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The Most Potent Open Class Motocrosser Ever Sold

B Maico’s handling

superiority is well

known. Even people ‘ i B
who have never rid- /'

den a Maico know
they handle best.

Year after year CYCLE
Maicos go around WORLD

corners easier and a
with more precision TE

than other brands. Strange that a small
family owned company on the edge of the
Black Forest in Germany can consistently
build bikes that out-handle any in the
world. Stranger yet after the factory has
been visited and one learns Maico doesn’t
own a motocross track or even have one
available for testing. The factory does
have an arrangement with a couple of lo-
cal farmers—they can use the farm land
when crops aren’t planted and all of the
proper government permits have been ob-
tained. Thus, almost all research and de-
velopment takes place on race tracks.
Factory racers test under actual racing
conditions and report the results to the
factory. And the factory listens. Because
the factory is small, time from race track
to production is short and cost accoun-
tants aren’t likely to screw things up. It
also helps having an owner who’s a pro
motocrosser. So, Maico’s handling edge
isn’t such a mystery after all. It’s a simple
use of logic and parts developed on race
tracks around the world.

The Maico legend is especially strong in
the open class. Building an open bike that
produces gobs of power isn’t too difficult
but building one that makes useable
power is. And Maico’s open bike has al-
ways had useable power. Since the open
motocross class is rather small, most man-
ufacturers haven’t tried to unseat Maico’s
reputation until recently. Last year Ya-
maha made a strong bid at the open class
and many people thought the YZ465 best.
The Yamaha was faster and had stronger
brakes. This year Maico is fighting back
with a killer 490.

Maico has chosen the easy way to more
horsepower—make the piston bigger. The
engine is based on last year’s 450. The
450’s 83mm stroke stays the same, the
bore size has increased from 82mm to
86.5mm. Cubic centimeters jumped from
438 to 488 with the bigger bore. The trans-
formation wasn’t quite as easy as it
sounds. The larger bore meant the transfer
ports got pushed out wider and the bottom
of the cylinder needed to be wider to ac->
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commodate everything. Thus, the center
cases needed to be wider where the cylin-
der bolts on. The rod and bearing worked
fine without change. Transmission gears
and ratios remain the same as before. Pri-
mary drive is still chain but not the same.
The double and triple row chains from
past models have been replaced with two
single row chains that supposedly increase
life considerably. The clutch hub, clutch
basket, steel clutch plates and bronze
plates are unchanged. The bronze plates
were newly designed last year. The waffle
patterned working surfaces stopped most
clutch problems by letting more cooling
oil around -them. The magnesium cases
are small and compact and the coun-
tershaft sprocket is rear-set. Distance be-
tween countershaft sprocket and swing
arm pivot bolt centers measures a measly
2.4 in. This close fit was accomplished by
using three transmission shafts. The first
two shafts are conventional designs, the
third is actually a jack shaft and its only
function is moving the countershaft
sprocket rearward. Of course the engine
cases could have been made shorter to
eliminate the need for the jack shaft, but,
the engine placement in the frame would
have changed. The rearward placement of
the shortened engine would have changed
the weight distribution, making the front
end light, fouling up cornering and gen-
eral handling. The jack shaft means the
engine placement and the countershaft
sprocket placement can be ideal. In short,
the best of both.

A 40mm Bing carburetor feeds fuel to
the piston ported engine through a long
aluminum manifold. The aluminum man-
ifold replaces the troublesome rubber
manifold of past models but causes its own
problems. Early models didn’t have
enough slots cut into them and didn’t
tighten up well. Later models have more
slots but still loosen between motos. The
aluminum part also has a troublesome
plastic seal between the manifold and the
carburetor. The plastic cracked in about
two weeks of testing although it hasn’t
caused trouble since. »

Maico’s new frame design from last
year, a design that placed the steering
head way up in the air, has been changed
so the front end of the bike sits lower. The
steering head on the frame was lowered
and the front forks shortened so the front
of the bike actually sits a couple of inches
lower. The frame still uses a built-up back-
bone like last year. The part has been
strengthened with gusseting at the steer-
ing head and double walled where the seat
rail tubes weld to the sides of it. The modi-
fication has stopped the bending problems
from last year. The rest of the frame de-
sign is mostly the same. Double front
downtubes roll under the engine, up be-
hind it and terminate at the rear of the
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backbone. The area above the shocks, and
below the seat is triangulated well and a
flat strap ties the rear frame rails together.
All tubing is chrome-moly.

The longer 22.0 in. chrome-moly swing

arm is curved as before. Liberal use of
gusset plates at the top and bottom pre-
vent flex or other nasty actions.

Maico increased fork stanchion tube
size to 42mm last year. The *81 also uses
42mm tubes but they are otherwise differ-
ent. The tubes are shorter, the lower cast-
ings are shorter at the top and the
damping is new. The shorter tubes com-
bined with the lower steering head to drop
the front of the bike without decreasing
front wheel travel, which remains 12.2
inches. The lower castings have been
beefed around the axle clamps and fork
seals as well. The gull-wing lower triple
clamp from last year is unchanged as is
the top clamp.

Past Maicos have come with Corte and
Cosso shocks. The ’81 also uses Corte and
Cossos but they are piggyback reservoir
models that feature internally adjustable
damping and they’re completely rebuilda-
ble. A seven page shock book comes with
each bike. The book explains how to
change the existing valving for better per-
formance when used for different types of
racing. One valving change sets the shocks
for sand tracks; another dials the rear for
enduro and desert racing. The valving
changes actually amount to restacking the
damping washers in different orders. The
book explains different color coding on the
shock springs and makes recommenda-
tions for changes. It also deals with re-
building, oil changing and about anything
else an owner might want to know about
the shocks.

Hubs and wheels look the same but they
aren’t. The front hub is stronger, the rear
hub has larger spokes and sprocket bolts.
The rear brake backing plate is also new.
The short aluminum static arm has been
eliminated in favor of a backing plate with
a groove that slides into a peg on the swing
arm. The design makes rear wheel re-
moval easier.

Most plastic parts are changed, the ex-
ception being the front fender. The rear
fender is wider and the front of it extends
far forward so it can bolt solidly. The side
number plates are a slimmer design and
the airbox is new. It still uses the neat
quick change foam filter but has a higher
top and a drain in the deep V bottom. The
steep bottom allows quick escape of any
water that enters. The tank looks the same
and is except it has a much better finish to
the plastic and it’s no longer painted. The
filler hole is large and uses a ribbed plastic
cap equipped with a vent hose.

The seat has a flat top that makes mov-
ing around on the bike easier and doesn’t
force the rider to one spot like last year’s.

Magura control levers are still used.
The brake and clutch levers are dog-leg
shaped and strong. The cable adjuster

stops are now made of plastic instead of
aluminum and don’t do a good job of keep-
ing the cable set. Best to replace them
with the old metal ones. Ours came loose
during a race and fouled up a good finish.
The throttle is a straight-pull Magura,
slightly larger than earlier straight pulls
and it turns easier. Control cables are the
same poor quality items from years past.
The importer replaced ours with Terry Ca-
bles before we picked the bike up, you
should do the same. The shift lever has a
folding end, the brake pedal has the pull
rod positioned lower for better leverage
and the end is reshaped but still smooth
and slippery when muddy. We bent the
end up slightly and filed some grooves to
improve boot grip.

The pipe is high mounted and has sev-
eral mounting brackets. It is routed mostly
out of the way although it is possible to







