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The first production Laverda motorcycle, the 
Turismo 75cc, appeared in 1950.

From the outset Francesco wanted to prove 
his design in competition and, in 1950, Laverda 
optimistically entered the Milano-Taranto road 
race. Italian motorcycle manufacturers regarded 
this race, on open roads from one end of Italy to 
the other, as crucial for promoting their products, 
and it was often the case that factory entries 
were barely disguised Grand Prix road racers 
with lights, such was the desire to win. Beaten 
in 1950, and again in 1951, Laverda returned in 
1952 with a much improved machine, the 75cc 
Sport. Nino Castellani headed a victory in the 
75cc category, and with Laverda occupying 17 of 
the top 20 places the company was on the road 
to success. 75cc Laverdas again dominated the 
1953 Milano-Taranto, Eugenio Fontanili heading 
Laverdas in the first 14 places. Guido Mariani 
also rode the 75 to victory in its category in the 
newly established Motogiro d’Italia (Motorcycle 
Tour of Italy) for motorcycles displacing 175cc 

or less. The Motogiro was run over nine days in 
point-to-point stages for more than 2000km, and, 
like the Milano-Taranto, was a supreme test of 
endurance for both rider and machine. While not 
especially fast or exotic, the small overhead-valve 
Laverdas triumphed in these races through their 
exceptional reliability.

This racing success soon translated into 
improved models, and increased production. After 
manufacturing only 5 motorcycles in 1949, annual 
production from the Breganze factory rose to 
9000 by 1954. The 75 Sport gained a tubular steel 
frame for 1953, and for 1954 was joined by the 75 
Corsa. For the 1954 Milano-Taranto and Motogiro 
d’Italia (the Gran Fondo races), Laverda produced 
a 98cc machine. Primo Zanzani provided a debut 
victory in the Motogiro, with Giovanni Larquier 
winning the 100cc class in the Milano-Taranto. As 
in the previous year Laverda swamped the 75cc 
categories in both events.

Although the overhead-valve Laverda 75 
and 100 were commendably reliable, the racing 

A lineup of five 75 Sports 
at the start of a stage in 

the 1953 Motogiro d’Italia. 
Laverda dominated the 

75cc class, taking six of the 
first ten places.

(Courtesy Cor Dees)
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Super Sport. The example tested by Cycle World 
magazine in August 1968 looked identical to the 
European specification 750 except for higher 
handlebars, a 35/35 watt headlight, larger round 
CEV taillight, 120mph Smiths speedometer, and an 
American Eagle tank badge. The headlamp shell 
was also different, with an additional warning lamp, 
and the American Eagle headlight shell featured 
the large hole and rubber plug (with Laverda 
logo) as on some early 650s. When tested by 
Cycle magazine in January 1969 (now called the 
American Eagle ‘Classic’) there was a different 
colour scheme, with pinstriping on the fuel tank 
and sidecovers (although this colour scheme also 
appeared in some Italian advertising and official 
photos). Optional for the American Eagle was a 
large chrome-plated engine protection bar with 
chrome Vitaloni rear vision mirrors attached on 
each side. In McCormack’s advertising the bore 
and stroke of the American Eagle were listed as 
79.5 x 76.2mm, and this was obviously incorrect 
as the engine specifications were the same as 
the European versions. The claimed power by 
McCormack for the American Eagle was also 

Below: This Super Sport, number 1646, is based 
on a 750 GT, but others were converted 750 Ss.

An optional version of the American Eagle was the Super Sport with a fibreglass 
fuel tank and side panels.
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top triple clamp from the top. A round reflector was 
situated on the headlamp mounts. As there was 
no room for all the wiring inside this smaller shell, 
the electrical connectors were moved underneath 
the fuel tank, and there were thick grey wires 
leading to the Lucas switches. When turn signals 
were fitted these were also Lucas, the handlebar 
switch being on the right. The throttle was now a 
chrome-plated, dual-cable Tommaselli Daytona 
2C, without a throttle stop, with the handlebar 
also Tommaselli. The dual seat on a fibreglass 
base, or solo seat with locking compartment, 
continued as before. The 750 SF1 continued to be 
sold in the UK, where the price was £998, but at 
that time a 750cc Triumph Bonneville T140V sold 
for £625 so the Laverda was never going to be a 
volume seller. In Italy, the SF1 was still one of the 
most popular large capacity machines available, 
selling for L1,227,200 when the Triumph T140V 
sold for L1,357,000.

1973 750 SF1 (second series)

From around engine number 13500 there were a 
number of updates. While the valves retained 8mm 

stems, the inlet valve guide now included an oil 
seal. At around this time the number of cylinder 
head changed to 16-fins. With the 16-fin cylinder 
head were new cylinders, with 13 instead of 14-fins. 
This change wasn’t a consistent modification as 
earlier heads and barrels were used on many 
later SF1s and into the SF2 series. Some of these 
retained the 7mm exhaust nuts. There were also 
a few chassis updates for the second 750 SF1 

Considered by many to be 
the quintessential Laverda 

twin; the 1973 SF1.

750 SF1 distinguishing features 1973
Second series number

LAV.750 SF *13000* approx to *15500*

Inlet valve guide now included an oil seal
Some with a 16-fin cylinder head and 13-fin 
 cylinders
LAV.750 SF frame stamp
New frame homologation number DGM 11068 
 OM
Some later examples featured 160mm Bosch 
 headlamp with a black shell
Later versions with CEV turn signals
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chrome-plated rear hand rail, and the footpegs 
and levers rear set. As before, some Jotas were 
right-side gearshift and some left-side, with the 
right-side gearshift generally standard in England. 
Completing the cosmetic updates were enamel 
JOTA badges on the sidecovers. The price in 
England was £3195, but in the US, the distributor 
was still selling stock of 1979 models.

The penultimate Jota, the Jota/80, can be 
considered a transitional model. The fairing was 
crudely conceived and executed, and looked 
flimsy and ungainly, but the strong performance 
remained. Bike magazine managed a top speed 
of 131.4mph in September 1980, and the Jota/80 
set the style for the 180-degree Jota’s final 
incarnation in 1981.

1000 Jota 1981

Still suffering the repercussions of the disastrous 
engine failures of 1979, Laverda offered a 
considerably updated Jota for 1981. Although sold 
into 1982 in many countries, this, along with the 
1200 TS Mirage, was the end of the line for the 
charismatic 180-degree triple. There were also 
several variants of the 1000 Jota this year, with 
the US versions different in engine specification to 
the European examples. Numbers began at 7270, 
and there were a claimed 227 component updates 
for the 1000 Jota for the 1981 model year.

Engine
The general engine specifications were as on 

The narrower alternator 
cover provided much 

improved ground clearance 
on the right. (Courtesy Cycle 

World)
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even have a stand at the 1985 Milan Show. SFC 
1000 production was initially stated at 200, with 
100 going to Germany and 25 to the UK. The SFC 
1000 wasn’t sold in the US and was produced 
spasmodically until 1989, primarily to use parts 
after the company was reformed as Nuovo Moto 
Laverda in May 1988.

The engine of the SFC 1000 was that of 
the 1000 RGS Corsa, but used the same F1 
inlet camshaft and valve cover as the RGA to 
accommodate the mechanical tacho drive. The 
standard exhaust system was a black three-
into-one-into-two. Engine numbers continued 
the LAV.1000RGS series a little before number 
2800 and overlapped with other RGS models 
produced concurrently. Optional for the SFC 
1000 was a three-into-one exhaust kit with gold-
covered canister muffler. The kit also included a 
new breather pipe and 135 main jets for the open 
carburettors. Also available was a Formula One 
racing kit that included many components of the 
1000 RGC racer produced in limited numbers 
during 1983. This kit included P1 (Prova 1) 
camshafts, 36mm carburettors, and a close ratio 
transmission, and some German versions were 
fitted with the kit standard.

While the engine of the SFC 1000 was 
unchanged from the Corsa, the chassis was 
significantly uprated. The frame was painted gold 
and included a new designation LAV1000RGS/1 
(from around *2800*) with the homologation 
number DGM 50736 OM, both stamped on 
the steering head. Also new for the SFC was a 
Verlicchi-built box-section aluminium swingarm, 

RGS 1000 Corsa 1984
distinguishing features

LAV.1000 RGS *2300* approx on
Forged 10.5:1 pistons 
40.6mm inlet and 34.0mm exhaust valves
Larger inlet ports and smaller exhaust ports
Champion N2 sparkplugs
118 main jets
Smaller airbox with 40mm intakes
Exhaust system with 8mm outlets
Black bodywork
First series with black wheels with machined 
 edges
Second series with gold wheels
Three Brembo Gold Line 08 brake calipers.
280mm fully floating cast-iron disc rotors
130/80V18 rear tyre
Black dogleg levers 

41.7mm Marzocchi M1R fork, new Marzocchi 
remote reservoir shock absorbers, 300mm fully-
floating front disc brakes, a 280mm rear disc, and 
three-spoke 18in Oscam wheels. The tyres were 
again Pirelli Phantom, the rear tyre a 130/80V18 
as on the Corsa. The Marzocchi fork was four-way 
adjustable, with gold fork legs and triple clamps, 
and 630mm long fork tubes that protruded above 
the top triple clamp by 25mm. The brakes were 
the same Brembo Gold Line as on the Corsa, and 
the rear disc full-floating, with a frame-mounted 
linkage. Unlike the prototype, the SFC 1000 had 
a plastic chainguard.

Although really a 1970s 
motorcycle, the SFC 1000 
still provided exhilarating 

performance. (Courtesy Two 
Wheels)
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