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est bikes come, and test bikes go.

I Most are good machines that offer

the buyer good value and excite-

ment for his money. Occasionally we get a

test bike that accelerates the adrenaline

more than the norm. We usually keep

these bikes so we have something to do on

the weekends. After all, how could anyone

be satisifed just testing bikes five days a
week?

Honda’s long awaited CR450R was
such a machine. We had the first one in the
country and couldn’t bear to part with it.
Twenty-five hundred miles down the road
it still stands proud and straight. Its life
has been a hard one; ridden the entire time
by a pro motocrosser and desert expert.
Most of the miles were piled on in the des-
ert and the bad lands of Baja but several
pro motocrosses and a couple of grands
prix for money were also entered. If you
happen to see On Any Sunday II, look
closely at the desert finish line scene,
you’ll see our CR450R finishing the
240 mi. event across the Mojave Desert.
The bike also took one of our riders to a
first in class at the 31st High Mountain
Enduro.

Honda didn’t design the 450 as an en-
duro or desert racer, and really didn’t want
us to keep the bike for a long range test
knowing the bike would be used much of
the time for blitzing through Baja and the
Mojave Desert. Seems we had more faith
in the dual purpose use of the bike than
they did. Of course, a clear thinking per-
son wouldn’t usually choose a bike with a
four-speed transmission for enduro and
desert use; still, the rest of the bike was so
neat. ..

Installing taller gearing for off-road use
proved the first obstacle. A one tooth
larger front sprocket touched the cases.
We installed it anyway, put the chain on
and turned the rear wheel—a few revolu-
tions later there was adequate clearance.
Certainly crude, but it worked and hasn’t
caused any problem. A smaller rear
sprocket, available from Honda, com-
bined to give the needed top-end for Baja’s
roads. Low gear became extremely tall as
a result of the gearing changes and the
combination was only used in Mexico. For
normal cross country desert riding just the
larger front sprocket was used. Still,
climbing steep rocky hills proved a chal-
lenge. Our pros coped fine and felt the
lack of extra gears didn’t seriously hamper
their abilities. Less proficient riders had
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great trouble climbing hills with the tall

low gear. When other riders were added to.

the side of a hill, blocking the easy lines,
steep hills became almost impossible for
riders with less than expert ability.

Part of the problem associated with
climbing hills on the CR450 can be
blamed on a clutch that’s simply too weak
for the engine’s power output. The clutch
is identical to the one used in the
CR250R. It works fine until you abuse it
even a little. Repeated second gear starts
at a motocross track or pulling the hand
lever slightly to make up for the tall low
while climbing a steep hill will fry the
clutch plates. Slip it twice in a row and the
clutch goes away completely. We've never
seen a bike burn a clutch up as quickly as
the 450 will when abused. Honda came
out with a dealer update consisting of
spring shims, a shift cam, clutch basket
bushing, and a case guard to prevent the
kick lever from punching a hole in the
clutch cover. All these parts were installed
in the test 450, but the fix doesn’t help
much. The clutch needs more discs and
stronger springs, not spring shims. A Bar-

nett clutch kit that includes springs and

beefier discs has proved effective for some
of the owners we talked too, although we
didn’t try the parts ourselves.

The other parts in the update kit make
the bike better; the new shift cam puts an
end to the occasional reluctance of the
transmission to downshift into 1st and the
two-piece clutch basket bushings make
the clutch work smoother and disengage
better.

Another trouble spot during the 2500
mi. was the kick starter shaft. It sheared at
the case twice. The original part and the
first replacement shaft had a deep groove
cut completely around the shaft. The
groove makes room for the kick lever
pinch bolt and keeps the lever from falling
off if it comes loose. But the groove is so
deep that it weakens the shaft. The same
part is used on the CR250 and doesn’t
cause problems, but the force required to
start the open bike is too much for it. The
second replacement shaft is grooved only
where it’s needed. Thus, the shaft’s
strength isn’t affected and the problem is

solved.
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2500 Miles Later

Honda’s Open Motocrosser

We also experienced a continual break-
age problem with the steel chain guard on
the top front of the swing arm. After the
second one broke and the chain flopped
around, cutting the side knobs off a new
Metzeler, we beefed it up by welding a
gusset to its backside. End of problem.

Another complaint although minor, is
the poor quality of the chain rollers. They
wear out rapidly. We replaced all three of
them with sealed bearing units from Mal-
colm Smith, ending the problem.

One major failure occurred early in the
test. The aluminum swing arm broke at
the front of the wheel adjuster slot. The
slot wasn’t beveled and Honda replaced it

The original kick shaft had a groove all the way
around the shaft—the second replacement part
had the groove only where needed, like the one

with one with beveled edges, claiming the
problem was the rough edges. They evi-
dently were right, we’ve experienced no
further trouble.

That’s it for failures and complaints.
Probably more important than the few
parts that failed is the long list of parts and
pieces that gave exceptionally long
service.

The original piston is still in the bike
after 2500 mi. The cylinder bore is still
round and true. The ring was replaced
around the 1200 mi. mark and needs re-
placing again. The rod and crankshaft
bearings are tight and don’t appear to
need work. None of the transmission gears
broke or gave any sign of trouble. The
stock control cables are still on the bike
and work smoothly. The frame never
cracked or broke. All of the stock spokes
and stock wheel rims are in good condi-
tion. Even the fenders and side number
plates are going strong. The kill button
works fine yet. The pipe and brackets
never broke or needed rethinking. Footpeg
springs are still strong and fine. The stock
air cleaner hasn’t ripped or separated and
looks like new. But, by far the most amaz-
ing story about longevity has to be the rub-
ber tendon that lets the shift lever fold.
The factory riders replace the part every
two to three races. We wanted to see just
how long it would last. A spare was carried
on every ride and never needed—the origi-
nal is still in place!

Parts that did wear out have generally
been ones that anyone expects to replace:
tires, sprockets, chains, brake linings, and
grips. The aluminum rear sprockets lasted
an average of 700 mi., meaning we went
through several. The front sprocket and
chain were replaced at the same intervals.
Rear tires didn’t last as long—usually
around 350 mi. Rear tire choice was Dun-
lop K88HTs and Metzeler 150/80s, three
of each plus the stocker. Our favorite off-
road front tire, Metzeler’s 3.25-21 was
used exclusively. Normally, one new one
was needed every 600 to 700 mi. Grips
were replaced as needed for the condi-
tions, usually every couple of months. The
stockers lasted best, going four months. A
crash wasted the stock bars and they were
replaced with a set of O’Neal stainless
steel bars we had left over from the
YZ465 long-range bike. They have out-
lasted two bikes so far and will probably
be installed on our next long range dirt

shoes were replaced every 1000 mi. or so. | |

This bike got modified less than normal |
mainly because we liked it stock. A 3.2 |
gal. Vesco tank was used when the bike |
was called on for off-road use. The CR450
gets exceptional mileage by the way. The
3.2 gallons would take a fast rider 80 mi.
or more!

The silencer packing burned out early
in the test and since the unit can’t be re-
packed, we put on an aluminum Answer
Products silencer. It is quieter than the |
stock part and is readily repackable. For |
use in the mountains, we slid a Bassani
spark arrester over the Answer silencer. |
The Bassani is available in several large ||
diameter sizes that slide over stock and |
aftermarket silencers, making a moto-
crosser legal in the forests. We like the |
combination better than a silencer/spark | |
arrester in single unit form because it is
much quieter. Most silencer/spark arres-
ter units we have tried are simply too loud.
Additionally, the Bassani doesn’t restrict
the exhaust since the working part of it is a
wire screen. It is another part we used on
our long-range YZ465G and liked so ||
much we kept it around. :

Our initial test raved about the super ||
suspension on the CR450R. After all these
miles we still like it and haven’t had any
failures. The fork seals were replaced once | |
and the fork oil changed three times. The | |
rear shock has had zero maintenance and |
doesn’t need any now. It still performs well | |
and hasn’t leaked any oil or nitrogen. The | |
Pro-Link linkage was disassembled, in- | |
spected and greased when the bike had | |
about 1500 mi. on it. It could have gone | |
the complete distance without it though. | |
The only part that looked in need of ser- |
vice was the top shock eye. |

That brings us around to the bottom ||
line. Would we buy a CR450R?Do we still | |
think as highly of the bike as we did when |
the test started? The answer to both ques- |
tions is yes. The bike has taken us on many |
pleasant trips and only let the rider down
once due to clutch failure, not a bad rec-
ord. It would be easier to ride if it was
fitted with a five-speed tranny or had a
larger engine, but it’s not bad as is. The
good fuel mileage is great when long dis-
tances have to be traveled between gas sta- |
tions in Baja, and the smooth engine |
doesn’t numb your arms when riding 200
mi. a day.

Like they say in Baja, “Adios amigo.”
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