Number:

Lontacts

Who are they:”

lUhat do they do?

AF Rayspeed

01944 710693

Bitubo forks

Ashford Powerhouse

01233 665520

WP suspension

Bickers plc 01473 745131 Hagon shocks

BSD 01733 223377 Suspension set-up service
Crescent 01202 820170 Yoshimura suspension parts
Demon Tweeks 01978 664474 Linkages, shocks, forks, springs
Falcon 01929 554545 Falcon shock absorbers

Harris Performance Products

01992 532500

Ohlins forks, shocks and set-up

HPS

0870 774 7740

WP/Ohlins by mail order

JPI Motorsport

01280 700989

Paioli forks and shocks

Kai’s Suspension Service 01942 896366 Set-up service/Ohlins /WP
K-Tech Suspension Products 01530 810625 K-Tech and Technoflex
KLJ 01584 878135  Ohlins/WP gear

KTM Sport Motorcycles 01280 709500 WP forks and shocks

LEM Distribution

01792 797798

Pro-Shock shocks

Maxton Engineering

01928 740531

Maxton shocks and full set-up service

MH racing 01225 811583  WP/Ohlins gear
MotoMecca/Spares GB 01202 823453 Ikon shocks

MR Holland 01775 766455 Fournales Progressive, Sebac etc
NWS 01992 501285 Linkages, tie rods etc

On Two Wheels 01792 224470 Hyperpro, Q-Tec

PDQ 01628 667644  Race Tech/Ohlins/Hyperpro etc

Performance Motorcycle parts

01796 482507

Ohlins, etc

Pro Racing 01327 301322 Kayaba forks and shocks/revalving
Pro Twins 01342 892888 Fast By Ferracci/Hyperpro and others
QB Carbon 0115 9894468  Ohlins/Pro Max

Race Components

0118 9440032

Fox shocks and full set-up service

Race Spec

01531 631700

Marzocchi/Kayaba/Showa parts

Rough Stuff Racing

0773 4791505

Set-up for WP/Showa/Ohlins/Kayaba

Valmoto

0161 6435511

Penske shocks

WP UK

01507 327509

WP kit/set-up service

This supplement given away free with the June 2003 issue of Performance Bikes magazine. Not
to be sold separately. Further copies available from Performance Bikes on +44 (0)1733 468099 -

price and availability on demand.

Complete suspension selt-ups For every Mma jor N
sportsbilie, plus how o set up any bike in the world

Al major models covered including

- Aprilia R5250
Aprilia RSV1000 Mille
~ Ducati 7485P

Ducati 996/9965

| Honda CBR60OF
_ Honda Fireblade
' Honda VFR800

Kawasaki ZX-6R
Kawasaki ZX-7R
Kawasaki ZX-9R
Suzuki GSX-R600
Suzuki GSX-R750
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Triumph TT600
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~ Yamaha YZF750

Suzuki GSX-R1000 Yamaha YZF1000R Thu_nderace :

. Honda VTR1000 F; lrestorm :
Suzuki GSX1300R Hayabusa - Yamaha YZF-R1

| Honda VTR1000 SP-1
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Welcome

We published our first Performance Bikes set-up guide nearly four years ago,
and since then we've twanged the suspenders of all the significant sports-
bikes from the last decade - 42 in all. So chances are we’ve done yours. But
don’t panic if we haven't. This collection of all the set-ups to date is also a
guide to how suspension works, and tells you what you need to know to make
yours work better. So don’t fear the preload adjuster, make friends with the
C-spanner and get more from your riding on road and track with a

Performance Bikes set-up

hat's in it For me, eh?”

04 Know lots about suspension
08 How we do it/troubleshooting
APRIUA

11 Rs250 (98-02)
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26 Fireblade CBRO0ORR (96-97)
27 Fireblade CBR900RR (98-99)
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34 VTR1000 SP-1 (00-01)
KALLASAKI
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normal pushbike has no
suspension and if you ride
it over a pothole it hurts
your wrists and your
tackle. If you cut the forks
in half, slot one half inside the other
and fit springs between them, you
have front suspension. If you do the
same to the top pair of rear wheel
support struts and put a pivot
between the frame and the lower
arms, you have rear suspension. Now
if you ride over a pothale it doesn't
hurt any more. That's suspension.

What's it for?

1) It tries to make sure the wheels
go up and down over the bumps
and you don't.

2) It controls the bike's behaviour
into, through and out of corners —
what we call the ‘feef of the bike.
Why bother adjusting it?

1) To make it more comfortable.

2) To make it ‘feel better.

Will 1 notice the difference?
Yes. Small changes can make a big
difference to the feel of the bike.
Why aren’t the stock settings
good enough?

They are for most people, most of
the time, but they're a compromise
because they have to be stable in all
conditions and they have to be able
to cope with everything from an
anorexic dwarf through to a lard-

arse and his fat wife on the same
settings. Fast bastards like you can
fine-tune your settings for your own
weight and riding style.

What is damping?

If suspension only had springs you'd
bounce all over the road like a pram.
Damping puts a drag on the springs
to stop them compressing or
extending as fast as they want to.
What is compression ?

It's the movement caused when a
wheel first hits a bump, or when the
front dives under braking or when
the rear squats under power.

What is rebound?

Extension after the suspension has
been compressed. It's the move-
ment when the spring is unloaded:
coming off the peak of a bump, or
when weight is transferred away
from the front under power or away
from the rear under braking.

What is preload?

It's the amount by which a spring
must be loaded before it begins to
compress. It's adjustable so as to
keep both ends of the bike the ideal
height from the ground to compen-
sate for the varying weight of rider,
luggage, or passenger. Also, being
able to tip one end of the bike more
than the other lets you alter the
bike's steering geometry: how fast
or slowly the bike steers or how sta-
ble it is. Which is nice.

get your suspension
Bt your tyres

evenly; without

The rear shocks fitted to most
road bikes are pretty crap really,
but there are plenty of far better
options available. £500 spent on
buying and setting up a good rear
shock like this Ohlins is a better

investment than the same money
spent on engine tuning

Most sportsbikes’ forks
can be modified to work
extremely well. Still, no
reason why we can’t
dream of WSB-spec
upside-downies like
these Bitubos, is there..?




efore you start furtling with
your suspenders, make
sure the problem doesn't
have a more obvious
cause. Most handling

problems are caused by:

a) worn, mismatched, misaligned or

under/over inflated tyres

b) knackered or poorly adjusted

head or swingarm bearings

€) blown fork or shock oil seals

d) bent frame, swingarm, forks,

wheels or wheel spindles.

So check that lot out first, then
set all your suspension adjusters to
the standard settings.

If you don'’t have a baseline set-
ting — if the bike's a special, or if it's
got a non-standard rear shock for
example — you'll need to establish
some settings to work from. So...

1) Set up the preload.

Get a friend, a ruler, a long stick and
some cable ties. Put a tie around
the fork slider and push it tight
against the fork seal with the wheel
off the ground. Then sit on the bike,
letting it take your weight as if you're
riding it. Pick your feet up and get
the friend to balance the bike if you
don't want to fall over. Then get off
the bike. Measure the gap between
the tie and outer tube.

At the rear, mark a point on the
subframe or rear seat unit directly
above the rear wheel spindle and
run a rule from there to the wheel
spindle with the wheel off the floor.
Sit on the bike again and measure
again. This is the sag.

You now have two numbers: front
sag and rear sag. They should be
approx. 30% of wheel travel Most
modern sports bikes have 125-
150mm of wheel travel, so you'll
want around 35-45mm of sag.
2) Set the compression damp-
ing adjusters to minimum.
3) Set the rebound damping
adjusters to halfway.
4) Ride the bike.

Easy really...

Rear compression
; r Screw adjuster on the top
* of the shock body or on
the remote reservoir.
# Usually adjusted with a
screwdriver - sometimes
it's a thumb-wheel

Reor preload
™ Threaded collar and locknut
. adjuster on the shock bpdy
~ or multi-position cam ring-
Adjust with C-spanner. Can
be hard to shift - skinned
knuckles inevitable

Fork prelo

ad

Threaded fork top
nuts, usually with
lines machined into
the body for easy
reference. Adjust

with a spanner

Reoar rebound

Either a thumb
i wheel or a screw
adjuster on the bot-
tom of the shock
body. Sometimes

hard to get at

Fork rebound
Screw adjusters on the tops of the forks
(see pic, left). Adjusted with screwdriver

Fork compression
Screw adjusters on
the bottom of the
forks. Some are hid-
% den and accessed

* from below through

wheel spindle



[lour set-up guides are
produced by taking a trip
to a track to get some
serious laps in, and then
fiddling with the adjusters
until the bike works the way we want.
Because to most of us suspen-
sion is as big a mystery as why toast
always lands butter side down and
why babies always look like
Chairman Mao, Queen Victoria or
Winston Churchill, we let a set-up
expert do the actual setting up,
while we take notes and pretend to
understand what he tells us. For
most of the guides, that expert is
Bruce Dunn. National 250 racer,
massively experienced road tester
and faster than a speeding ferret,
Bruce has an instinctive feel for
what a bike's suspension is doing,
and knows which knobs to turn to

make it better. But we'll let him
explain what it's all about. Over to
you, Fen Weasel...

Faster than a speeding ferret - Bruce has an
instinctive feel for what a bike’s doing, and he
knows which knobs to turn to make it better

Bruce: When we set up a bike
the first thing is to return the sus-
pension to standard settings and fit
some decent tyres. All tyre manufac-
turers will give you a recommended
pressure for track use — usually a
fair bit lower than for the road.

After warming up the tyres we
put in a few laps to get a feel for
how the bike behaves — and that
feel only comes with experience.
We're looking for how the bike
behaves at every point: does it wob-
ble or wallow mid-corner? How
does it feel when you turn in hard off
the brakes? Would a bit less front
ride height make it quicker-steering?
Maybe, but if it's already decking out
you'd have to raise the rear rather
than dropping the front. Every

aspect of the bike's behaviour is
analysed, and we get into the clas-
sic set-up spiral — changing one
thing affects another thing, and
every time you solve one problem
and go faster you run into the limita-
tions of something else.

Even before you ride, it can be
useful to get a feel for what the
damping adjusters do by pushing on
the bars or seat, and playing with
the various adjusters — feeling the
difference between the damping full
on or off. Remember you can always
go back to the standard settings if
you get lost.

So do we turn adjusters a little bit
at a time? Not necessarily. Partly
because its easier to feel bigger
changes than small ones, and partly
because most road bikes have a lim-
ited range of adjustment anyway —
even if it's got 40 clicks of rebound
adjustment the chances are it'll only
be the last five that make any differ-
ence. So don't be shy in
turning things in or out
in big amounts - it will
help you feel what's
happening. Once you
know you're going in
the right direction small-
er increments can fine tune things.

Ride height adjustment is the
exception to that rule — small
changes in ride height front and rear
really do make a lot of difference,
dropping the forks only 5mm from
standard will transform the way the
bike feels (not always for the bet-
terl). Be careful when venturing out
on fresh settings, build your speed
up slowly, and be prepared for more
instability, or a bigger rate of turn in.

Racers speak of a bike being
‘balanced’ and that's what you're
after — a standard road bike set up
to get the best balance will handle
better than the trickest special that's
got mismatched components and a
poor set-up.

And it needn’t cost you a penny.

B This i Ron Williams from Maxton, He

knows more about things that go boing

than any other man of his size and
weight in the kingdom

i
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The humble cable tie g
function - it helps you keep track of
suspension movement

Rear ride height adjusters are
often hidden away, but well worth
finding - if your bike has one

Front prelo
the first step in getting a bike set

up properly

Some damping adjusters are easy
to get at, and some are hidden away,
especially on the rear shock

justment - often
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nderstanding how
suspension works is one

thing — applying the theory

to what you feel through

your wrists, bum and feet
when the bike is moving is another.
And as if that wasn't hard enough,
each part of the suspension interacts
with the others and so problems you
feel through the bars may be caused
by the rear shock and vice versa.

Most adjustments to suspension

are quick and easy, so don't worry if
you make the handling worse; you
can easily make it better again and
you then know what adjustment is
having which effect. There's no sub-
stitute for experience and only one
way to get it, but here are a few
common problems and likely solu-
tions to get you started.

STEERNI:
If the steering is heavy, slow, or the
bike sits up under braking/runs wide
into corners you need to raise the
back and/or lower the front by:
a) increasing the rear ride height
adjuster (ideal solution but most
bikes don't have one).
b) increasing the rear preload (all
bikes have adjustment but it's not
always easy physically).

Other things to try:
¢) increasing fork rebound damping.
d) increasing rear bump damping
(neither of these is ideal because
the damping might then be wrong in
other conditions).
€) drop the yokes down the forks
(reduces ground clearance).
f) fit a longer spring, a different rate
spring, or a different ratio linkage to
the rear shock (expensive/a pain).

All these will make the steering
lighter, faster, and more twitchy. If
the steering is too light, fast or
twitchy, or the bike tankslaps or fol-
lows a tighter line than you want it to
you need to raise the front/lower the
back by doing the oppposite of the
above.

IMID-CORINER
WwoBBLES
Almost all mid-cormer wobbles and
weaves are caused by poor mainte-
nance but if your bike's in A1 nick
and it still corners like a Tellytubby:
a) increase rebound damping front
and rear.

b) check for a big mismatch
between front and rear settings.

TAHNHSLAPPERS
More common than ever due to big
power, little weight and steep head
angles/short trail for quick steering.
a) raise the front or lower the rear.
b) up front compression damping.
) reduce front rebound damping.
d) change your riding style: Under
power, sit up against the tank and
put all your weight over the front.
Keep a light touch on the bars —
don't lean on them - and take your
weight through the pegs.

BRAHING

a) if the front dives too much on the
brakes, increase the front compres-
sion damping.

b) if the front bounces back after
braking, increase front rebound.

¢) if the rear end chatters or leaves
the ground under braking, decrease
rear rebound or sit further back.

_ braking? Youll be after a
bit more compression
| dampingthen.. @

UNDER POWER

Even bikes that handle badly handle
less badly under power: the bike is
driving from the rear, the rear tyre
works harder than the front, and the
bike naturally holds a tight line.

a) if the rear squats too much,
increase rear compression damping.

In GENERAL

Compression damping affects how
much the bike moves around when it
first does something (like brake,
accelerate or turn), and rebound
damping helps holds the bike steady
afterwards.

Quite often adjustments have
effects which are completely differ-
ent to what you expected. This is
because adjustments (and prob-
lems) sometimes overlap and some-
thing changed at the back end mani-
fests itself at the handlebars. If you
then alter the front suspension to
compensate it may not have the
desired effect. Therefore only
change one thing at a time and keep
a note of the changes you make.

To start with you'll tie yourself in
knots trying to get your head round
what's going on, but stick with it and
you'll be rewarded with better han-
dling, better tyre wear and the adula-
tion of the masses. Sorted.

ou bought the RS250 to
learn how to corner better —
and to hand out riding
lessons to bigger bikes on
track days. To say it's a
featherweight is an understatement —
full of fluids it tips the scales at only
140kgs. And it has, on average,
52bhp at the rear wheel. But even the
ultra-lightweight Aprilia needs setting
up. So we went off to Darley Moor
circuit to sort it out. The track’s as
bumpy as your local farm road and
you must have your suspension set-
up so it moves. No use having stiff-

IF you only

do one thing
Raise the rear - as

standard it squats far too
much, slowing the steer-
ing and reducing valuable
ground clearance

as-a-board settings.

For the first session we went out
with the standard setup, only to
scamper back in to the pits a few
laps later. We thought the little twin-
cylinder Aprilia would put a smile on
our mugs for sure, But we had wor-
ried frowns instead - entering the
70mph-chicane on a quick lap, the
front let go and bounced all the way
out of the comer. The rear end of
the bike was squatting way too
much when the power was added
exiting the corners, and there was
way too much weight on the back.

The bike's a lightweight, but it's
set-up for spindly little people too.
We tightened the rear preload until
we only had 30mm of sag (originally
55mm), then added two clicks of
compression damping. The front had
40mm of sag so we screwed down
the preload adjusters to get 32mm.
Out went our Guinea pigs again.

We were much happier and the
bike was holding a line much better.

SPECIFICATIONS

PB TRACK SETTINGS

-3 REAR SHOCK

Static sag 27Tmm

Compression 7 clicks off maximum
Rebound 8 clicks off maximum
Tyre Pressure 31psi (track)

-2 FRONT FORKS

Static sag 32mm

% tum off maximum
% turn off maximum
30psi (track)

Compression
Rebound
Tyre pressure

It also steered more precisely, but it
was overheating the forks and shock
after four or five laps.

Three more clicks of rebound
damping on the rear and a further
three clicks of compression went on,
and the spring was tightened 3mm
more so the rear sag was cut down
to 27mm. The front spring was left
alone but we added a quarter of a
turn of compression damping and a
half-turn of rebound. Out we go
again, and this time we didn’t want
to come back in... sorted.




. SPECIFICATIONS

STANDARD SETTINGS
s REAR SHOEK

Preload 26mm of thread showing
e above top lecking ring.

he RSV was Aprilia's first Rebound 16 clicks from full in

attempt at building a large- Compression 14 clicks from full in

capacity sportsbike and ~3a FRONT FORKS

they did a bloody good job. Preload four lines showing

But not perfect: after a few Rebound 1% turns from full in
laps scrubbing in fresh Pirelli Dragon Compression 1 turn from full in
Corsas (32psi front/35psi rear) at Ride height: 8mm of fork leg protrud-
Cadwell, it's reluctant to turn into ing through top yoke

corners and stands up and runs wide
when you get on the gas.

PB TRACK SETTINGS

The bike's attitude is wrong, it - REAR SHOCK
needs to be tipped more forward on Preload 31mm of thread showing
its nose. If this were an inline-four ahove top lacking ring
we would jack up the back, but it's a Rebound turned all the way in
V-twin and as they tend to be a bit Compression turned all the way in
top heavy, increasing rear ride 21 FRONT FORKS
height won't help when it comes to Preload one line showing
holding a tight line around corners. Rebound % turn out from full in
First we raised the fork legs Compression % turn out from full in
through the yokes an exira 6mm Ride height: 14mm of fork leg pro-
(any more and it gets nervous), and truding through top yoke

even a warm-up lap makes the RSV
feel like a different bike - it turns in
much better, but going into corners
the forks dived a lot. Increasing the
preload on the forks by two incre-

IF you only do one thing
Get some weight over the front wheel. Raising
{ the forks in the yokes helps, but modify your
riding style to keep your weight forward too

ments, using a 22mm spanner, did-
n't seem to make much difference.
We continued turning it in until there
was only one line showing. We also
increased the compression by half-
a-turn. This helped reduce the dive.

Flicking from left to right at the
end of the start-finish straight, the
front would unload, springing the
forks back too quickly when chang-
ing direction, meaning the rebound
rate needed increasing. We tried it
in several positions and ended up
half-a-turn from full in.

The rear shock's standard pre-
load setting is a little on the soft
side. The Mille was really squatting
around Chris Curve and needed

iasie o . St % i
firming up. We increased the
amount of thread showing by 5mm
and locked it off. Initially it felt better,
but after a few fast laps it became
loose and bouncy, highlighting the
. fact the rebound needed increasing.

We turned it all the way in (by
hand) and it felt better. The rebound
adjuster has about 40 clicks of
adjustment. Both the adjusters on
the rear shock have a wide range,
but when the shock gets hot, the oil

heats up and thins, reducing the
damping effect - that's why we
ended up with both adjusters
wound full in. When the shock cools
the damping effect is stronger.

We ended up with the RSV brak-
ing and turning properly and firing
out of carners holding tight lines.
Mission accomplished, and great for
the road, but for the committed
trackday rider a replacement shock
is strongly recommended.

e got the RSV to brake, turn and hold
. Hight lines - mission accomplished



he 74B8SPis a quick
steering beast. Sticky tyres
and a stiff chassis make
light work of tight corners
and chicanes. Carrying
comer speed is what it's all about.

On the brakes the forks dip, but a
little more preload was better.

The fork compression adjusters
are found at the bottom, hidden
inside the fork legs and a long flat-
bladed screwdriver is needed to
pass through the wheel spindle.
Clockwise for firmer, go all the way
in until the screwdriver can't turn any
more and then go anti-clockwise for
eleven maore steps.

IF you only

do one thing
Add a bit of rebound
damping at the front to
stop it bouncing back off
the brakes, and add a bit
of rear preload

Rebound had to be upped to
slow the rate of fork extension after
letting off the brakes.

The rear wallowed through the
chicane and would squat with the
throttle wound on - the shock was
close to bottoming. Adding another
5mm of preload cured the wallow
and left only slight squat on the gas.

More preload, but did this mean
more rebound and compression
damping was needed? No, as it
turned out. We actually softened the
rebound off because the rear still felt
firm over the odd bump and the tyre
was getting chewed up to buggery.

Compression was also tickled -
the knob is so positioned that a
hand reaching back can make
changes pretty easily.

The end result was a 748SP that
was tauter and more flickable
through the twisties. But off the
track the bike was deemed “too
bloody hard". Eating more pies is
one way around this. The other is to
put it all back to standard and leave
well alone.

SPECIFICATIONS

STANDARD SETTINGS
-3a REAR SHOCK
Preload

20mm of thread above
top lock ring
14 clicks out from full

Rebound

in

Compression

in

-3 FRONT FORKS
Preload

Rehound

in

Compression

in

14 clicks out from full

five lines showing
10 clicks out from full

12 clicks out from full

PB TRACK SETTINGS
+2s REAR SHOCK
Preload

25mm of thread above
top lock ring
16 clicks out from full

Rebound

in

Compression

-2 FRONT FORKS

17 clicks out from full in

e tested the 996 at
Oulton Park with a
190and a 180 rear
tyre and found the
180 allowed higher
mid corner speed and increased
stability when driving hard out of
turns. We put this down to the
rounder profile of the 180 giving a
bigger contact patch while turning
and less tyre flex.

On standard settings and with
the 190 there was very little feed-
back from front or rear ends and the
bike was very twitchy over bumps.
As we went softer on compression
and rebound the feedback got bet-
ter and the bike became more sta-

IF you only

do onea Hiing
Soften it all up a little

with the damping setting
- if you really want it to
turn fast, go to the more
extreme head angle

ble. When we went too soft the rear
wheel chattered under hard braking
so we increased the front compres-
sion and rear rebound.

Once we were happy with the
setup it was time to make it tumn, so
we reduced the steering head angle.
On most bikes changing head
angles is not an option, but Ducati
give you choice of 23.5% or 24.5°,

The change to 23.5° will make
the bike steer into comers faster
and hald a tighter line through turns,
the downsides are less straight line
stability and a steering lock that
doesn't work, because the position
of the top yoke has changed. It's
waorth it though - it fransforms the
bike, making it possible to brake late
into turns and still hold a tight line.
To start with the extra load on the
front end caused the forks to bottom
and the front wheel to chatter under
hard braking. More front spring pre-
load and compression damping had
the problem sorted.

The final problem we had was the
rear end squirming exiting turns
especially coming onto the start/fin-

SPECIFICATIONS

PB SETTINGS
3 REAR SHOCK
Static sag

10mm (measured
vertical from wheel

spindle)
Loaded sag 30mm
Compression three turns
Rebound 1% tums
Ride height Standard

Tyre pressure 29psi track, 38psi road
+%s FRONT FORKS

Static sag 22mm

Gompression 10 clicks
Rehound 8 clicks
Fork height 19mm

Tyre pressure 31psi track, 35psi road
Preload six rings showing

Steering head angle Steep position (1° less
than standard)

ish straight. After no improvement
was gained from stiffer rear settings
the 180 rear tyre was fitted. The
increased grip and reduced tyre flex
making accelerating out of turns
hard much less scary.

Because of the 996's power
characteristics it's essential to carry
loads of corner speed to achieve
quick lap times, but unfortunately the
standard Ducati suspension settings
don't really encourage this kind of
behaviour.

The stiff standard setup makes
the Duke twitchy and unwilling to
hold a tight line. Our setup makes
the bike more supple so it soaks up
the bumps and this in turn allows
you to run less steering head angle
so the bike will turn.

The narrow rear tyre also helps to
increase corner speed and stability.
The original fitment springs on the
996 are slightly too hard, this means
they will work better with a heavier
rider (Maxton recommend softer
springs front and rear). But with our
final setup they coped well on track
and road, solo and two up.
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he 896S is a top sportsbike

and capable of being

pushed hard on the road,

remaining very stable while

tracking the chosen line
perfectly. But it could be even better.
The ride is sometimes very harsh,
particularly on uneven surfaces, and
this hard set-up works against it on
the track too.

We fitted Michelin Pilot Race 2s
with the pressures set to 31psi front
and 29psi rear. After a couple of
warm-up laps to get the tyres up to
temp, we started to up the pace. At
which point the ride starts to get
choppy. Mid-corner, when the bike
is leaned over and the suspension is
fully loaded, any small bumps rock
the bike. You tend to ride round this
problem by getting your body
weight off the bike more in comers.

Another problem with the 996 is
the amount of effort needed to get
the bike into comners. It's a problem
that's highlighted most at Gerards

Bull Moose Franklin in full ery,
forcing an innocent Ducatito do
things its mother told it not to

i T e
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. SPECIFICATIONS

STANDARD SETTINGS
-3 REAR SHOCK

Preload 19mm of thread
above locking rings
14 clicks from full in
14 licks from full in

Rebound
Compression

%5 FRONT FORKS
Preload B rings showing
Rebound 11 clicks from full in
Compression 12 clicks from full in

PBTRACK SETTINGS
3x REAR SHOCK

Preload 13mm of thread
above locking ring
8 clicks from full in
18 clicks from full in
adjuster rod 2 turns
clockwise

- FRONT FORKS

Preload 7 rings showing
Rebound 8 clicks from full in
Compression 15 clicks from full in

Rebound
Compression
Ride height

IF you only do one thing
Change the ride height or the front rake set-
ting to get it steering a bit quicker, and ideal-
ly change the rear spring for a softer one

and the Esses, where you have to
start to make the turn very early sim-
ply because of the lazy way it steers.

The steering can be quickened in
two ways. The headstock can be
adjusted, an approach which works
well, but you can't use the steering
lock any more. The alternative is to
increase the rear ride height.

The ride height adjuster is locat-
ed to the left of the shock absorber.
You need 1o slacken the two lock-
nuts either end of the adjuster rod,
using an open-ended spanner (nor-
mally 19mm but sometimes 17mm,
and watch out — the one on the bot-
tom is left-hand thread). Turning the
adjuster rod two turns clockwise will

increase the ride height sufficiently.
Remember to tighten up the lock-
nuts, though.

The tyres were seriously worn
after just a few laps, the tear marks
on the rear tyre and the fact that it
wasn't wearing out to the edge con-
firming that the rear spring is too
strong. This is why it bumps and
chops around corners when the
pace picks up. It also restricts lean
angles and, of course, corner speed.

The solution is to reduce the pre-
load setting. We reduced it by 8mm
so there was now 13mm showing.

The compression damping felt toe
much when we were pushing the
seat unit down, so we reduced this
by turning the knob on the top of the
shock four clicks anticlockwise. The
rebound was very quick, so we
slowed it by tuming the adjuster six
clicks clockwise (viewed from
underneath).

On the next session the bike was
transformed. The change in ride
height had made the most differ-
ence, as you could now tum the
bike in much more quickly and with
less effort — but this started to high-

light problems with the front end.
Going into the faster corners trailing
the brakes, the front end was run-
ning wide, as if there was too much
preload and compression damping.
Back in the paddock we reduced
the preload by one ring so there
were now seven rings showing. We
increased the rebound by three
clicks, and reduced the compres-
sion damping. We turned it anti-

clockwise three clicks.

A few more laps on the track
showed that the Ducati was now a
lot easier to live with. The biggest
difference was the way it steered
into corners. It was still on the firm
side because the 9968 is a bit over-
sprung, especially at the rear - it's a
Biposto version and it needs the
extra spring rate to cope with carry-
ing a pillion on the road.

The tyres were seriousily worn after o
few laps - the rear spring’s too strong




y 1994 the CBR's

suspension was starting to

look dated. While it all

hangs together okay on the

road at moderate speeds, it
all changes if you up the pace and
get out of commuter mode.

At Mallory, the first thing we did
was fit some more suitable tyres.
Once they were warmed up the
CBR was slow to steer and to turn
into the ultra-fast right-hander of
Gerards and this was made even
worse because as you let go of the
brakes the bike would then very
quickly spring back off the brakes
and unsettle the already unhappy
front end. The angle of lean was
also hampered because the bike
would squat on its suspension travel
and deck out too early — which also
reduced cormner speed.

Before the next session we
increased preload on both front and
rear and at the same time turned the

CBRs come set up soft, and suffer
from ground clearance problems - the
biggest problem’s the rear shock

STANDARD SETTINGS

~4a REAR SHOCK

Preload Pasition 4 out of 7
Rehound 1 turn out from fully in
Compression 1% turns out from fully in
~2a FRONT FORKS

Preload 4 lines showing
Rebound 1% tums out from fully in
Compression /A

PB TRACK SETTINGS
3a Preload Position 7 out of 7
Compression Fully in clockwise

-2s FRONT FORKS

Preload Fully in clockwise
Rebound Fully in clockwise
Gompression NiA

Fork ride height ~ 8mm of leg protruding
Tyre pressures 30psi front and rear

PB ROAD SETTINGS
As ahove but with 2mm less fork ride height
Tyre pressures 34psi front, 39psi rear

IF you oniy do one thing
Stiffen it all up. Like most CBRs it majors on
adaptability, but that means it’s too soft and
squidgy for fast road and track use

damping adjustment right up - the
CBR behaved better the more the
adjusters were turned up.

With the suspension almost there
we now needed to improve the way
the CBR turned. This is easily done
by adjusting the ride height at the
front end. We tried a variety of
heights but settled with 6mm of fork
protruding through the yokes.

We ended up with the front pre-
load wound fully in. This made it
resist diving too quickly into comers
and also gave more feel while hang-
ing onto the brakes deep into turns.

The rebound damping had also
been wound fully in to prevent it
pinging back up off the brakes.

The S/T model CBR was the
first of the ram air versions

The rear shock also needed
plenty more preload - position 7 out
of 7 for the track. The damping
adjusters have little effect until you
screw them all way in.

These settings also worked much
better for faster riding on the road.
The combination of sportier tyres
and a firmer suspension set-up
gave a more sure-footed feel and
more accurate steering response.

One thing worth mentioning is
that our test rider is only 10-and-a-
half stone and yet still ended up
with the preload and damping
wound right up at both front and
back - if you're a fat bastard or reg-
ularly take a passenger you might
need to consider either getting their
bike's suspension units modified or
replacing the originals altogether -

there are plenty of options out there.

IF you're a fFat bostoard you might uwant
. to change the suspension units
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n stock settings these

bikes handle well for

everyday road use. But If

you're on a mission to be

first everywhere, last-yard
braking causes the forks to dive. They
don’t go solid from bottoming out, or
from hydraulic lock — but enough to
use up all of the available travel.

At Donington, it took the time to
warm up the Bridgestone BTO10
tyres (one and a bit laps) to realise
track abuse was too much for the
suspension, and ground clearance
was limited. The bike would wallow
exiting turns, miss apexes by a mile
and generally feel loose and squishy.

First mod was to remove the hero
blobs, then to screw in fork preload
to give two lines showing and
reduce unwanted sag. Rebound
was screwed all the way in (clock-
wise) and backed out half a turn.

The shock had around 25mm of
sag which is about right for the road
but we needed more ground clear-

 SPECIFICATIONS

STANDARD SETTINGS

-2 REAR SHOCK

Preload step 2

Rebound 1 tun out from fullin
Compression 1 turn out from full in
-x FRONT FORKS

Preload 3 lines showing
Rebound 1 turn out from full in

PB TRACK SETTINGS

2 REAR SHOCK

Preload step 3

Rehound Y turn out from full in
Compression it turn out from full in
~2a FRONT FORKS

Preload 1 line showing
Rebound % turn out frem full in

PB RORD SETTINGS

-2a FRONT FORKS

Preload 2 lines showing
Rehound % turn out from full in
-2a REAR SHOCK

Preload step 3

Rebound Y turn out from full in
Compression % turn out from full in

IF you only do one thing
Fit a decent rear shock to raise the rear for
better ground clearance, better damping and
quicker steering - the stock one’s pants

ance for the track

One extra notch of preload took
out the sag altogether and, because
of the tighter spring, more rebound
was needed (one quarter of a turn
back from all the way in) to control
(slow) the faster rate at which the
shock would return to full length
after being hit by bumps and lumps.
Compression had to be upped too,
to half a turn back from fully in.

What a difference. Tauter, more
feedback, and a few more degrees
of lean and quicker corner speed
from added confidence. The forks
still dived on the brakes, pitching
weight onto the front tyre making
the front end squirm. Preload was

As you can see, the rear
shock’s not much cop. Actually
youcan't see. So sue me...

wound up to one line/groove show-
ing, and a quarter of a turn of
rebound added to compensate.
Considerably more stable on the
brakes, through the turns and on the
gas, Donington’s flowing corners
could be taken with confidence and
aggression, to make up for the lack
of power compared to the swarms
of R6s and GSX-R600s. How much
better? Put it like this, the mainstand

and exhaust are the limiting factors
for a fast lap.

Back on the road, the rear shock
was left on the track settings. The
front end was too harsh, banging off
ripples, holes and cat's-eyes with
wrist-jarring effect. Reducing pre-
load by one line/groove (two show-
ing) and reducing rebound by quar-
ter of a turn anti-clockwise does the
job nicely.

What a difference - tauter, more Feed-
bachk and quicker corner speeds




he 1999 CBR600 was a

drastic improvement over

the previous model. With a

lighter, stiffer chassis and

improved suspension
components, it can be made better
still by twiddling its adjusters in the
right directions, so we went to
Mallory to do just that.

At Mallory we used the first ses-
sion to get baseline settings as a
warm-up, with every adjuster set to
its standard position as detailed in
the Honda owners manual.

After ten warm-up laps rider
Peter started to give the CBR some
stick. At the end of the session he
came in saying that so far the most
limiting factor ws the soft front end
and the lack of compression damp-
ing. He only had to breathe on the
brake lever and the front wanted to
slam down. Peter wanted more
compression damping to slow the
movement of the fork and one line
more of spring preload to assist the

the rear shock, which was the bit that
needed changingmost...

If you only do one thing
Chuck the rear shock in a skip. Oh, and buy
another one to replace it, or you'll probably
have ground clearance problems...

new damping forces. Out on the cir-
cuit the changes paid off, his lap
times dropped a full second and a
half. He claimed the bike was much M Note the chamfered exhaust can - ground
more controlled on the brakes. It clearance is a big issue on mast CBRs
didn't take long for him to get to
grips with the track and he was
soon passing riders on dedicated
race bikes.
With more comer entry speed,
ground clearance was becoming a
problem, especially around the fast
fourth-gear comer of Gerards. The
Akrapovic titanium exhaust system
was grinding itself to bits in a show-
er of blue-white sparks.
Back to the pits again and the
shock was put on preload position

First of the alloy-framed CBRS.theX/Y e
saw Honda change everythingexcept .-

number four, and a quarter-turn of
compression damping was added.
Now the rear end was really firm and
unforgiving. In the tight bumpy chi-
cane the rear end started stuttering.
Instead of the suspension moving,
the tyre was being overworked. This
is the quickest way to a major high-
side. Back to the pits again and
Peter had us put the rear shock
back to position three. This time we

lifted the tank and added a washer
under the top of the shock mount.
The washer was only 3mm but it
raised the rear of the bike by some
15mm. This gave us a bit more lean
angle before the bike started to drag
its guts on the tarmac. But really we
wanted more.

With all the lifting of the back end
the front was starting to become a
bit lively in a straight line. Peter really

i T s

- SPECIFICATIONS

PB settings .

s REAR SHOCK |

Compression half turn out from
maximum

Rehound 1 turn out from
maximum

Static sag 54mm

Tyre pressure 32psi track, 36psi road

Preload position 3

-2 FRONT FORKS

Static sag 35mm

Compression 1 turn out from
maximum

Rebound % turn out from
maximum

Preload fwo lines showing

Tyre pressure 32psi track, 34psi road

wanted a steering damper but set-
tled on dialling in more compression
and rebound damping to help con-
trol the problem. Out on the track
Peter started turning in his quickest
times of the day, five seconds quick-
er than when we started. And the
bike was handling it a lot easier.
Peter said that the laps felt like they
were the slowest not the fastest — a
sure sign a bike’s set up right.

The Akrapovic exhaust was grinding
itself to bits in o shower of sparlHs




omfort and practicality

cannot be argued with, and

the CBR's always

delivered, and even the

2001 Sport is still almost
as user-friendly as the cooking
model. In fact so close are they that
owners of the 2001/2 CBRB0OF can
use this setup guide too. The only
difference is that the Sport has
aluminium cartridge dampers in the
front forks which make it slightly
stiffer than the standard bike.

Out on the frack, tester Bruce
was immediately hampered by the
softness of the standard settings.
Taking the long right-hander,
Redgate in third saw the CBR's
pegs decking out all the way round.
Powering out and down into Craner
Curves the bike gained good speed.
But Bruce had to back off early
when changing direction through
that part of the circuit, otherwise the
bike would load up, sag and then
spring back.

. SPECIFICATIONS

STANDARD SETTINGS

-3a REAR SHOCK

Preload 30f7

Rebound 1% turns out from full in
Compression 1% turns out from full in
~%a. FRONT FORKS
Preload

Rebound
Compression

4 lines showing
1% turns out from full in
1% turns out from full in

PB SETTINGS
~2a REAR SHOCK
Preload

Rebound
Compression

-2s FRONT FORKS
Preload

Rebound
Compression

position 6 of 7
% turn out from full in
' turn out from full in

1 line showing
% turn out from full in
% turn out from full in

IF you only do one thing
Get yourself some more ground clearance with
extra preload front and rear, and some firmer
damping. Jack-up plates can help, too

Through the Old Hairpin the CBR
scraped predictably. Just after
Starkeys Bridge there's a bump
that's too big for the standard pre-
load settings to handle and the
pegs touched again.

The bumps at McLeans unsettle
anything with a firm setup, but the
CBR soaked them up no problem.

Coppice is important for a fast
lap, and good entry speed is vital.
The CBR struggled because the
entry to Coppice is uphill and
loaded the soft suspension up to its
max. And when Bruce started to
lean the bike over the footrests were
already on the floor. Then, back on
the gas, it sprang back because of

the lack of rebound damping front
and rear. All this added up to very
reduced corner speed.

Even when the bike had settled
and Bruce introduced the power the
rear squatted and the right peg got
hit again. Braking hard at the end of
the straight for the Melbourne Loop,
the front end dived and sprang back
quickly. What the CBR needed was
more damping and preload front
and rear. Owner Alan's road set-
tings had already suggested a much
firmer setup would be the order of
the day, so Bruce elected to go
beyond even those for the track.

First he got the C-spanner out and
increased the rear preload to the
sixth hardest notch out of seven.

Next up was rear rebound and
compression - half-turn out from
maximum on each.

Turning his attentions to the front,
Bruce maxed the preload, and went
for a half-turn from full in on the
rebound and three-quarters out on
the compression adjusters.

The tyres we were using were
Michelin Pilot Sport Cup, with 31psi
front and 29psi rear.

Even exiting the pitlane the differ-
ences made by the new settings

were apparent. The CBR was much
firmer and tauter. Under hard brak-
ing the front dived, but not as
viciously as before. The back end
was stable and squatted less, espe-
cially exiting turns. Corner speed
was increased.

Despite less sag the footrests
were still decking, mainly because
the bike was able to go faster — the

CBR's footrests are too low anyway.

Time for rearsets or jack-up plates —

. Considering it's the Sport.
version, the CBR F-S comes
with pretty soggy suspension

NWS(01992 509900) make some
good ones to fit.

Back in pitlane, Bruce had anoth-
er think. He decided the front felt a
little wooden, so backed the preload
off to one line showing. This small
adjustment made a huge difference
— the front end was giving good
feedback through the bars allowing
late and deep braking. The CBR
ended up much better on the track,
but we had to use nearly all the pre-

load and damping adjustment.

Heavier riders might find that
there just isn't enough preload avail-
able front and rear. And if you're
serious about trackdays you'll want
harder front springs and a replace-
ment rear shock.

Back on the road the stiffer set-
tings work well everywhere, apart
from the very bumpiest of surfaces,
where a little less preload would
help soak up the jolts.

Even exiting the pitliane the difference
with the new settings was apparent




irst thoughts at Cadwell are
that, even at a steady pace,
the rear-end is soft and
underdamped, so it runs
wide under power.

The front-end is also giving an
overly soft ride — it's diving harshly,
most noticeably into the downhill
lefthander at Mansfield. And the
Blade is reluctant to turn-in at this
point because of all the weight
being transferred onto the front tyre.
More preload and a different fork
ride height are called for.

First the rear shock goes up to
the sixth hardest notch and the
rebound goes almost all the way up.

IF you only

do one thing
Dial in a load more front
rebound, and wind the
rear shock preload up a
couple of notches to
sharpen up the steering

The fork preload is also increased
- wind the adjusters in clockwise
until there’s one line showing. Front
rebound and compression damping
go up half a turn each to start with
but we end up with the rebound one
turn from fully in. To help the bike
turn-in more quickly we raise the
fork tubes so that 5mm of tube is
clear above the top yoke.

The difference is astounding. The
Blade now goes round corners.
With the back firmed-up enough to
stop it sagging, and the front tipped
more on its nose, it turns and holds
a tight line like a good 'un. It'll barrel
through the long right-hander of
Chris Curve with the throttle pinned
to the stop and the motor rewving its
knackers off. And it flicks through
the right/left of the Gooseneck with
little fuss and less effort than before.

On those settings on the road the
Blade feels choppy at first — the
front-end is too firm and it's a tad
flighty on the bars. We re-adjust the
forks so only 2mm is protruding
which gives it a more settled feel.

SPECIFICATIONS
STANDARD SETTINGS

s REAR SHOCK

Preload

4th hardest noteh out of
7 stepped notches

Rebound

1 turn out from full in

Compression

1 turn out from full in

-2 FRONT FORKS

Preload

4 lines showing

Rebound

1% turns out from full in

Compression

1 turn out from full in

PB TRACK SETTINGS

-2 REAR SHOCK

Preload

Gth hardest noteh out of
7 stepped notches

Rebound

% turn out from full in

Compression

% tumn out from full in

~*a FRONT FORKS

Preload

1 line showing

Rebound

1 turn out from full in

Compression

% turn out from full in

Fark ride height

5mm through top yoke
excl. fork cap

Tyre pressures

front 30psi, rear 32psi

PB ROAD SETTINGS

Al as track settings, but reduce fork profrud-
ing through top yoke to 2mm

Tyre pressures

front 3dpsi, rear 39psi

e started out with
standard settings at
Mallory, but it was
wallowy, especially
hitting bumps mid-
corner. So we messed with the static
sag, winding in the front preload
adjusters to give about 30mm of sag,
and changing the rear shock preload
to give about 13mm of sag. Next we
started playing about with the
damping: front compression and
rebound 1% turns out was a good
starting point, but the rear adjusters
don't seem to do anything until you
get them almost all the way in - we
ended up with just a quarter turn out

IF you onily

do one thing
Sling the shock and get

the forks revalved. That’s
two things. Blades are
tyre sensitive so try dif-
ferent types. That's three

for compression and half a turn for
rebound.

Mallory is fairly smooth on what
straight bits there are. Once we'd
got close to our final settings, even
nailed to the stop the Blade was
rock solid. Pitching into turns and
getting on the gas, everything was

hunky dory, but there's the mother of

all bumps going into Gerards, after
Kirkby Straight, and the forks could-
n't soak it up. The front would kick

off and make the bike run wide while

the rear end took the bump in its
stride. But the Blade was perfectly
poised on the brakes and we didn'’t
want to back off the front compres-
sion just for one big bump, so apart
from an extra quarter turn of the
rebound screw we called it a day at
the track.

The ride home soon showed the
pitfalls of a track set-up — forks way
too firm at speeds anything less
than a ton. Ripples, tarmac joins,
rough tarmac, all would get the front
forks banging about like a bog seat
in a salmonella-hit Spanish resort.

SPECIFICATIONS

PB settings

- REAR SHOCK

Compression % turn from max
Rebound % turn from max
Preload fourth notch back from
may, third notch if two-
up or more than 14
stones in weight

32psi (38 road)

Tyre pressure
- FRONT FORKS
Static sag

3imm loaded (with rider)
Compression 1% turns back from max
Rehound 1 turn back from max
Preload 3 lines showing (12mm
of aduster showing)
32psi (34 road)

Tyre pressure

S

Saying that, the steering was as
sharp as you'd want on the road. It
could do with some rear ride height
for faster turn-in on the track,
though. Proof of this was the rear
tyre being scuffed right to the
edges, and the front not marked on
the outer half-inch.

As a final adjustment, front com-
pression was turned back half a
turn. Such a small amount made a
lot of difference. Job done.



A few simple twiddles let the Y2K Blade go
. quicker with less effort. This is good

his FireBlade was the most
track-orientated in the
model’s history. It got a fuel
injected engine in a revised
chassis and at last the
Blade got a 17-inch front wheel,
allowing a much wider choice of tyre.
On the track the Blade feels
much mare at home than previous

was back into the pits for more
adjustments: half a turn more on
both rear compression and rebound
and on front rebound, and % of a
turn more front compression.

Out on the track the front end felt
very positive — perfect feel for how
much grip the front tyre was giving.
The rear shock worked well with

more damping, but it still
tended to squat on the

 SPECIFICATIONS

STRANDARD SETTINGS

-3 REAR SHOCK

Preload position 4 of 9

Rehound 1% turns out from full in

-2 FRONT FORKS

Preload 4 lines showing (Bmm
showing, measured
from hottom of preload
nut to top of fork cap)

Rebound 1 turn out from fullin

Compression 1% turns out from full in

PB TRACK SETTINGS

32 REAR SHOCK

Preload position 7 of 9

Rebound % turn out from full in

38 FRONT FORKS

Preload 2 lines showing (4mm
showing, measured
from bottom of preload
nut to top of fork cap)

Rebound % turn out from fullin

Compression % turn out from full in

IF you only do one thing gas exiting corners.
Change the rear shock for something a bit Winding up the‘ preload
posher. You'll probably save the cost in any more wasn't an
reduced tyre wear over a couple of years option because the rear

models but at Mallory tended to
squat at Gerards. The forks were
soft and underdamped, making the
bike feel vague. So we wound the
rear preload up three notches, and
incresed the front preload too
Going out for the second session
the bike felt stronger mid corner,
resisting the tendency to squat. But
now it felt underdamped at the rear.
The front forks were much better
into Gerards — feedback was clearer
thanks to the increased preload. But
everything was underdamped so it

was starting to get a bit

choppy around Gerards.
On the drive out of Devil's Elbow it
felt better, but the rear Bridgestone
was squirming, and it looked like it'd
just done an endurance race. We
suspected the pressures were too
low; so we tried 35psi in the rear
and 33psi up front. These seemed
to work, and the tyres looked freshly
scrubbed rather than freshly
shagged.

Our settings shaved over a sec-
ond off the lap times, but more
importantly it felt easier and safer to
ride, as well as faster.

The rear Bridgestone
was squirming on the
drive out of Devil's ElIbows
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irst time out on the track and
the Blade behaves well. But
when you start to push
harder the problems set in.
Along Cadwell's start/finish
straight the front end dances in your
hands. Not a full-on tankslapping
boogie, more of a gentle shuffle.

Driving hard out of corners the
Blade tends to run wide, which
stops you getting on the gas early.
And hard braking for Park Corner, at
the end of the back straight, has the
front end diving.

To stop the bike running wide
when you get on the gas you have
to increase the rear preload and
compression damping. What's hap-
pening is the back end of the bike is
sitting down or squatting too much
under power, which in turn tends to
make the front end sit up and run
wide — it's a geometry thing. More
preload lifts the back of the bike and
increases the rear ride height, and
more compression damping stops

The late great Ronnie Smith gets it on with

a Y2K Blade. One of the best of the breed.
And so's the Blade

STANDARD SETTINGS

-3 REAR SHOCK
Preload
Rebound

Compression

2 FRONT FORKS
Preload

Rebound

Compression

position 4 from minimum
2 turns out on punch
dots (from full in)

2 turns out on punch
dots (from full in)

11 full turns out
(from full in)

2 turns out on punch
dots (from full in)

2 turns out on punch
dots (from full in)

PB TRACK SETTINGS

~2s REAR SHOCK
Preload

Rebound
Compression

- FRONT FORKS
Preload

Rebound
Compression

Tyre pressures

position & from minimum
as standard
1 turn out on punch dots

9 full turns out

(from full in)

as standard

1 turn out on punch dots
(from full in)

32psi front, 36psi rear

PB ROAD SETTINGS

(Same as track except)

~3x FRONT FORKS
Rebound

as standard

IF yowu on!y do one ﬂ‘u'ng 2 s e o ; : Compression 3 turns out on punch
Increase the rear preload and compression s e . : ; dots (from full in)
damping to stop the bike squatting under : ' o Preload as standard

the back of the bike squatting.

Next up, the front. On standard
settings you don't get much feel for
what the forks are doing, which is
vital for confidence — you can get
away with a vague rear end, but a
vague front end just feels horrible.

To help the forks talk to you, you
need to stiffen them up a bit, so pre-
venting excessive dive when the
staggeringly sharp brakes are used
in anger. To do this, turn each pre-
load adjuster on the top of each fork
leg two complete turns clockwise
from stock. Then turn the compres-
sion adjuster — the red screw on the
bottom of the fork leg — one full turn
clockwise. It might not sound much,

n the eye of the beho

 beholding it, and I say it's beautif

but it'll improve feedback and let you
brake right up to the apex of the
corner. For the committed trackday
rider, we'd also recommend drop-
ping the yokes down the forks by
5mm. This will sharpen the steering
and speed up turn in. You might
want to fit a steering damper, too.
Generally speaking, the settings
that work well on the track are a bit
on the firm side for road riding. The
rear shock is okay on track settings,

but the front end tends to skip over
bumps instead of tracking them,

which is unnerving and can add to a

feeling of front-end instability.
Returning the fork preload to the
standard settings and turning the
compression back two full turns
helps keep the front wheel in touch
with the road, while upping the
rebound damping a turn will help
give a less bumpy, and more confi-
dence-inspiring ride.

The front skips over
bumps - unNnNerving

power and to quicken up the steering . e s : - o Tyre pressures 36psi frant, 42psi rear




track’s not the VFR's
normal habitat but it's well
up to the odd trackday if
you set it up right. As
standard it decks out
everywhere and dives too much on
the brakes.

Because of the increased braking
and cornering forces the bike is
sagging too much into and mid cor-
ner, and reducing ground clearance
and therefore comner speed. We
started with the rear preload - tum it
all the way until it seats then back it
off 10 clicks. We give it half a turn
more rebound while we're at it, and

IF you only do one thing
Stiffen it all up a bit for more control - the

VFR’s set for comfort and even on the road the
standard settings are well on the soft side

wind the fork preload adjuster all the
way in.

Back on the track the biggest dif-
ference is felt at the back end — it
resists sagging into corners much
better and there's more ground
clearance. Loads more feedback

The road’s its natural habitat,
but it'll get down on the track too,
if you set it up right

from the tyre too, particularly power-
ing out of turns.

With the forks a bit firmer they
resist diving under braking into turns
— this helps the VFR turn in and
hold the chosen line better.

We also experiment with different
ride height settings on the front.
Lowering the yokes down the forks
a few mill helps the bike steer quick-
er, but it compromises stability and
reduces feel from the front end.
Another thing that's affected is the
VFR's neutral steering — it loses its
ability to roll into corners with posi-
tive input through the handlebars.
We give the VFR a
blast on the road with
the track settings, but
it's a bit choppy so we
decide to soften the
rear end a bit (back off
preload five clicks).

So that's it for the
VFRB00 on standard suspension.

There's still room for improvement
— a replacement shock with com-
pression and rebound adjusters
would be nice. The forks feel soft,
so a respring and revalve would
make a big difference.

SPECIFICATIONS

STANDARD SETTINGS

2 REAR SHOCK

Preload

25 clicks out from full in

Rebound

1% turns out from full in,
punchmarks aligned

Compression

none

s FRONT FORKS

Preload

2 lines showing

Rehound

none

Compression

PB TRACK SETTINGS

-3 REAR SHOCK

Preload

10 clicks out from full in

Rebound

% turn out from full in

Compression

none

- FRONT FORKS

Preload

turned fully in

Rebound

none

Compression

Tyre pressures

front 32psi; rear 30psi

PB ROAD SETTINGS

(Same as track except)

-4 REAR SHOCK

Preload

15 clicks out from full in

Tyre pressures

front 36psi; rear 40psi

: W Extra rebound damping might stop your

forks bouncing back off large bumps...

s standard, the forks give a
comfortable ride on the

road. But because of this

supple feeling there isn'ta

great deal of feedback
through the turns. On the track
there's a chance of front end tuck
going in to bends. Turn up the gas
and the rear shock overheats.

Adding more rear preload on the
cam-type adjuster sharpened the
steering and quickened turn-in but
made it a bit too firm for the road -
standard setting is better.

We did what we could with the
forks (preload all the way in,
rebound a quarter turn from max),
but no matter what we did with the

SPECIFICATIONS

STANDARD SETTINGS
-3 REAR SHOCK
Preload
Rebound

position 2 of 7

one turn out (anti-
clockwise) fram full in
~2s FRONT FORKS
Preload

fourth groove from the
top, level with fork top
one turn out (anti-

clockwise) from full in

PB ROAD/TRACK SETTINGS
- REAR SHOCK
Preload

Rebound

-&s FRONT FORKS
Preload

Rebound

Rebound

position 2 (track - 3)
¥ tum out from full in

groove 2 (track - max)
% turn out frem full in

given adjustment, nothing cured the
way in which the forks go solid
when braking hard for every corner.
Hydraulic lock is the reason. It's
when the hydraulic fluid (fork oil) in
the fork cartridges (two legs,
remember) can’t get past the
hydraulic bump-stops quickly.

The result of this is front-end
chatter - there's only one cure and
that's to have the forks modified by

Maxton or another specialist. The
rear shock's not so bad - it's over-
sprung unless you're seriously lardy,
but with rebound a quarter turn out
from max it's ok until it overheats. If
you're on a budget get the forks
sorted first, and worry about replac-
ing the rear shock later.

IF you only
do one thing

Get the forks modified.
They’re crap as standard



he SP-1 was never meant
asaroadbike-it'sa
homologation special for
World Superbikes, and it's
got racetrack-firm
suspension, On everyday roads,
where raised and sunken sections of
black stuff lurk, the SP-1 tries to snap
wrists. Even when on its side, the
smallest of road imperfections has
the front wheel jumping and skipping.
A really bumpy road gets the
back end properly airborne as if too
much rebound is keeping the shock
compressed. But just as bad is its
reluctance to lay over in to a turn -
the Honda needs force through the
bars to change direction at high
speed or to get it on its side.
Although the forks are stiff over
bumps, they do use up all their trav-
el when the brakes are used hard.
Bit by bit we added more preload to
take out fork sag and dive. But not
so much the forks would top out on

If you only do one thing
More preload on the front forks to stop them
bottoming out under braking, then more rear
ride height to quicken the steering up again

extension. Despite the fork springs
being more compressed and, there-
fore, more likely to spring back even
quicker off the brakes, only two extra
clicks (clockwise) of rebound damp-
ing kept the fork return action nice
and smooth. With the compression
damping backed off (anti-clockwise)
three clicks, mountains now felt like
molehills.

To sharpen the steering, we
added more rear preload. All we got
from this was a harder, harsher ride,

so we went back to

& {i%%»

the standard setting of position four.

To achieve a supple ride, rear
compression was backed off (anti-
clockwise) one click at a time. Four
clicks less seemed about right for
my weight (15.5 stone in leathers),
although Gus (11 stone) felt it could
be slightly better. Rebound ended
up two full turns out from maximum
— one more than standard.

So far so good. A far more sup-
ple ride but not so supple we lost
feedback through squishy suspen-
sion. But we still needed to sharpen
the steering and get the bike to hold
a tight line. With no rear ride height
adjustment as standard, the next
best (easiest) thing to do was to
push the forks though the yokes.

An extra 8mm of fork showing
above the top yoke was our limit:
any more and the rebound screws
would clobber the upper fairing
brace (be sure to remove the wire
circlips from the fork legs). On the
road, the adjustments meant
no headshakes, wobbles,
weaves, or anal pro-
lapse. But we felt the
bike could turn quicker
still without sacrificing
stability, which would up
the bike's corner speed.

By taking off the shock’s upper
mounting locknut and removing the
rocker linkages, it was possible to fit
a 4mm-thick alloy washer under the
shock-to-frame mounting bracket.

The combination of suspension
that now deals with all but the
roughest of tarmac and sharper
steering with stability, upped corner
speed on the road no end. This
setup would do for track use, but
different weights and riding styles
will mean slight tweaks of the stock
suspension may still be required.

On o really burmipy
road the SP-I's back

end gets properiy airborne

. SPECIFICATIONS

Standard settings

-2 REAR SHOCK

Preload

pasition four of nine

Rebound

one full turn (360°) out
from full in

Compression

ten clicks out from full in

-%a FRONT FORKS

Preload

fourth groove from top
aligns with fork-top nut

Rebound

7 clicks out from full in

Compression

12 clicks out from full in

PB TRACK SETTINGS

-2 REAR SHOCK

Preload

position four

Rebound

two full turns (720°) out

CGompression

14 clicks out (15 if
lighter than 14.5 stone)

Ride height

4mm spacer

-s FRONT FORKS

Preload

one line showing

Rebound five clicks out

Compression 15 clicks out

Ride height forks pushed up
through yokes an
extra mm
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ircuit Pau Arnos in southern
France is a mix of slow, fast,
uphill and dewn dale turns.
On the ZX-6 there was
plenty of see-sawing effect
as the front end dived under braking
and sprang back with the brakes off.
It was the same story at the rear,
squatting with a fistful, and a slight
lurch/wallow sensation over harsh
bumps. At the same time, the front
end felt vague mid-turn and on a
steady throttle. Understeer reared its
head, too. Powering out of turns, the
bike ended up closer to the outside
edge of the track than was healthy.
Raising the easily accessible rear
ride height adjuster by 8mm sharp-
ened the steering by 100%. Where
wrestling with the clip-ons and get-
ting off the seat was necessary to
get it on its side, shifting body-
weight would now pitch it over. This
simple adjustment also put more
weight over the front end to give
slightly more feel from the front.

' The ZX-6 handles well aut of the crate, but it
can be made a whole heap better without
- -spending a penny. Or having a poo...

IF you only do one thing
Raise the rear ride height to quicken up the
steering - it’s easy and it'll make the biggest
single difference to how your ZX-6 feels

More feedback came by adding
more front preload to take out
unwanted sag. Our final setting was
four lines showing, the fourth line
level with the top of the fork-top nut.

It was next a case of slowing fork
dive (compression) and the return to
full length (rebound/extension).

Rebound ended up as four clicks
out from fully in. Screw clockwise all
the way in till the adjuster can’t turn,
then go back until a click is felt. This
is position one. Then turn the
adjuster for another three clicks.

Final setting for compression was
all the way in clockwise, then back
out six clicks. The front end was
transformed. Smooth and progres-

m Green ones are faster - it's the law

sive on or off the brakes, a tauter,
tell-all ride, but still compliant on the
rough and bumpy stuff.

At the back end, it was a similar
tale. Rebound set at seven clicks
out from full in, compression eight
out from full in. There was a slight
argument on the subject of rear
spring preload. Like where it should
be set...

Trev thought the bike felt better

on the stock setting (180mm spring
length). Gus, our other tester, being
three stone lighter (a conservative
figure...), favoured less preload. One
full revolution back of the locking
rings to give (approx) 186mm spring
length. It seems the ZX-6R has a
pretty hard spring as standard. And
anyone over 14-stone butt-nekked
would be advised to stick with the
standard preload setting.

»s 7
i -

PECIFICATIONS
STANDARD SETTINGS

+2x REAR SHOCK
Preload

Rebound

in

Compression

in

Ride height

~3a FRONT FORKS
Preload

Rebound
CGompression

spring length set at
180mm
10 clicks out from full

10 clicks out from full
ern

Kawasaki quote 14mm
showing

7 clicl from full in
9 clicks out from full in

PB SETTINGS

s REAR SHOCK
Preload

Rebound
Campression

Ride height

-3 FRONT FORKS
Preload

one full turn back if
weighing less than 14
stone

7 clicks out from full in
8 clicks out from full in
+8mm

4 lines shawing

Raising the rear ride height adjuster
sharpened the steering by 100%0
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The starting point when

setting up a bike is to

adjust the preload on the

front and rear springs.

Static sag is measured with
the bike's weight only and loaded sag
is with the rider on the bike.

Put a cable-tie around one fork
stanchion, push down on the forks a
couple of times to settle them, then
slide the cable-tie down against the
dust seal. The next step is to lift the
bike by the bars until the front wheel
is off the ground, then measure the
amount the forks travel down. This is
the sag and it is changed by adjust-
ing the spring preload (more pre-
load, less sag).

Mark a point at the rear axle and
another on the tailpiece directly
above it. Hold the bike upright and
measure between the two points.
This is the ride height. Lift the rear of
the bike and measure how much it
comes up. This is static sag and it's
adjusted as for front sag.

Set it upright and the ZX-6R is a
~top trackday bike

IF you only do one thing
Whack up the front and rear preload to stop it
wallowing and bottoming out when you push
it hard - and to give more ground clearance

Sit the rider on the bike with his
feet on the foot pegs and measure
the amount the rear moves down.
Use the marks you made on the tail-
piece and swingarm as the refer-
ence points.

Add this figure to the static sag
and you have your loaded sag. This
is changed by adjusting the spring
preload. Again more preload equals
less sag. You also need to check
travel, so put cable-ties around one
front fork stanchion and the rear
shock shaft, then slide them against
the dust seals.

After riding the bike, check the
amount of travel used. As a general
rule 5mm of unused travel on the

\f

AT e

forks and 10mm on the rear shock
at full compression is about right.

If there is more than 10mm,
reduce compression damping fol-
lowed by spring preload. Less than
5mm and the reverse applies.

Initially the bike felt very soft and
was running wide in turns. The sus-
pension was chattering badly as
both ends bottomed out when the
Kwak was pushed hard. The reason
for this became clear when we

measured the settings and found
45mm of loaded sag on the rear and
35mm on the front. With this in mind
we increased the preload at both
ends, reducing the sag.

Rebound needed to be increased
front and back to cope with the
extra spring pressure. This made the
bike feel much firmer and reduced
the front end chatter. As lap times
got quicker the front end started to
bottom out again. The bike was skit-

 SPECIFICATIONS

PB SETTINGS

-2 REAR SHOCK

Staticsag  1imm Gmmiwo-up) [

Loaded sag 29mm (25mm two-up)

Compression 7 clicks

Rebound three clicks (2 two-up)

Ride height 10mm up on standard

Tyre pressure 28psi track, 38psi solo
(42psi two-up)

35 FRONT FORKS

Static sag 23mm

Compression five clicks

Rebound one click

Fork height 3mm

Tyre pressure 30psi track, 36psi road

Preload three rings

tish while braking, and it was still
running wide in tight turns. More
preload on the front fixed the prob-
lem and raising the rear ride height
improved the turn speed.

The final track setup had the
ZX-6 holding tight lines even round
Croft's awkward hairpin, but still sta-
ble enough to take the fast back
sections flat out.

For the road test a 20-mile loop
consisting of fast sweepers, jumps
and slow bumpy right angle turms
was used. The track settings were
fine for solo riding once the tyre
pressures were increased to allow
for lower temperatures. With a pil-
lion on board the rear suspension
needed slightly more damping to
cope with the exira weight.

Before that the rear suspension
would bottom out on fast bumps
and kick both of us inte the air. We
pumped the back tyre up a bit too.

The only thing that lets down the
standard suspension on the ZX-6R
is the front end’s lack of rebound
damping. This could be improved by
changing the standard 5 weight fork
ail to a heavier 7.5 or 10 weight.
However this isn't essential. On the
final setups the Kawasaki ZX-6R is
an excellent road and trackday bike
and is easy to ride — fun and fast.

The Z4-6R was shittish on the brohes
- more preload on the front fixed it




tep on up, Kawasaki's ZX-
7R, your set-up time has
come. Introduced in 1996,
the ZX-7R lives at the
strong and dependable
end of the race rep market. It's a bit
down on power and it's substantially
heavier than the GSX-R750 (its
natural competitor) so, standard, it's
slower. But it can go faster, a lot
faster. As fast as an untweaked Gixer,
in fact, and the race bikes have
always punched above their weight.

We can't promise you a ride in
WSB, but we can give you a con-
siderably sharper and faster tool for
no outlay whatsoever. Or a seriously
cunning device if you're prepared to
make a modest investment.

The ZX-7R is heavy but very sta-
ble. Everyone describes it as feeling
planted, especially the front end. It
has a strong, well-developed engine
with no quirks or flatspots. The
weight damps down the perform-

except preload — at minimum. The
result: slow lap times that left 1B
surprisingly upbeat: “Great bike,
taut, lots of feedback, working well.
Great track too," he babbled. It took
some Gestapo-style cross-examina-
tion to reveal the truth — dive under
braking, a tendency to run wide and
rear end squat exiting Devil's Elbow.
JR then wound ride height to
8mm of rear shock ride height
(exposing about four threads on the
adjuster), upped the rebound damp-
ing in the forks, plus the compres-
sion and rebound damping in the
rear shock. The idea was to make
the bike steer faster and to tighten
the suspension. JB came back
gushing. The bike now hit apexes,
held a line, and he could get it
turned through the bus-stop by
weighting the footpegs alone. It was
a whole new bike, racer-like and twa
seconds per lap quicker too.
Next session saw the esteemed
Robinson going extreme
with the ride height and

. o SPECIFICATIONS

PB SETTINGS

s REAR SHOCK

Safsog  fm.
Preload 18 - 23mm of thread
Compression 12 clicks out

Rebound position 3 or 4

Ride height +10mm from fully off
Tyre pressure 31psi track, 42psi road
-2a FRONT FORKS

Static sag 45 - 50 mm
Compression 4 clicks out

Rehound 4 clicks out

Fork height 5mm ahove top yoke
Tyre pressure 28psi track, 36psi road
Preload B rings

IF you only do one ﬂ-'ing addlng even more

Get busy with the spanners on the rear ride damping. B.Llj it caused
height adjuster - you'll reap the benefits of loss of stability, the
quicker steering and a more satisfying sex life front beginning to wag

ance and also makes it easy for the
suspension to work, which means
Kawasaki can get away with relative-
ly cheap dampers.

The good news is that it is not
sensitive to damper settings. The
bad news is that the dampers pro-
vided don’t give enough range to
make much difference anyway.

We tested the ZX-7R at Mallory
Park, where test rider, Jon Bentman,
went out for a few laps to assess
the bike. Tech supremo, John
Robinson had set all adjustments —

while the rear gave a
squatting sensation
under acceleration.

A compromise ride height setting
was found and JR quietly turned up
the idle speed to 1,600rpm to aid
stability under braking. JB was again
a happy bunny.

The way to go is to get the best
tyres for your purpose and tweak the
steering geometry to suit them,
using Kawasaki's thoughtfully-pro-
vided rear ride height adjuster. It is
the single most important adjust-
ment on the bike. The rest is very
fine tuning.

It wos o whole new
bilkte - rocer-like and
two seconds a lop Foster

The ZX-7 is easy to get on with and flatters

most riders - start pushing it harder though
and you'll need to tweak the suspenders
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K now let's get to work.
Well, if you can call a test
session at Mallory Park

— ZX-9shave always had ‘issues’with suspension set-
up, but there are plenty of things you candoto
improve yours forroad or track

 SPECIFICATIONS

PB SETTINGS

-3 REAR SHOCK

Static sag Smm

Compression 2 clicks out from max
Rebound 4 clicks out from max
Tyre pressure 34psi track, 36psi road
~2a FRONT FORKS

work. Can we tame the Static sag 30mm
mightyNinja or will we end Compression 3 clicks out from max
up in a heap at Gerards bend? Rebound 4 clicks out from max
Preload 2 lines on adjuster

The big 900 was slow entering
corners and wallowed badly in the
middle, but as soon as the bike got
anywhere near upright it was gone.
The engine is a stormer — down the
front straight it was blasting past
supersport race-prepped 600s with
the authority of an F-18 jet on full
afterburners. Just watching the big
brute howl| past the others was
scary enough and, after complaints
of high-speed passes, we were
bumped up to the fast group. That
first session led to another discovery
- no brakes. First time into the
Armco-lined hairpin, it was almost
brown trousers time. Someone was
heard to mutter: */ hit the binders,
man, and the thing accelerated.”
We knew we had to get the bike

Tyre pressure 32psi track, 34psi road

If you only do one thing
| Learnto love your fellow man. Life’s too short
for petty recriminations and mean-spirited

conflict. Oh, and raise the rear ride height too

|

turning better, so we took Smm out
of the sag at the back, trying to shift
the weight forward. Mid-corner, the
bike wandered on and off line like a
drunken idiot. You just aimed the
thing in the general direction you
wanted to go and then held on tight.

The shock was one culprit — it
was under-damped in standard trim,
bouncing up and down and loading
and unloading the front end, putting
it off line every time you hit the gas
or a bump. We added three clicks
of compression damping so it would
not squat so quickly.

The front end had developed a
nasty patter exiting Gerards at
110mph. When you're on the gas,

nding still, by

oks, or the e

the front starts buzzing like the
wheel is out of balance.

Even though the ZX was weak on
the brakes, it was using up all the
suspension travel. We had no
choice but to increase the spring
preload up front. We wound down
the adjuster two lines and added a
click of compression damping to try
and slow the dive.

Back out for another session and
things were looking better. It was

possible to move around on the bike
— a good sign that things were com-
ing together. But it was still slow
tumning-in and there was a lack of
feel from the front end. Mid-corner,
the bike was better but still wouldn't
hold its line. Back in the pit we
removed 5mm of rear sag and
added two clicks of compression.

A couple of us started to com-
plain about the excessive dive on
the front end, where the bike had

started to bounce under heavy brak-
ing. We tightened the preload
adjuster another two lines and
added another click of compression
damping to slow the dive.

Next time out on the track, the
bike was the best it had been. It still
needed loads of muscle to get it on
its side, but now at least it happens
more quickly. The patter at the front
end was still there through Gerrards
but we could live with that.

The engine’s a real stormer - it was
blasting past race prepped 600s
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t Mallory Park, our 2000
ZX-9R E1 struggled to
turn quickly and hold a
tight line. The forks were
overworked and gave poor
feedback. What's to be done?

We fitted Pirelli Evo Supercorsas
with the pressure set to 31psi front
and 28 rear. The ZX-9R felt better
straight away: impressive grip, really
good feedback, and they hold a line
better than the standard tyres.

Sorting the tyres highlighted how
slow the standard bike is to turn in.
With the power coming on between
mid-corner and exit, it wants to run
wide. This is caused by the conser-
vative setting of the rear ride height
adjuster. It is too low as standard.

We raised the rear ride height by
10mm (measured at the adjuster).

This transformed our bike, with
sharper, quicker steering, and less
inclination to run wide coming out of
the turns. Through the Esses, where
a rapid change of direction is need-

- SPECIFICATIONS

STANDARD SETTINGS

~3a REAR SHOCK

Preload 178.5mm spring length
Rebound 8 clicks out from full in
-2 FRONT FORKS

Preload 4 lines showing
Rebound 10 clicks out from fullin
Compression 8 clicks out from full in

PB SETTINGS

-Aa REAR SHOCK

Preload 178.5mm spring length
(standard setting)

Rehound 3 clicks out from full in

Compression 2 clicks out from full in

Ritle height increased by 10mm

-2a FRONT FORKS

Preload turned fully in

Rebound turned fully in

Compression 6 clicks out from full in

If you only do one thing
| Like most road bikes, the ZX-9 needs tipping
on its nose a bit to help rapid direction

‘h:” changes and stop it running wide

n"l

ed, the ZX-9R felt like a different
bike. Result.

The quicker and more accurate
steering highlighted another prob-
lem: the forks were struggling to
keep the bike on-line into corners.
Under hard braking the forks would
come close to bottoming out.

Because the forks dived for
Argentina we turned the preload
adjuster all the way in. Increasing
the preload meant we also had to
increase the compression damping,
but not by much - we turned it
clockwise four clicks, did some laps
then backed it off by two clicks, so it
was then six clicks out from full in,
The rebound needed turning up too

- we turned it up until it made a
noticeable difference. The front end
felt firmer and more controlled after
these changes, particularly in slower
corners. But in quicker corners, it
still felt a bit overworked.

With the front end set-up better,
the rear shock now needed looking
at. As standard, the back end feels
firm on the road, on the track it's
better unless it's very bumpy.

At Mallory it tended to wallow
through the Devil's Elbow, suggest-

ing that compression and rebound

damping needed turning up. This

got worse as the shock heated up.
We turned up the rear compres-

sion damping to two out from full in.

We tried the rebound adjuster fully
in, but on the track it felt over-
damped and a bit wooden, so we
turned it back three clicks.

With these settings the ZX-9R
could run at the front of the red
group at trackdays. Now you can't
use the bike as your excuse.

Through the Esses, the ZX-9R Felt like
a completely different bilie. Resulk
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185.4mm
n stock settings, a track Rebound 1 turn out from full in
virgin would find this Compression 1% turns out
GSX-R well suited for the -3 FRONT FORKS
job of learning how to Preload 4 lines shawing
brake later and later, corner Rebound 1% turns out from full in
faster and... er, faster with every Compression 1 tum out 7

session. The more experienced will

find the suspension needs tweaking.
A lot of fork travel is used up on

the brakes, enough to leave only

5mm of slider not wiped clean by body to upper ring
the fork seals (a cable tie on the Rebound 1 turn out from full in
slider confirms this). Last-gasp brak- Compression % of a turn out

ing also had the forks pattering -3a FRONT FORKS

when fully compressed at the end of Preload 3 lines showing
Park Straight and in to the first gear Rebound % turn out from full in
hairpin. There was also a slight ten- Compression % turn out

dency for the bike to sit up if the
front brake was dabbed mid-corner.
To start with, the back end felt
firm but OK. But with every faster
lap, the back end would take off
over the odd bump, and break loose
when the throttle was whacked
open with the bike off upright.
Lifting the back of the seat unit to

SPECIFICATIONS

STANDARD SETTINGS
+»s REAR SHOCK
Preload overall spring length

PB RORD/TRACK SETTINGS
-5 REAR SHOCK
Preload 24-25mm from shock

IF you only do one thing
Increase the front preload to reduce fork dive
under braking. It’s worth increasing the front
rebound and compression damping as well

b,

get the shock to full extension (no
sag) showed there was no sag. In

R

fact, with the rider seated, the back was set at three-quarters of a turn than after the very first half-hearted With the extra preload the forks
end was as good as solid. At some (stepless-type) out from full in; session — no curling up on the would pick up every ripple at any
point in time the rear preload had rebound too was three-quarters of a  edges of the tread grooves. given speed when upright. On and
been wound right up. turn out. We added more front pre- There was still a lot of fork dive off the brakes the fork action was
Fortunately for us, Suzuki's yellow load — three lines showing — and on the brakes, and it was quick to mare controlled. What was worse
paint mark to show the original posi- altered compression and rebound to  spring back off the brakes. Preload was the way the bike would sit up in
tion of the preload locking rings was three-quarters of a turn out from full.  was altered to two lines showing. the turns. Preload went back to
still visible. Two C-spanners later No complaints about the back A vast improvement all round, but  three lines showing while damping
and the rings were close to where end this time. Seemingly, in one still plenty of fork dive, so fork pre- adjustment was left alone. We tried
they should be. When measured, attempt, we'd got it right. Two, hard,  load went to two lines showing and further tweaking at both ends but
the distance between the top of the 20-minute track sorties later and the  a quarter of a turn more compres- always ended up with the same set-

rear Bridgestone was in better nick sion and rebound. tings - they worked on the road too.

Lith the extroa preload the Forls
» piched up every ripple ot any speed

upper lock ring and the lip of the
shock's body casting was
24/25mm. Some sag (15mm
approx) could now be felt. As a
starting point, compression damping
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he latest GSX-R600s

produce more power,

spread more evenly

through the rev range.

Fuelling is precise, allowing
perfect control. And the 2001-on
chassis is more agile.

We took the 600 (fitted with new
Pirelli SuperCorsas, set to 31psi
front, 28 rear) to Mallory Park.

After a few laps it became obvi-
ous that the stock bike is good on
standard settings. Bruce had to
push hard to find its limitations.

The forks almost bottomed out
going into the fast, sweeping right-
hander at Gerards. Into the Esses
the forks felt soft and they pinged
back quickly when flicking left for
the run to the hairpin.

Braking up to the hairpin had the
back end chattering about a bit, but
through the Bus Stop the Gixer felt
good. The bike had a nice, neutral
feel and would easily flick through
the tightest bends quickly enough.

You have to be pushing pretty hard to run
up against the GSX-R’s limitations, but
tweak it a bit and you can push even harder

SPECIFICATIONS

STANDARD SETTINGS
43 REAR SHOCK

Preload 10mm thread showing
Rebound 1% turns out from full in
Compressi 1% turns out from full in
-2s FRONT FORKS

Rebound 1% turns out from full in
Compression 1 turn out from full in

PB SETTINGS
-%s. REAR SHOCK
Preload standard
when cold, if shack gets
too hot turn fully in
Compression standard
~2s. FRONT FORKS
Preload 1 ring showing
Rebound  %atum outfrom fullin
Compression % a turn out from full in

IF you only do one thing
Get out and ride it. For most people the GSX-R
is pretty good as standard. A bit more front
| preload and rebound makes it better though
]

Going down the Devil's Elbow
the bike took a good amount of
throttle in the first two gears, but

when we started to rev it out in third

the back end wallowed and felt
loose. This in turn started to make
the front end nervous.

Back in the paddock we turned
up the fork preload until there was
only 3mm of the adjuster body
showing. We also turned up the
rebound damping * of a turn, and
the compression half a turn to
match the increase in preload.

Happy with the preload setting at
the back end, we just needed to
sort out the wallowing out of the
Devil's Elbow.

Yellow, but not mellow. A few years ago you'd have
needed a 750 to get the GSX-R's performance

We adjusted rear rebound
turn at a time, and then checked by
pushing the back end down. It was-
n't until it was a % turn from fully in
that it had any useful damping
(when it got hot later we had to
screw it all the way in).

Like this the front end felt a bit
choppy, as if it was too hard. So we
turned the preload back until there
was only one ring showing, then
went out for another session.

This time it felt better. The Gixer
performed well — particularly into
Gerards where it was running wide
before. The rear shock handled the
run down the Devil's Elbow much
better with a lot more rebound.

At the end of the day one thing
was clear. On the stock settings and
with a good set of tyres like the
SuperCorsas the GSX-R600 K1 is
a very good track tool. But there's
plenty to be gained in terms of lap

times by adjusting the standard set-
tings. The bike as Suzuki supply it
was lapping in the high 54 secs.
When we finished fine-tuning we
got our lap times down into the low
54s with a couple of 53.9s.

Before you tweak your own
GSX-R600's suspension to Brucie's
carefully adjusted settings, check
your poundage. He only weighs in at
10% stone, 147Ib or 66.7 of those
Euro-kilo-thingies.

Even on the standard settings the
GSX-R600 is o very good Erack tool
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super-light, super-fast, dyed-in-
the-wool racer — with lights.

The carburetted T and V-models
gained a reputation for being a frifle
flighty due to their extreme steering
geometry. They turn fast. The W-
model addressed this with a robust,
non-adjustable steering damper, but
any improvement in rideability has
been more than countered by the
light-switch throttle response of the
fuel injection system. It's a bike that
doesn't suffer fools but responds
well to a bit of tweaking.

When it came out, the GSX-R left
our road test editor positively froth-
ing: “Steering is light, impeccable...
the standard suspension setup is
firm, but supple, and combined with
the neutral feel of the whole bike |
feel | can place it anywhere, to with-
in an inch, on any piece of tarmac.”

Static sag Gmm (4mm two up)
Preload set to give 10mm of
ntroduced in 1996, after years unused piston stroke
of increasingly porky GSX-Rs, The fuel injection cured the huge Compression 2 turns
the T-model was a return to SRR Aol a0 ) Bl motlel, Rebound 1-1ktums
e but the suspension’s a bit flighty —
original GSX-R values —a Ride height standard

SPECIFICATIONS

PB SETTINGS
~$a. REAR SHOCK

Tyre pressure

-2s FRONT FORKS
Static sag 25mm

Compression 1%turns

Rebound 1% turns

Fork height 3mm ahove top yoke
Tyre pressure 30psi track 36psi road
Preload 2 rings

29psi track, 36psi road

IF you only do one thing
Raise the spring preload front and rear - other-
wise you'll be dragging the undercarriage

‘,‘l everywhere once you start pushing it

Which could make you think we'd
be looking at an abbreviated sus-
pension set-up column. Not so.
While the Suzuki GSX-R is more
than capable on standard settings,
pushing hard, particularly on the
track, reveals several flaws in the
standard setup.

Tested at Mallory Park on a dry
but cold day, the standard settings
on the GSX-R were found to be a
bit on the soft side — pushed hard it
became slightly unstable. The rear
suspension tended to chatter badly
braking hard into Mallory's hairpin
and on the long, fast comers it only
took a small bump to make it twitch
and become unsettled.

After measuring the suspension
travel the cause of the instability and
chattering problems was found.
Both the forks and rear shock had
been bottoming out. Increasing the
spring preload was the fix. This
improved the bike making it stable
even on bumpy high speed turns.
Rebound damping on both ends
was increased slightly to compen-
sate for the reduced travel - the set-
tings table gives the precise settings
we ended up with.

The road and pillion part of the
test found our track settings to be
just as good on the highways, the

only changes were to the fyre pres-
sures.

lt's worth remembering that these
settings suited our tester for his
weight and riding style. While the
settings are a good starting point,
feel free to improvise...

Ed's note: Now, hecause this is one
of the first set-up guides we did, you
don’t get any more info on suspen-
sion, you get a load of drivel about
end cans. Sorry.

It's debatable whether the
GSX-R needs tuning. In standard
trim it makes more power than most
can handle — and in fuel-injected

mode it can be a bastard to contain
— but, as the wise man sayeth: “Too
much is never enough.”

For instant gratification the com-
bination of a Dynojet kit, a K&N filter
and a slip-on end-can make a
worthwhile performance gain on the
carbed bikes. This alone will usually
see a 10bhp gain in fop end power
with 5-6 bhp through the midrange.

Porting and gas flowing is the
next option. When it comes to these

mods, though, it's best to give your
tuner as much detail as possible on
carb and exhaust mods (for match-
ing) and intended use.

The GSX-R has Nikasil-plated
barrels so a big-bore upgrade — typ-
ically to about 790cc — will cost that
little bit more than usual.. The advan-
tage of boring is the increase in
torque as well as power. Don't be
inclined to go too far, we know of
quite a few GSX-R's that have been

bored-out as far as 820 and 840cc
and they usually go bang in quite
short order.

Fuel injection was once a poten-
tial impediment to performance
modifications. However, devices
such as the Dynojet Power
Commander can, at a keystroke,
produce significant alterations to an
engine's fuelling characteristics.

Have you finished? About hioody
time too. Some people...

. 1Feell can place it anywhere, within
= an inch. on any piece of tarmac
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uzuki's GSX-R750 got a

major revamp for 2000, and

they got it right. Handling in

stock trim is outstanding but

for the track it can be even
better. We fitted our GSX-R with a
fresh set of Dunlop D207RRs, with
pressures set at 30psi (front) and
32psi (rear) and headed for
Snetterton. Sure enough, aftera
couple of warm-up laps the GSX-R
with its stock settings was on the
limit. The sticky D207s gave a big
increase in grip and the ability to turn-
in quicker. But doing this on the
brakes had the front end diving too
much, too quickly. The back end was
squatting excessively under power
exiting turns, making the bike stand
up and run just a bit too wide.

To help the bike turn-in sharper
and stop it diving too much we
added more front preload so there
were now two lines showing.

The extra preload gave a firmer

something for nothing) was that exit-
ing the Bomb Hole in third gear with
the throttle pinned made the front
end very light and tricky to line up
for the turn.

The tendency to squat and run a
little bit wide when exiting turns, par-
ticularly Coram and Riches, was
down to a need for more rear pre-
load. Exposing another 5mm of
thread on the shock body meant the
rear spring offered enough resist-
ance to stop the bike squatting
when the power is fed on.

We tried increasing the rear com-
pression by a half-turn, but it wasn't
a success. We thought it would give
more feel from the back end, but
instead it gave a very choppy ride.
This was confirmed by the state of
the rear tyre — it was torn and shred-
ded. Setting the compression back
another quarter didn't make much
difference, so we went back to the
standard setting.

Because of the higher
preload the rebound

 SPECIFICATIONS

STANDARRD SETTINGS

s REAR SHOCK

Preload 10mm of thread above
top locking ring

Rebound 1% turns out from full in

Compression one turn out from full in

-2 FRONT FORKS

Preload four lines showing (8mm
showing, measured from
bottom of preload nut to
top of fork cap)

Rebound 1% turns out from full in

Compression  one turn out from ullin

PB SETTINGS

-3 REAR SHOCK

Preload 15mm of thread above
top locking ring

Rebound % turn out from full in

Compression 1% turns out from full in

s FRONT FORKS

Preload two lines showing (Smm
showing, measured from
bottom of preload nut to
top of fork cap)

Rebound 1% turns out from full in

Compression % turn out from full in

' IF you only do one Ehing damping needed to be
Get out and ride it! It's superb anyway on turned up by an extra
stock settings, and if you never hit the track quarter turn. This gave
you might be better leaving well alone the bike a tauter feel,

feel but the Suzuki was still diving
too quickly. A half-turn more com-
pression damping at the front was
too much, so we backed it off a
quarter-turn and it felt spot on. The
bike braked, turned and tipped into
Snetterton's first corner without fuss.
But mid-corner the forks juddered
uncomfortably, so back in the pits
we reduced the rebound damping
by a quarter-turn so it rode the
bumps without losing corner speed.
The negative effect of reducing
the rebound damping (you never get

allowing higher corner

speeds without any of
the old wallowing or running wide
on the gas.

Hard on the brakes into Russells,
the now well set-up GSX-R gave
enough confidence to let you start
the turn while the back wheel was
still being braked hard by the
engine, with no chatter or skipping.

On the road the setup we arrived
at on the track felt a bit harsh at the
front end — less front preload helped
— but stability and roadholding were
unaffected overall so it's still a good
compromise for fast road use.

Rure A touter Feel,
allowsing higher cor-
ner speeds without any
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he TL has well-publicised
handling woes that led to a
recall for a steering damper
to be fitted soon after the
first models appeared -
basically it was too inclined to shake
its head coming out of bends and on
bumpy roads.

Suspicion fell on the radical rotary
rear damper, but the TL's legendary
grunt was probably at least as much
to blame in most cases - it offered
wheelies not just on demand, but
also when you didn't even know
you'd asked for them. Basically it did
what it was told, even when it was
told the wrong things - more experi-
enced riders had fewer problems.
Being fat was good, too - it brough
the rear suspension into the area

IF you only do one thing
Adjust your chain! Too tight and it won't allow
the rear suspension to move properly, making
the TL's legendary instability even worse

where it worked more efficiently.

We headed for Mallory Park
armed with a '96 TL and a pair of
Metzeler Sportec M1s — a perform-
ance road tyre with good grip and
neutral handling characteristics.
After the track session we headed
for local roads to get the measure of
the big Suzuki.

The settings speak for themselves
but if we'd had more time we'd have
played more with the rear preload -
unfortunately it's so bastard hard to
get at we left it as it was.

There are two absolutely crucial
points. First is chain tension. If it's
too tight it will restrict suspension
movement. Keep checking it until
you're absolutely sure it's not too
tight. Second is the rear tyre. It

comes with a 190/50, but
fit a 180/55 instead - it
will steer better, grip
better, do everything
better and you won’t
regret it for a second.

- Tiscanbemade *
to handle, but it
takes work, and
usually money too

SPECIFICATIONS

STANDARD SETTINGS

-5 REAR SHOCK

Preload

5mm of thread showing
abave locking ring

Rebound

2% turns out from full in

Compression

2% turns out from full in

~2s FRONT FORKS

Preload

4 lines showing

Rebound

1% turns out from full in

Gompression

1% turns out from full in

PB TRACK SETTINGS

-2 REAR SHOCK

Preload

5mm of thread showing
above locking ring

Rebound

% a tum out from full in

Compression

% a turn out from full in

-2s FRONT FORKS

Preload

2 lines showing

Rebound

1 turn out from full in

Compression

% tum out from full in

Tyre pressures

32 psi rear, 30psi front

Fork ride height

3mm of fark leg
protruding through top
yoke (excluding fork cap)

PB ROAD SETTINGS

As ahove but rear shock compression and
rebound damping 1 turn out from full in

Tyre pressures

34psi front, 39psi rear

. Ugly, lardyand ne;-f'i‘eall):’
~fulfilled its promise. That’s
~ why Trev works for MCN now

fter only a few laps of

Mallory it was clear the TL

was struggling when

pushed. The front end felt

crude entering Gerards,
bouncing up and down and giving
poor feedback. Exiting hard under
power would have the bike standing
up and running wide, but the really
nasty bit was powering out of the |eft-
handed Devil's Elbow onto the
start/finish straight.

To sort out the front end’s bumpy
feel, we backed off the compression
damping by three clicks and upped
rebound by three clicks to stop it
springing back so quickly off the
brakes. We then wound the preload
out until eight lines were showing.

It felt much better. The front didn't
move around going into corners, and
soaked up ripples rather than skip-

IF you only

do one thing
Lob that rotary shock in

the bin and shell out for
a Maxton replacement -
it's well worth the dosh
for the improvement

ping across them. However, it was
still very slow to turn. We pushed the
fork legs through the yokes by an
extra 5mm to quicken things up.

Back out on the track we found
the TL turned-in very well and held a
good line, but was let down badly
by the back end. The bike would
lean over so far, then the rear would
jump around all over the place and it
wasn't possible to use any power
until very late on the exit.

Backing everything off seemed
like a good idea. We reduced rear
preload until there was almost no
thread showing, which gave a Bmm
gap from the bottom of the locking
ring to the shoulder of the shock.

Our other option was to reduce
compression and rebound damping
at the rear. We wound out both
adjusters by the same amount — 21
clicks out from full in, using a flat-
bladed screwdriver. Even then the
bike still felt over-damped when
pushing down on the back end.

We took it out again and the rear
still felt very hard and non-compliant,
especially out of the Devil's Elbow.
We tried further adjustments with
the rear shock's damping, but it
made no real difference. So we gave
up and went home.

SPECIFICATIONS
STANDARD SETTINGS

- REAR SHOCK

Preload

10mm from bottom of
locking ring to shoulder
of shock

Rebound

14 clicks out from full in

Compression

14 clicks out from full in

. FRONT FORKS

Preload

6 lines showing

Rebound

5 clicks out from full in

Compression

5 clicks out from full in

PB SETTINGS

- REAR SHOCK

Preload

5mm from bottom of
Incking ring to shoulder
of shock

Rebound

21 clicks out from full in

Compression

21 clicks out from full in

s FRONT FORKS

Preload

8 lines showing

Rebound

2 clicks out from full in

Compression

B clicks out from full in

Ride height

11mm of fork showing
ahave top yoke
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uzuki's GSX-R1000 is
superb - masses of power
and very good handling.
But it can be even

better.

At Donington Park, riding at the
limit on the standard set-up (with
tyres at 31psi fr, 28psi rr for the
track), the forks dive too much, too
quickly, especially hard on the
brakes into slow corners. The rear
end feels good for a few laps but
seems to fade and loses some
damping effect when it gets hot,
which can make for a scary moment
or two,

First job was to firm the forks up.
Tester Bruce turned up the preload
so there was only one ring showing.

To match the extra preload, com-
pression and rebound got an extra
one and two turns respectively.

Apart from the lack of damping as
it got hot, the rear shock suited
Bruce and his 10.5 stone weight
well enough. There was no squat or

At this point you should be very, very careful
about opening the throttle - GSX-Rs have a habit

of biting the throttle hand that feeds them

. SPECIFICATIONS

STANDARD SETTINGS

-2s REAR SHOCK

Preload 21mm of thread showing
Rebound 1% turns out from full in
-2s FRONT FORKS

Preload 4 rings showing
Rebound 1 turns out from full in
Compression 24 turns out from full in

PB SETTINGS

~2a REAR SHOCK

Preload stock

Rebound % a turn out from full in
Compression fully turned in

~2s FRONT FORKS

Preload 1 ring showing
Rebound Y turn out from full in
Compression % turn out from full in

IF you only do one thing
Drop the yokes over the forks by an extra 5mm
(standard is 13mm) to put a little more weight
on the front wheel and improve turn-in speed

bottoming, even pushing hard.

So he left the preload alone and
concentrated on increasing the
damping - compression fully in and
rebound one tumn out from standard.

Bruce went out for a few more
laps. The firmer front end felt much
better, resisting dive under braking
and allowing faster entry into turns.
And it didn't spring back when the
brakes were released. But there was
a downside. Despite feeling more
settled and faster into corners, the
GSX-R felt reluctant to turn.

So Bruce decided to reduce the
front ride height. This is done by
putting the bike on a front stand that
supports the bike from the centre of

the bottom yoke. Do it one leg at a
time. All you need is a 10mm span-
ner or small ratchet and socket,
Loosen the two pinchbolts on the
bottom yoke first. There's another
10mm pinchbolt on the top yoke to
loosen and one more on the clip-on.
Slide the fork tube up through the
yokes by 5mm then tighten every-
thing up and repeat the process for
the other leg, carefully checking that
both protrude equally above the top

yoke. The standard amount (exclud-
ing the fork cap) is 13mm, this
should now be 18mm.

Once again our meddling helped,
and the GSX-R felt even better on
the track. The bike was turning in
more precisely, holding a tighter line
and changing direction with less
input. This made life a lot easier.

But again the back end let the
side down. The increased damping
helped, but the shock still faded

after a number of hard laps. If you're
serious about your set-up and want
to improve an already superb bike,
an aftermarket shock is the only way
to get the full range of adjustment
the standard shock can't deliver.

At the end of the day we had the
GSX-R1000 handling and turning
better than it did on the standard
setup. It also felt easier to ride fast,
and that's the thing that makes all
the difference.

On the stondoard set-up., the fForks dive
too much, too quickiy on the broHes




he Busa is phenomenally
fast but the trouble is there
are only two or three
circuits in the UK where
you can use the Suzuki's
straightline potential. Mallory Park is
not one of these circuits, but riding it
there does give a good indication of
what's needed to help it get through
the twisty bits.
On the track the front felt vague,
especially going into Gerards, the
very fast corner at the end of the

IF yow oniy do one thing
Don’t go to the track! It's not really at home
there. If you must, increase the preload at the

front and reduce it at the rear

start-finish straight. When you start
braking the weight of the bike really
compresses the forks and the Busa
gets all stroppy and reluctant to

I change direction.

R The first thing we wanted to do

! was drop the forks through the

yokes a few mm, but this isn't possi-
ble on the Busa because of the

\ casting over the top yoke that cov-
ers the fork tubes. Bugger. To get

b round this problem we would have

i to fit clip-ons and dump the casting

for a new yoke. Instead we

increased the preload to try and

stop the forks diving so much when

entering corners on the brakes. Turn

the adjuster in so there are only two

rings showing. Because of the extra

preload we increased the compres-

sion damping by three clicks and

the rebound by four clicks.

The rear end felt hard, kicking
Bruce up the arse off bumps and
not really letting the shock travel. As
standard the rear spring has way too
much preload, solo, and the only

time the shock really moved was
when the wheel hit a big bump. The
tyre was copping a lot of deflection
too. With all the weight and power
of the Hayabusa to contend with,
the poor old Bridgestone didn't real-
ly need anything more on its plate.
There was only one solution — the
Busa definitely needed the preload
backing off.

For easier access to the top of
the shock we removed the three
6mm Allen bolts that fix the right-
side footrest assembly to
the frame. With this out
of the way it is easier to
get a C-spanner onto
the lockrings and adjust
them so there is only
6mm of thread showing
above the top ring.
Then we turned the compression
back eight clicks and the rebound
back six.

Back on the circuit and the rear
felt much more compliant, the wheel
moving up and down more with the
shock absorbing bumps better, With
the front end harder, the forks dived
less. Damping was also improved.
But after several hard laps Bruce
noticed the rear damping was start-
ing to go off because of the heat
generated inside the shock body.

Even after a day spent track test-
ing and tweaking the Busa there
was not a huge improvement in the
bike's lap times. What we achieved
is a more evenly sprung and
damped set-up using the bike's
standard suspension, which makes
it easier to ride faster and feel more
comfortable. The trouble is the stan-
dard units get overworked so easily.
Get your forks and rear shock modi-
fied or revalved by a suspension
specialist if you are going to do lots
of trackdays.

Easier to ride fast and
" Feels more comify

SPECIFICATIONS

Standard settings

-3 REAR SHOCK

Preload 12mm of thread show-
ing, from top of locking

ring to end of thread
Rehound 9 clicks from full in
Compression 9 clicks from full in
-5 FRONT FORKS
Preload 6 rings showing
Rebound 6 clicks from full in
Compression B clicks from full in

PB SETTINGS

~2a REAR SHOCK

Preload 6mm of thread shawing,
from top of locking ring

to end of thread
Rebound 15 clicks from full in
Compression 17 clicks from full in
-4a FRONT FORKS
Preload 2 rings showing
Rebound 2 clicks from full in
Compression 5 clicks from full in

What’s this got to dowith
handling? Nowt, but we liked
it anyway. What's it to you?




e take the TT600 to

Mallory Park. The

first couple of

sessions are a bit

damp. The TT's
standard set-up is ideal for these
conditions, the preload front and rear
are soft enough to allow you to feel
exactly what the tyres up to. We set
the pressures for the track to 31psi
front and 33psi rear.

Once the track dries, it's time
to start fiddling. The forks are diving
under braking and making the TT
run wide into Gerards and the
Esses, plus the rear end is sagging
and wallowing mid-corner, allowing
the pegs to scratch.

First we look at the front end, and
increase the spring preload. We try
varying amounts of preload and in
the end have it wound in leaving
only one line showing. Heavier riders
might need to wind it right in.

We also increase the damping,
again gradually, until it starts to feel

If you only do one thing
If you're riding hard and braking heavily, you'll
find the forks are a bit soft and dive a lot -
upping the preload and the damping helps

like it is controlling the spring action.
The rebound seems to

have a poor range of adjustment
and needs to be turned in all the
way, then backed off a quarter

of a turn.

We increase compression until
it's half a turn out from full in.

The rear shock preload is
increased by 7mm (44mm showing
above top locking ring).

Rear compression is turned in
one turn so it is only half a turn out
from full in. Rebound is increased by
three-quarters of a turn,

We also experiment with lowering
the yokes down the fork tubes by up
to 8mm. This does make the bike

turn easier and change direction
quicker, but it feels nervous through
the handlebars and shaky when exit-
Ing turns.

On the road, we set the tyre
pressures to 36psi front and 42psi
rear. But that, combined with the
track suspension settings, makes
the set-up way too hard away from
Mallory's smooth curves, giving
a choppy ride, particularly at
the front.

We wind back the preload so it's
more comfortable (eventually arriving
at three lines showing), both com-
pression and rebound damping are
reduced by a quarter of a turn each.

Then we turn our attentions to the
rear, fiddling with the shock, trying
less preload. But it feels too soft so
we turn it back up to the track set-
ting - the damping adjusters are se
the same as we had them for the
track as well.

SPECIFICATIONS

Standard settings
-1 REAR SHOCK

Preload 37mm of thread above
top locking ring
Rebound 1% turns out from full in
Compression 1% turns out from full in
-2 FRONT FORKS
Preload 5 lines showing
Rebound 1% turns out from full in
Compression 4 turns out from full in

PB TRACK SETTINGS

~2a REAR SHOCK

Preload 44mm of thread showing
ahove top locking ring

Rebound % turn out from full in

- FRONT FORKS

Preload 1 line showing

Rehound % turn out from full in

Compression % turn put from full in

Tyre pressures 31psi front, 33psi rear

PB ROAD SETTINGS

(Same as track except)

~2a FRONT FORKS

Rebound % turn out from full in
Gompression % turn out from full in
Preload 3 lines showing

Turns easier and changes direction
quicker. but Feels nervous at the bars




' IF you only do one bthing
1, Get the rear shock rebuilt with a softer spring
and better damping - you'll really notice the

difference. Raise the back end a bit too

I

etooka T595 to
Donington to muscle
the bike around on
relatively smooth
tarmac in an attempt
to get the Trumpet handling sweetly.

We set all the adjusters at the
recommended factory settings as a
starting point, and it felt like an old
barge. It just didn't want to turn, it
would run wide, and would drag its
guts on the tarmac everywhere.

The first thing we did was add
spring preload to the rear shock. As
standard the bike had 20mm of stat-
ic sag. We halved this to 10mm to
put more weight on the front and
help lift the bike off the ground. A
quarter-turn of compression damp-
ing was added to the rear shock to
slow it when the bike hit bumps. We
backed off the rebound damping by
a quarter-tum. Up front we added a

It's no Blade-beater, but
it'll boogie in the bends

line of spring preload. This reduced
the static sag from 34mm to 32mm.
QOut on the track there was a slight
improvement, but the bike would still
drag in corners,

We ran out of threads on the rear
shock so the spring was now at
maximum preload. It was only show-
ing about 5mm of static sag. We
added the last of the compression
damping so it was maxed out too,
and hoped for the best.

The front fork got another line of
spring preload so now it was show-
ing two lines on the adjuster. Front
static sag was now at 28mm.

Qut for another session. The rear
tyre was showing a bit of wear after
the previous stint, and after being
heat-cycled a few times it was tak-
ing a bit longer to warm up. The bike
was turning better and giving a lot
more feedback. After two quick laps
the Triumph started to lose
rear compression
damping. And after 20
minutes it was back to
its old self, dragging
bits and pieces on the
track. The bike would
do better with a rebuilt

shock, especially if it's going to do a
lot of track days. An aftermarket rear
shock with a ride height adjuster
would be even better. The front
forks felt OK, but didn’t give much
feedback. They just float around in
no man's land, not letting the rider
know what the tyre is thinking of
doing.

On the road the bike's track set-
tings made it a little harsh, but the
payoff was a more predictable ride.
It was extremely stable and never
got into any head shakes when
pushed to high road speeds.

SPECIFICATIONS

PB SETTINGS

2x REAR SHOCK

Static sag 5mm

Gompression max

Rebound 1% turn out from max
Tyre pressure 32psi (track)

-3 FRONT FORKS

Static sag 28mm

Compression 1 turn out from max
Rebound 1 turn out from max
Preload 2 lines showing
Tyre pressure 30psi (track)

t Cadwell Park the 955
was struggling to hold a
good line round all of the
corners, especially exiting
faster turns like Charlies
and Chris Curve. And it was really
lazy to turn in — and this felt worse
going into the quicker corners.

The first thing we did to sort the
bike was to fit some better tyres.
We chose Pirelli Evo Supercorsas
with pressures set to 31psi on the
front and 28psi at the rear.

After scrubbing in the new tyres it
was a lot better, but on the faster
corners it still wasn't holding a tight
enough line. It would run wide on
exiting, and felt very unsettled if you
were too fierce with the throttle.

We reduced the front compres-
sion and rebound by half a turn
each. We increased the preload by
two lines as well.

To help the bike turn into corners
better we adjusted the ride height

IF you only

do one thing
Drop the yokes over the

forks by 3mm and raise
the spring preload by two
lines. You won't regret it

up front by lowering the forks
through the yokes. We tried lower-
ing them by 5mm.

At the rear end we decided to
reduce the preload on the spring
because it felt way too firm. We
reduced the preload by 6mm.

The compression damping was
then turned down by half a turn.
There’s not much of a range of
adjustment between full in to fully
off. We left the rebound setting
alone because it felt as good as we
were going to get it.

Back on the circuit the 955
steered into corners much better.
But the bike now had a tendency to
drop into the comers and needed
some opposite input on the bars to
prevent it flopping into the turn.

It was particularly unsettled when
turning into and out of the
Gooseneck or at the top of the rise
towards Park, where the Triumph
would flap its bars when the front
wheel went light.

This was all due to us dropping
the forks through a bit too much,
making the 955 feel a little flighty.
We went back to the pits sharpish
and reset the forks to 4mm, then
2mm and finally 3mm. At this ride
height setting the Triumph still felt
neutral on the bars but turned much

SPECIFICATIONS

STANDARD SETTINGS
+3s REAR SHOCK

Preload 12mm of thread showing
ahove locking ring

1% turns out from full in
1% turns out from full in

Rebound
Compression

-35 FRONT FORKS
Preload 5 lines showing
Rebound 1 turn out from full in
Compression 1 turn out from full in

PB SETTINGS
3 REAR SHOCK
Preload 6mm of thread showing
above top locking ring
1% out from full in,

1% turns out from full in

Rehound
Compression

-2s FRONT FORKS
Preload 3 lines showing
Rehound 1% turns out from full in
Compression 1% turns out from full in

better than it did before and it held a

tighter line.

These settings also worked well
on the road. The bike steered a lot
better and would track the chosen
line more accurately, but it still gave
a harsh ride when the going got
bumpy — especially from the rear.

§

|
|
|



SPECIFICATIONS
STANDARD SETTINGS

-3 REAR SHOCK
Preload 5mm of thread showing

above top locking ring
e return to Mallory Rebound 1% turns out from full
Park, to set up in
Triumph's 955i Compression 1% turns out from full
Daytona - this is the in
version with the s FRONT FORKS
double sided swingarm, not to be Preload 5 lines showing
confused with the single sided model Rebound 1 turn out from full in
(previous pages). First off, we need Compression 1 turn out from full in

to sort out the riding position,
because the clutch and brake levers
are set too high to be comfortable. In
the standard position, your fingers

PB TRACK SETTINGS
-3a REAR SHOCK
Preload 5mm of thread showing

tend to reach up to them, which abave top locking ring
strains your wrists. The levers can be Rebound 2/ turns out from full
lowered to a better position by in

slackening the two bolts that secure Compression 1% turns out from full

each assembly to the bar. Set them in

so that they are roughly in line with -3a FRONT FORKS

your arms. Preload 0 lines showing (fully
The tyres are Bridgestone 010s. wound in)

While not a dedicated sports tyre, Rebound % turn out from full in

they perform very well on the track. Compression # tum out from full in

We give them an extra lap or two to Tyre pressures 31psi front, 33psi rear
warm up, just to be safe. The pres-
| sures are set to 31psi (front) and

| 33psi (rear).

PB ROAD SETTINGS

IF you only do one Ehing

Wind the front preload all the way in, as the
Il springs are too soft for track and fast road

use. Increase the damping to suit

The Daytona feels well balanced
and smooth. It's not until we up the
pace a bit that we start to run into
problems — the front end dives

much too hard on the brakes, and the spring rate really needs to be The rear end feels very harsh. the front end is still a little on the On the road, the Triumph feels

feels vague going into corners. The increased for track riding as Normally, we would back off the pre- soft side for track work. good on the track settings. But it's

bike also springs back too quickly, it's too soft. load a bit, but the standard rebound The rear shock's spring and pre- even better with the fork preload

making it run wide (most noticeably We also increase compression setting is a bit too heavy (assessed load aren't too bad, although a bet- wound back to two lines showing.

at Gerards). The rear end feels and rebound damping. The com- by pushing the back end down and ter range of adjustment from the The back end settings remain the

choppy and harsh, as if the rear tyre  pression adjuster, located at feeling how quick it is damping controls is needed. If same as for the track; if you're plan-

is doing a lot of the work that the the bottom of the forkleg under the to return). We turn the rebound you're planning a lot of trackdays, it ning to take a passenger, increasing

shock should be doing. brake caliper, is turned in half a tum adjuster — located at the bottom of would be advisable to have the sus-  the rear preload by 5mm at a time
The first thing to adjust is using a flatbladed screwdriver, the shock — out one turn using a pension reworked by a specialist. until it's right makes sense.

the fork preload. Initially, we turn itin ~ while the rebound is turned in flatbladed screwdriver to reduce

so there are only two lines showing,  three-quarters of a turn, again with damping, and leave the compression

but in the end it has to be wound a flatbladed screwdriver. The adjuster on standard. IF you’re p’ann"ng a lokE ofF trac‘.'days,

all the way in to the stop. The rebound adjuster is located on Ultimately, the standard suspen-

haue the suspension reworhked

range of adjustment is good, but top of the fork cap. sion can be made a bit better, but




adwell Park provides a
good set-up test for any
bike, but first we fitted new
tyres (Metzeler Sportecs,
which give loads of grip and
stability and wear better than a
dedicated sports tyre) and set the
pressures to 29psi rear and 31psi
front. Next up we dumped the centre
stand for more ground clearance —
even on the road it's easy to ground it
out and at the track it could easily dig
in and lever the rear wheel off the
floor. It's only held in with a couple of
bolts so it's easy enough to remove.

Qut on the track it's only when
you pick up the pace that the soft
set-up starts to hamper progress. It
tends to squat when cornered hard,
and it's slow to turn in.

We went up four notches on the
rear preload and wound the front in
so there was only one line showing

IF you only

do one thing
Increase the preload

front and rear to stiffen
the bike up and stop it
squatting when you’re
cornering hard

M There’s not much to adjust
on a Fazer, but what there is
makes a big difference

To help the bike steer and change
direction we raised the forks in the
yokes until there was Smm extra
sticking through the top yoke.

Just getting onboard the bike we
could tell the difference, the
increased preload making it feel
firmer and tauter. On the circuit it
resisted sagging and squatting into
turns which meant it could be cor-
nered harder and even though the
footrests were still decking out it
was smoother and more predictable.

The change in front ride height
made the bike turn and hold a
tighter line which really showed
through the Gooseneck where it
could now be flicked through with
more accuracy and less of a pause
when rolling off the throttle. Through
Hall Bends and Barn the Fazer was
quicker than you would have
thought and was making yards up
on other bikes. Adjusting the ride
height did make the front end a little
bit nervous, but it wasn't kicking the
bars out of our hands, they just felt a
bit on the loose side.

We tried the track settings on the
road as well. The extra preload gave
a firmer, more controlled feel but the
change in ride height isn't a step in
the right direction. It makes the bike
feel twitchy, so we put the settings

back to standard.

Heavier riders would more than
likely need to further increase the
preload settings too. Tester Bruce is
11 stone and almost at the end of
the preload adjustment front and
rear, so a heavier rider would proba-
bly run out of adjustment.

SPECIFICATIONS

Standard settings

-3a REAR SHOCK

Preload 4th hardest out of 9
notches

Rebound N/A

Compression N/A

-3 FRONT FORKS

Preload 5 lines showing

Rebound N/A

Compression N/A

PB ROAD/TRACK SETTINGS

-2a REAR SHOCK

Preload 8th hardest notch

Rebound NiA

Compression NiA

-%s. FRONT FORKS

Preload 1 line showing

Rehound NIA

Compression NIA

Ride height drop yokes by 5mm
(track only)

nce again, we take to the
road and track (at Mallory)
to set up the Yamaha
Thundercat. First job is to
set the tyre pressures for
the circuit: 32psi (front), 80psi (rear).

As standard it feels loose, the
front forks diving too much on the
brakes, and springing up too quickly
when the brake is released. The rear
end is okay, apart from a wallowing
action when the throtile is wound
on; it's like a see-saw action. Exiting
the Devil's Elbow it feels severe.

We wind in the fork preload so
there's only one line showing. The
compression gets an extra turn and
the rebound gets one and a quarter.

At the rear we turn the rebound
up seven clicks and the compres-
sion by a quarter of a turn, The pre-
load goes up one notch to the fourth
notch out of seven.

IF you only

do one thing
Buy something else. No,

not really, the Cat’s ok,
but a bit dull. A bit more
fork preload helps stop
the front end diving

The extra preload on the front
really firms up the forks, and, back
on the track, it feels much better into
turns. The increase in rebound on
the rear shock has eliminated the
see-saw effect.

Next, we try raising the fork tubes
through the yokes, and find that
3mm protruding through is the best
compromise.

With the same settings on the
road, the front feels a bit on the hard
side and the bars feel a bit wild. So
we reduce the fork preload so there
are three lines showing, and set the
fork tube protrusion back to the
standard setting.

It feels much better. Where
before it gave a choppy ride (with a
bit of flightiness thrown in for good
measure), it is now almost com-
pletely stable as the forks are
absorbing the bumps as opposed to
hammering off them.

We end up with a slightly softer
set-up on the rear, turning the pre-
load back to the standard setting
(third notch), and reducing the
rebound damping by a couple of
clicks. If you were to take a pillion
you would need to increase the rear
preload by at least two more notch-
es and turn up both the compres-
sion and rebound damping.

SPECIFICATIONS
STANDARD SETTINGS

-*a REAR SHOCK

Preload

3rd notch out of 7

Rehound

10 clicks out from full

Compression

2 turns out from full in

-2 FRONT FORKS

Preload

5 lines showing

Rehound

1% turns out from full in

Compression

1% turns out from full in

PB TRACK SETTINGS

- REAR SHOCK

Preload

4th notch out of 7

Rebound

3 clicks out from full

Compression

1% out from full in

-2 FRONT FORKS

Preload

1 line showing

Rebound

% turn out from full in

Compression

1 turn out from full in

Tyre pressures

32psi front, 30psi rear

Fork protrusion

3mm (exel fork cap)

PB ROAD SETTINGS

(Same as track except)

~2a REAR SHOCK

Preload

3rd nateh out of 7

Rebound

5 clicks out from full

-2 FRONT FORKS

Preload

3 lines shawing

Fork protrusion

standard

Tyre pressures

34psi front, 38psi rear
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here's only one way to ride
an R6 fast - nail it like a
twa-stroke and plot smooth
lines to carry crazy corner
speeds. S'easy.

But the R6's twitchy manner can
make this riding style tyre-wall haz-
ardous. Time to tame the tempestu-
ous middleweight.

The first session on the track
proved the R6 had no major short-
comings in its set-up, but near
enough is never good enough.

It had a weird tendency to shake
its head while accelerating hard,
especially over bumps. This is a
known R6 trait, but it needn’t be this
bad. The bike also fended to chatter
and run wide slightly when pushed
hard — the much chronicled R6
understeer.

To make the bike turn quicker we
need to raise the forks up through
the yokes. This would make the bike
even more twitchy, so we looked at
stability first. A suspension travel

SPECIFICATIONS

PB settings
A REAR SHOCK

Static sag Smm

Loaded sag 23mm

Preload 2nd from maximum
Compression 1.5 turns out

Rebound 13 clicks out

Tyre pressure 28psi track, 40psi road
s FRONT FORKS

Preload 4 rings

Sag 24mm

Compression 6 turns out

Rebound 3 clicks out

Tyre pressure 30psi track, 36psi road

steer quicker but reduce stability.
When doing this always check for
clearance between the fork lower
and bottom yoke on full compres-
sion. This is very important because
if they touch you will crash — we
know from experience. Don't do it at
all if you are having stability prob-
lems or if you aren’t confident about
holding onto a bike that shakes its
head. On the R6 even small
changes will make a huge difference
to the bike's handling - we dropped
the yokes by 10mm.

The bike now turned-in better and
held tight lines, even on fast, flat
turns, and remained stable and rela-

tively predictable. After Gus and
Trev gave the bike the thumbs up, it
was off for the road session.

The bike felt as at home on the

If you only do one thing
Increase the rear spring preload and damping
for better ground clearance - as standard the
R6 drags its arse like a freshly-whipped puppy

check showed both ends were bot-
toming out. This is easy to check
out and, as we found, very important
for ironing out problems. Use a
cable tie on the forks and put anoth-
er around the rear shock shaft. Slide
them against the moving parts of the
units, ride the bike then check the
travel. As a general rule, 5-10mm
from full compression is about right.
Increasing spring preload and com-
pression damping will increase the
amount of spare travel and vice
versa. If you can't seem to get this
right consult someone like Maxton -
the spring weight or damping may
be wrong for your situation. After
our check we increased preload

Youcan hang off all you like mate,

but if you don't 1ean the bugger over,

you won't get your knee down

front and back. This improved stabil-
ity slightly but both ends were still
bottoming, so we dialled in even
more preload. By now the front end
had 8mm of spare travel, but the
rear was still bottoming.

This was when a pattern
emerged: as we increased rear
spring preload the front end became

more stable. This is a good example
of a front end problem being down
to the rear. Because the R6 power
comes in with such a rush, the rear
suspension was being fully com-
pressed on hard acceleration. This
left no spare travel, so when the bike
hit a bump the suspension bottomed
and set the front end shaking. Once

we stopped the rear end bottoming
the bike became stable enough to
quicken the turn-in. (Note: as we
increased the spring preload we
increased the rebound damping to

stop it returning too fast).

By increasing the amount the
forks protrude through the top yoke
the steering head angle can be
reduced. This will make the bike

road as it had on the track so only
tyre pressures were changed. It was
fine with a light pillien too, but a
larger pillion would require one more
notch of rear preload - really heavy
pillions or very hard riding might
benefit from a harder rear spring.

Even with a careful set-up, the R6
will still be lively to ride and landing
the front wheel from high-speed
wheelies can be scary. So if you ride
your R6 hard, fit a steering damper.
The R6 is a hardcore bike and any
help to tame violent outbursts will
increase your pleasure and reduce
your pain.

It nows turned in better and held
tight lines euven on Fast, AIBt corners




n our first session at

Cadwell Park's full circuit,

the R6 felt great. The

Metzeler Rennsports we'd

fitted (28psi rr, 31psi fr) are
such an improvement over the
standard Dunlops — they allow higher
lean angles with a good reserve of
gripiif you go in too fast and have to
tighten the line mid-tumn.

At the end of the start-finish
straight, the lefi-hander had the R6
running wide and progress through
the Gooseneck was steady because
of the same probem. When we
turned into corners the front dived
too quickly and sprang back when
the power was fed on.

The rear shock was also too soft
- it was squatting too much when
the power was cracked on.

Back in the paddock we needed
to spanner up the R6. We started
by raising the forks in the yokes by
5mm The preload setting is too soft

Like the front forks, the extra pre-
load demands rebound and com-
pression damping to be tweaked.
The rebound adjuster is a sod to
reach, but it's easier from the right.
It's located at the bottom of the
shock and is a knurled knab. Turn
anticlockwise to reduce the damp-
ing effect — we turned it clockwise
four clicks.

The compression adjuster is easy
to reach on the end of the remote
reservoir at the top of the shock.
Adjust it with your flat-bladed
screwdriver and turn clockwise to
increase damping strength. Half a
turn should do it.

Qut on the track the R6 was
much better through the turns and
we could get it on its side quicker
and hold a tighter line even with the
power wound on exiting corners.
Into the Gooseneck the front end
gave more feedback and it was eas-
ier to flick through the left-hander.

Stability from the front
end was still good, and

IF you a"'y do one u-".ng even under hard accel-

A bit more spring preload front and rear will eration the front end
help tighten the whole thing up, and stop the remained stable. We

forks diving so much on the brakes

so this needs to be increased. We
turned it so there were only two
lines showing.

Because of the extra preload,
both the rebound and compression
damping need increasing - an extra
half a tum on each. The rear shock
preload needs increasing. Use the
C-spanner in the standard toolkit
which should be under the passen-
ger seat. It's easiest to get the span-
ner on the shack from the left side
of the bike. We turned up the pre-
load three notches.

did try dropping the

yokes by 3mm at the

front to see if there was
an improvement. The bike steered
even faster but needed more rider
effort to prevent the now nervous
front end from kicking the bars
around, The extra rate of turn
demands a committed riding style
better suited to racing than track-
days. We reset it to 5mm of fork leg
protruding through the top yoke.

Our setup makes the R6 easier to

ride faster on the track, but on the
road it's a bit nervous — nothing a
steering damper wouldn't sort, but
be wary first time out.

Nows it holds @ much
. Bighter line even under
really hard accleration

u This'picture-ﬂ'exﬁt:m*:strates i

perfectly why dark visors

“were invented

 SPECIFICATIONS

STANDARD SETTINGS

-+a REAR SHOCK

Preload position 4 of 9 (3 is
firmest)

Rebound 12 clicks from full on

Compression 1 turn out from full in

-2 FRONT FORKS

Preload 7 lines shawing.

Rebound 1% turns out from full in

Compression 1 turns out from full in

PB SETTINGS

-3 REAR SHOCK

Rebound 8 clicks from full on

Compression % a turn out from full in

-3 FRONT FORKS

Rebound 1 turn out from full in

Compression % turn out from full in

Ride height 5mm of fork tube pro-
truding through top
yoke (excl fork cap)




uick-steering the YZF is

onto its side. When it's
dragging the pegs it

runs two miles wide of the
chosen apex and exit line.

accurate steering. But how? The
settings (right) tell most of the story.
There's not enough rear preload
adjustment to make a difference,
and dropping the yokes down the
forks reduced the ground clearance
too much. Winding the fork preload
all the way in helped but then there
wasn't enough rebound damping. A
happy medium was reached with

IF you only do one thing
Bin the rear shock and linkages - they’re poo

ngeta

1 ZF handling-it
I really needs a new rear
shock and linkage

not. It takes muscle to get it

What the YZF needs is sharper, more

two-and-a-half lines of preload
showing and two clicks of rebound.

Compression three clicks back
from fully-in slowed the rate of fork
dive and gave better front feel. The
trade-off was a slightly harsher ride.

Fast direction changes got the
rear wallowing. More rear compres-
sion (five clicks out from full in) at
the back end helped, with rebound
af seven clicks off maximum.

Ride height is the key to a sharp-
er YZF. But it also helps if the sus-
pension is in good order. Fork oil-
should be changed frequently —
wheelies and track days cause the
oil to heat up, aerate and ‘thin’. The

rear shock as mentioned is
prone to dying — so if it all
goes horribly wobbly
and floaty at the back,
you'll have to shell out
for a new one.

1996 -2003

hunderace

PB BASELINE SETTINGS
35 REAR SHOCK
Static sag
Compression

SPECIFICATIONS

STANDARD SETTINGS
-3 REAR SHOCK
Preload

5mm (free play)
2 clicks off of max

11.5mm thread between
top of locking ring and

underside of shock top Rehound 3 clicks off of max
Rebound 10 clicks out from full in Tyre pressure 35psi track, 37psi road
Compression 10 clicks oul s FRONT FORKS

-5 FRONT FORKS Static Sag 30mm
Preload fourth groove from the Compression 5 clicks off of max
top aligns with top of Rebound 7 clicks off of max
fork nut Preload 2 lines showing
Rehound 6 clicks out from full in Tyre pressure 33psi track, 35psi road
Compression 7 clicks out

PB SETTINGS
~2A REAR SHOCK
Preload

hunderaces are heavy old
chaps by today's slimline
standards, but they can still
just about cut it with the
best of the new kids on
your block if you set them up properly.
It didn't take us long to find the
standard set-up's limits at

pass a few people and got the tyres
up to a respectable temperature
without ripping the hell out of them.
The YZF wasn't decking out quite as
much now, but we noticed the alu-
minium end-can had touched down
in a couple of places.

There were complaints the bike

16.5mm thread between
top of locking ring and

underside of shock top

7 clicks out from full in
5 clicks out

Rebound
Compression

-2 FRONT FORKS
Preload

2} lines shawing (8mm
from top of preload nut

ta top of fork cap) Donington. It was wallowing badly took a lot of time to settle after you
Rebound 2 clicks out from full in and dragging its hero blobs every- turned it into a corner and someone
Compression 3 clicks out where, It lacked feel at both ends mumbled: “Man, this thing doesn't

and turned-in like a Harley Fat Boy.
We started the treatment by
adding two steps of spring preload
to the rear shock, and upped the
compression four clicks while the
rebound was upped three clicks.
The forks got similar treatment to
the shock. We tumed the spring
preload adjusters in another ring, the
compression was upped five clicks
and the rebound damping got six
clicks added. Now we managed to

let me know what it's doing. I'm not
sure if the front is tucking or sticking
as the bike turns. It sort of floats.”
Translated, this means it lacks feed-
back. So, we added more compres-
sion damping front and back to
hopefully stop the floating feeling.
We added a step on the rear spring
and hoped that it would be enough
as there was only one position left
for us to use.

Now the bike was rebarn. It was
hoaoking up and going great.

On the road, the track settings
were a bit harsh on the arse but the
bike turned sa much better that we
found ourselves putting up with it.
The Thunderace might not be the
choice of steed for a race, but with
careful tweaking you'll never be last
to the Little Thief. Oh yeah, and it'll
do all that two-up sports touring
stuff as well if you really want it to.

IFf you only

do one thing
Stiffen up the front end

to reduce the fork dive -
you'll be rewarded with
far better feel on the
brakes and better turn in




nce considered the holy

grail of sportsbiking, the R1

in standard form is

formidable. With one of the

strongest motors and
arguably the best suspension of its
time (for a road bike), it's a well
rounded package that's surprisingly
accommodating.

The R1 comes with excellent sus-
pension. But it's lively, and sensitive
to small shifts in weight distribution
and steering geometry.

Whaddaya know, we're at
Mallory. But that's good, as Mallory
is not a track suited to the R1, high-
lighting a slowness in turn-in and a
sogginess under power.

In time-honoured fashion John
Robinson tests riders Jon and Bruce
first by giving them the least appro-
priate setup. The front carries max
preload while the rear is set on mini-
mum. Predictably it handles like a
pile of poo. The steering is lazy to
the point of not turning at all and as

Bruce the Fen Weasel. Like Private
Godfrey’s sister Dolly, he's only little,
but he’s very determined...

Slas o e T
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PB SETTINGS

- REAR SHOCK

Preload max (2 steps less for
road use)

Compression 1 click out

Rebound 3 clicks out

Ride height non-adjustable

Tyre pressure 31psi track, 39psi road

b clicks out (max 12)
4 clicks out (max 12)
2.6mm ahove yoke
top surface

Tyre pressure 33psi track, 35psi road
Preload 6-8 lines showing

Rebound
Fork height

IF you only do one thing
Quicken the steering up by raising the rear
preload and firming up the damping settings
front and rear - a new rear spring’s even better

the back squats dramatically under
power, stability is compromised. So
much that Jon's had enough after
four laps, although Bruce, being a
pro, gives it a fair shake.

Having also established that both
testers are in fact awake, JR takes
the preload off the forks and sends
them out again. The difference is
immediate - it's beginning to steer,
it's still far from acceptable, but
enough to take two seconds off the
lap times. Jonathan impresses him-
self, and nobody else, by detecting
a lack of rebound damping in the
forks. Comering is far from accurate,
apexes but a distant dream.

JR dials more rebound damping

into the forks (four clicks) and sends
Bruce out, who goes another one
and a half seconds quicker. The bike
is beginning to steer, gaining nearly
all its time in the twisty Esses-to-
Devil's Elbow section as evidenced
by the split times.

So JR gives the rear shock some
agg. Preload is set fo its mid point
(standard). It's another improvement
of a second a lap for Jonathan, but
he's still not impressed. The steering

is better so that the Esses can be
approached with more confidence
but powering out of the turns is still
unpredictable as the rear squats far
too much.

Maximum preload goes on the
rear shock and Bruce is sent out.
He goes only three tenths of a sec-
ond faster, but that's all in the
Gerards to Esses section, meaning
he's now able to get the power
down. Bruce identifies squat as still

a significant problem, compromising
his lap times.

IR tunes this out as far as possi-
ble with some extra compression
damping in the rear shock and with
a little extra rebound damping to
balance it and ensure the shock
maintains an even stroke under both

compression and rebound.

Yet the steering is still far from
razor. To sharpen it further we really
need to drop the forks through the
yokes — there being no ride height
adjuster — but before doing that JR
advises we would need to fit grippi-
er rubber than standard. It's a matter

of keeping a balance, doing one
without the other is a sure-fire crash
opportunity in waiting.

For road use we back the shock
preload off to position 10 (out of
12), to give a less choppy ride and
stop it kicking the rider out of his
seat over serious bumps.

Now it’ll power out of corners and
shadows race 600s with ease




fter riding the 2000-mode!
R1 on standard
suspension settings for a
couple of hard laps of
Cadwell Park, one thing is
clear: the Yamaha is hard to turn in
and struggles to hold a tight line.
First thing was to drop the yokes
over the forks to put some weight
on the front. We initially tried a 5mm
fork leg protrusion and found it
made an enormous difference to the
way the bike steered. Then we tried
10mm, but that was too much. We
eventually settled for 6mm of fork
leg showing above the top yoke.
This simple change improved turn-in
and allowed us to hold a tighter line.
Having dealt with the R1’s turn-in
and line-holding issues it was time
to stop the bike's upside-downies
bottoming out under hard braking.
We adjusted the preload with a
14mm spanner. We tightened a
cable-tie around the fork slider and
started making adjustments of two

 SPECIFICATIONS

STANDARD SETTINGS
-4 REAR SHOCK

Preload position 4 of 9
Rehound 8 clicks out from full in
Compression 9 clicks from full in

35 FRONT FORKS

Preload 6 rings showing (10mm)
Rebound 4 clicks out from full in
Compression 4 clicks out from full in

PB SETTINGS (track)
~2a REAR SHOCK

Preload position 7 of 3

Rebound 3 clicks out from full in
Compression 2 clicks out from full in
- FRONT FORKS

Preload turned all the way in
Rebound turned all the way in
Compression 1 click out from full in
Ride height 6mm of fork leg protrud
ing through top yoke
32psi front, 30psi rear

Tyre pressures

IF you only do one thing
Drop the yokes over the forks by an extra 6mm
or so. It might not sound much but it'll sharp-
en the steering up no end

lines at a time. It was obvious these
increments made very little differ-
ence. Returning to the pits after
each change, the position of the tie-
wrap — down at the end of the stan-
chion — proved this. We eventually
ended up with the adjusters
screwed completely in.
Compression damping next. We
wound it in three clicks, so it was
just one click out from full, to help
damp the increased spring loading.
Although the bike reacted well to
the fork adjustments they still felt a
bit on the soft side. The rebound
damping adjustment was minimal
and the adjuster at the very top of
the forks ended up screwed right in

to the stop (rebound adjustment is
also made with a flat-bladed screw-
driver). Suspension wizards Maxton
confirm the forks are a little soft for
brain-out riding and recommend
uprated springs.

Once we'd finished, the front end
felt more compliant and planted
when the brakes were feathered
and as the R1 was flicked from left
to right to negotiate Cadwell’s
Gooseneck. Tyre choice is crucial.

The R1 we tested was shod with
Dunlop D207s. We reduced the
pressures to 32psi in the front and
30psi in the rear.

With the front improved the rear
shock’s flaws were shoved into the
spotlight. The R1's shocker needs
more preload and more compres-
sion. The rear wallows and desta-
bilises the front end when charging
through Cadwell’s long right-hander
Chris Curve. |t got so bad that we
had to feather off the power to sta-
bilise the bike.

Searching for a solution, first we
increased the preload using a C-
spanner to click the collar over the
notched adjustment. There are a
total of nine clicks; we turned it up
to seven (just two clicks from the

hardest setting).

Then, holding the bike upright
and pushing down on the tail to
assess the compression damping,
we deduced there was next to bug-
ger-all. We cured this by screwing
the adjuster fully in and then backing
It off two clicks.

The rear shock's return rate was
deemed to be a bit vicious so we

increased rebound damping to three
clicks from full jn.

el

These adjustments made the Y2K
R1 much more stable on the track.
Through the 100mph Chris Curve
the power could be kept on longer
and harder. Turn-in was quicker and
more accurate and the forks no
longer bottomed out so readily
under hard braking. When ridden
vigorously on a track the R1's sus-
pension shows it has been compro-
mised for varying road conditions
and rider builds, so it's relatively

easy to sharpen up for the commit-
ted trackday addict. However, when
these settings were tried on the
road it felt very nervous and the han-
dlebars were kicked around by
bumps. Next stop Tankslappersville,
so fit a good steering damper if you
try these settings on the road.

Much more stoable - the power could
- be hept on longer and harder



nyone that's ridden an R1

in anger on the track will

know that it is capable of

biting back. A combination

of light chassis and
outright power can make it a right old
handful. Some of the R1's bad
manners come from an enthusiastic
throttle and too many revs. The best
way to ride the R1 is to not over rev it.
Try shortshifting at 8,000rpm exiting
turns, and the R1's motor will punch
it out with more control and speed
while being more stable.

Fitting suitable tyres for the track
is essential. We've opted for Pirelli
Diablo Corsas, set for the track to
31psi front and 30psi rear.

After settling in and warming up
the tyres, it's soon apparent that we
need to come in and make some
changes. Both the front and rear are
too soft — the front end dives too

IF you only do one thing
Stiffen it all up on the damping adjusters to
help control the over-soft springs. The rear

compression adjuster will need to be on max

much under heavy braking and gives
poor feedback when exiting corners,
more so on the slower ones. Also it
is reluctant to turn in at higher
speeds when trailing in on the _
brakes. The preload is also too weak Fora supersports bike the R1 is set
on the rear spring, this needs up very soft - it needs properly
increasing to stop the bike squatting reworking to get it racetrack fit
when comering hard. .
We increase the fork preload by
four lines, then increase the rebound
damping - % of a turn out from full in
is the best setting. Compression
damping gets another half turn too.
The first thing to do with the rear
shock is increase the preload by
three more notches. On our R1 it
takes an age for the back end to
spring back if the rebound is fully in.
We settle for % of a turn out from full
in. The compression adjuster is at

the top of the shock. We tumn this
fully in but it makes hardly any differ-
ence. We leave it fully in on the
assumption that it has a poor range
of damping. To help the bike turn in
we try dropping the fork yokes down
the tubes by 3mm. This helps the
R1 turn in better and hold a line
Oré accurately, but the trade-off is
tability. On the track this isn't a
m - just hold on tighter, But
€ venture out on the road it

 SPECIFICATIONS

makes the bike feel somewhat nerv-
ous and flighty at the bars, so for
road riding we recommend restoring
it to standard. On the road the track
settings feel a bit firm, only working
well on smooth and even roads. We
soften the preload by two notches
on the rear, and wind out fork pre-
load by two lines to give the R1 a bit
more compliance for road riding.
Tyre pressures are increased to
34psi front and 39psi rear.

=

STANDARD SETTINGS

~2x REAR SHOCK

Prelad  Athnotchoutefd
Rebound 2 turns out from full in
Compression 2 turns out from full in
-5 FRONT FORKS

Preload 6 lines showing
Rebound 1% turns out from full in
Compression 1% turns out from full in

PB TRACK SETTINGS

-2 REAR SHOCK

Preload 7th notch out of 9
Compression fully in

-2 FRONT FORKS

Preload 2 lines showing
Rebound % turn out from full in
Compression 1 turn out from full in
Tyre pressures 31psi front, 30psi rear

PB ROAD SETTINGS

(Same as track except)

s REAR SHOCK

Preload 5th notch out of rof 9
-2 FRONT FORKS

Preload 4 lines showing

Tyre pressures 34psi front, 39psi rear

Try shortshifting at 8H - the BRI will
punch out of turns with Mmore control
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