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The new class of motorcycle: 

25 years of the BMW GS
The new class of motorcycle: 25 years of the BMW GS

In September 1980, in Avignon, BMW presented the BMW R 80 G/S to the press. The fact that with this Enduro model BMW had made a grand coup became clear even at the first test rides. The BMW G/S created a new market segment, which even today, a quarter of a century after its launch, has lost none of its attraction.

The birth of the BMW GS in the year 1978 came during a period of declining sales following nearly a decade of growth. One of the reasons for this was a weak dollar, which made it particularly difficult to sell to the USA, their chief export market. But another reason was a rather conservative model policy. On 1st January 1979 a new management team took up their posts to get the motorcycle business back on track. The first model to be shown to them by the development department was a cross-country prototype as the basis for a new production model.

It was largely built from components of the BMW R 80 road model which were imaginatively combined with newly developed elements to form an entirely new motorcycle. A lighter rear end and a larger front wheel formed the basis of its off-road credentials. But the outstanding technical innovation was a single swinging arm on the rear wheel. This had been developed by the BMW engineers some time earlier and put in the “bottom drawer”. Now it proved perfect for the project to create a completely new, big endurance model. 

Incidentally, the initial prototype was built without a formal development brief and was immediately used by the test department to accompany the works team in cross-country motor sport events.

Cross-country tradition

Cross-country racing was familiar territory for BMW; back in the 1920s and 1930s the company had been successful in six-day events, and even in the fifties and sixties BMW won a whole series of titles. The last three cross-country championships were won in the years 1970 to 1972 by Herbert Schek on a modified BMW R 75/5. In 1978, when the rules allowed 4-stroke motorcycles to compete again, Laszlo Peres from BMW’s test department came second in the German Championship on a self-built 800 cc machine weighing only 142 kg. This success created an appetite for more: in 1979 BMW established another works team, so that it could now officially take part in cross-country competitions. The reward for this commitment was the German Championship title, won by Richard Schalber in 1979 and Werner Schütz in 1980, not to mention the European Championship, which Rolf Witthöft won in 1980.

Building a successful sports model is one thing, developing an economically viable production motorcycle presents a more far-reaching challenge. Thus it was clear from the outset that the new model was not simply to be a replica of the cross-country sports machines which could only have been sold at a relatively high price to a few active sports riders or collectors. The new model had to primarily be suitable for everyday use, and the selling price also had to be in line with market conditions.

Seeking a market position

Japanese manufacturers had proved that, because of their ease of handling, endurance models could also appeal to road riders, and had triggered an “enduro wave”, especially in the USA. So there was definitely a recognisable market out there.

Yet the single-cylinder motorcycles being produced in the Far East were not what BMW had in mind. They were fitted out in a very spartan fashion, which may have been adequate for brief cross-country excursions but made riding over long distances a strain. As for taking a pillion passenger along, that was totally out of the question on extended journeys.

A BMW had to look different. Typical virtues such as comfort, long-distance suitability and longevity were vital. And so the idea gradually materialised that cross-country viability should be combined with high performance and ride comfort on the road. A careful study of the market for Enduros, moreover, yielded the following discovery: a mere 2 percent of the kilometres ridden were across really difficult terrain; 98 percent was on normal roads, unsurfaced tracks or narrow paths. Thus was born the idea of the comfortable, large endurance machine that is also reflected in its nomenclature: G/S – G for Gelände (terrain) and S for Strasse (road) – was the designation of the new BMW two-wheeler. It opened up a gap in the market which has so far proved nigh inexhaustible. 

Technically sophisticated rear-wheel drive
It was against this background that the top management gave the go-ahead for series production. Rüdiger Gutsche, head of chassis development, was put in charge of the project. Gutsch was – and still is today – a keen cross-country rider who in the past often attracted attention at events, riding his self-built BMWs. The focus of development was on the new single-arm rear-wheel suspension. By strengthening the mounting of the crown wheel in the rear-wheel drive it was possible to screw the road wheel directly to the final drive via a flange. It meant that changing the wheel would be as easy as on a car, but this was broaching new technical territory and the key question was whether such a design would be able to withstand heavy stress.

The initial tests were promising and in January 1980 the G/S was to undergo a real-life test under the most extreme conditions: BMW’s press spokesman, Kalli Hufstadt, set off with the journalist Hans Peter Leicht on a 2,000-kilometre journey through Ecuador, riding two pre-production machines. The slogan was: “From primeval forest to eternal ice”, for during the trip the motorcycles had to prove themselves in extreme climatic and road conditions: from the heat and humidity of the Amazon basin up to an altitude of more than 5,000 metres in the rarefied atmosphere of the high Andean glaciers. Both men and machines emerged from this trial of strength with no more than a few slight injuries. The development work of the BMW engineers had paid off, as had the intense physical training undertaken by both riders before their departure. The backroom boys could now get down to the fine tuning, where their work benefited, naturally, from their experience with competition motorcycles.

The press is impressed

Then, by 1st September 1980, everything was ready. The BMW R80 G/S was introduced to the international press in the French city of Avignon. Less than 21 months had elapsed since the launch of the project, and those involved at BMW were anxious to see the reaction. Needless to say, attention first focused on the “Monolever”, as the single rear swinging arm was called. But this innovation was not an end in itself: it made the assembly some 2 kg lighter than a conventional solution while torsion resistance was about 30 percent, which noticeably reduced the unwanted lateral forces during spring-compression higher. With a dry weight of just 167 kg, it was the lightest motorcycle in the 800 cc class. It had a clearance of 218 mm – 50mm greater than on the /7 series – and its spring travel of 200 mm in front and 170 mm at the rear delivered off-road qualities to satisfy most riders. Another result of experience in cross-country sport was the electronic ignition and – a first on any endurance machine – a disc brake on the front wheel.

But the question was, how would the press take to the concept of a large, long-range endurance machine?  Would the BMW R 80 G/S, in the hope implied by its nomenclature – G for Gelände (terrain) and S for Strasse (road) – be accepted as a positive synthesis, or derided by the public as a lazy compromise? The answer was not long in coming: the enthusiasm among journalists at the launch of the new motorcycle was unanimous. 

Rarely indeed had a new model inspired journalists to such a variety of word-play: “natural boxer”, “off-road champion”, “one-armed pathfinder”, “mountain boots for sprinting”, “BMW for a bit on the side”, to quote only the most piquant. Some magazines described it with a wink as “the best road motorcycle from BMW”, so impressed were they by its handling qualities. A summary of all the test rides might be: “A motorcycle for every terrain”.

It is worth mentioning that the BMW R 80 G/S, at 800 cc, not only had the largest-capacity engine of any endurance machine allowed on the road, but with a maximum speed of 168 km/h it was by far the fastest.

Customers go for the G/S

On 19th September, when it was shown to the general public at the IFMA (international motorcycle show), there was a tremendous crush around the BMW stand. The public were anxious to see the “Bavarian All-rounder” which had already received so many advance laurels in the press. Enthusiasm on the stand was converted into orders for the coming motorcycle season. By the end of 1981, 6,631 machines – more than twice the number originally planned – had left the workshops in Berlin. One in every five BMW motorcycles sold was a G/S. It meant the endurance tourer was making a decisive contribution to BMW’s steadily rising sales figures – and to this day, 25 years after the launch, this segment of the market has retained its enormous importance for BMW.

Success in the desert

In parallel with this, BMW increased its commitment to cross-country sport, and set its sights on the toughest and most prestigious off-road event in the world, the Paris-Dakar Rally.  First staged in 1979, this race covered 9,500 km. A mere 30 percent of the route lay on surfaced roads. In 1979 the only BMW driver, Fenouil, retired with a technical fault. In 1980 the start of the Paris-Dakar hung by a thread when the leading sponsor backed out, and only a whip-round among French BMW motorcycle dealers produced the necessary finances at the last minute. It seemed as if this personal financial involvement would pay off: Hubert Auriol, who signed on as the second BMW France rider beside Fenouil, was in the lead after 11 stages, but in the 12th he was disqualified for obtaining unauthorised assistance. Even so, by coming fifth, Fenouil earned a succès d’estime. The following year, the rally was prepared for more professionally. BMW went to the starting grid with three motorcycles prepared by HPN: Auriol was the first to reach Dakar, and it was he, too, who was able to repeat BMW’s overall victory in 1983. In 1984 and 1985 the Belgian Gaston Rahier won the Paris-Dakar, but these would BMW’s last victories for many a year, for after the 1986 season BMW withdrew its works team. With four victories in the Paris-Dakar, BMW had given impressive proof of its off-road potential.

Riding the G/S into the distance

The publicity value of its successes in the Paris-Dakar helped to bring BMW new customers. Of course, to a road rider who only occasionally rode across country, it mattered little whether or not “his” motorcycle had proved itself in the world’s toughest rally. But for globetrotters who wished to visit remote civilisations on two wheels, results like that certainly counted. While BMW offered an extensive range of accessories for the G/S, alongside that a second market established itself, specifically designed to meet the demands of long-distance travel: this ran from larger fuel tanks made of every imaginable material through luggage and navigation systems to special mudguards. Then there were numerous specialists – headed by the Dakar-seasoned HPN team – who offered conversions which adapted the motorcycle completely to the planned tours. Customers did not baulk at a purchase price that was double that of the production model. In 1984 BMW itself brought out a special “Paris-Dakar” model. A 32-litre tank with the striking Paris-Dakar logo and a single seat with a generous luggage rack gave it the outward appearance of the competition machines.

The G/S sold superbly well, yet success attracts not only admirers, but also imitators. Competitors from Japan and, later, Europe as well were now offering endurance models more specifically tailored for road use. When the first twin-cylinder models appeared on the market with capacities approaching 800 cc, it was clear, if it had not been before, that BMW could not rest on its laurels and had to defend its position.

The “Paralever”
The result of further development was presented to the public for the first time in Florence on 24th August 1987. These successor models were called the R 80 GS and R 100 GS – the oblique stroke in the typography had been dropped, which suggested the interpretation Geländesport (cross-country sport). With the 1,000 cc R 100 GS, BMW was once again able to offer the largest-engined endurance machine on the market. Yet it was not the engine, which was already sufficiently well known from the road models, that attracted attention. Once again it was the frame, which had undergone substantial modifications, including again the rear suspension. It is true that BMW had scored a major hit with the first single swing-arm in a large-engined, high-performance motorcycle, but true to the motto that the better is the enemy of the good, the BMW designers had set about building on the advances already made.

The Monolever had attracted attention at its launch in 1980 and from 1983 onwards was incorporated in the new four-cylinder series, and a year later in the big horizontally-opposed Boxer models as well. However, not even the single swinging arm could eliminate the characteristic drive-shaft reactions. During acceleration the bike pitched forward due to expansion of the rear wheel suspension spring and plunged back when the throttle was reduced. In cross-country riding this was particularly significant, since the raising of the rear wheel when accelerating hardened the suspension, thus reducing the traction that was so critical on rough terrain. In order to remove this reaction it would have been possible to lengthen the suspension arm. However, this was only a theoretical possibility, since to neutralise the pitching effect, it would have been necessary to lengthen the arm to 1.7 metres.

With the “Paralever”, as the new suspension arm was christened, a different route was chosen, one which had already been tried out in the 1950s by BMW’s former development chief Alexander von Falkenhausen. In 1955, for Walter Zeller’s works racing bike, Falkenhausen had developed and patented a rear-wheel suspension arm with double joint and driving force support. For reasons of cost this solution was never put into series production and doubtless with the passage of time had been rather forgotten.

Then, after three decades, the idea was taken up again in the Paralever. The housing for the rear-wheel drive was located on the suspension arm and could rotate with it; and the reactive forces were diverted into the frame through a driving force support. The rotatability of the axle drive was made possible by two roller bearings in the suspension arm and a second universal joint in the drive shaft. This solution resulted in an additional weight of just 1.6 kg compared with the Monolever, but its effect was equivalent to a theoretical suspension arm length of 1,400 mm. This reduced the unwanted reactions to a minimum. In addition the suspension play was lengthened from 170 mm to 180 mm, and the diagonally positioned suspension strut, which could be set in four positions, had a slightly progressive action.

Perfection in the detail

In addition to this, numerous detail improvements were incorporated in the new GS. For example, the frame and rear end were given additional reinforcement, and a new Marzocchi telescopic fork was fitted to the front wheel. Marzocchi had already been involved in the works participation in the Paris-Dakar, and the result of their joint development work was a fork with suspension play increased from 200 mm to 225 mm, which guaranteed an active damping effect even on rough terrain and eliminated distortion on braking. The front brake disc was enlarged and a larger Brembo brake calliper was fitted. The wheels were of the new cross-spoke type, which made possible the use of tubeless tyres. Furthermore, thanks to their running through the flange, individual spokes could be replaced without removing the tyre and wheel. The tank capacity was increased to 26 litres, this placing it between the old G/S series and the special Dakar model offered hitherto. The longer and wider saddle promised more comfort, as did a small windshield which was introduced as standard on the R 100 GS and was available as an accessory on the R 80 GS.

The press again proved enthusiastic and attributed outstanding ride qualities to the GS. With this new launch, BMW continued to set the standard in this segment of the endurance bike market.

The entry-level model 

Alongside the two big endurance machines, and specifically for the German market with its insurance classes and graduated driving licence regulations, BMW also introduced a 27 hp starter model, the R 65 GS, priced at under DM 10,000. However, this model was only granted a brief production life; in just three years no more than 1,727 units had been sold, and the R 65 GS was removed from the range again in 1990. The Paralever models followed seamlessly on from the success and high sales figures of the R 80 G/S. By 1996 over 45,000 units would find buyers, of which more than three quarters would opt for the 1,000 cc model.

Careful cultivation of models
At the IFMA in 1988 BMW introduced the special Dakar model, so keenly awaited by the GS community. It had gained its sporting pedigree a few months previously when Eddy Hau, riding an HPN-modified production GS, had won the marathon rating as the best private rider in the Paris-Dakar Rally. Experience gained in this long-distance rally was fed into the new “special”, which was modified with the following components: an ergonomically shaped 35-litre tank with a 5-litre storage compartment, a fairing fixed with a robust tubular bracket, engine casing and cowling, widened mudguards, and a single saddle with a large luggage rack. These items could also be ordered as a conversion kit. In addition, BMW offered an extensive range of accessories for the GS as well as equipment for the rider, ranging from helmet and clothing through specially designed case and bag systems, to endurance touring and training courses.

Professional rider training
Following an ever growing demand in the 1980s for endurance training courses, in the early 1990s BMW acquired a 22-hectare piece of land in some former sand and gravel pits. In 1994 the Hechlingen Enduro Park was officially opened. Since then, under the supervision of experienced instructors, GS riders have been able to learn the basics of off-road motorcycling on gravel tracks, marked-out trial courses, steep climbs and descents as well as sections through sand and water. In the past, even experienced riders have found plenty to challenge them here. In doing this, the planners not only kept one eye on the demands and preferences of riders, but also placed a high value on the protection of nature and the environment, as acknowledged by, among other things, an award from the federal ministry of the environment. 

Starting in the spring of 1990, ambitious GS riders could order a sports frame developed by BMW with the White Power company, and from September of that year all BMW Boxer models were supplied with a secondary air system. This feature, known as SLS, worked on the principle of after-burning of exhaust gases, reducing the emission of carbon monoxide by 40 percent and that of hydrocarbons by 30 percent. The majority of customers were unhesitatingly prepared to pay the small premium of DM 150 in order to reduce environmental pollution.

A 10th birthday upgrade
In 1990, on the tenth anniversary of the GS series, extensively redesigned versions of the R 80 GS and R 100 GS were presented at the IFMA in Cologne. The basic models were now given a fixed cockpit fairing with an external tubular frame. Also new was the adjustable wind deflector and a suspension strut developed jointly with Bilstein. On the other hand, the rectangular headlamp and instruments on the handlebars were borrowed from the K series. These were to remain the last major changes to the second GS generation. Nevertheless, BMW had another surprise in store for the fans.

October 1991 saw the launch of a road version derived from the GS models: the R 100 R. With this BMW was reviving the tradition of the first generation of Enduro models, since in 1982 a road version of the GS, the R 80 ST, had been put on the market. But whereas that product had found barely 6,000 buyers in three years, the R 100 R generated 7,000 orders in only six months. The new road model with its classic, stripped-down appearance benefited from the retro wave in the two-wheeled market, which began in the early 1990s. By the time production ceased in 1996, over 24,000 units of the R 100 R and the “little” R 80 R had been sold.

A new dimension to endurance

At the 1992 IFMA, BMW introduced a new four-valve horizontally-opposed engine, and in January 1993 came the launch of the R 1100 RS, the first motorcycle to feature this revolutionary power unit. The press kit for the R 1100 RS included drawings of a new endurance bike which was intended to give journalists a foretaste of future models. The R1100 GS had its debut at the Frankfurt Motor Show in September 1993. With its audacious styling and impressive size – compared to the R 100 GS the new model was 65 mm higher and its kerb weight had increased by 23 kg – the R 1100 GS hit the Enduro community like a bombshell. Many observers openly expressed doubts as to whether a motorcycle of these dimensions could be at all suitable for endurance touring. Yet demand for the new “Über-Enduro” was enormous; by the end of 1994, 9,500 units had left the production line at BMW’s Spandau plant. This is all the more remarkable when one remembers that not only was the R 100 GS still being marketed, but from 1993 the BMW range also included the single-cylinder F 650 “Funduro”, a rough-terrain entry-level motorcycle. 

So what contributed to the success of the new GS? First of all, at its heart was the four-valve Boxer engine with air/oil cooling, which was derived from the power unit of the R 1100 RS. However, in the GS the engine was given different performance characteristics, which guaranteed a better torque curve and thus more pulling power. At 5,200 rpm the torque was as high as 97 Nm (in the R 1100 RS it was 95 Nm at 5,500 rpm). At the same time the output of 90 bhp (66 kW) was reduced to 80 bhp (59 kW). Despite this reduction in power output the R 1100 GS achieved a maximum speed of nearly 200 km/ph, more than enough for an endurance machine.

The Telelever

At these speeds the height – and thus the aerodynamic disadvantage – of the R 1100 GS might have made it difficult to ride, but this problem was solved by the chassis, whose design was also taken from the R 1100 RS: the frame was constructed in three sections, with the engine and gearbox housing forming a single stressed unit. The rear wheel was fitted with an improved Paralever single swing-arm, and the front with the Telelever. The latter, which had similarly been introduced a year previously on the R 1100 RS, was a combination of the telescopic fork with a leading link between the bridge of the fork and the frame. This technical solution guaranteed outstanding responsiveness and a high degree of rigidity in conjunction with an anti-dive feature, which prevented a hardening of the suspension when the brakes were applied. For cross-country work the suspension play was, of course, increased. Instead of 120 mm in front and 135 mm at the rear, as in the RS road version, on the GS the equivalent figures were 190 mm and 200 mm. The perforated double-disc brakes with four-piston fixed calliper and a diameter of 305 mm were borrowed from the K models and the R 1100 RS.  Even the rear-wheel braking was provided, for the first time in a BMW Enduro, by a disc brake. The single-disc assembly with twin-piston floating calliper had a diameter of 276 mm, making it somewhat smaller than on the RS.

Safety and the environment
The two disc brakes and the Telelever were the ideal prerequisites for the introduction of an anti-wheel locking system, and so the BMW ABS II was offered to customers as a special feature – for the first time on any Enduro machine. This could be deactivated for cross-country riding, where locking wheels could sometimes be desirable. People who wanted to contribute not only to road safety but also to the environment could order a GS with a three-way catalyst; then from 1995 onward it was fitted as standard equipment.

Yet the success of what was now the third generation of GS models from BMW cannot be explained solely by these innovations nor even by its imposing appearance – for all the respect it commanded. It was rather the overall character of the motorcycle. The way the individual components complemented each other perfectly to create a harmonious whole was the great achievement of the BMW engineers – as indeed it had been since the R 32 of 1923, the first motorcycle to bear the blue-and-white logo on its fuel tank. What mattered to them was not just the performance that an engine could achieve on the test bed; they were more interested in the performance that a rider could safely bring to the road even after travelling for hours on end.  

Farewell to the twin-valve Boxer
Aside from the euphoria surrounding the success of the new generation of Boxer engines, the end of the old air-cooled, twin-cylinder horizontally-opposed engine was being heralded. This engine design, which since 1923 had been inseparably linked with BMW motorcycles, was in the long run no longer able to meet the more severe restrictions on noise and exhaust emissions. Thus at the IFMA in 1994, BMW introduced a Classic Edition of the successful twin-valve engine. The GS Special, in elegant black with silver transfers, continued to be manufactured until January 1996. At that point the era of BMW’s twin-valve Enduro models appeared to have finally come to an end. Yet BMW went back to work and produced the R 80 GS Basic. With its 19.5-litre tank and white paintwork it was outwardly reminiscent of the original G/S of 1980, albeit fitted with the Paralever technology of the second generation. In a few short months over 3,000 units left the Berlin factory. The last R 80 GS Basic and thus the last of BMW’s twin-valve Boxer-engined machines came off the line on 19th December 1996. The motorcycle with the chassis number 0267503 was handed over in a formal ceremony to the BMW Mobile Tradition collection by the then head of the motorcycle division, Dr Michael Ganal, who is today a member of the Board of Management of BMW AG.

On the 75th anniversary of BMW motorcycles in 1988, a jubilee model appeared with special paintwork and luxurious accessories. In September 1998, at the INTERMOT in Munich, the R 850 GS was launched as the little brother to the 1100. The engine was already familiar from the R 850 R Roadster introduced in 1994, and except for the bore, reduced from 99 mm to 87.8 mm, was almost identical to the 1100 power unit. It developed 70 bhp (52 kW), but was also available in a downrated 34 bhp (24 kW) version for first-time driving licence holders. The BMW R 850 GS was only produced for three years, and in 2000 it was replaced in the range by a single-cylinder model, the F 650 GS.

Historic triumph in the desert
Back in 1998 BMW had celebrated a comeback in cross-country sport when, after a gap of 13 years, it again entered a works team for the Paris-Dakar Rally. This time, the four-man team were not riding big Boxer machines but single-cylinder motorcycles based on the F 650. Their expectations were deliberately modest: the main objective was to finish the course. But the results nevertheless proved disappointing, with a mere 35th place and three retirements to add to the record. The following year the factory focused on its strengths and attention turned to durability. The major competition that year came from Austria: 75 riders, nine of them from the works team, were riding KTMs. No less than 12 trucks were there to provide servicing facilities. Yet the small BMW team held their own against these superior forces: Richard Sainct, who had only joined the team in 1999, won the motorcycle rating and repeated the success of Auriol and Rahier in the 1980s to give BMW its fifth victory in this event. Furthermore, the fact that all four of BMW’s starters completed the course was proof of the reliability of the single-cylinder endurance bike – and of course the excellence of the riders.

In the year 2000 BMW entered six motorcycles: in addition to four single-cylinder models there were once more two Boxers on the starting line. The two R 900 RRs had been built by HPN, and their high-revving 900 cc power unit developed 90 bhp at 8,200 rpm. That year BMW celebrated a historic triumph in Dakar when not only Richard Sainct managed to repeat his success, but BMW also took 2nd, 3rd and 4th places. Between three single-cylinder models Jimmy Lewis had ridden his Boxer into third position.

The F 650 GS

When BMW introduced the F 650 GS in January 2000, this victory was still fresh in people’s minds. The triumph gave an additional boost to the launch of the F 650 GS in Malaga, which coincided with the arrival of the Dakar convoy in Cairo. In its styling the F 650 GS leaned heavily on the design of the Boxer-powered Enduro models, but under the fairing was a complete reworking of the F 650 “Funduro”. The most important modifications were those to the four-valve engine. For the first time on any single-cylinder motorcycle engine, BMW had fitted digital electronics, which controlled the ignition and fuel injection – the old F 650 still had carburettors. The F 650 GS was also the first single-cylinder motorcycle to come with a three-way catalyst. This meant that BMW was once more a pioneer in the field of environmental protection, for in 2000 BMW was the only manufacturer whose entire range was fitted with the most effective form of exhaust gas cleaning.

The F 650 GS was introduced in two variants: the F 650 Dakar came on the market at the same time as the basic model and was conceived for more intensive off-road use. Apart from the special paintwork, the most striking features which picked it out were the hand protectors and windshield, of the kind seen on competition machines. The chassis was appropriately adapted; the suspension play on both wheels was increased to 210 mm (as opposed to 170 mm front and 165 mm rear on the F 650 GS). The 19-inch front wheel was replaced by a 21-inch one.  This gave the “Dakar” some 45 mm additional clearance. The concept of the “small” Enduro caught on, and by the end of 2000 over 18,000 F 650 GS units had been manufactured.
Model development with the Boxer GS
After six years and over 40,000 sales, the R 1100 GS was replaced by the R 1150 GS. Output was increased by 5 bhp, in the range between 3,000 and 6,500 rpm torque was consistently in excess of 90 Nm, which gave the R 1150 GS superior acceleration in all driving situations. The output was now delivered to the drive shaft through a 6-speed gearbox; the sixth gear was designed as an overdrive, which provided greater comfort and low fuel consumption at high speeds. From 2001 onward the sixth gear could also be ordered in a sports ratio.

The chassis and frame were subject to numerous detailed modifications, beginning with the improved Telelever fork, through a shorter Paralever suspension arm, to an optimised rear-end frame. In addition there was a reworking of the design, which set the R 1150 GS apart from its predecessors in terms of appearance as well. With the R 1150 GS, BMW asserted its leads in the class of big endurance tourers and was able to keep ahead of its competitors, who were also crowding into this lucrative market segment.
The ultimate GS for adventure and global touring
For globetrotters BMW brought out a new model in the spring of 2002, which they named the R 1150 GS Adventure. In doing so, BMW not only offered a comprehensive rage of special equipment and accessories, but also modified the standard features. Thus the suspension play was enlarged by 20 mm on each wheel, to 210 mm at the front and 220 at the rear. On the rear wheel a suspension strut with travel-dependent damping was used, built by Showa. The suspension base was adjustable at the front with a hook spanner and at the rear with a hand wheel. The front wheel was fitted with the EVO brake introduced 12 months previously, and as an option BMW offered the integral ABS anti-locking system in a partially integrated version. As on all GS models the system could be de-activated.

The engine was taken over from the R 1150 GS unchanged, though it was also suitable for normal-grade petrol. Thus BMW met a request from many long-distance travellers, who often had difficulty in tracking down super-grade petrol in the more remote corners of the world. For this the rider required an encoding plug which activated a modified ignition map. As a special option it was possible to order an extremely high-ratio first gear for riding over difficult terrain. The sixth gear was no longer an overdrive on production models but was also set at a higher ratio. 

Further modifications were principally designed to enhance the comfort of the rider: for example, the windshield and front mudguard were lengthened and widened, ensuring better protection for the rider from wind, weather, spray and mud. Hand protection and protection from handlebar jolt were standard, and the protection under the engine was also strengthened. In place of the 22-litre fuel tank, customers could opt for one holding 30 litres. Adequate stowage space was provided by a set of aluminium cases specially designed for the Adventure. Two side cases and a top case together provided 105 litres of space. There was even a big cylinder protection bracket, a protective grille for the headlamp, and a fog lamp, also with a protective grille.

With these special accessories BMW could once again claim to be a system provider and could offer the globetrotting community “one-stop shopping” for a complete solution.

New benchmark: the BMW R 1200 GS

While the Adventure has remained in the range up to the present day, the R 1150 GS was replaced in 2004 by the R 1200 GS. The new model was a surprise with its weight of 225 kg, which represented a saving of 30 kg compared with the R 1150 GS. However, this low weight was not achieved through compromises. On the contrary: it surpasses its commended predecessor in every respect and sets new standards in terms of agility, handling and reliability.

With a capacity of 1200 cc the Boxer engine is once again the largest ever fitted in an endurance machine. With an output of 100 bhp (74 kW) and a maximum torque of 115 Nm, the current GS guarantees a supreme power curve and sufficient pulling power at all engine speeds on or off-road. Thanks to the first-time use of a counterbalanced crankshaft in a Boxer, the engine generates less vibration than its predecessors, despite the larger cylinder capacity. Engine management is handled by BMS-K digital engine electronics: its most important features are fully sequential fuel injection, integrated knock control and a swifter processing of extensive sensor signals using the most up-to-date microelectronics. The double ignition introduced into all larger Boxer engines in 2003 has been further improved. An important factor for long-distance travellers is that the engine, though tuned for super-grade unleaded petrol, will happily run on normal fuel without any manual adjustment. On the question of fuel consumption in general, this has been reduced by 8 percent compared with earlier models, while power output and torque have been raised by nearly 18 percent. 

The principle underlying the chassis has not been abandoned, though the frame is new and every detail has undergone modification and weight optimisation. A striking feature of the Paralever is that the torque strut is now located above the suspension arm, which gives greater clearance and, moreover, affords better protection to the strut from damage on difficult terrain. Externally, the GS has a new face: careful alterations to the asymmetrical double headlamp and a windshield that can be adjusted to any of five positions without tools lend the R 1200 GS its unmistakable appearance.

The sports endurance bike
In April 2005, the youngest offspring of the GS family was presented to the public. The designation is short and sweet and does not really fit in with the traditional BMW nomenclature. “BMW HP2” is the snappy name of the model, which sums up its salient features: “HP” stands for “high performance” and the “2” indicates the flat-twin engine.

With the HP2 BMW has, for the first time, freed a generally marketed motorcycle from the design constraints of mass production. True to the motto “by professional enthusiasts for professional enthusiasts”, a dedicated team of engineers and mechanics, all of them mad about endurance riding, have developed a vehicle for purists which is nonetheless equipped with technically sophisticated features. Yet the HP2 is to be only the first representative of an upcoming new category of motorcycle. Though HP motorcycles will make use of production models as a basis, they will set themselves clearly apart from them through an uncompromising interpretation of their purpose, a consistent orientation towards sport, and a range of exclusive features.

Applied in practical terms to the HP2, this means that it takes the R 1200 GS as its basis. However, except for the engine and on-board electrics, almost all components will be newly developed or at least modified. In addition, an extensive test programme was designed which, in addition to the usual test-bed running and drives on BMW’s testing grounds, included trials in extremely hot or cold countries, autobahn runs at full throttle, and participation in the Baja California rally.

The result is the sportiest BMW Enduro there has ever been. Kerb weight stands at 175 kg and even with a full tank the HP2 weighs in at well under 4 hundredweight. Compared with the R 1200 GS, engine output has been modestly increased to 105 bhp (77 kW), though not at the expense of torque, which still measures a maximum of 115 Nm at 5,500 rpm. Since the HP2 is chiefly designed for cross-country sports use, the engine has to do without a counterbalanced crankshaft for reasons of weight. And since the HP2 has no luggage space, it was possible to shorten the exhaust system and make it 2 kg lighter.

The chassis has been developed entirely from scratch, and incorporates 25 years’ experience of endurance riding and the knowledge gained in the North African desert with the R 900 RR between 1999 and 2001. The layout of the space frame is closely modelled on the R 900 RR. Front wheel suspension is provided by a telescopic fork, since for a suspension play of 270 mm the Telelever design does not make sense. The fork, with a stanchion diameter of 45 mm, has travel-dependent damping; the pull and push stages can be adjusted separately. The principle of the Paralever swinging arm on the rear wheel has been retained, though newly designed for the HP2: the new Paralever – 30 mm longer than in the GS – is a welded construction of high-strength, forged light-alloy shells, which will stand up to the toughest cross-country conditions. The suspension strut on the rear wheel is a world first in motorcycle construction: a fully pneumatic spring-damping system.

The front brake – a ”semi-floating” single-disc brake with a thickness of only 4.5 mm – is a new development. The rear-wheel single-disc brake has been adopted from the GS. For the cross-spoke wheels measuring 1.85“x 21 (front) and 2.5“x 17 (rear) BMW developed, jointly with the Metzeler company, a new tubeless high-performance cross-country tyre. As a special accessory for the predominantly off-road rider, a motocross style of tyre with a high proportion of negative profile is offered. This too arose from the cooperation between BMW and Metzeler.

No compromises
The design of the tank, saddle and controls has been restricted to essentials and is adapted to the ergonomic needs of endurance riding, where the rider spends a lot of time standing up. The 13-litre fuel tank of semi-transparent and knock-proof plastic is completely new. It is bedded between the upper frame tubes and covered with a light plastic shield. In the HP2 the tank area and saddle are given a particularly slim shape. There are numerous innovations in points of detail that might hardly be noticed, such as the foot-brake pedal, which can be adapted without tools to the position of the foot by means of a collapsible spacer.

All in all the HP2 is the most uncompromising all-terrain production Boxer motorcycle there has ever been. The high-quality materials, the outstanding overall qualities and not least the comparatively low production volume have, naturally enough, had an impact on pricing: the basic HP2 will have a price tag of around 16,000 euros when it reaches showrooms in autumn 2005. Even before its launch on the market, top international riders have put it on the starting line at various races in Europe and the USA.

And that neatly completes the circle. At the beginning of the Enduro success story it was only the enthusiasm of a few BMW specialists for off-road motor sport which gave the impetus for the first big volume-produced endurance tourer. And even today, with the HP2, it has been the same kind of enthusiasts whose passion has brought a fantastic product up to a marketable status. And just as in the past, it will be the tough overland sports events in which the BMW endurance machine will show a clean pair of heels to its competitors as well as measuring itself against its own standards.

For the jubilee year – a GS to suit every rider

25 years have passed since the launch of the BMW R 80 G/S, the first big endurance tourer ever. In that quarter-century this segment of the world market has grown tremendously, and BMW as the pioneer with each new model has set the standard for a harmonious synthesis, hitherto unachieved, of off-road and on-road qualities. Today BMW has five Enduros in the range: first the all-rounder, the R 1200 GS, the fifth-generation successor to the original G/S of 1980. For beginners, there are the two single-cylinder models, the F 650 GS and the F 650 GS Dakar. Globetrotters can find, in the R 1150 GS Adventure, the right machine for long-distance journeys even beyond the reaches of civilisation. In this anniversary year, it can also be bought as a special “25 Years of GS” model. The equipment on this R 1150 GS Adventure includes heated handgrips, a driver information display, an Enduro gearbox with a short first gear, the partially integrated BMW Motorrad ABS, white blinkers, a large tank (30 litres) as well as an engine protection guard. And with the HP2, BMW has put on wheels the ultimate sports endurance bike with a wealth of rally experience. Thanks to this range of models and its pride in 25 years of achievement, BMW Motorrad can look with optimism into the future of the Enduro market.



























































