[image: image1.png]This section of the book sets out
the sohc 750 four range in
chronological order, indicating
identifying features and
engine/frame numbers. It is
interesting to note how Jitt/e the
machine changed throughout its
production run, a clear indication of
the soundness of the original
design. Those wishing to pin down
an exact model should note that it
may prove hard to make a positive
visual identification, especially
where the early models are
concerned and where, as is likely,
previous owners have made
changes or fitted later components
to update their machines. It is
advisable for this reason to check
the engine and frame numbers
against those given here, rather
than to rely on paint colour or the
appearance of specific components
— both may be non-standard. Note
that when ordering parts from a
Honda dealer it is important to give
both numbers to ensure a positive
model identification.

The engine number is
stamped into a raised rectangle on
the left-hand side of the upper
crankcase, just below the
carburettors. All engines carry the
prefix ‘'CB750’ followed by a seven
digit number. The first production
model was CB750E 1000001.

The frame number will be
found at the steering head where it
is stamped into the frame tubing.

The prefix in this case is CB750,
the first production machine being
CB750 1000001.

CB750

October 1968: Honda CB750
model launched at Tokyo show.
Engine No CB750E
1000001/Frame No CB750
1000001 onwards.

January 1969: CB750 launched in
USA at Las Vegas dealer seminar
(Engine/Frame Nos as above).

April 1969: CB750 launched in UK
at Brighton show (Engine/Frame
Nos as above).

This was the ‘original” 750
four, and had no model suffix. The
machine was available in two
colours, Candy Blue Green (paint
code AZ) and Candy Ruby Red
(paint code CM). The fuel tank
carried contrasting flashes edged
with pin stripes and raised metal
'Honda’" badges. The oil tank cover
and side panel were large and
angular with a grille near the front
edge and a five-side badge showing
the Honda wing logo and marked
‘750" above. A four-into-four
exhaust system was fitted, finished
in chrome with heat guards on the
upper silencers. Mudguards and
rear suspension units were finished
in chrome. The carburettors were
operated by four cables which ran
into a splitter box beneath the fuel
tank — a system which was
modified on KO and subsequent
variants.

CB750K0

The KO was a transition model,
generally similar to the CB750 and
grouped within the latter’s batch of
engine and frame number span.
The KO variants will fall between
Engine No CB750E 1044848 —
1045147, Frame No CB750
1044826 — 1044947.

All other details, paint colours
and plating details are as given
above for the CB750. Only 36 KO
machines were sold in the UK.

In most respects, the KO bore
a very close resemblance to the
CB750, but featured rocker arm
and linkage type carburettor bank
in place of the cable operated
system. This later system was
continued through the K series.

CB750KT

June 1971: CB750 (and KO)
model discontinued in UK. Engine
No 1045145, Frame No 1044942.
K1 model introduced from Engine
No CB750E 1044813
approximately, and Frame No
CB750 1053399. Note that it is
the frame number which will
positively identify the model and
this should be used for reference.

The K1 was largely similar to
the original CB750, but featured a
number of styling changes. Fuel
capacity in the re-styled tank was
increased to 3.9 Imp gallons, and a
new oil tank, side panels and
dualseat were fitted. The side panel
badges were changed using a
smaller wing logo, above which
was the separate ‘750 Four’
legend.

Paint colours were Candy
Ruby Red (paint code CM) and
Candy Gold (paint code CQ). The
front brake caliper was finished in
matt black rather than polished
alloy, other details remaining
similar to the original model.

The main mechanical change
was the adoption of a new throttle
operating system in which the four
cables were replaced by a rocker
arm arrangement. The four rockers
were attached to a shaft running
across the carburettor bank and
lifted the throttle valves by way of
rods. The assembly was operated
by an opening and a closing cable
resulting in lighter and smoother
operation. This modification helped
to alleviate the erratic carburation





[image: image2.png]problems which were often
criticised on the early models.

The CB750’'s appetite for
chains was, by contemporary
standards, prodigious. The K1
featured a chain oiler arrangement
in the output shaft which could be
regulated by means of a screw in
the centre of the shaft end.

The front fork was modified
very slightly and now used a seal of
2 mm larger diameter retained by a
50 mm circlip instead of the
previous 47 mm type. Rear
suspension was uprated slightly to
improve handling, by fitting a
heavier spring to the De Carbon
type nitrogen-filled damper units.
The front wheel hub was reduced in
width by 4 mm, and the rear wheel
shock absorber rubbers were
modified. Other minor changes
were to the centre stand, which had
a wider left-hand foot, and to the
instruments, which now had black
faces and glass lenses.

CB750K2

January 1972: CB750K1
discontinued in UK circa Engine No
CB750E 1113594, Frame No CB
750 1114090. Replaced by
CB750K2 model, Engine No
CB750E 2000001, Frame No
CB750 2000001 onwards.

The K2 was a minor cosmetic
update of its predecessor with only
detail changes and a new paint
colour differentiating the two. The
instrument panel now featured a
small centre console housing the
warning lamps, and the fork
shrouds/headlamp brackets were
chromium plated instead of having
the earlier painted finish. The new
paint colour was Candy Gold
Custom (paint code LX). A small
compartment beneath the dualseat
held the owners handbook plus any
other documents that the owner
wished to carry, along with helmet
hooks. The seat could now be
locked shut for security.

Minor changes on the K2
were as follows: A new brake pedal
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was fitted, identifiable by a small
stop on its inner face. The rear
wheel sprocket was secured by
nuts and studs, rather than bolts, to
its carrier. New handlebar switches
were fitted, the left-hand
component incorporating a small
button which cancelled the newly-
installed turn signal bleeper. The
handlebar clamps were replaced by
the one-piece unit incorporating the
warning lamps mentioned above.

CB750K3

The CB750K3, K4 and K5 variants
will not be found in the UK. These
were little more than detail updates
of the K2 model, which was
retained in the UK until the
introduction of the K6.

Another variation of the 'K’
theme, the K3 model featured new
rear suspension units with modified
damper valves and 5 position
spring preload adjustment. On the
front disc brake, a small shroud was
added to help fend off water.
Electrical modifications saw the
adoption of a more comprehensive
fuse arrangement, modified switch
gear and a clutch interlock switch.
In the engine, new oil ring
assemblies were fitted.

A new front fork was fitted
this being of the unbushed type
with the lower legs sliding directly
over the stanchions.

CB750K4

Only the very observant could
differentiate between the K3 and
K4 models — the latter had
redesigned fuel tank stripes! Not
imported into the UK.

CB750K5

On K5 versions, the fuel tap
migrated from the right-hand side

of the tank to the left, and was of a
modified design. The friction
adjuster on the throttle twist- grip
was dropped, and was sorely
missed by a few owners. A new
side stand featured the now-
familiar rubber pads. New turn
signal lamps were fitted. (Not
imported into the UK).

CB750F

The CB750F was an early version
of the F1 model, and was sold in
the US for about six months until
the latter was introduced. It is
generally similar to the F1 and as
such is often grouped with it rather
than as a separate model type. See
following text.

CB750F1

Introduced at Engine No CB750E
2515094/Frame number CB750
1020712 in October1975, the F1
model was imported until October
1977 by which time it had been
replaced by the much improved F2.
Final Engine number was CB750E
2563530/Frame number CB750
1040666.

The 750’s age was beginning
to show by 1975, and the F1 was a
serious effort to bring the model up
to date. Attention was given to
power output, which had dropped
off over the years due to the ever
more stringent anti-pollution laws.

The new ‘F' model actually
looked different from its
predecessors, and featured a four-
into-one exhaust system. The four
pipes swept down into a collector
box beneath the crankcase, from
which emerged the single silencer
on the right-hand side of the
machine. A new tank was fitted,
being more angular than the ‘K’
type, as were the side panels. A
new dualseat featured a tail hump.
At the front end, new forks with
exposed stanchions contributed to
the new ‘sporty’ appearance of the
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‘Super Sport’ beneath the Honda
badge, and the Honda wing logo
had vanished from the side panels.
A rear disc brake replaced the drum
unit of the K models.

Less obvious differences were
the modified front disc brake
assembly, and an engine breather
element housed in a canister. The
element could be removed for
cleaning. The swinging arm was
modified, as were the front forks
and rear suspension units. Other
changes were to the instruments
and headlamp mountings, the main
(ignition) switch now residing in the
instrument console.

An endless final drive chain
was fitted, along with a modified
swinging arm. The grease nipples
that were fitted to either end of the
swinging arm were replaced by a
single central item.

CB750K6

Introduced in the UK in June 1976
to take the place of the old K2
which had been dropped in
December 1975. The original plan
was that the F1 would have been
the K2’s replacement, but public
demand persuaded Honda UK to
retain a ‘four pipe’ touring version.
Engine number CB750E
2438827/Frame number CB750
2573735 onwards.

The K6 model saw the
disappearance of the final drive
chain oiler, a new plain output shaft
being fitted in place of the previous
type. The endless final drive chain
and the new F1 type swinging arm
were also fitted to the K6. Detail
changes were made to the
carburettors, the throttle stop
screw being relocated on the right-
hand side of the instrument bank,
along with jetting changes. The
clutch was modified, the drum
being secured by a 40 mm circlip.
There were minor changes to the
breather hose routing and to the
fork top yoke clamp bolts, these
being reduced to 7 mm from 8 mm.

CB750K7

Engine No CB750E 271995,
Frame No CB750 2719935 to
Engine No CB750E 2736452,
Frame No CB750 2735472. This
was an improved version of the K6
and was first imported into the UK
in May 1977.

The CB750 K7 was equipped
with the F1 engine unit, and
sported new carburettors in which
the rocker arm mechanism was
contained within the carburettor
body. An important feature was the
accelerator pump which helped
compensate for the otherwise weak
fuel/air mixture. A new final drive
chain featured, this time of sealed
O-ring construction. A label on'the
rear wheel spindle drawbolts
indicated the usable range of the
chain. The new chain could not be
removed by splitting it — it was now
necessary to remove the swinging
arm assembly to allow the chain
loop to be released. Rear wheel size
was reduced to 17 inch.

CB750K8

The very last of the sohc ‘K’
models, the K8 was not imported
into the UK. It was very similar to
the K7, serving as a stop-gap
model until the dohc replacement
was available.

CB750F2

Introduced in the UK in June 1977,
the F2 ran from Engine No
CB750GE 1000016 to 1012651,
Frame No CB750G 1000014 to
1015084. The most powerful of
the sohc 750s, the F2 remained
available until May 1979, in the
UK.

This was to be the final
incarnation of the sohc CB750, and

by now everyone knew that a new
dohc model was on the way. The
only real question was when. It is
easy to dismiss the F2 as a
cosmetic stop-gap, but in truth it
was quite extensively modified. The
machine certainly looked newer,
featuring the controversial Comstar
wheels with pressed artillery
spokes riveted to alloy rims. The
venerable engine was given a coat
of black paint in place of the usual
lacquer. Styling was much the
same as the F1, but with a new
paint scheme.

Beneath the surface lay the
real changes. A new cylinder head
featured larger inlet tracts, now 32
mm rather than 30 mm, with the
inlet valve diameter increased from
32 mm to 34 mm. Exhaust valves
grew 3 mm in diameter to 31 mm.
A new, higher lift, camshaft
combined with the above to up the
power to 72 bhp. To cope with the
extra power, the crankshaft, main
bearings, cylinder head studs and
cylinder block were all uprated, as
were the clutch springs.

The chassis was also uprated
to match the intended sporting
image, and now came with twin
front disc brakes, the calipers
having been completely
redesigned. Suspension was tauter
than on the previous model.

The F2 was a respectable
performer, well able to hold its own
with the competition, almost a
decade on from the original model.
Its purpose was to maintain
credibility for the CB750 until its
twin-cam successor was ready.
That it was able to do so speaks
volumes for the design of the
machine which shook the
motorcycle world in 1968.

CB750F3

Supplied to the US market, the F3
ran from Engine No CB750E
3100002 to 3157915, Frame No
CB750F 2200001 to 2257915. It
is generally the same as the F2.
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1976 model, Frame No CB750A
7000000 onwards
1977 model, Frame No CB750A
7100000 onwards
1978 model, Frame No CB750A
7200000 onwards

The CB750A was a radical
departure from orthodox
motorcycle design, being one of a
very small number of machines to
offer automatic transmission in
place of the conventional foot
gearchange arrangement. The
engine itself was generally similar
to the other CB750 models, but all
transmission components were
unique to the CB750A.

The conventional wet multi-
plate clutch was replaced by an
automatic type torque converter.
Oil was fed to the converter from
the duplex oil pump, via a regulator
valve unit. Two drive ratios were
available, each comprising a pair of
gears working in conjunction with
two independent, hydraulically-
operated, clutches.
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A foot selector pedal allowed
the rider to engage neutral, low or
drive as required, these being
indicated on the instrument panel
by lamps marked ‘Neutral’, ‘1" and
‘2" in the case of the later models,
or ‘Neutral’, ‘L’ and ‘D’ in the case
of the '76-"77 versions. An
interlock arrangement ensured that
the machine was in neutral
whenever the side stand was in
use, to prevent the machine’s
unexpected departure under the
effects of automatic transmission
‘creep’.

A parking brake, operated by
a cable terminating in a knob
similar to those normally used on
choke controls, allowed the
machine to be parked safely on hills
or to hold the machine against the
tendency to creep at junctions.

In use, the machine was, as
could be expected, easy to ride, the
low ratio being particularly useful in
town or in hilly country. The
CB750A found a limited market,
however, and the majority of riders
considered it to be at odds with
their concept of what a motorcycle
should be.

An evaluation model was sent
to the UK, but after the market had
been tested with the 400 cc twin
automatic it was felt that the larger
model had no market on this side of
the Atlantic.
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Transmission
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Primary reduction

Secondary reduction

Final reduction
Chassis

Frame

Front suspension

Rear suspension

Brakes: front

rear
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Overall length

Overall width

Overall height

Wheelbase

Seat height

Ground clearance

Curb weight
Wheels

Type

Tyre sizes
Electrical system

Type

Ignition

Alternator

Battery
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Type
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Wire spoked, chrome plated steel rims
Front: 3.25-19 (4PR); Rear: 4.00-18 (4PR)

12 volt, negative (—) earth

Coil and contact breaker, spare spark
3-phase, 12 volt 0.21 kW @ 5000 rpm
12 volt 14 Ampere-hour

CB750K1

Air cooled four cylinder four stroke, sohc
61 x 63 mm (2.401 x 2.408 in)
736 cc (44.93 cu in)

9.0:1

n/a

n/a
4 x 28 mm Keihin, slide type

5-speed constant mesh

1st 2.500:1 oo | 303

2nd 1.708:1 o8s.43

3rd 1.333:1 c9%

4th 1.097:1 b2a. 5\y .
Top 0.939:1 5
1(.)7pos:1 7-33“'\‘1% 255,
n/a -6/

2.667:1 (18T x 48T) 7 HS‘° ’L\:q:] A

%03,

Welded tubular steel

Oil damped telescopic fork, 5.6 in travel
Oil damped coil spring units, 3.3 in travel
Single hydraulic disc brake

Single leading shoe drum brake

85.0 in (2160 mm)
34.8 in (885 mm)
45.5 in (1155 mm)
57.3 in (1455 mm)
31.5 in (800 mm)
5.5 in (140 mm)
479.0 Ib (218 kg)

Wire spoked, chrome plated steel rims
Front 3.25-19 (4PR); Rear: 4.00-18 (4PR)

12 volt, negative (-) earth

Coil and contact breaker, spare spark
3-phase, 12 volt 0.21 kW @ 5000 rpm
12 volt 14 Ampere-hour

CB750K2, K3, K4, K5

Air cooled four cylinder four stroke, sohc
61.0 x 63.0 mm (2.401 x 2.408 in)
736 cc (44.93 cu in)

9.0:1

n/a

24
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HONDA 750-4

‘““Bread-and-butter”’
Superbike ?

IN YEARS to come, when historians look back
on the revival of motorcycling and the motor-
cycle in the 70s, one of the turning points will
be seen as the day when Honda made one of
the most sophisticated, supposedly complicated
and certainly potent, motorcycles available to
the general public at a price it could afford.
Since then others have joined in the game.
Now there are faster bikes, more expensive
bikes, bikes with more cylinders but none have
sold like the Honda 750. Thousands have
poured into every motorcycle-importing
country in the world and there have been very
few disenchanted owners.

How did Honda succeed when others failed ?

Timing, of course, was all important. They
made the glamorous four desirable with a
string of racing successes and, judging the mood
of the market to perfection, they then offered it
to the motorcyclist at a price that was at least
thinkable. The result was a boom in not only
Honda sales but in those of every other
manufacturer of big bikes. I think most
sectors of the motorcycle industry recognise
their debt to Honda for stimulating an ailing
market.

That was long enough ago for the Honda
““750-4 to be taken for granted on our roads
today. It was also long enough ago for

fashions to have changed (come to think of it
yesterday was long enough ago for that!).
Bikes have become more economy-minded,
performance is no longer the only criterion a
rider uses when buying a machine, and now he
can choose from an array of like-capacity bikes.
Yet, after all this time the Honda has hardly
changed at all, at least to outward appearances.
They are even still using at least one of the
colour schemes they displayed some years back,
a not particularly eye-catching gold.
Internally, we are assured, little of the ori-
ginal engine remains unaltered, a situation any
dealer will readilly endorse as he struggles to
keep up with the spare parts lists. The basic
concept of the setup is as before, with an air-
cooled, chain-drive-overhead-camshaft, in line
four-cylinder engine, differing from the Kawa-

saki tested last month in having one camshaft
less, and a slight tilt forward. Bore is 61lmm
and stroke 63mm, giving a total cylinder
capacity of 736 c.c. Compression ratio is
9 to 1. Still retained is the endless camshaft
and primary drive chain running from the
centre of the crankshaft, but our earlier fears of
wreaking havoc and resulting in a complete
engine strip down do not seem to have been
justified for chain life, aided by running in
dirt-free conditions, has apparently been good
and we have only heard of one primary chain
breakage in the past five years, although we
recognise that not every reader is going to
write to us mentioning this. We were also
bothered by the risk of damage to the protru-
ding alternator on the right hand end of the
crankshaft when we rode the bike all those
years ago. This has, perhaps, given some
riders unlucky enough to drop the bike on that
side problems, but again few Honda 750 owners
have complained.

Carburation is by four 28mm Keihin carbu-
rettors of the piston valve type. They are
controlled by a double push-pull cable on a
pulley with a bar activating the slides. Exter-
nally the engine differs from the original by
having larger anti-vibration pillars on the
cylinders and different plug caps. The curses
as riders dried out the old ones must have been
heard all the way to Tokio. Our machine,
virtually brand new upon collection, had a
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and cylinder fins looking pristine. Soon it was
like most Honda 750s that we see around, with
the engine block and exhaust system only clean
where we could reach. Some riders manage to
keep their bikes looking as though they have
just left the factory but, frankly, we don’t know
how they do it. Particularly difficult to keep
clean are the exhaust pipes and silencers. The
“hidden” silencers are easy to neglect and tend
to suffer somewhat. They are very expensive
to replace, Honda exhaust systems, and we
would like to see Honda, who have pioneered
so much that is good in motorcycling, think
about stainless steel as an alternative material.
One thing about the pipes, they managed to
keep their colour, an 8in double thickness from
the exhaust flange effectively dissipating heat.

As always, the engine was reasonably oil-
tight but a little oil did escape from the
Triumph-style rocker caps. With such a
massive alloy unit it was to be expected that
some mechanical noise would be evident. It
was what other Four owners described as ““the
good old Honda rattle”—nothing serious, just
the sound of four pistons, eight valves and two
chains working in unison ! One sound that has
left the bike is the loud screech as the starter-
button was pressed. Now it is just a civilised
whirr. Not for long, either, for the motor
invariably fired instantly, the carburettor-
mounted choke lever being used from cold. 1
still prefer a handlebar-mounted choke lever,
even if it does mean an extra cable.

The gearbox, five-speed, has always been an
area where Honda are just a little less than
perfect. They are rarely bad, just . . . ordinary.
Our 750 was always noisy when engaging
bottom from neutral and one needed time and
concentration to achieve quiet gear changes.
Naturally our technique improved as the miles
increased and clearly an owner would soon
learn the trick. The clutch was surprisingly
light and just about right for our taste.

The frame appears (which is the key word,
Honda often appear to have remained unchanged
when the reverse is the case) to have changed
little. It is of duplex cradle type with twin
tubes along the bottom of the tank and a large-
section tube from the top of the steering-head
to the rear. There is no gusseting at the front.
The rear sub-frame has quite a robust trian-
gular section either side to support the exhaust
system and pillion rests. Little yellow blobs of
paint are evident on various nuts (as they were
on the 900 Kawasaki) to indicate that the nut
has been torqued to the correct poundage.
The front footrests are spring-loaded and were,
for our taste, a mite too easy to fold, often
doing so unintentionally when we returned a
foot to the rest upon starting. The dual seat,
comfortable and ample, is hinged and lockable
with helmet holders now fitted either side. All
we have to do now is prevail upon helmet
manufacturers to build special locking rings
into safety helmets. Which, we will concede,
is more difficult than it seems. No adjustment
was required to the rear chain during the 500
miles of the test but we will agree that this in
itself does not prove much. Chain life is still
a major talking point wherever Honda 750
owners meet and we know of some who have
transferred their affections to shaft-driven
motorcycles although completely satisfied with
the “Four” in every other respect.

The brakes. Disc front and drum rear.
The rear was about right and, in the dry, the
disc was superb. As on so many, if not all,
disc brakes it is the wet that worries us. The
situation seemed to be marginally worse with
the Honda than with the big Kawasaki, but
perhaps that is just because we had more rain
while riding the 750. The plain fact is that on

just about every disc brake that we have tried
this year, British, Japanese, German and
Italian, there has been a time-lag after applying
the brake, in the wet, before getting results.
Ride with it feathered all the time to keep the
disc clear of water, some say. Ridiculous.
They’ll be wanting us to ride with our feet on the
ground next in case we fall off. It seems to us
to be an area of motorcycling that needs more
work and, as things stand, makes the disc brake
less of a good idea than it first appeared.
Certainly this year the double-sided front disc
brake, as fitted to the Morini and Benelli, has
more to offer the touring rider. This is not,
of course, a problem unique to Honda.

Electrically, the 750 compares well with most
others in its class. The horn was pretty grim
but the lights were good, the control layout was
fair and the instruments were superb, especially
at night. One aspect which did annoy us was
the engine kill-switch mounted on top of the
right hand throttle assembly. It killed the
engine all right but left the starter-motor in
circuit, so if one overlooked that it was in the
off position, or some passing children had let
curiosity get the better of them or if one’s glove
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inadvertently moved it (this happened to us a
couple of times) the engine stopped but the
starter still worked. Might we suggest that
Honda 'ook at the arrangement on the Kawa-
saki where the same switch kills the starter too ?

Naturally the machine comes with just about
every rider aid imaginable. Stop lights acti-
vated by both front and rear brakes, twin
mirrors, centre and side stands (the side stand
held the machine a shade too upright), reason-
able 33-gallon petrol tank, steering lock, an
array of warning lights and even a document
holder, under the seat. Less attractive was
a front number-plate that could be used to
peel potatoes with—or slice pedestrians—and
powerful ammunition for those who are
campaigning to get the front number-plate

abolished. As we have already indicated, we
can take or leave the gold-finish on the Honda
but, combined with black frame and
chrome guards, it makes a pretty imposing
package and, viewed overall, we would say
that the bike is as handsome as they come.

It is not too difficult to criticise any bike, and
when it has been around for five years, as the
Honda 750 has, it is bound to have lagged
behind in some areas. It has not done too
badly in price, though, jumping from £680 to
around £1,000 in the four-and-a-bit years since
we first tried the machine. Is that too big a
rise by today’s standards ? We suspect not.
The interesting thing is that, analysing the
machine and discussing design features, there
are some aspects that could be improved by

riding it. That is something to be cherished.
I can recall quite clearly the moment, in
February 1970, when I collected a privately-
owned 750 from Leytonstone and cautiously
made my way across an icy London. It was a
milestone in my motorcycling career. Co-
incidentally the Honda that we collected from
Chiswick had done almost exactly the same
number of miles, about 450, as had that first
one we tried. In looks it had changed hardly
at all. A little more chrome here, a little less
there, identical exhaust system, petrol tank, and
instruments pretty much the same. Enough to
give the lie to all those stories we hear that
Honda change their bike every Monday
morning.

The real benefit of four years development
came when we rode the bike. I well recall how
civilised 1 thought the first Honda that I rode
was and, indeed, it was then. But standards
have changed, we now take the kind of perfor-
mance and equipment that Honda, almost
alone, offered in 1970 for granted. With the
benefit of hindsight, and using today’s stan-
dards, the Honda of old seems almost crude.
The present machine is very much smoother,
especially from low revs., it has more torque
and pulls willingly from 2,000 r.p.m., it ticks
over at an even 800 r.p.m. and altogether it felt
as though the past five years have been really
put to good use. Performance is no longer
considered the be all and end all of the Honda
750. The first bikes to arrive here made a big
thing of having a top speed of 125 m.p.h. The
claimed power output 1emains unchanged at
67 b.h.p. at 8,000 but now the bike is content to
settle for not much more than 110 m.p.h. Itis
a much better motorcyle for it.

Perhaps the one easily-identifiable charac-
teristic of the Honda 750 is its deep but
pleasant exhaust note. That has not changed—
except that it’s a bit quieter now—and we can
well understand how Honda owners always
enjoy winding it on, just to listen to the noise.
The compulsory wearing of safety helmets has
removed that old saying about being able to
tell an enthusiastic motorcyclist by his dirty
right ear, as he rides with his head cocked
listening to his engine, from the vocabulary,

but the principle still applies to the Honda
owner. The Honda is still a big bike, weighing
in at 503 1b with a gallon of fuel in the tank, but
it sheds its weight with ease as the twistgrip is
turned and the response is still as thrilling as
ever. Little wonder that the bike has a repu-
tation for wearing out chains. It is almost
impossible to resist the temptation to wind it on
at the slightest opportunity. That engine really
is a dream, having power, flexibility and almost
complete smoothness. It was not too uneco-
nomical, either, averaging 46/49 m.p.g. during
the test. If only we had been able to curb our
enthusiasm it could well have been better.
Handling and comfort. They go together
but are often in a different class. With the
Honda they are about on a par, adequate
without setting the world alight. The comfort
is assisted by a 26%in-long, well-padded seat
but, with a height of 33in and a wide tank to
keep the legs apart, it was not perfect and
stopping would be misery for a man with short
legs. As it was we tended to rock from toe to
toe. The footrests are also too far forward, for
our taste, making the riding position more
cramped than it need be. We did appreciate
the handlebars, though, such a change from the
sit up and beg type. They were as short as
they should be while still leaving room for all
the bits and pieces that have to be tacked on
and were swept back to give the rider a good
touring stance. Ideal for speeds up to 90 or so
but uncomfortable much above. The hand

ling has marginally improved over the years.
Some of this may be due to the Bridgestone
tyres, 4.00 x 18in rear, 3.25 x 19in front,

which gave us not a moment of anxiety in the
wet. It would not be reasonable to say that
Honda have really solved the handling prob-
lems of their biggest bike, but now its only vice
is a certain choppiness when cranked over at
high speed, it is gentle and not too worrying.
The suspension is hard, harder than of old, and
this has stiffened the machine up at the expense
of more road shocks being transmitted to the
rider and (more so) to a pillion passenger.

Perhaps we have become too familiar with
the Honda 750 over the years; we understand
it too well and know what to look for. We
might also mention in passing that for the past
12,000 miles the editor’s staff bike has been a
Honda 750 which, although it has a hard life,
has never missed a beat in all that time, has
never shown the slightest sign of going off tune,
starts first time, leaks a little oil, and has
generally endeared itself to him. It also
means that we have had longer to learn its good
and bad points and, as a result, we may be more
critical of the Honda than of most other bikes.
On balance, though, it comes out well. It is
not the cheapest of the “superbikes’ but it is
also a long way from being the most expensive.
There aie also enough of them around for the
chances of finding help, in the unlikely event of
it being necessary, being good. It is reasonably
economical, has more than enough perfor-
mance and presents it in a thrilling and, more
important, useable way. Spares are not cheap
but they do not seem to be much worse than
any other bike in its class. In short, one of the
best balanced and most reliable bikes around.
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Zo zag mijn motor er ook uit toen ik hem kocht

[image: image10.jpg]C17. At a glance, this could be almost any late
CB750, but closer examination reveals extensive styling
changes, similar to the Gold Wing in some respects. The
side panel badge tells the full story — 750 Hondamatic.
This machine forms part of Dave Ayesthorpe’s collection
of unusual Japanese models.

C18. Right-hand side of CB750 Automatic is
obviously different from all manual models, the large
ventilated cover housing the torque converter assembly.
Note also late pattern carburettors in which operating
links are internal.
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