounted longitudinally in the
frame, its forward pot lying almost
horizontal again in the interests of
cooling but picking up a bonus in
handling because of the lower centre of
gravity. The low-slung MV Super Sport,
with its double overhead camshaft
engine and shaft drive, appeared similar
to the tall Laverda three cylinder 1000
(also sporting a double overhead
camshaft engine) but was so much
smaller physically as to seem only half
the capacity of the latter.

Three twins, one three, and a four.
Three with shaft final drive, two driven
by high precision roller chain, all with

high power output and fashionable
five-speed gearboxes. Four of the five
were fitted with double discs on front
wheels, while the other opted for a huge
double-sided four leading shoe front
anchor. One went another step and
fitted a disc on the rear as well.

If the group differed radically in its
approach  to  motorcycle  design,
performance and handling also reflected
vastly different schools of thought as
well. The heaviest machine present at
the test was the Laverda 1000, and that
was very evident when wheeling the
beastie about. It was difficult to lift
onto the centre stand, even using all the
tricks at my command, and made its
bulk felt at fairly low speeds. However,
it could be tossed about with ease when
on the move and was quite at home
even in heavy traffic. The Laverda drags
its alternator housing on hard right
handers when ridden briskly, and it is a
limiting (Continued on page 133)
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factor on this good handling big-iron.
The circuit places a premium on
good handling, and that is controlled by
many factors including  the
all-important ground clearance. Another
machine which touched down on the
deceptive right-hander leading to the
long, fast straight at Calder was the
BMW, which lightly kissed the deck
with its rocker cover just before the
apex was reached. A small scar on the
offending cover bears witness to the
fact, but even though the touch was
evident by the noise it made, the line to
which the Bee-Emm was committed
remained unaltered throughout the
comer. Not so the Laverda, which
displayed a tendency to step out as the

EUROPEAN
THOROUGHBREDS !

cover touched the deck.

The Imola-replica Ducati Super Sport
impressed on Gloweave Corner, but it
touched very lightly on the approach to
the exit as it was heeled hard over. The
culprit on that occasion was the head of
the muffler clamp and the leading edge
of the front cylinder exhaust pipe.
However, it had no effect whatever on
the handling of the projectile. The
Ducati SS was the lightest of the
machines present, and at 173 kg is
certainly the lightest of all the
la pacity machines available. This
even more evident when hauling the
bike onto its centre stand — a job made
easier by a roll-on bracket attached to
the stand.

The MV is a

machine with a

history, evidenced by the way in which
it instantly obeys the commands (often
unconscious) sent to it by
happens to be in charge. Strangely, it
has a disconcerting habit of wagging its
tail in a spirited Japanese way, but it
does so, | suspect, for the same reason a
dog wags its tail. At no time does the
odd quirk upset the handling of this
otherwise almost faultless machine, but
it ought to be remarked upon if only
because it is totally unexpected. It will
not ground, but gives the impression it
will do so at any time. Perhaps this odd
phenomenon is caused by the shaft
drive layout, for the system is supposed
to imbue its host with an unsettling
torque reaction which is said to have an
effect on the machine’s handling.

whoever

|

machines.

The Ducati SS, (top left) designed simply as a low-volume production
racer, is the hard-charging handler of the bunch — on a track, at least.
The Guzzi, (left) with its excellent “soft™
Duck on some of Australia’s bumpier roads. One lhmg is for sure — the
group on fest represented the cream of the world’s best-han

suspension, could outrun the
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Another machine which would not
scrape its underpinnings on lurid
comering angles was the smallest
machine on test, the Moto-Guzzi 750.
Indeed, the only limiting factor in
comering this surprise packet was the
adhesion of its tyres! This was proved
by the machine’s enthusiastic owner
who dropped the device in a big way on
the exit from the long Calder straight
when trying to get round at least 30

km/h too fast for
double-right-hander. They both went
down in a screaming heap, skating
across the track in a most undignified
manner, to end up 20 m from the point
of impact. It is a tribute to the
machine’s stamina to note that damage
was minimal, confined to the crash bar
and footrest. The fairing was somewhat
the worse for wear but the machine
continued the test program with no
problems whatever. I found its handling
faultless, but noted the tyres skipping
about on the odd occasion.

Brisk acceleration is not considered
to be the strongest point in favor of

this tricky

European machine for
personal transport, but the models on
test certainly gave the lie to that
fly-blown theory. Though not able to
comer quite as fast as its nearest rival,
the big Laverda 1000 showed flashing
acceleration as it haired off down the
Calder straight in pursuit of the hardest
cornering machine on the circuit, the
Ducati SS. I enjoyed a spirited dice with
the owner of the latter machine at one.
stage of the exercise while | was
mounted on the Laverda, and found |
could haul him back almost two lengths
in our sprint down the straight, only to
be squeezed past on the right hander at

selecting a

BMW R90S
SPECIFICATIONS

Overhead

crown

Bolt-on rear sub-frame assemi
shock absorber mounting points.
SUSPENSION:
Coil L damped
Swinging aren, integral spring/dampee uni
WHEELS AND BRAKES:

Block rear.
‘mm drum rear brake.
WEIGHT:

215 kg.
FUEL TANK CAPACITY:
24 litres.
PERFORMANC!
Top speed .
0-100 km/h
Standing 400 m

PRICE:
$2,775.00.

E:
Air-cooled four stroke twin cylinders horizontally opposed.
valve, engine mounted transversely in frame. 9.5:1
compression ratio. 90 mm x 70.6 mm bore x stroke, 898cm3.
One piece crank with plain bearings on big-end, main bearings. 2
x 38 mm Dellorto carburettors. Claimed power 50 kW at 7,000

ISSION:
Single pme dry clutch to five-speed constant-mesh gearbox. Left
side gear change, one down, four up. Final drive by cardan shaft,
wheel and pinion Reduction 3.00:1. Ge:
e oversi:1) (1) 13.2, (21 8.58. (3) 621, (41 8.01, (5) 4.50.
All nnl duplex down tubes, full cradle. Gusseted steering head. . stew
y, incorporating seat mounts, rear

b

Alloy rims, 325H x 19 Metzeler sport front, 400H x 18 Metzeler
260 mm twin disc front brake with floating caliper,

ENGINE:

and bevel

TRANSMISSION

one up,

ar ra

SUSPENSION:

telescopic forks.
suspension.

éa

four down.
(overall:1) (1) 12.32,
an.rv reduction 2.448:1.
ME:

DUCATI SS
SPECIFICATIONS

Air-cooled lour stroke, twin cylinder in vee configuration. Shaft
kiven single overhesd came, de
Control, 10,61 Someremion retio, 80 x
748cm3, Built-up crank,
on two ball-main bellmgs Jix
Claimed power 64 kW at 9,000 rpm (86 DIN hp).

modromic valve

74.4 mm bore x stroke,
h caged roller big-end and supported
40 mm Dellorto carburettors.

Helical gear primary drive mmuqn wet, multi-plate clutch to
fivespsed constant

arbox. Right side foot gear change,
Finel dhive by roller chain. Gear ratios
(2) 8.60, (3) 6.63, (4) 55| (5) 4.89.
Secondary reduction 2.2!

AII steel, tubular, duplex top -nd down tubes, non-cradle. Engine
ower  frame mber.
triangulated rear sub-frame.

Cantilever seat-base,

Marzocehi coil spring and hydraulically-damped telescopic front
forks. Marzocchi spring/damper units control swing-arm rear
n. Three spring load positions.
WHEELS AND BRAKES:
350 x 18, alloy rims, Metzeler racing tyres rib-block front, block
. 280 mm twin disc front brake, 250 mm single disc rear

240 km/h.
4.1 sec.
12.9 sec.

WEIGNY
FUEL TANK CAPACITY:
24
PERFORMANCE
195 km/h. ‘op speed
4.8 sec. 0 100 km/h
13.3 sec. Standing 400 m .

PRICE:
$2,695.

134



[image: image11.jpg]the end. Trying even harder and with
that confounded alternator cover on the
deck, 1 found I could just hold the
Vee-twin at bay for a couple of laps, but
had to
overdoing it and bending either the big
Laverda or me.

A few hard laps on the Ducati
indicated an unwillingness for the
engine to rev beyond 7500 rpm, nearly
1000 rpm below its stated maximum,
and 2500 rpm below the top
performance of which it is capable. With
those considerations in mind, it is
probably true to say no machine present
at the test would have seen which way

give him best for fear of

the Vee-twin went had it been in tune.
Certainly none handled as well. A check
carried out on the Ducati showed the
carburetion to be distinctly on the
over-rich side, but limited facilities
allowed no chance to cure it on the spot
so we were forced to run the machine as
it was,

Some difficulty was
with the Laverda’s CDI system at
various stages of the test, and it was
disappointing as a result. An
intermittent miss manifested itself late
in the afternoon almost at the end of
the test program, and the three was
sidelined as a solution was vainly

experienced

sought,

However, the machine had already
been put through its paces and its
performance duly noted. A tad on the
beefy side for serious “ear roling,” the
juggernaut still handles itself quite well
in a point-to-point sprint.  Again
out-cornered by a member of the
opposition, this time the surprisingly
swift BMW R90S, the three cylinder
thousand out-dragged the German flat
twin down the Calder straight, lost some
ground through the double right hander,
but tossed the twin again in the drag up
the back straight. Quite happy hauling a
weight of 227 kg wet, the Laverda

LAVERDA 1000
SPECIFICATIONS

ENGINE:

MOTO GUZZ! V7 SPORT

SPECIFICATIONS

ENGINE:
Air-cooled four stroke three cylinder, all alloy double overhead
camshaft, cylinder inclined forward at 20 deg. 75 mm x 74 mm
bore x stroke, 980.76cm3, 9:1 compression ratio. One piece
crank 3 x 32 mm Dellorto carburettors. Claimed power: 59.66

W at 7, 250 0 b (80 DIN hp).

TRANSMISS
Triplex pnmarv chain through multi-plate oil bath clutch to five
speed gearbox, constant mesh. Right side gear change, oncdown
four up. Final drive by chain. Primary reduction 2.04:1. Gear
ratios (overall:1) (1) 1124, (2) 8.08, (3) 5.89, (4) 5.03, (5] 4.20.

FRAME:

All steel, tubular. Duplex down tubes, gusseted steering head,
boxed swing arm pivot.

SUSPENSION:

Ceriani coil spring two-way damped telescopic forks. Swinging
arm, integral spring/damper units.

WHEELS AND BRAKES:

Alloy rims, 410 x 18 Dunlop TT100 front and rear tyres.
280 mm twin disc front brakes, twin leading shoe 230 mm rear
brake.

WEIGHT:

228 kg.
FUEL TANK CAPACITY:

17 litres.
PERFORMANCE:
T . 220 km/h.

‘op speed .
0-100 km/h .. ..
Standing 400 m .

$2,690.00.

Air-cooled four stroke vee-twin. Cylinders disposed at 90 deg
transversely mounted. Overhead valve, 9.8:1 compression ratio,
82.5 x 70 mm bore x stroke, 748.388cm?. One piece crank with

plain bearings on big end, mains. 2x30mm Dellorto
carburettors. Claimed power: 52.2 kW at 7,000 rpm (70 DIN
hp).

TRANSMISSION:
From crank through dual plate, dry clutch to five-speed

constant-mesh gearbox. Left side gear change, one down, four
up. Final drive by cardan shaft, crown wheel and pinion. 4.037
reduction. Gear ratios (overall:1) (1) 10.806, (2) 7.499, (3)
5,657, (4) 4.695, (5) 4.052.

FR

AII sleel duplex down tubes, full cradle with detachable lower
frame rail. Inlegul safety bar Forged and/or cast lugs, gussets.
SUSPENSIOI

Coll sprung, two-way Moto- Guzzl
ng arm, mmgrnl Kom spring/damper ur
WHEELS AND BRA
Alloy rims, 326 x 18 Muchdln front rib, 350 x 18 Michelin block
rear. 220 mm four-leading shoe front brake, 220 mm two-leading
shoe rear brake.
WEI GHT

206 ks
FUEL YANK CAPACITY:
es.

lelacoplc forks.
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seems better suited to the open country,
where its very impressive performance
can really be used to best advantage.
Although it handled well enough to
satisfy all the conditions it met on the
day, I would venture the suggestion that
it was really intended for frequent
interstate hopping. Stopping the large
machine, gifted with huge dual discs on
the front, was child’s play. Little
pressure was required to elicit a yelp

from the front tyre a 410x18
Dunlop K81 no less — and directional
stability was of a very high order, even
across some distinctly dodgy sections.
The occasional (deliberate) excursion
onto the dirt infield showed the
machine to be happier on sealed
surfaces.

Two machines impressed with their
different  characteristics and  their
different ways of doing entirely the
same thing — the “little” Moto-Guzzi
750 Sport and the BMW R90S. The
smaller-looking Guzzi — in reality a
somewhat heavier machine than it looks

proved to be even more effortless in
its performance than the German
machine. It surprised in the first
instance with its dead silent exhaust, far
and away the quietest on the circuit,
Yes, even including the legendary
Bee-Emm! It will probably not endear
the machine to the unlearned of our
number who continue to equate noise
and performance, forever confusing one
with the other, but that is incidental to
the facts. The bike goes about its
business  with  little noise, no
pretentiousness and an amazingly high
performance index.

SPECIFICATIONS
ENGINE:
1 compression r:

carburettors. Ci
TRANSMISSION:

fepeed constant medh guerbo
5||| 480NN (51 11 361

shaft drive.
SUSPENSION:

with adjustable :ml spring shock absorbers.
WHEELS AND BRAKES:

leading shoe in rear.
WEIGHT:

230 kg.
FUEL TANK CAPACITY:

24 litres (including 41 reserve).
PERF RMANCE :

MV AGUSTA 750

r-cooled four stroke, four cylinders side by side. Alloy head,
3 mm bore and stroke, 743cmS3.
oller crank with bushed small ends. 4 x 24 mm Dellorto
imed power 56 kW at 7,900 rpm.
Helica gea. pivery. ciive through, wet muiplae chich
ed gear change,
s Overah v (1 83411, (21 51710 31

umy wall tubes with twin bottom cradle. Taper Roller bearings
at steering head and swinging arm, with one swinging arm holding

Ceriani front forks with two way d.wmg Swinging arm at rear

3.50 x 18 front, lx 18 rear, Borianni alloy rims, 264 mm (10 in)
double discs in front with 203 mm (8 in) central drum, single

E:
$3750 (price can vary according to requirements).

225 km/h
|39 ;ec
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[image: image13.jpg]Possessed of a delightfully light
clutch and faultless gear change the
transverse Vee-Twin leaps away from

every upward change as though it was
starting all over again from scratch. It is
at once a surprise packet and a trap, for
it covers the ground more swiftly than
one imagines, Perhaps that is the reason
its unwary owner found himself trying
to take Torana Corner too swiftly, for
the bike is very deceiving. It can be
cornered very hard indeed, which is just
as well, because you can rush into a
corner on the thing smoothly, silently
and hellishly fast and be scratching to
get round. It did not feel to be going
hard, but it did hose off its opposition
without a great

deal of trouble.

It was the only machine present
which did not sport the seemingly
obligatory twin front disc brake set-up,
but it was not disgraced in any way
under the rigors of constant heavy
braking The four-leading
double-sided front brake was more than
equal to the demands made upon it,
exhibiting no signs of fade and pulling
up well within the limitations set down
for all the test machines. The rear brake
is too good, if such a thing is possible! It
is a twin-leading shoe component — one
of the few instances in which this type

shoe

of brake assembly has been adopted on
the rear wheel of a motorcycle — and is
of questionable virtue. Under heavy
braking, a weight shift of around 80
percent to the front wheel of a
motorcycle obviously results in a lighter
rear end in the Guzzi’s case, this
resulted in a squeal from the rear tyre
under heavy application, accompanied
by some fish tailing. If the unwary
tester just happened to change back a
cog at the time, loss of control resulted.

Of course, the rear brake pedal can
be adjusted to give a spongy feel and
consequently more control, but there
seems little point in fitting such a brake
assembly if it cannot be used to best
advantage. It should go without saying
that one soon grows accustomed to the
savage behavior of the rear brake on this
otherwise excellent device.

The narrow seat feels like a paving
stone wrapped in vinyl, but is quite
comfortable nonetheless. Though very
firm — unyielding is probably a better
word no discomfort was noticed,
possibly because the cleverly positioned
footrests and fully adjustable handlebars
fitted as standard equipment. As an
added bonus for me the saddle height is
the lowest in my experience, lower in
fact than most lightweight trail models,
and certainly allows even the shortest of

legs to be accommodated with comfort.
Both feet can be planted firmly on the
deck while normally seated on the bike,
and that is definitely a first for me!

Though using a similar shaft drive
design and many other similar features,
the BMW test machine felt very
different to its Italian counterpart, but
had a similar performance. It is a great
deal taller and has the advantage of an
extra 150cm? engine capacity, but the
two machines performed almost as one
for several laps of the test circuit.
Obviously more relaxed than the Italian
midget, the sleek German superbike still
sounded as though it had to work
harder to get the job done, and that led
to the indelible impression that the
Guzzi enjoyed being ridden as hard as
conditions allowed. Perhaps it reflects
the typical Latin temperament as
distinct from a more aloof Teutonic
point of view. Strangely, both machines
stopped as one under heavy braking and
accelerated away together to circulate
together for several laps before being
blown off by a hard-riding owner on his
new Ducati Super Sport.

I was on the Guzzi at the time and
next tried several laps on the BMW,
hence the strong impression both
machines made on me. There was
virtually nothing to choose between the
two in performance, but as already
remarked the philosophies
different.

If the Bee-Emm and Guzzi were
quietly efficient in going about their
business, the Ducati SS was something
else again. The Imola replica is now
fitted with all the goodies it first listed
as extras, but is still a limited
production model, and it clearly shows
the earmarks of the “puk racing
machine which is almost extinct in these
days of plastic, look-alike production
line racers. It emits a distinctly fruity
exhaust note and obviously prefers to
be ridden with all the verve one can
muster. Surprisingly, the machine is
simplicity itsell to start and idles
reliably in spite of its very high state of
tune. It is necessary to open the throttle
a split second before releasing the clutch
to make a clean getaway.

This is not to say the vee-twin is in
any way a temperamental performer, it
simply means the thing wants to go as
soon as it is fired up and resents having
to relax again before it has done any
useful work. Although it was the only
machine not fitted with electric starter
the kick start is geared to make the
process child’s play. The beastie looks
like a production racer and adds to the

137

were SO




[image: image14.jpg]EUROPEAN
THOROUGHBREDS

joy of a proud new owner by feeling
like one — it idles with that “dot and
carry one” feel so typical of this type of
machine, and rewards those fortunate
enough to ease themselves onto it by

porting them to a new di i
in high-speed motorcycling.

It corners on rails and will certainly
get around a whole lot quicker than
most riders would dare to scratch. With
a weight of well under 180 kg, the
Ducati was far and away the lightest of
the machines on test, and proved the
point with excellent performance.
However, one would need to be a
dyed-in-the-wool enthusiast to really
enjoy the bike to the full, as it does
display the odd quirk or two. It is
hellish difficult to manoeuvre at very
low speeds, for it has virtually no
steering lock. The front wheel swings
through an extremely small arc, which
means that wheeling the device into a
tight parking spot can become a major
task.

1 couldn’t help but wonder what
magic formula the hapless rider would
adopt in correcting a long, dry slide
much less a short wet one! Hopefully
the situation would seldom occur.
Designed to show its paces to an
awe-struck horde of i-cyli d

insufficient lock to counteract this
strange quirk. Heavy footing is
sometimes required to keep the thing on
a more or less even keel and that proved
a mite tiresome. A new technique is
required at low speeds, but it is learned
soon enough.

Funnily enough, the Laverda gave
the impression it would display a similar
trait, but such was not the case — on the
contrary, the 1000 was remarkably
stable at very low speeds. It is a more
important consideration than most
people fondly imagine, for a great deal
of time is spent trickling through
endless traffic streams. Other machines
on test enjoyed the benefits bestowed
by many years experience gained on the
world’s racing circuits or burning up
super highways — obviously happier in
give-and-take situations than the frankly
“limited production racing” Ducati.

Most routine maintenance tasks are

“easily done on the machines on test,

indicating the manufacturers’ belief that
prospective owners of this type of
machine would involve themselves in
maintenance. That is one of the more
obvious differences in thinking between
the Continental and Japanese factories
~ the latter obviously consider their
machines will be regularly maintained
by a trained professional.

I suggest this is because European
motorcycles are designed in the main by

Oriental dreadnoughts, the bike is less
happy than most when forced to
traverse slowish corners. It displays an
unnerving tendency to fall over and
compounds the felony by allowing

highly ced, practical enthusi-
astic rider-engineers — the type of fast
disappearing professional who designs
the type of machine he wishes to ride
imself, not the type of machine his
accountants assure him will sell like

sausages. That is not to say there is
anything specifically wrong with a
machine designed by an engineer to the
dictates laid down by the boys in the
front office — but it is true, I'm sure, to
say the backroom boys turn out some
pretty exciting machinery when the
whim takes them.

That may help explain the reason
why most European machines continue
for many years without significant
design change, for a design philosophy
— once mooted and accepted — is not
altered radically without good reason,
and at considerable risk. This is backed
up by the machines we have examined
still employing engine designs which
have been established for a great many
years, and have continued virtually
unchanged to this day. BMW's first
design is now just 50 years old, the
Moto-Guzzi concept is a long-in-the-
tooth 22, Ducati (though new to the
scene in its present guise) employs an
engine design 70 years old, whereas the
basically similar transverse four MV
plumps for an engine configuration
adopted by Benelli before World War IL.
The latter is, of course, similar to its
Japanese counterparts, but differs in
detail and ease of maintenance.

Normal adjustments to  valve
clearances, ignition  settings and
carburettion are very easily accom-
plished on the German twin, as the
rocker covers and points cover can be
removed in a timed three minutes. It is
necessary only to remove a small rubber
bung from the flywheel housing for the
timing marks to be easily lined up when
points are opening. That allows a quick
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Purists  can  double check the
information by using a strobe timing
light if they must, but is certainly quite
accurate enough for the more plebian of
us 10 accept.

Moto-Guzzi is equally simple, but a
check of the condition and adjustment of
points takes time. The ignition points
are contained within the dual-point
“distributor” atop the crankcase
castings and their examination requires
the removal of the petrol tank, which is
secured by a rubber strap and two small
bolts. A timed 40 seconds is needed to
remove the tank and two minutes later
the points are exposed for a visual
check. Ducati is even quicker, for the
ignition system is clearly visible between
the carbs on top of the crankcase, but
valve clearance adjustments are more
difficult to attend to. Because of the
desmodromic valve layout, the
adjustment of the secondary “closing”
rockers can only be checked and altered
by removing the cylinder heads — a job
attacked with relish only by the ardent
enthusiast. The Laverda features a CDI
ignition system which requires little
servicing and even less adjustment, but
it has been known to give some trouble.
Most of the odd problems experienced
have been confined to loosened
terminals, but they can be a confounded
nuisance and deserve (o be re-designed.

Tappet settings can be a major job on
this double-OHC three but again |
suggest the arch enthusiast at whom this
machine is aimed is quite happy to
tackle a job of such dimension as a
happy Sunday afternoon exercise.

Naturally, the three machines featuring
chain final drive need regular attention
to the component, but the job is far
more easily attended to than is often
the case with similar systems. It i
necessary to loosen one nut and adjust
the two chain tensioners to achieve the
desired results, and this chore takes no
more than a few minutes at most. Wheel
removal is  similarly  expeditious,
although some fiddling with the chain is
needed, but again the task is more easily
undertaken than is often the
obvious reasons, the shaft final drive
assemblies can be almost entirely
ignored. The latter system is, of cou
totally  enclosed and positively
lubricated, non-adjustable and im-
mensely strong. Rear wheel removal is
accomplished by merely removing an
axle nut and withdrawing the axle. The
wheel then happily falls to the ground,
without (as many people fondly
imagine) the oil running over your
boots. It is contained within the drive
housing and cannot accidentally escape.

Though incidents of road-side
puncture repair are mercifully rare these
days, the quickly detachable rear wheel

which seemed to disappear with the
demise of British machines — is still a
boon to those of our number who
prefer to replace rear tyres themselves,
or who wish to carry out periodical rear
brake i ion. Incid ly, the latter

These small considerations indicate
the attitude of virtually all European
manufacturers, for their motoreycles are
very definitely made with the
enthusiast’s needs in mind. That is
evident in the manner in which the
different  philosophies  affect  such
seemingly  simple  things as  the
positioning — and efficiency — of light
switches and lighting gear itsell. The
Moto-Guzzi probably the worst
sited switches fitted to a motoreycle
since acetylene went out, and the
Ducati is not much better, leading one
to assume the ltalian factories are more
interested in designing machines to be
ridden hard during the day and not at
all during the hours of darkness. This
theory is shot down in flames by the
Laverda which has excellent switch:
It is, of course, of Jap:
manufacture! The Bee-Emm switches
were ideally sited and worked perfectly.

Oddly, the Laverda sported a set of
matching Japanese instruments, while
Ducati made do quite well with Smiths
components, Moto-Guzzi with the old
Veglia units and BMW with the finest of
the bunch, their own VDO.

If a direct comparison is made
between the best of these top European
superbikes  and  their  Japanese
counterparts, one fact clearly emerges
the Japanese excel in terms of

task is made a great deal easier on the
BMW models by virtue of windows
machined in the rear hub. It is necessary
only to scrunch down on one’s
haunches and peer at the side of the hub
casting itself.

and good looks,
where the Continental factories settle
for honest, no-nonsense clean lines and
engineering excellence. The owners of
the vastly different types of machine
bear the fact out graphically, for they
are cast more in the classic mould of
* I husi than  their

Oriental-mounted contemporaries.
Their attitudes to their machines are
also radically different. For example,
the owner of the test BUW R90S is no
less than Graeme Osborne, former top
local road racer, who bought the
machine to ride in production racing
events, and to “hose off the hoons on
their boy racers” as he so colorfully
puts it. He rode the bike to a
respectable seventh spot in the Marlboro
Two-Hour at Calder, and had since
added another 2000 km touring the
countryside at very high average speeds.
He happily took time off from his
motorcycle business in Geelong to ride
to Calder for the day’s testing, and
spent more time circulating on most of
the other machines as well. His expert
opinion? Still prefers the Bee-Emm, but
liked the racer feel of the Ducati, was
undecided about the Guzzi, thought the
MV was magic — even though he didn’t
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ride it — and couldn’t fire the Laverda up at all.

Young Nick Scott arrived with full leathers and pyjama
pants on to save his Guzzi fuel tank from being scratched! His
interest waned a little after he dropped it, but he quite
enjoyed squirting the BMW and remarked on the smoothness
and apparent lack of fuss at high cruising speeds. He liked the
handling of the Ducati but couldn’t really come to grips with
the riding position and general feel of the model.

Neil Sawyer still prefers his Ducati, but will grudgingly
admit the Guzzi is a little easier to relax upon. Only rider
other than your scribe to put the Laverda through its paces, he
agreed it makes an ideal long distance touring iron and he, too,
was impressed with its very brisk acceleration and pulling
power. The guy from Bob Jane's organisation — a
self-confessed British bike fancier — prefers the MV but didn’t
enjoy the chance of riding any of the others at the test.

At the bullsession following the test program it was
generally conceded that one machine is a great deal better than
another only in the eyes of the person who happens to prefer
the former. It is not only a question of justifying one’s own
selection, be it undmiood, it ls rather a question of a
machine’s the ity of its
owner. That is probably the reason a friend’s highly praised
model quite often leaves you feeling cold and doubting the
mental powers of the poor fool.

Let it suffice to say that each of the happy owners present
still preferred his own particular steed, but could certainly see

Notice to Advertisers
and Advertising Agents
TRADE PRACTICES ACT 1974

The Censumer Protection provisions of the Act came into
force on Octcber 1, 1974. Certoin cf these provisions, notably
Sections 52 ond 53, forbid both o corperatien and on individual—
(1) from engoging in misleading or deceptive conduct in trade

cr ccmmerce (Saction 52);

(2) frem moking folse representations in ccnnexion with the
prometicn by ony meons cf the supply or use of goods or
services (Section 53).

An advertisement which contains false representations in
centraventicn of Secticn 53 may render the individual or the
cerporaticn making fhose representations liable 1o o fine of up
tc $10.000 [or 6 months imprisonment] in the case of an indi-
vidual or up to $50,000 in the case cf a ccrperaticn and o
damages action by o parly whe has suffered loss as o result.

Engaging in misleading o deceptive conduct may render
the individual or ccrperation liable to o domoges action by’ on
injured party.

It is cbvicus that whilst advertisements must not contain
misleading, deceptive cr false information, it is impossible for
us 1c ensure that oll the advertisements submitted for publication
conform with the Act. Our positicn is recognised by the Act
itself in Section 85 (3] which crevides o defence for o publisher
whe has received on advertisement in the crdinary course of
business and did not know cr had nc reason to suspect that
s publicaticn weuld amount to o contraventica cf the provisions
of the Act. We, therefcre. osk thot odvertisers and advertising
ogents sofisfy themselves thot each and every adveriisement
submitted for publicaticn complies strictly with the Act.

It s wogested that in cotes of doubr advertsens and
advertising agents seek legal o

the justification for selecting any one of the other machines.
Many valid points were raised regarding the shortcomings of
various machines, for all the riders were able to argue with
some feeling, having served a thorough apprenticeship on the
usual run of smaller machines, before ‘“graduating” to
machines which may possibly prove to be the last they will
ever own. It was agreed that the large-capacity motorcycle
owes its existence to the Japanese, and my suggestion that
motorcycling is just about to launch itself into its second
“Golden Age” was greeted by all as something less than a
prophetic statement — most were of the opinion that it had
already arrived. I'm sure the turn of the century will still see
the test machines’ names boldly emblazoning the sides of
whatever pass for 21st century motorcycles, for there is no
doubt these European thoroughbreds are here to stay.

If you want a bike which will be first round the block, then
none of these machines is really for you. If you want a
machine that will blow its opposition into the weeds (in a
straight line, mark you) and shred a rear tyre in a fortnight,
and a chain in three weeks, better look somewhere else. If you
want a machine which will glory in flash paint jobs and
window-smashing four-into-one exhausts, forget it. If your
passion runs to waving your front wheel about in the air for
some absurd reason, buy a bike in which this is an in-built
feature — but don’t buy a thoroughbred.

On the other hand, if you want a machine which will still
be performing perfectly 10 or more years hence, if you are
tired of falling off because the thing drags its underpinnings at
the slightest provocation, if you want a machine which will
wov)d: honest  point-to-point average speeds which will

all the block — and manage all
this with minimal maintenance — then you ought to seriously
consider buying one of the models talked about.

TRAIL RIDERS

‘Why spend $8,000 on a 25 acre farm?
Form your own Bike Riding Club and buy one of these
investment properties.

I¥mn Ggmﬁ' 2,162 acres Freehold. 6 mile frontage
to Turon River near Capertee 125 miles from Sydney.
Picturesque, mostly natural undeveloped hilly country-
side. 600 acres cleared for stock grazing. Only $25.00
per acre. Terms available, on $30,000. &

. 576 acres. Only 2 miles from Mudgee.
lagnificent 'scenic views over township and valley
¥ timbered hills, % cleared. Creek. Ideal Traﬂndmg
Cheap at $15,000.00. Terms on $9,000.00 d

ANDY PIRIE & CO.
97 Market St. Mudgee. Phones: 72 1033 72 1841
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