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The King
of Open-Class
Enduros—
but only
after some
fiddling

ometimes, the best forward progress is made by going
in the opposite direction. And Husqvarna’s newest enduro bike,
the 400WR, is a perfect example, for it has achieved some
much-needed performance improvements through a design
change that seems like a step backward. Because even though
this new Husky belongs in the Open class of enduro compe-
tition, where the current trend is toward bigger and bigger en-
gines, it has a smaller engine. Yet it’s all the better for it.

Not that Husky’s previous Open enduro, the 430WR, was
such a terrible motorcycle. In many parts of the country, the
430 has been the predominant choice of Open-class enduro rid-
ers, with an impressive record of wins and championships to
back up its popularity. But despite that, time had started to
catch up with the 430. Its old-world brand of heavy-flywheeled,
slow-revving power and slow-but-stable steering was gradually
falling out of favor with today’s breed of fast, young riders. A
change was in order, and a pretty big one, at that.

For Husqvarna, that change is extensive indeed—although
for most Japanese companies, the difference between last year’s
430WR and this years’s 400WR would be considered only mini-
mal. But, in keeping with Husqvarna practice, the 400WR is
comprised of only enough all-new hardware to get the job done,
with the remainder consisting of tried-and-proven components.
That technique keeps R &D and manufacturing costs down, and
reliability up.

So the 400’s engine is, basically, the 430WR bottom-end with
an all new, liquid-cooled top-end. The stroke thus remains the
same at 74mm, but the bore is smaller, down to 82.5mm from
86mm on the 430. That configuration yields 396cc and, accord-
ing to Husqvarna spokesmen, precisely the kind of power they
were looking for. Many displacements were tried in addition to
400 and 430cc, including 450cc and 488cc versions. But the
desired power was achieved with the 400, and the liquid cooling
was incorporated to insure that the engine would deliver that
kind and level of power under all enduro-riding circumstances.

We didn’t ride any of those larger-displacement prototypes,
but after a month on the 400WR, we’ll take Husqvarna’s word
for all of its claims. Because the engine is fantastic. It makes the
400WR considerably faster than the 430WR, and yet it’s won-
derfully tractable at low rpm. Usable power starts just above>
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idle and builds smoothly and cleanly to about 3000 or 3500 rpm;
and at that point, a second powerband kicks in and sends the
400 rocketing off in a rush, winding out like a factory-ported
250cc motocrosser. The transition between the lower and upper
powerbands is fairly smooth if the throttle is only partially open
or if the twistgrip is rolled open rather than being dumped wide-
open. If you do the latter, as our testers soon found, the quick-
revving motor leaps into its higher-rpm powerband with a ven-
geance, often with the front wheel airborne and the rider
hanging on for dear life. After a few of those on a tight trail, you
soon learn to be more gentle with the throttle.

Once the rider adapts to that transition, the dual powerbands
prove very useful in a variety of trail conditions. The lower revs
allow the 400 to torque through mud, over tree roots, around
slippery off-camber turns and through tight corners about as
tractably as the 430WR would. But when the woods open up
and there’s room for some good, old-fashioned acceleration, the
high-rpm powerband lets the 400 roost down the trail at least as
quickly as something with a full 500cc of displacement. And at
any rpm, the engine responds crisply and immediately, which
lets the rider loft the front wheel over any reasonable trail obsta-
cle just by snapping the throttle open a little further.
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A possible benefit of the 400WR’s smaller displaceme
that engine vibration isn’t as severe as it is on the 430WR
especially on the SOOWR, a limited-production, 488cc eng
model introduced early in 1984 as an alternative for po
crazed woods riders). The 400’s vibration generally is
higher frequency than the 430’s, but is not as strong; an
lower revs, the 400 is quite a lot smoother. Of course, the
generally revs higher at any given trail speed than its 4
counterpart did, due to having less displacement and |
(higher numerically) primary and final-drive gearing; but g
all, the new Husky vibrates less than any Open-class enc
bike we’ve ever tested.

It also ought to run cooler, what with it being the indust
first liquid-cooled Open-class enduro bike. A crankshaft-dr|
water pump circulates coolant through the cylinder and h|
into dual radiators mounted behind the single front fr}
downtube. That radiator location caused a problem in the r
ing of the exhaust system, though, by forcing the fattest paj
the pipe to be far to the rear and in an area where it can in
fere with the rider’s left leg. The side numberplate protects
rider from most of the heat; but the panel does not conf
closely to the pipe’s bends, so it makes the bike extremely \




¢ area just above the footpegs—so much so that the only
to stand on the footpegs is to assume a bow-legged stance.
), sliding forward on the seat for a sharp righthand turn
es the rider’s left knee to contact the unshielded area of the
, which can heat that part of his leg to the point of being
ful.

local Husky dealer has come up with a simple fix for this
lem. He removes the numberplate’s front mounting screw
spacer, then uses two plastic ties to secure the plate—one
p front to pull the plate in against the pipe, another under
eft side of the seat to pull the plate in against the frame. The
le of the plate is lined with a high-temperature rubber mate-
so it won't melt when drawn in against the pipe; and al-
gh the 400WR still will be fat enough in the midsection to
ire a slight cowboy-like stand-up riding position, the im-
ement is worthwhile.

, too, is it worth a 400WR owner’s time and trouble to
ove the front suspension action. As delivered, the Husky-
front fork is too harsh, and so it jolts the rider’s hands and
rms on big or abrupt bumps. We changed fork oil on our
bike, swapping the stock 15-weight for lighter 10-weight
still using the recommended volume of 15 ounces); we also

It says “Made In
Sweden; but it
runs and feels
like something
built on the other
side of the
world-like Japan,
for instance.

popped the fork seals loose, coated their lipped areas with oil to
help the tubes slide through them more easily, then reinstalled

them. After that, the fork worked nicely. It was eptionally
compliant and able to soak up all sorts of trail bumps, from the
small chops to the biggest whoops and jump landings.

A similar sort of damping problem exists at the rear of the
400WR, but the remedy for this one is not so simple—or inex-
pensive. According to Husqvarna’s tech people, *“‘some™
400WRs (they couldn’t say which ones or how many) are deliv-
ered with too much damping in their dual Ohlins rear shocks.
The bikes that have this problem aren’t hard to identify when
ridden: they'll buck and hop and pound in a manner uncharac-
teristic of recent Husqvarnas. The company has issued a service
bulletin that outlines a cure for this condition, but a private
citizen probably won’t be able to do the work himself, since it
involves the use of special tools and some knowledge of how a
shock works. Our test bike was one of the affected units, so we
took the shocks to a Husky dealer who, for $50 in labor and $12
in parts, reworked them according to the bulletin.

Once that damping problem was cleared up, the 400WR's
rear end behaved admirably. The shocks were then able to gob-
ble up just about every kind of bump we could run under the>
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rear wheel. The rear end seldom bottomed, and it never allowed
the back of the bike to kick, either sideways or up and down.
As soon as we got the suspension sorted out, we were able to
confirm Husqvarna’s claims that the 400WR is not a typical
Husky in the way it steers and handles. The bike is impressively
quick and responsive through the tightest of trail-riding condi-
tions—and not just quick for a Husky; it’s quick compared to
just about any full-size dirt bike there is. Some of that is due to
the engine being so quick and responsive, some is caused by the
400 having more weight on the front wheel than Huskys of
recent years have had. But the steering’s sharpness is mostly a
result of the quickest steering geometry (a claimed 28.5-degree
steering head angle and 5.2 inches of trail, which is about 1.5

enduro, he can drop the Husky’s 40mm fork tubes down
half an inch inside of the triple-clamps. That’s a particu
good idea if the 400WR is going to be used in a lot of deep
for the bike doesn’t like to go where it’s pointed under
conditions with the tubes in their highest position. The
doesn’t feel heavy in deep sand, just awkward. And that’s
prising, because the 400WR actually is 11 pounds heavier
the 430WR. The trick is in the steering, which makes the
feel 10, or 20 pounds lighter.

It also feels rather tall and unusual until you get used
The handlebar is low, which causes the rider to lean for
somewhat; but once you get used to that position, you find

it’s part of the reason why the 400 carves around tight cornj

degrees and 0.5-inch less than on the 430WR) used on a stock  precisely. And the Husky feels taller than it actually is be
Husgvarna in a long time.

the seat is padded with extremely hard foam that barely {
The shape, |
construction and .
tuning of the

exhaust pipe are
faultless, but the

says, the 400WR

captured

overall win at the By not following the contours of the exhaust pipe very
1983 ISDE in closely, the left-side numberplate makes the 400 exces:
Wales. uncomfortably wide just above the foolpegs.

After riding the bike, however, after experiencing how nim-
bly it flicks around sharp turns, how quickly it changes direction
when threading through tight woods, how willingly it can be
flopped over into a corner, we decided to measure the head
angle and trail for ourselves, for the improvement in steering
action seemed much more drastic than Husky’s numbers would
indicate. And sure enough, we found that the claimed steering
angle is about right, but that the 400 actually has around 4.8
inches of trail, significantly less than what the company claims.

Whatever the numbers are, though, the 400WR certainly is
the most nimble Husqvarna to come along in years. In some
situations, in fact, it handles almost as quickly as, say, a Honda
CR250R motocrosser, which is one of the most agile dirt ma-
chines to be found anywhere. And yet the 400 doesn’t suffer any
significant instability problems as a result of its quick steering.
It’s not quite as dead-stable, obviously, at high speeds as a
430WR or practically any other recent Husqvarna, but neither
does it wiggle or twitch when trucking along at or near its 85-
mph top speed.

If a rider prefers slightly slower steering, maybe for a desert
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presses when sat upon. Neither does the firmness of the se:
anything to add to the 400’s comfort level, although the bi
quite good in that respect, especially after the suspensi
properly set up.

Too bad we can’t say as much about the 400WR’s «
brakes, which are all too typical of late-model Husqv
brakes. The rear brake is adequate if not spectacular, bu
front is marginal, especially for a double-leading-shoe
Hauling the 400 down from speeds over 50 or 60 mph call
an awful lot of lever pull; and when wet, both brakes go :
altogether, and don’t return until they’ve been dragged
long, long time thereafter.

We also have little good to say about the 400WR’s silen
spark arrester, which is of the same design that Husqvarn:
been using for years—and that has been troublesome for ju
long. The arrester is comprised of a fine-wire screen and a
with numerous small holes, all of which clogs up easily
carbon and thus needs constant cleaning. We replaced the
unit with an Answer Products silencer/arrester and elimir
the problem without sacrificing anything in performance.
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hat’s nice to know. But it also brings us to a puzzling conclu-
about the 400WR: We like it. A lot. Enough to own one and
it, in fact.

bu probably wouldn’t have guessed that on your own, seeing
ow we've registered so many complaints here about numer-
parts of the 400—its shocks, brakes, seat, spark arrester,
berplate and, to a certain extent, front fork. Those all
Id be legitimate complaints on any enduro bike, and they're
t next to unacceptable on a $3200 enduro bike.

xcept. Except that once the fixable problems of that group
.aken care of, the 400WR is a magnificent enduro machine,
that ought to be able to elevate your trail-riding speed a
h or two the first time you ride it. The bike is incredibly

But it’s also seriously flawed—although none of those flaws
have anything to do with the engine, which is the best part of the
entire motorcycle, despite being smaller than its predecessor.
Still, we can’t wholeheartedly recommend a bike with so many
out-of-the-crate shortcomings to everyone interested in an
Open-class enduro bike; we can’t urge anyone to spend top dol-
lar for a so-called “professional” competition bike knowing that
they’ll also have to invest considerable time and money to get it
working properly. Nope, we can’t do that. All we can say is that
if you do choose to buy a 400WR and sort out its problems, you
just might end up with the most enjoyable Open-class enduro
bike you can buy.

Wait. Make that the most enjoyable enduro bike you can

exceptionally nimble and uncommonly forgiving. build. =]
/CIFICATIONS
ERAL ENGINE/GEARBOX SUSPENSION/BRAKES/TIRES _ Handlebar width 320in.
>rice $3195 Enginetype  two-stroke Single  Front Husqvarna telescopic  Footpeg height 15.6in.
rter Husqvarna Bore x stroke 82.5 x 74mm Wheel travel 10.81in. to seat 21.8in.
MG o i, e so6cc . Tubediameter  40mm :‘Wﬂ t: ::t op
4925 Marcury St. - - : Rear Ohlins dual shock Ieve[tp?.?nter 5.4in
San Diego, Calif. 92111 Compression ratio 12.5:1 Wheel travel 11.8in. i L
omer service Claimed power na Brakes: ; Footpeg to brake )
e (619)565-1414  Claimed torque na  Front l&gi"‘- ERiY - leerDerier 298
anty 30days Carburetion 38mm Mikuni Fiass 6.3 ;gds'ru“’me S“'f"ﬂa"“ '9"9"‘ 20.81n.
Ignition CDI coss Swingarm bivot %o
cl E Lol —  Tires: drive sprocket center 3.2in.
Eukioaion . e, ol 3 O Tolebord  Gas tank filer hole 15in.
YRLD Primary f’""'a straight-cut gear Wheei: 2 Ground clearance 12.6in.
'Y 4 Ge;;lmm' overal:1 590  Front 1.60-21 aluminum  Rake/trail (claimed) 28.5°/5.2 in.
ARNA 700 _ Rear 2.50-18 aluminum  Test weight
- s ls "
2nd 1440 Fuelcapactty 280al. ol O et 48.3/51.7
1st 20.80 Fuel tank material plastic
Qil capacity 1pt. Swingarm material chrome-moly
Starter primary kick steel
Air filter oiled foam Frame material chrome-moly
steel
Wheelbase 58.5in.
Seat height 36.9in.
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