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: peratad safely. and for a very good reason.




Six Trips

“. .. Trpp One down the road can be considered
the Panoramic View. This is the wide-screen
version of riding, where you see everything . . ."

Even if one has no intention of riding fast, the
need to ride well is still there; when an emer-
gency situation develops, riding well may be
the only way out.

But how does one learn to operate? The
racetrack may be the farthest thing from
your mind or your practical options. In any
case, merely putting in time on a track guar-
antees nothing—you may learn to ride better
but still not be able to ride well enough to
truly operate the machine. Instead, you can
take some proven track techniques and ap-
ply them to Six Trips down your favorite
road. This is not racing down the road; rather
it's a way of looking at the machine and at
the road to develop expert riding skills.

Most riders have a favorite road, whether
it's a side road on the way to work or a
stretch out in the sticks that you can get to
only once a week. Typically, the favorite
road is a scenic two-laner back in the hills
with enough twists, turns and rises to keep
things interesting. If it's a long road, start
with a segment one or two miles long to keep
things simple.

Trip One down the road can be consid-
ered the Panoramic View. This is the wide-
screen version of riding, where you see ev-
erything and consider the road as just a part
of the landscape. Speeds are very low, and
the rider is not really aware of any road fea-
tures. The rider is just “‘riding’’—being borne
along without paying much attention to the
road or the machine. Depending on your ori-
entation towards motorcycles, you may al-
most never ride this way—or you may
ride this way the vast majority of
the time. In any case, all motor-
cyclists do this sometimes, and
it serves as a common starting
point.
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Before beginning the second trip down
your favorite road, it's necessary to spend
some time experimenting and observing,
keying in on the motorcycle and operating
procedure. A motorcycle by itself can do
nothing; it depends on the rider for input. A
bike, however, does reflect the rider’s in-
put—exact operation begets precise results;
sloppy technique yields approximate con-
trol. In very general terms, only four things
can be done on a motorcycle: steer, slow,
accelerate and hold a constant speed. Of
these four, steering and slowing are the most
important, yet most difficult, techniques to
master.

Precise steering is probably the greatest
problem motorcyclists encounter. When
queried, a surprising number of riders and
racers cannot explain the simple mechanics
of steering. Or, many motorcyclists respond
by saying they “‘lean it over,”” which is not
the primary method of steering. Weight
transfer—leaning the body and bike over—
helps the steering action, but quick, accurate
steering changes must be initiated through
the handlebar. This does not sound revolu-
tionary until one observes and concentrates
on the steering process that must be used.
At a walking pace, the bar and front wheel
are turned in the direction of the turn, which
is simple enough. However, at any higher
speed, the process is just the reverse, that
is, the motorcycle steers by having the bar
opposite the intended direction of travel
pulled. Therefore, to turn right, the left bar
must be pulled and the right bar

pushed. Conversely, to turn

left the right bar must be

pulled and the left bar
pushed. Although it seems
"%\‘ that the front wheel

%,

,

would end up pointing the machine in the
wrong direction, this is not the case.

Actually, when you move the bar in the
opposite direction of your intended turn, the
tire contact patch runs out from under the
centerline of the bike, and the bike more or
less falls in the direction in which it is not
supported. After the initial imbalance occurs
the bike leans over and then the front wheel
tracks the turn, or points in the direction that
the bike is leaning. If you wish to lean over
further you must create another imbalance
either by that method of steering or by re-
positioning your weight.

If you’ve never been consciously aware of
the “‘steer right, go left’” phenomenon, you
should become aware, in an empty parking
lot. A large area which has lane lines for con-
venient reference points provides an excel-
lent place to discover how quickly a motor-
cycle can respond to the steering technique
and how accurately its path can be con-
trolled by the bar. For many riders it comes
as a revelation that a motorcycle can be
made to do anything other than lazily follow
the lead of the rider’s body, or that the ma-
chine can be made to act independently, or
at least separately, from the rider’s body.
That kind of machine behavior often starts
riders thinking about the motorcycle func-
tioning as a result of rider input rather than as
a physical extension of the rider’s body. That
sort of thinking proceeds from an operator’s,
as distinct from a rider’s, viewpoint.

Problems concerning stopping the motor-
cycle revolve around a few myths and oft-
repeated facts. One myth is the belief that
locking the front brake will flip the rider and
machine over the handlebar and front wheel.
In daily street riding, this will just not happen.
( Continued on page 110)
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Six Trips Continued from page 102
Experienced riders may be able to do “stop-
pies,”’ front-wheel stands, on some street
bikes, but a rider must be attempting to do so
purposely. Under normal street-riding condi-
tions, a front tire will skid every time rather
than stand the motorcycle on its nose.

Stoppies underscore an important fact:
the front brake does the vast majority of the
work. Braking figures usually attribute 75 to
85 per cent of the braking ability to the front
end while the rear brake shoulders only 15 to
25 per cent of the stopping load. These fig-
ures are given in various training and educa-
tion programs, but experiencing the dif-
ference leaves a dramatic impression. The
decrease in stopping distances between
braking with the rear brake only and stop-
ping with both brakes will bring the lesson
home to anyone. The developing rider
should spend a good amount of time working
on reducing braking distances. With prac-
tice, and working gradually toward tire howl,
the rider can develop his feel for how quickly
he and his bike can reasonably stop. Natu-
rally, this experimentation should take place
in a large, empty area. The surface should
be clean and as a safety precaution the rider
should be fully protected.

Many riders will likely learn, with careful
and considerable practice, that a motorcycle
can stop much harder and in a much shorter
distance than they ever realized. They will
also develop a feel for the way a motorcycle
collapses its front suspension under deter-
mined braking and for the traction available
at the front tire. When beginning to move
toward personal and machine brake-limits in
an open and almost clinical environment,
most riders become more aware of what
they are doing—and what their machines are
doing. Everyone should recognize that they
are not trying to establish absolute braking
limits. Riders should be trying to develop an
awareness about what the machine is doing
and what it feels like in a hard-braking mode,
including rear-wheel skidding. Bright and re-
sourceful types will take an incremental ap-
proach to this braking; only the bandage-

( Continued on page 115)




Six Trips Continued from page 110
and-plaster set will try the single-afternoon,
do-it-now approach, suitable only for hospi-
tal parking lots. Any braking exercise in-
volves a certain amount of risk-taking, but
the pay-back on the risk, even in the short
run, can be enormous because an elevated
sense of braking traction could easily be the
difference between hitting an erring car or
avoiding it.

When experimenting with braking, you
should not avoid locking the rear brake; it
can be a valuable experience. In the course
of pavement riding there will come a time
when a rider inadvertently locks the rear
wheel with too much brake. If a rider has
never experienced this, the sound and sen-
sation of the sliding tire may panic him and
turn a small mistake into a much larger prob-
lem. But once a rider has experienced rear-
wheel lock-up a number of times, it no longer
seems as threatening and therefore is not
as dangerous.

The second trip down your favorite road,
following the sensitivity training and encoun-
ter sessions in the parking lot, is likely to
make any rider more aware of what he is
doing to make the motorcycle do what it is
doing. And the rider ought to be aware of
how far he and the machine are from their
combined limits in areas like braking. The trip
has nothing to do with speed, but everything
to do with machine sensitivity and aware-
ness. The rider’s outlook should be the exact
opposite of the airhead racer’s prescription,
“Brake later, lean it over further and gas it
sooner.”” Using this formula, the rider even-
tually brakes so late or grinds the bike so
much that he really scares himself and be-
comes convinced that he is at the absolute
physical limits of adhesion. He is at the lim-
its, but they are the limits imposed by doing
things wrong.

Instead, the rider should concentrate on
how the motorcycle works. This will take a
bit of time, so Trip Two actually turns out to
be a number of trips down your favorite road.
Awareness. Sensitivity. Observation. Many
riders may be aware for the first time how
they can make a motorcycle alter its path in
a corner by using reverse-lock steering. Or
how a particular motorcycle, under braking,
resists being heeled over into a corner. As-
suming your motorcycle has adjustable rear
dampers, as well as normal spring-preload
rings, Trip Two is the time to discover in a
systematic way, by using opposite poles in
the adjustment ranges, the differences those
alterations make in the way the motorcycle
feels to the rider and behaves on the road.
You may wish to vary tire pressures between
highs and lows recommended by the manu-
facturer in order to discover whether you can
detect differences on the road. Again, speed
is not the point of Trip Two. The trip requires
brainpower, not wrist power. Trip Two is over
when you consciously think of operating the
bike instead of simply riding it.

It is possible to never arrive at this point.
Perhaps you find it too much of a strain to
concentrate on exact operation and don’t
find the process very enjoyable. In that case,
FEBRUARY 1980

you're a confirmed Panoramic Rider. Other
riders may find that their conception of mo-
torcycling has been changed by the notion of
operation. When they get on a motorcycle,
they don’t just ride it around. They try to
sharpen their senses that monitor what any
motorcycle does in response to what the
rider does. In time, riders who approach mo-
torcycling in this way find that their under-
standing of what constitutes the normal
limits of motorcycle control has changed.
This doesn’t mean that a rider will gradually
change into some kind of road demon who
smokes tires and brake pads at the entrance
of every corner he sees, and must on occa-
sion pick cars out of his taillight lens. Far
from it. It does mean that a rider proceeds in
greater potential safety than he could before
because he can alter the direction of his mo-
torcycle—and stop it—in short, control it,
better than before. It's worth knowing, for
example, that accident investigators find in
some cases that motorcyclists actually
turned into automobiles they were trying to
avoid, a result of turning the front wheel
““away’’ from the impending collision, which
actually steered them right into it.

Most riders usually take roads as they
come, even their favorite ones which they
“know.’’ Favorite roads can be dangerous if
riders, who know the road, put themselves
on auto-pilot and thanks to their knowledge
focus their attention back on the road only in
spots. Sometimes, an overloaded brain,
functioning in familiar surroundings, runs
through some ad hoc, haphazard proposal
that guides man and machine down the
road. Never does the rider think systemat-
ically about the road; he knows where he is
by the roadside scenery. And he may never
think about the motorcycle on the road.

But the rider needs to ask himself where’

he thinks the motorcycle should be on the
road at any given moment, what it should be
doing there, e.g., braking, accelerating or
turning, and what attitude it should be in. And
so the third trip down your favorite road be-
gins a process of analyzing the road. To do
this a rider must first see the road, and then
get to know it more than casually.

The purpose of Trip Three is turn discov-

ery—a process of identifying and numbering
the turns. Asphalt is immobile stuff, so turns
stay in the same direction and order, and
therefore can be memorized. How many cor-
ners are there? What sequence are they in?
At first, this seems like an impossible task.
Visions of turns flood your mind in no particu-
lar order. Trip Three will undoubtedly require
many trips down the road. Remember to use
only a short stretch of road a mile or two
long. Also, concentrate on the road while
running it in one direction only; trying to learn
it both ways more than doubles the task and
the confusion.

Slowly, things will begin to fall into place.
After a while, it seems like the road has
shortened; it hasn't, of course, but you are
beginning to learn it. Eventually a rider can sit
back in his easy chair and run through the
road in his mind as if it were on videotape,
recalling every turn in exact order. This may
sound very racetrack-like, and that may be.
But there’s a very important lesson in Trip
Three that many riders will miss until they
have made the successful effort to do the
videotape, instant-replay head trip; earlier,
the rider thought he knew the road, but he
didn’t: he only “‘sort of’’ knew it. And a public
road is a more dangerous stretch—in its own
way—than a racetrack: oncoming traffic,
hazardous intersections, hard roadside sce-
nery, etc. Considering the environment of a
favorite road and the number of times a rider
uses it, it certainly behooves the rider to
know the road in a videotape way. If nothing
else, it's a matter of safety. Trip Three—
identifying and numbering turns—leads into
Trip Four.

Trip Four should be used to qualify the
turns, that is, looking at the corners one at a
time to identify the variations in the road.
While a few turns are smooth and correctly
banked with a constant radius, the vast ma-
jority are hardly ideal. The variations include
increasing or decreasing radii, banked turns
that flatten out too soon, flat turns that go off-
camber, off-camber turns, turns with choppy
bumps, a hump, rise or crack, or a dip or hole
somewhere in the way. Even though roads
are designed to be ‘‘safe,”’ as opposed to
racetracks which are designed to be ‘“‘chal-
lenging,”’ the civil engineer’s idea of perfec-
tion rarely sees the light of day. Public
thoroughfares are routed around obstacles
such as homes, trees, cliffs, rivers, etc.,
which ruin even the best laid plans. In addi-
tion, cost must be taken into account, and, of
course, roads do degenerate—generally,
maintenance policies allow roads to rot to
pieces before being repaired.

Changing surface conditions also plague
the rider, whether on the track or street.
Some turns are characteristically dirty,
when, for example, located near an over-
head cliff. Others can be sandy after a rain
from runoff which leaves dirt behind. Still oth-
ers may be damp and slick from drainage or
irrigation. Turns with dips often collect oil,
making a permanent slick spot, while turns
that collect leaves and other debris can be
just as treacherous.

( Continued on page 132)
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Six Trips Continued from page 115

Therefore, To Really Know Thy Favorite
Road poses quite a task, and it’s virtually
impossible to do from the saddle. So the
fourth trip should be a slow one, stopping at
every corner. Viewing from the side of the
road gives more time to identify the varia-
tions, allows for a more complete and de-
tailed assessment of each turn. The rider’s
concentration can be placed on the road,
instead of divided between the bike, the traf-
fic and the road. The rider can now see de-
tails such as bumps, cracks, points of cam-
ber changes or other characteristics that
could or would have escaped him on even a
slow ride through. And he can see specific
things he'd like to avoid. It's impossible, of
course, to have a molecular knowledge of
the surface of the road—but no matter how
many observation trips it takes, the rider should
have a working knowledge of the topography of
every comer in his mental videotape.

Once a rider knows where the road goes
and what the surfaces are like, he can begin
to think about what path the motorcycle
should take on its way through a corner, and
that’s Trip Five. First of all, many profes-
sional racers will tell you there is no ‘‘right
line’’ through a turn, no one best way
through any turn. This is especially true on
public roads. If road conditions change, due
to such things as dirty or slick spots or
stalled traffic, sticking with the ‘“‘right line”’
does no good at all. The ‘“‘right line”’ is easy
to draw on a turn map: entrance, apex and
exit. Maps are two-dimensional; the real
world has three dimensions. Charting an en-
try, apex and exit from a diagram of a corner
cannot possibly deal with the camber
changes, bumps and other surface combina-
tions that actually make up that particular
stretch of asphalt. In fact, it is the exact op-
posite of the process used to chart a course
properly.

This may sound backwards, but develop—
ing a course of action through a turn begins
at the end of a turn and then works towards
the beginning, using the features of the turn
to break the corner into segments. Actually,
the end point is the logical place to start
since the most basic goal in cornering is to
get through the turn safely. Since every ac-
tion in a turn can affect the final result, having
the end point of a turn exactly pegged allows
all the steps through a turn to be precisely
planned out.

Take, for example, a blind right-hander of
about 90 degrees with consistent banking, a
decreasing radius and a pothole on the left
towards the end. In addition, there is sand
and gravel in the middle of the lane starting
about half-way through the turn. Following
the “‘right line’’ theory, the rider runs a colli-
sion course with the hole. Naturally, the rider
will move the end point of the turn further to
the inside, which changes the path through
the turn. However, moving towards the in-
side puts the rider in the gravel in the middle
of the lane, not the hot tip for cornering trac-
tion. Since you're dealing with a blind corner
with decreasing radius, a pothole and sand,
the logical exit end point for the motorcycle

is located on the far right side of the lane.

There are different ways to arrive at that
point. One could take the inside, low in the
banking, as this is the shortest way through.
However, getting into a corner too fast while
staying low could cause the rider to over-
shoot the turn, running wide into the oncom-
ing lane. The fact that the corner is blind—
and has a decreasing radius—suggests that
the rider might not want to opt for a tight
entry. So, the better practice is to enter the
turn near the centerline, where more of the
road can be seen, turning the bike later than
would be the case on the extreme inside,
and turning the bike decisively with pressure
at the handlebar; then cut across toward the
inside of the turn to take the shorter path and
also make use of the banking, finally making
the exit point on the inside of the right lane.

With the turn accurately identified and the
best series of actions planned out, the turn
no longer poses as much of a danger. The
hazards are located and avoided and, in-
stead of a wobbly series of steering correc-
tions, only one steering change at the cor-
rect point is necessary.

The fifth trip, then, takes the technique
used on this hypothetical corner and applies
it to the favorite road. Working backwards
through each turn and breaking it down into
segments will take quite a few trips down the
road—quite a bit of work. You could spend a
summer thinking and operating your way
down a favorite stretch of road. As time and
trips progress, arider is likely to find that he’s
refining the way he’s operating a motorcy-
cle. Hopefully, he’ll become more decisive in
braking and turning the motorcycle. Braking
points can be narrowed down to specific lo-
cations, as can points where steering
changes are made.

In order to produce consistent results, ref-
erence points are needed to signal braking
points, when to make steering changes or
any other actions. As the rider becomes
more and more familiar with a stretch of
road, he should accumulate more and more
reference points for every turn. The final re-
sult is that reference points make the rider
feel so familiar and therefore so confident on
a road that he can anticipate and predict the
next turn and the appropriate procedures to
be applied.

These reference points should consist of
something within the field of vision on the
road, such as cracks, painted lines, fence
posts, etc. Alternate markers should be
found to keep “‘extras’’ in mind and also to
prevent the rider from retaining old markers
that are no longer of use. The rider should be
careful not to use the edge of the road for a
reference point. This is not really where the
rider wants to be; shifting the reference point
in a foot or so from the edge would be a
better choice.

Eventually a rider knits his favorite road
together with a set of emerging reference
poins. Taking the hypothetical turn from Trip
Five provides an example. Entering the turn,
the path stays wide to the left side, about a
foot away from but paralleling the dashed

( Continued on page 134)
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BALANCE PLUS (ACP) qumd
Balancer 2 for .49.
TIRE MOUNT LUBE .
“BREEZER” Tire Tool $7.88.

SPECIAL! 1 FREE TIRE with
purch, 2 Lester wheels! Hon
GL 1000 & BMW. . . $359.00
Hon 750/550 .00
Kawa/Suzuki. . . ... $319.00
Price per pair. Optional Highlit-
ed (polished) $38 pr. Optional
sizes avail. Limited offer. Sub-
ject to availability.

KRYPTONITE LOCK. Defies
hacksaws, bolt cutters.
World's finest motorcycle
IOk S 2 $37.50

LOW PRICES ¢ QUALITY BRAD NAMES e« FAST SERVICE

VETTER FAIRINGS
Windjammer |V $289.00. Vin-
dicator $239.00 plus hdwe.
Lowers $66.00. Vetter Saddle-

bags $279.00. Tail Trunk
1%9.0&

Cycle Sound
Free Shipping on Bags,
Trunks, Lowers. Fairing $20.00
anywhere 48 states. All Vetter

options, accessories avail. Also:
New Pacifico Shado Classic
$359.00 plus hdwe.

LOCKHART OIL COOLERS
The best-Complete kit. Honda,
Kawa., Suz., Yam, Tri. Harley
$67.77. Bypass Valve
$28.77. (Extra capacity model
700 cooler also avail. Add
$13.50. Optional chrome add
$16.50).

ECLIPSE TANK BAG

King of the tank bags. Also
converts to backpack. Black,
Blue, Red. $49.49. Free Ship-

L3 LN ‘x’

KERKER EXHAUSTS

4/1 Hon, Kawa, Yam, Suz.
Chrome $164.00. Black
$154.00. Free Shipping!

TRACY FAIRING
Look of the Eighties! Easy bolt-
on. Nearly all bikes. Black or
Silver $169.00. Free Shipp-
ing.

29mm MIKUNI Famous Hi-Perf.
Smooth Bores. Big Power
Boost on Hon, Kaw, Suz
Fours. Easy insstall. $289.00.
Accel. Pump $44.99

QUARTZ HEADLAMP Super
bright top quality French
made. Nearly all bikes 500cc
& larger. Includes bulb.
$19.88. Yam RD 350/400
$32.00. Spare bulbs $7.75.

»

HELMATE SPEAKER

Listen tu AM/FM or CB while-
u-ride! $9.88. Bi-Com-talk to
your passenger $8.88.

COBRA ALARM
Automatic. controlled by igni-

tion switch. Loud, rugged,
compact, easily installed.
1-Year waranty $46.88

HI-POINT MX BOOTS $94.75.
Free Shipping!

ORDER by MAIL or PHONE
TOLL-FREE:

FREE SHIPPING

Calif. 800-382-3600 O" $25.00 order-except fairings.
Other States - 5120 ———— -
or call 213-999-2811
FREE SHIPPING!

Please Ship:

Remember - Prices INCLUDE
Shipping (Except Fairings)

Phone TOLL-FREE

RACECRAFTERS « 7801 CANOGA AVE., CANOGA PARK,CALIF. 91304

CATALOG $2.00
Or FREE with order

Name

Address

Phone ( ) I

City/State/Zip

RACECRAFTERS I

0O Visa D M-Chg. #

Exp.

7801 CANOGA AVENUE

OMO.§

CANOGA PARK,CA 91304 | 0, peposit Required on COD.

134

Prices good for 30 days.

O Catalog $2 (or FREE with order)

California residents add 6% sales tax.
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Six Trips Continued from page 132

lane line. Braking begins where the dashed
line becomes a double line, followed by a
downshift. Using handlebar pressure, the
steering change is made after passing a
rough patch in the lane, with the bike now
aiming for the painted line marking the edge
of the road beside a prominent bush. Leaned
over, acceleration begins and increases as
the bike is straightened up and now heads
for a spot about four feet to the right of the
pothole. Accelerating past the hole, the rider
now sets up for the next turn. When this pro-
cess has been completed for the entire
stretch of road, the rider has reached his
goal; he can now truly operate the bike in an
expert manner on this particular section.

The initial impression when beginning to
quantify and analyze a road is confusion; the
rider feels overwhelmed, inundated by too
much input. The rider switches from one task
to the next and then back again, becoming
totally confused in the process. The most
important step in tackling a road is to qualify
turns slowly, one at a time. Don't attempt to
analyze the entire two-mile stretch on the
first trip. After turns are qualified, the road is
a known quantity and then can be developed
by picking and discarding paths and refer-
ence points until the final sequence
emerges. With each additional trip, the rider
is likely to concentrate more on the precise
operation of his motorcycle, and he’ll worry
less about where he is or should be on the
road—because he knows.

Working through the ‘“‘Six Trips’’ cycle
once will definitely increase the rider’s level
of skill, awareness and safety. With subse-
quent trips the rider cements these gains into
pemanent practice. Riders begin to apply
these skills to every road travelled until this
method of analyzing and concentrating be-
comes a habit. Expand and challenge your-
self. Add some mileage to your favorite road,
ride it in the opposite direction or find another
good road. As your analyzing technique be-
comes more refined, the process becomes
easier to apply and takes less time to mas-
ter. But be sure to keep tabs on yourself: as
you begin to ride expertly, your riding will be
safer than ever, but it may also become
faster than ever.

Eventually some riders may find them-
selves riding a road so quickly that turns
some distance from one another in the be-
ginning become interconnected, and it's
necessary to alter paths because the exit
from one turn is consistently affecting the
procedure through the next. When this hap-
pens, speeds have increased to the point
that it's really no longer safe to continue this
practice on the street, no matter how expert
you may be. At this point it's time for Trip
Seven, the trip to the racetrack.

Buy yourself some leathers and go pro-
duction racing; after reaching a certain level
of proficiency, it's much cheaper and safer
to do your analyzing on tracks, and it's much
more fun. You'll be riding fast and well with
people who, for the most part, do the same,
and that’s just the beginning of a whole

new challenge. @®
CYCLE



