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The ultimate CB developed by combining all the Japanese
motorcycle technologies of the '70s into one.
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Japanese-made motorcycles were on the verge of storming the world’s markets. But to
become a motorcycle superpower that truly dominated the world, there needed to be a
milestone. The GL1000 had already assumed this mantle in the world of touring bikes,
but as far as sports models were concerned, the advent of the model that could shake
the world was still awaited.
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1978 Honda CBX

Text by Tsutomn Matsui

Photograpy by Yoshio Kumagai

“The first clay model base had a double-cradle frame.”

In 1974, Honda wasn't battling its rivals in such basic areas of contention as
horsepower or acceleration; it instead wanted to deal them a crushing blow
through its philosophy of motorcycle manufacturing. The centerpiece of that
philosophy was the upcoming Gold Wing. This revolutionary new motorcycle
featured a liquid-cooled, single overhead cam eight-valve horizontally
opposed (or ‘flat’) four-cylinder engine. It also introduced a single cogged belt
as a new method of driving its two widely separated overhead camshafts.
Instead of powering the rear wheel with the usual chain, it featured a
driveshaft, and the fuel tank was repositioned under the seat to effectively
lower the center of gravity, giving the bike a unique layout. In place of the
normal fuel tank, a ‘shelter’ was created, containing the aircleaner, a sub-tank
for cooling fluid and a detachable
backup kickstart pedal that could be
used if a drained battery ever
prevented the engine from being
started. These devices were made
easily accessible by opening their
corresponding hinged covers. It was
almost as if you were looking under
the hood of a car.

This was how the Gold Wing
began, and its majestic standing as the
world’s premier grand touring machine
continues through to this day.
However, for the Honda brand—which
had been struggling around the world,
including in its ‘cash cow’ American
market, since the appearance of the
Kawasaki Z1—this philosophy did not = s
prove to be a savior. Users split FBA1 18 fF4EE N / BBFI 44 £AE  CBX, CBYOOF, TACT
between those who liked the Z1 and peias.

Yoshitaka Omori

those who liked the Gold Wing. What ~ (1943-) Joined Honda in 1969. Was in charge of CBX,
CB9OOF, TACT etc.
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was needed was a motorcycle that could fight back on its specs alone.

This call from the grass roots signaled the start of development of the
1,000cc CBX. At the same time, the preponderance of models directed solely
at the United States began slowly to shift more toward the distinct needs of
the European market and its remarkable growth. Examining the transition
seen in the clay model of the new machine provides a clear example of how
that issue was dealt with. In particular, the character of the CBX-II gives the
appearance of a fairly orthodox evolution from the CB750 Four to an inline-six
configuration. By combining its rather traditional external design with a
dynamic new dual overhead camshaft 24-valve engine, it was an obvious
attempt to create a wolf in sheep’s clothing. With such steps as the addition
of a brilliant Cibie headlight on the left side, it also became apparent that
Honda was attempting to adapt to recent trends among users of high-speed
motorcycles of the time.

More than anything, however—judging by a photo taken in an apparent
comparison with the BMW R100RS that appeared in 1976—was Honda's
intention of creating a presence that slashed its way into the European market
with more than performance alone.

Yoshitaka Omori, a modeler who was involved in the CBX program from
its start, recalls these production stages.

“The very first clay model base we made used a conventional double-
cradle frame. With frames that have downtubes, the lower portion of the
exhaust pipes must come out at the sides in order to avoid hitting the frame.
However, the cylinder pitch was so narrow that there was barely enough
room for the exhaust pipes exiting the engine to avoid the downtubes. If that
had to be bent, it would look like hell. So, before we could begin putting on
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clay for the exterior, we had to do something about the frame. That's why we
changed over to a diamond configuration. We were lucky to have realized this
at the outset.”

Honda’s Works racers nearly all used backbone frames, and performed
exceedingly well in World Grand Prix and Isle of Man Time Trial races
throughout the 1960s. Yet, the idea that a six-cylinder engine installed in such
frames could really emphasize Honda style was not even considered. Owing
to the layout, the clay base for the diamond-frame CBX was causing Omori
worries because of something else.

“Once you've made the tank, seat and the like, you're looking at about
40 to 50 kilograms of clay on the model. By this stage there was already a
wooden model engine in it, however it couldn't sufficiently reinforce the
frame since the only bolts installed were purely decorative. With no double-
cradle downtubes, its only form of structural support were the two thin tubes
running along the top, which soon buckled under the weight of the clay,
stretching out the wheelbase. So, we put a jack under the wooden model
engine and fixed the wheels so they wouldn’t move. We had to tie down all
sorts of bits in order to get the job done.”

Many of the photos taken during the development stage don’t show a
tail cowl. The tank and sidecovers look quite similar to the CBX that eventually
appeared on the market, but the tail area is significantly different. Omori
gives a full account of what happened with the tail section.

“At that point, we were already close to the final version and were just
about to start mass-production without the tail cowl. It was right at this time
that designer Minoru Morioka was in Europe working on drawings for the
CB750F/900F. The managing director of R&D looked at the clay model and
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said, “It still has no punch. Since we want this bike to make us Number One,
can’t you do something more with it?” He drove the point home to Hitoshi
Ikeda, designer of the CB750 Four, who didn't know what to do, but had to
take on the case anyway until Morioka came back from Europe. | asked Mr.
Ikeda if he would let me do what I liked with the bike, and he agreed to let
me have a go at it.

“l ended up making a winged tail cowl. Mr. Ikeda saw it and asked ‘What
effect does that have? Isn't it just a gimmick?’ He told me to go and ask Shinji
Kakutani of the Blue Helmets (Honda’s company racing team) what sort of
effect the tail cowl would have. Of course, | never expected Mr. Kakutani to
tell me it would be effective. But if | had said that then, I'd have ended up in
even deeper trouble,” Omori says with a laugh.

“I' met up with Mr. Kakutani in the cafeteria and showed him the model.
"Hey, that looks really sharp. That's the most important thing. Let’s go with
that,” he said. Mr. Ikeda then contacted Mr. Morioka in France to get approval
to go ahead, and we learned that Mr. Morioka was also drawing up the same
sort of thing for the CB750F/900F. But there was no drawing of a winged tail
cowl for the CBX.”

Without that drawing, the rear cowl might have ended up with a
completely different shape. During the CBX's rendering stage, Morioka
himself had made a drawing with continuous flowing lines for the tank, side
covers and tail cowl. He said he got that image from a customized motorcycle
he saw during his stay in France, and he felt the image was the embodiment
of the new CB750F/900F. Morioka recalls the events at the time.

“The timing was right for a change away from traditional motorcycle
shapes. Kawasaki had already done so, but Honda had not yet changed by
then. It was a time when the market was really expanding. Before that, some
people had ridden motorcycles and been impressed by their high
performance. These became popular and manufacturers began making lots of
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models. And then Europe began to expand into a really big market. Honda
would fall behind if it merely tried to get by with performance bikes made for
the United States. It was that sort of era.”

In the 1970s, the only models to use tail cowls were a few put out by
Kawasaki, like the Z1. But starting around 1975, the café racer trend began
appearing on mass-produced motorcycles, and the tail cowls that had only been
seen on a minority of bikes suddenly took over and became an iconic part of the
majority of sportsbikes. By adding the characteristic shape of upswept wings to
its tail cowl, the CBX was further able to stand out from the majority of the pack.
Also, by introducing cast duralumin parts before the CB750F/900F debuted, the
CBX was able to draw another line between itself and its rivals. As this behind-
the-scenes look at how the motorcycle was developed suggests, the process of
creating something new involved constant and continuous exploration.
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Record of the development
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From the SOHC CB750 Four to the RCB's DOHC and
then adopting a raging six-cylinder layout.

The accepted theory regarding the naming of the CBX, is that the "X’ was
added to indicate that it was the ultimate machine in the CB lineup, but
actually, from its initial development stages, such names as CB1000 SIX or
CX1000 could also be seen. So, it would only be natural to assume that the
CBX name was adopted from such early initial stages.

Even before CBX development had begun, the idea of using a DOHC
head configuration on the CB750 Four was already in the air. The DOHC

four-valve head had garnered sufficient technical backing for its performance,

having already been used at that time on Honda’s RCB endurance racers.
However, by giving the CB750 Four a DOHC head, it would only appear be
catching up with its current rivals, and thus something ‘stunning’ was sought
to put it far ahead of the pack. That is apparently how the idea of using six
cylinders came about.

Development engineers naturally had their share of troubles working with
such a huge engine. With three carburetors arranged on both left and right
sides in a V-shaped formation, leaving enough legroom for the rider required
changing the frame from a then-standard cradle-type to a diamond

configuration, which crystallized efforts to create an engine that could really run.

ItI5a fact, the rumours ane true. Honda ks doing it again
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FEATURES

THAT MAKE THE HONDA CBX
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H Note

By introducing the GL1000, Honda provided and dominated the big tourer class.
On the other hand, in the U.S. and Europe the other makes had their advantage
in the sports models class. To appeal Honda's exceptional high performance the
6 cylinder CBX was introduced. Although attracting much attention, Honda's
real aim was to sell the RCB replica CB900F which was developed along with the
CBX. The CBX was positioned as the "flagship model" of Honda motorcycles
and supported the success of the CB90OF sales

BEZETE

@IVYYy BS54 M-V 6 KfE DOHC4 /LT

OR7 x AO—7 : 64.5x53.4mm @MHETE : 1,047cm3

@EHEL : 9.3 @FE LA : 103BHP/9,000rpm

@F A KLY : 85kg-m/8,000rpm @ZkH : HIFMAR 5B F—>
@2 R x 218 x 25 © 2,220x780x1,145mm @#hEEEE - 1,495mm
OF{EM EF | 150mm @EMER : 249kg @MY~V RE 1 2002
@Y1 VHAX (#- 1) 3.50H-19 4.25H-18 x#HETIL

W Specifications B

@ Engine @ Air-cooled 4-stroke 24-valve DOHC inline-6

@ BorexStroke : 64.5x53.4mm @ Displacement : 1,047cm3

@ Compression Ratio : 9.3 @ Max.Power Output : 103BHP/9,000rpm
@ Max.Torque : 8.5kg-m/8,000rpm @ Transmission Type : 5-speed

@ Dimension(LxWxH) : 2,220x780x1,145mm @ Wheelbase : 1,495mm
@ Ground Clearance : 150mm @ Loaded Weight : 249kg

@ Fuel Tank capacity : 20.04

@ Tire Size(Front - Rear) : 3.50H-19 4.25H-18
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