BUYER’S GUIDE: Belt-drive Ducatis/Cagivas

“Problems

are almost

unheard of
with the
belts”

HEN DUCATI UNVEILEL
the 500 Pantah at the 1977
hlilan Show, ic was the first vol-
ume-production two-wheeler
tor feature belt-driven cams, a fact which
invoked a good deal of speculation abour
the consequences of one snapping — not
to mention the expectation that they reg-
ularly would.

Much to everyone’s surprise Pantahs
never did gee o the habit of seli-flagel-
lating their top-ends to bits with broken
Uniroval belts, and the same system sur-
vives in today’s exotic cight-valvers, In
fact, problems are almaost unheard of —
which is more than can be said for cam
chains. Elsewhere, Honda's STLL00 and
the odd single use beles, but lew other bikes
have taken advantage of their lightness,
simplicity, quictness, cheapness of manu-
facture and relative immunity from
variations in production tolerances.

The other major changes designer
Tagloni made in setting the bele-driven
ball ralling were shell big-end bearings in
place of the woublesome caged rollers of
the bevel-drive twins. This, in turn,
required a substantial increase in oil pres-
sure (from  around 20 o TOpsi), and a
consequent increase 10 efforts to stop the
Bloody things leaking.

Chler noveltes included the adoprion
of Mikasil bores {and a decenc air filera-
tion systent to stop them and the pistons
wearing out), which more-or-less cradi-
cated the piston seizures which sometimes
plagued bevel twins. Even so, that old
bevel-drive bugbear, clutch slip, was sull
to afflict the carliest production Pantahs,
butat least the facrory Anally ditched Ducard
Elettrotecnica as alleged purvevors of
sparks: Taglioni insisted on Besch igni-
tion and got it, thank God

BIKE certainly loved the firse Pantah:
“Smaooth, flexible, quiet, devord of crude
thumps in its power curve — yet undeni-
ably guick,” we wrote in August 1980,

What Taglom couldn't do with his
drawing board was instantly obliterate
Dracati’s reputation for dodgy paine, fibre-
glass and chrome, sloppy quality control,
laughable electrics and all-round cussed-
ness. That had to wait a few vears — partly
because old stereatypes die hard, and part-
Iy because Tealy sull had Friday aflternoons.
But forger what hairy-faced old Fogeys rell
you in pubs: since Cagiva took over and
gradually got their act togecher, Dukes have
got everything licked bar the price.

64 BIKE MAY 1991

PANTAHS

Inn the beginning were the Panahs, and
verily God saith unto Bologna, Yoo sall
haven't sussed those gearbox problems,
have you, mush?” The first 50051 Pantahs
boreowed the gearbox internals from the
bloody awiul 500 twin, and they had a def-
inite shelf life, The problem wasn't fixed
until the second generation Pantah of 81,
which also had revised styling, stronger
crankeases, and Silentivm silencers in place
af Contis. (Like most of the models below,
the Pantah also appeared as a 350 for the
Italian and German markets. None were
afficially brought re Bricain, buae the odd
private import did fnd i way herel)
Late "81 also saw the 60050, This had
larger discs and calipers and a more robust
grar cluster, but che crankoases were a hie
puny for the larger capacity, The extra poke
alse promoted clutch shp — only really
solved, despite frequent modifications, wich

uiet

fo a range of Ducatis |

Main photo shows 600cc versio

the introduction of dry clutches from the
1986 F1 onwards. Pre-86 charging systems
were also prone to going limp thanks to
below-par regulacors, and early scarter
mators tended to ger waterlogged, despite
the supposed assurance of saving Mippon
Denso on the side. Expect to pay 1500
or 50 for a 500, L2500 for 600,

The 600TL of 1983 was basically a tour-
ing Pantah, probably the second-worst
locking Duke ever, but cheap and stur-
dy (apare from a tendency to weave around
its handlechar-mounted fairing). About 70
found their way into the UK, A select
dozen or so of these formed the basis of
T'T F2 “Replicas™ built variously by Steve
Wynne, Vecchia and Dave Rayner, cash-
ing in on Tony Rutter's world
championships when the factory unac-
countahly failed to do so. Stock TLs are
the cheapest “sorted”™ Dukes, ferching
upwards of J1700 m decent mick wath no
mijor problems imminent.



Revolution

added reliability to their classic virtues of handling and torque

CAGIVA’S TAKEOVER

1984 sawr the Cagiva takeover, and a peri-
od of uncertainty punctoated by the 650
Alazzura {“Silver Arcow™) from "84 1o 86,
and the Alazzura GT in 86 cnly. These
were slightly oddball, bur "85 Fls had a
lower compression engine than later ver-
sions, and suffered very oceasional valve
guide seizures. They were the last Dukes
lumbered with the old-type regulator, the
ane that used to blow up. A sty hiede
number, even though the chassis wasn't
allicwas cracked up o be. About 75 were
unported over three years: expect 1o pay
£4000-plus for onc.

A distinct rung up from the F1 was its
racings derivative, the Monguich of 1986,
This came with a high compression motar,
high laft cams, bigger carbs, floating dises,
Forcelli Itaha forks (in place of the usual
Marzocchis), ally swing-arm and rank,
Japancse ignition, slicks, and the noisiest

pipes ever to grace a Ducan, Around chree
made it to Blighty, Twelve months later
the equally trick Laguna Seca followed,
but the Santa Meonica dual seat version of
late "87 was a bit watered down.

1986 also saw Cagiva gerting dirty ina
big way, with the Elefant series. First was
the 650, which was pumped up to 750cc
avyear later, culminating in the 900 1990,
The lateer 15 the rarest (chree in Britiin) of
a precty rare breed, but also the heaviest
and clumsiest. Each provides the ines-
tumable bonus ofan Ohlins shock, and none
has any particular glicches, although the
650% forks are a bir feeble.

The anly significant problem with the
cddball Indiana customs of 1986 [(6500c)
and 1987 (750cc) was their abundance of
chrome — [ahien chrome, Otherwise they
were neat little tools, rated better to nide
than the Harley BE3 — bue far less desir-
able, henee a tag of S2000 or so for good
examples.

PASOS

R.emember the firse Paso you saw? 1 do.
It was at the "85 show, and a stunner, The

T30, of which maybe 250 were imported,

stayed in production unol 19900 Early ver-
sions suffered petrol tank (ractures ac the
frent seam. They fixed this, but not the
twin-choke Weber's lousy carburation.
The 204}, with the same G-speed botrom
end as the 851, breathed better, but not a
lot. Expect 7505 to start ar 23000, 9005 a
grand more.

The 750 Sport of B8 was also prone o
tank-splitting, not to menricn carb icing,
quirky carburation and an underwhelm-
ing rear shock, Like the 90055 of a vear
later {see box), it can be radically improved
quite simply. Certamly worth a look, with
prices as low as £3500.

Later Sports and the early 90055 suf-
fered some quality control problems,
although these should have been ironed
out by a previous owner under warranty.
Mote, too, that the Sporr, 85 and both
versions of the Paso succumbed to clutch
release bearing falure af used regularly
around town. This 1o turn gave nse to slave
eylinder scal failure, which is casily spot-
ted. A revised bearing was a toral fix

EIGHT-VALVERS

Mow we come to really radical verritory.
When the eyrht-valve, fuel-injected B51s
debuted 1 "B8, a lot of people swooned
with lust, me included. About 15 Stradas
ithe red, white and green "uns) areived that
year, plus a similar number of 851 “kits’,
same of which found their way onto the
road. There’s nothing wrong with the
Strada kits that 17in wheels can't cure, and
it did have the benefit of rapid handbuilt
motoss with race-spec cranks and rods. The
ki’ had 17in wheels as standard, plus a
braced swing-arm and raucous pipes. It
ferches £ BOO0-plus, che Strada a grand less.
For 8% all 85 1s lost almost an inch out
of their trail, and suddenly realised chey
could turn guickly. Clatch revisions also
cured snatchiness at low rewvs, The 8515
(120 imported) had a racing crank; laste
vear's 851125 (150 imported) didn’c, but
it did have a cure for the fuel vapourisa-
tion problems of carlier cight-valvers (a
simple mod if you've got one — ask vour
dealer. 'S7 versions fetch similar sums to
Stradas, 51 perhaps a grand more, Bue
the bees knees 15 the absolutely wonder-
ful 5P — if you've got 12 grand to sparc.

“Dhucati

now have

everything

licked but
price”
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SERVICING
AND SPARES

Other than the specifics referred to abowve,
the biggest thing to bear in mind with
Dukes is their desmodromic valvegear.
Although valve clearances are stable for
10,000km or 5o, lash adjustmene s a fair-
Iy time-consuming ask, especially on the
eipht-valvers. Its not a job for the unini-
tiated, but cost encourages a fow Malcolms
to try, The result can be burned-out valves,
sosrick a compression fester on any poten-
tial purchase.

Smee Cagiva took over, spares availabil-
ity has improved dromatcally. Oddly, there
are four spares importers, although only
two of these — Spares GB and Moo Cinelli
—go in for it in a big way, Between them
thev must have the best part of 21 million-
waorth of stock. Look out in particular for
pattern bodywaork — the genuine stuff is
mostly German-made, often injection-
moulded, fits perfectly and is usually stamped
with *Cagiva’, "Ducari’ or the elephant logo.
It's not even ridiculously dear: an 851 Gur-
ing, for instance, painted and complete with
decals, 15 *only” 450, Mind you, 125 quid
for & parr of chip-ons is a bit steep.

[1: the bad old days most Ducarl spares
sald were to sooth wrecked engines. It's
3 LesCaIment to Progress that these da’fﬁ IMasc
of themn are for general wear and tear, or
to patch up crash damage.

It used o be said thar ifyou were think-
g of buying a Duke, either see a shrink
or take one for a test ride — for a month,
These days they're much more depend-
able, and it boils doswn to how bored vou
are with the same old Jap tackle {and i
depreciation), and whether you prefer rum-
ble to revs. [

THE PRICE TO PAY

Maodel Guide Price £
PANTAH 5005L 1500
G00SL 2500
600TL i 1700
s - &6505L see text
ALAZZURA 650 k 2000
GT bl 2500
Fli 4000
_ Laguna Seca 8000
ELEFANT 650 3500
750 4500
750 4500
_ 900 6500
INDIANA 650,/750 2000
PASO 750 3000
906 4000
SPORT 750 3500
_ 90055 5000
SUPERBIKE 851 7000
KIT 851 8000
i 851 7000
DS 851 25 8000
sP2 851 12,000
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bad old
days most
spares were
sold to
mend
wrecked
engines”

@ Guide prices arg
quated a5 the lowest fig-
uras rou canidied
realigtically expect to
pay for an axampla in
good conditian baaring
in mind its age and
mileage. Expect to pay
more for A concours
one, aspecially from a
dealer.

SIXHOT ONES

Cagiva Elefant: rare beast

851: check the spec

1983 650SL

The 650SL had the first of the long-stroke
motors. It was a real good ‘un -
undoubtedly the best of the Pantahs.
They're red and yellow, reverted to a cable-
aperated clutch, and you can't miss 'em -
aither of "em: only two arrived in Britain.
Apart from Paul Smart's Imola-winning
racer, there isn't a rarer Duke in the
country. Mame yvour price.

1986 ALAZZURA GT

The GT had a fuller fairing than the stock
Alazzura of "84 - "8&, plus a hydraulic
clutch. Both proved deeply unpopular. This
was initially thought to be a reaction to
their *‘Cagiva’ badging, but even boadging
‘Ducati’ on the tank made not a blind bit of
difference. Ironically, they were the most
sorted Dukes to date, very reliable and
vastly underrated.

1987 LAGUNA SECA

If the F1 series is the archetypal lean, raw
Ducati, then the Seca is the meanest of
the lot. & road-legal fantasy, including all
th Montjuich's goodies (except slicks), as
well as Marvik wheels, mirrors, indicators
and choice of single or dual seat (why?), it
was streets ahead of the relatively tame
Santa Meonica which followed. They fetch
upwards of £8000.

1987 750 ELEFANT

All Elefants are rare in the UK. Although the
rarest is the 200, which also boasts Paris-
Dakar honours, the 750 is a lighter, better
balanced package and a serious all-round
tool. So discermning money — ahout £4500-
warth — goes on the 750, Expact to pay
maybe a grand less for a 650 and two
grand more for a 900,

1989 900 SS

For '89 the 750 Sport grew to become the
S0055. On paper, it was brilliant,
especially if you thought the eightvalvers
overcomplicated, They even fixed the
T20's leaky tank problem, but the shock
wasn't much better than before and the
carburation was still full of flat spots. Konis
and Dellortos transform both models; the
price will be upwards of £5000.

1990 851 SP

Look, why don't | just read yvou the spex?;
Chlins upside-downers, Ohlins shock,
320mm floating Brembaos, gight valve, fuel
injection desmo.motar, L0Sbhp, fully
sorted. If looks could kill, to vou, sir, 12
grand...



