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INTRODUCTION

Y OUR new motor cycle is a complicated piece of
mechanism and in order to procure it and enjoy
your sport with 2 new machine, you have expended
a comparatively large sum of maney. To obtain
the best pessible result from your investment you
must keep your machine in such condition that it will
give you long and satisfactory service. You should
read this Instruction book carefully and follow the
advice it contains with care and regularity. If you ever
require additional information, the Triumph Service
Department will 2\ways be pleased to assist you if you
write them fully 2nd quote your engine number.
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TAKING OVER THE MACHINE.

After taking dEIivEr}" of your machine, and before taking it on
the read, you should check ic ever very carefully and make
certain that all parts are properly lubricated, and that the ail
tank, primary chalncase and gearbox oil levels are correct. (Sce
bages |3 and 16). The tyres should be checked wich a pressure
gauge to see that they are at the correct pressure (see page 30)
and the controls, footrescs, handlebars, ecc., should be adjusted
in erder ta give you o comforcable riding position [see page &),
Then after putting petrol in the tank, the machine will be ready
to start up. Any anti-knock fuel can be used, such as Echyl,
Dizeal, Mational Benzale Mixture, ar Kaolmotar. ' Straight ™
Me. 1 petrals, or commercial grades of any kind should not be
employed, as these engines are not designed to run satisfactorily
on such spirits.

STARTING UP.

Even if vou are an experienced motor cyclise, it will ba
necessary for you to find owt the most advantageous contral
pasitions in which to start up your particular engine. Triumph
engines are easy starters, but il the contrals are not properly sec,
some difficulty may be encouncered. Many riders make the
mistake of over-flooding the carburetcer, which gives a wery rich
mixture and cauges difficult starting. To start up the engine :

I. 3ee that the gear is located in the neutral position
(note indicator on gearbox )

2. Life clutch and depress the kickstarter to separate
the elutch plazes.

3. Rerzrd the Ignitlan very slightly by pushing the lever
ibout }” to the front of che handle-bar.

4. Completely dose the air control by turning the lever
ta the frent of the handlebar as far as it will go,

5. Turn on the petrol and flood the carburetter a litcle
by depressing the tickler on the top of the float
chamber. A certain amount of experience is required
in order to ascertain the amount of flooding
which gives the best results, but the tickler should
not be depressed until petral flows in a constant
scream from the air holes in the top of the chamber.
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6 Open the thrattle about four dicks on the twist
grip. The grip opens inwards and is closed when it is
twisted outwards as far as it will go.

7. Turn engine over with kickstarter until compression
is felt, and then raise the exhaust |ifter and turn
engine just over comprassion. Twin models have no
exhaust lifter. On these machines the kick starter
crank should be moved dewn ta a horizontal position
by freeing the clutch,

B, Give the kickstarter a long swinging kick, when the
engine should fire immediately. [ the contrals ara
not in the Ideal position 2 second or third kick may
be necessary.

As soon as the engine starts, advance the ignidion fully and
open the air lever as far as possible.  With single cylinder
machines it will prebably be found that the englne will ke full
air a5 soon a8 o is started. Wich the ** Twin,”' however, some
preliminary warming up is usually necessary before the air lever
can be fully opened. It is particularly important to agen the air
as soon as possible, as otherwise excessive petrel consumption
will resule.

When the engine stares, atrention should be paid to the
cil pressure gauge. In the case of single cylinder machines, the
minimum oil pressure should be five pounds, though with a cald
enging the reading may be considerably higher. With tha
" Twyins ** the minimurm il pressure should be 35 pounds. Both
these figuras should be registered with the engine running
slowly, If the all pressure does not register carrectly, then the
engine sheuld be stopped immediately and the matter
investigatad. (e page 13).

RIDING POSITION.

It is advisable to become familiar with the positions of the
controls with the machine on the stand before it Is taken on the
road. The handle-bar levers, horn butten, etc, should be
adjusted to suit your individual taste, and so that the cantrols
come easily to hand.

The footrests are adjusted by slacking—off the securing nuts.
That on the near-side is located en the primary chaincase by
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means of 2 peg which fits into holes in the case, and gives a
variety of positions. The footrest on the off-side is fitted o a
taper distance picce, and can be adjusted to any required
position.  The handle-bars are clamped to the forks and by
slacking off the clamping bolts can be adjusted for position. The
clamps can be raised or lowered after slacking off the two large
nuts on the head elip. The saddle pasition is adjusted within
limits by means of the saddie spring bolos, which are secured in
the owe iugs attached to the back frame. There s a stop
operating against the foot brake pedal so chet it can be adjusted
for position, and comes easily to the toe whatever the foot-rest
adjustment. If chis stop is adjusted then it will be necessary to
re-adjust the rear brake accordingly (sze page 25). It is wall
worth spending a little time in adjusting che riding position,
beoause quite apart from this making the machine very much
more comfortable to ride, it alse makes it more controliable
and is, therefore, an aid to safety.

When the machine is new, it is important to see thae all nuts
and bolts are kept properly tightened up.  The whole of the
machine should bz gone aver periodically, and evary nut and
balt eried for tightness.  In addition to baing a very n2cessary
precaution, this cperation will alse make the rider familiar
with the various parts of the machine, and will prevent any loss
ar damage thraugh slackness.
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RUNNING IN.

For many years, motor cyclists were advised to ride their
now machines 2t a speed nat in excess of 30 m.p.h. for the first
1,000 miles. With a modern machine of high, or comparatively
high, performance, this type of running-in is entirely useless, and
at the end of the 1,000 miles anly very little improvement would
have been effected in the bearing surfaces of the engine.

Running-in should be carrizd. out progressively, and it is
necessary for the rider to make what may be termed a very
definite arrangement with himself befare he starts riding the
new machine, He should make up his mind never 2a be bustled
during the running-in period and to ride 2t his awn speed
entirely, irrespective of the speed of other traffic. Itis, naturally,
annoying when ane cwns a high performance machine to ba
passed &n the open road by a lightweight, but the rider of a new
madel must contrel his impulses, happy in the thoughe that
the treatment he is giving his engine will mein considerably
improved performance at the end of the running-in period.
When a machine i carefully and intelligently run, it will bey
faster, mechanlcally quieter, and will wear longer than the mount
of 4 rider who pays no attention to the finer points of running-in.

With 2 new machine speed, within reason, does not gready
came into the question ; the main idea to keep in one’s mind
is that the engine must never be stressed. By far the best
indication is the amaunt of throtile apening. and during the
initial stages mare than about a quarcer throttle should not be
used. The engine must not be allowed to sleg in the higher gear
raties ; it is far botter to change down to a lower gear when the
engine will be revving faster, but much mere easily. Itis a good
plan ta put a little spot of white paint on the twist grip rubber,
and a spet of black paint an the chromium plated twist grip
bady, in such a position that these ceincide when the thrattle is
clased. It is then easy to estimate the throttle opening during
the running-in period and the ** spats " can easily be removed
or the positicn of the white ene altered.

After about 250 miles have been coversd, the throttle apening
£an be increased to say a third, and this means that the speed will
gradually increase. A further ameunt of chrottle can be used as
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the running-in progresses, until the full throttle cpening has
boon worked up to at about 1,200 miles.

Follswing the principle throughout that the engine must
never be unduly stressed, speed bursts will be carried out
praogressively, With experience it may be found thar at a certain
throtle apening che machine will easily reach 50 m.p.h. ¥vhen
the speedometer necdle touches that speed for the first time,
the engine should immediately be throccled down. Aftera period
of slewer running, the 50 m.p.h. mark can be worked up to again,
and this time held for a litcle longer. By gradually warking up
in this way, the time will come when a burst of a few miles ac
50 m.p.h. has been arrived ac pmsressi\rel}r. The same care
should be raken when higher speeds are reached. With the
higher performance machines in the Trivmph range, similar care
should be taken to see that the maximum speed is worked up to
very carefully and is only held for a very short period initially.
At really high speeds, it is advantageous to close the throttle
momentarily at regular intervals, as this enables an increased
amount of oil to pass up the gylinder bore. When the engine is
theroughly run-in this precauvtion is, of eourse, unnecessary.

Dwring the running=in peried great care must be raken care-
fully to fellow the lubrication inscructions, which will be found
an page 17. A running-in compound in the engine ofl and an
upper cylinder lubricant in the petrel is strongly recommended
a5 these substances materfally assise in forming satisfactory
bearing surfaces in the engine.

Lasely, do not forget that you will have plenty of time o ory
the paces of your new mount during the many thousands of
miles you will cover after the running-in period has been
completed. Mever be tempted to ' see what she will de ™ in the
early stages. and do not be persuaded by your friends to tese the
speed of the machine against theirs until you are quite satisfied
that your engine is thoroughly run-in. i




RECOMMENDED LUBRICANTS.
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LUBRICATION.
EMGIMNE.

All Triumph engines are equipped with dry sump lubrication.
The zil is contzined in a tank fitted under the saddle, and it is fed
through a pipe to the pressure side of the ol pump. Frem there
it is foreed thraugh che crank shaft assembly, which is drilled for
the purpose, and issues from the big-end or ends in the form of
an oil fog which lubricates the internal parts of the engine.

The pressure |s regulated by means of a release valve situzred
under the timing case in the case of the single cylinder Models,
and in the centre of the timing case en the "' Twins.” These
valves conslst of a ball, which is normally held en its seating by a
spring of suitable length. Should the oil pressure be excessive,
then the ball will be lifted fram the seating and the pressure will
be released, the surplus il flowing to the bottom of the crank-
case. It will be seen that the strengeh of the oil pressure release
valve spring regulates the poundage of the il pressure.

After lubricating the engine, oil falls to the bottom of the
crankcaze through the fileer, from where it is picked up by the
sucticn side of the oil pump and recurned to the oil tank. The
suction side of the pump has twice the cpacity of the pressure
side, in erder to make certain that no liquid oil remains on the
floor of the crankese. In the case of the OH.V. Models, the
pressure plpe i tapped te lead the il supply to the O.H.Y.
rocker gear. On the single cylinder Models, the oil which has
been forced through the rocker shafts and falls 1o the bottam
of the recker box, is returped to che crankecase by oil return
pipes. On the " Twin '* Models the oil from the rocker box is
delivered by suitable pipes to the push rod tubes, where it falls
to the bottom of the crankcse after lubricating the cams and

tappet gear.

PRESSURE GAUGE.

The oil premsure gauge is meunted on the instrument panel,
and registers the pressure at which the lubrication system s
working. On single cylinder Models, the minimum oil pressure
should be flve paunds, and on the ** Twins,' thirty-five pounds.
Thesa pressures should be available with the engine ticking
over and the oil hot. With ©.H.Y, Models the pressure will
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reglster very shortly after the engine is started, but with side
valve engines, it will take a little time to build up. In the winter,
when the ail is cold and thick, the pressure will naturzlly be
high, but the reading will fzl as the oil reaches its normal running
temperature.

GEARBOX.

The gearbex should be lubricated with engine ¢il. Under no
cireumstances must thick gear il be used. In arder to obtain a
positive and easy gear change, only the carrect amount of oil
should be put into che gearbex casing. (See poge 16)

PRIMARY CTHAIMCASE.

Except in che case of Madels *55E" and “35E," the primary
chain is enclased in an oil bath. Only the correct grade of oil
should be used, che proper quanticy being three-quarters of a
pint. 1

REAR CHAIN.

The rear chain Is lubricated by means of an adjustable
lubricator, which will be found ac the rear of the primary chain
case. 0l from the ehain casa is fed by splash into a small
recepracle, from whers it is delivered to the rear chain ina
quantity governad by the adjuscment of the screw.

BICYCLE PARTS.

All the remaining companents, such as fark spindles, wheel
bearings, etc., are provided with grease nipples for lubricating
purpases, and care should be takan only to use the recommended
lubricants for these parts. |f more solid grades are used, then
there is a danger that the varicus bearings and bushes may not

receive i proper supply.
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MAINTENARNCE.
LUBRICATION SYSTEM.

The lubrication system empleyed in Triumph engines is very
simple, and gives long service without attention. The only part
likely to show wear after a very considerable mileage has bean
covered, i3 the oll pump drive block which can be renewed for
i.-""- The plungers and the pump body being constantly immersed
in cil have a vary long life, and it is unnecessary therefore to
suspect these parts if the lubrication system is not functioning
properly. The oil tank should be filled to within 27 of the fillar,

On the single cylinder machines, the il pressure should never
fall below five pounds, and with the * Twins *" the minimum
should be thirty-five pounds with the engine idling.

If this pressure is not being registered on the gauge the
engine must be stopped immediately. Failure to observe
this warning may result In serlous damage and the engine
may be entirely wredked.

With the single cylinder Medels. if the oil is I:rnlng returnegor
the oil tank from the oil return pipe, which will be seen jusc
below the oll tanlk filler cap, then che lubrication syscem must be
functioning properly. On the * Twins,'" the fact that oil is
returning to the tank is not proof that it is passing through the
erank shafc assembly and lubricating the engine. Only if the oll
pressure gauge is shewing a minimum ef thirty-five pounds can
the rider be sure that the engine is obraining sufficient lubricant.

Because the suction side of the oil pump has twice the capacicy
af the pressure side, the return of oil to the il cank on all Models
will be intermictent. A spurt of oil will ba seen for a few
moments, and then a few air bubbles.

Shoauld the all net be properly returned to the tank, the
crankcase will fill up and this will causa the engine to smoke
badly and probably blow il out of the Breather. The usual
reasen for this trouble is that the vent in the top of the oil
tank has become cbstructed. This vent relieves the pressure in
the oil tank, and it is connected to the frame by a rubber tube in
order conveniently to lead away any oil fumes. If che vent is
obstructed or the rubber tubing kinked, then pressure will
build up in the oil tank and prevent a proper scavenge of the
crankease. The remedy i obvious.

13
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thould the balls underneath the oil pump not be seating
properly, then the pump will net function satisfactorily. The
remedy is ta remove the balls for cleaning, and in extreme cases,
the pump bady should be taken off the engine and the balls given
a sharp tap anto their seatings before re-assembly.

Oil Pumps.

Cotnplete lass of oil pressure ar very low pressure may be dug
to the ball in the oil pressure release valve being held off the
seating by a particle of foreign matter. This trouble fs unlikely
to occur, and as a safeguard the valve on the twin cylinder

14

cali—

models is protected by a filter gauze. I the pressure falls, the
valve should be dismantled for cleaning, and the ball given a
sharp tap onto the seating before re-assombly. Lack of oil
pressure 25 shown on the gauge is rarely the fault of the gauge
itself, these units being very reliable,

Qil Pressure Release Valve.
Twin Models.

O.H.¥. ROCKER LUBRICATION.

On single cylinder Models, there is an adjustment on the
recker feed pipe to enable the correct quantity of lubricant to
be arranged. This adjustment takes the form of a serew with a
hexagonal head, which is secured in position by 2 lock nut. If
the adjustment is screwed in, then the eil feed will be reduced:;
i it is screwed out, then the supply will be increased. On order
to check up the amount of oil being fed te the recker gear the
two plated acarn nuts on the banjo unions to the rocker spindles,
should be slacked off and the pipe easad away fram the rockerbax
with a screwdriver. Mow if che engine is started up, the oil which
is normally passed through the rocker spindles will leak fram the
banja unlens, thus indicating the ameunt being fed through to
the Rocker gear. There should only be a slight trickle of oil
when making this test. Ol is only delivered to lubricate the
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rocker gearand not to cool it. An excessive supply will inevitably
calise oil leaks.

The twin cylinder Models have ne adjusement for the rocker
ail supply. A threaded restrictor plug is fitted inta the rocker
oil pipe near the timing case, and oil forces its way between the
threads of this plug and the body into which it fits, in the
correct quantity to lubricate the valve gear. A test cap be
made to ascartain the ameunt being supplied in the zame way as
with the single cylinder Models. If the supply is scanty, then the
delivery can be Increased by remeving the restrictor plug, and
running a die down the threads.

PRIMARY CHAIMCASE.

The primary chain case esatains the clucch, primary chain,
engine shock absorber amd engine shocket. These parts are
lubricated by special chin eil filied into the case by means of the
filler plug (see page |0 for cil grades). Underneath the case
there is a drain plug. Jeinting compound should net be
used on the faces of the primary chain cxse. A new paper
washer should be employed overy time the two halves arc
separated.

GEARBOX.

The gearbox is lubricated by means of engine @il 2nd under na
circumstances should thick gear oil be employed. The drain plug
will be found ar the back of the booe, and the filler plug is situated
an the gearbox auter eaver. The level plug will be found |n the
rear pertioh of the gearbox inner cover undernsath the ool
bax. Care should be taken that an excessive amount of oil s
nat put into the box, as otherwise 2 very hard gear change will
result,

BEICYCLE PARTS.

A greass gun should be used on the varicus grease nipples on
the frame, farks, wheels, etc., overy thousand miles. In the case
af the wheel bearings an excessive amount of grease should not
be injected as this may find its way on to the brake linings.
Remember that the forks are constandy operating when the
machine is being ridden, and 2n ample supply of lebricant sheuld
always bs maintaimed.
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COMTROLS.

The contral cables require lubricacing at intervals, as if these
become dry, stiffness in operation will result. A good plan is to
remove tje Bowden wire connectien fram the lever at its tap
end and make a funnel with brown paper round the casing,
sacuring it with a rubber band, Then if chin machine ail is fed
inte the funnel and allawed 1o remain owernighe, it will trickle
dewn the casing and lubricate the cable. Control cables should
always be kept clear of the engine as far as possible, 23 if thay
become aver-heated the lubricant will be dried wp.

CHANGING THE OIL.

When the machine is new, the oil should be changed frequently
during the running-in peried, in order to make certain that any
foreign matter which the oil picks up in the course of its
elreulation shall be eliminated.

ENGIME. :

The oil in the engine should be changed at 250, 500 and 1,000
miles, during the running-in pericd, and thereafter every 1,500
miles regularly. When the ail is changed, the filters should be
theroughly cleaned. There is a filter in the oil tank which can be
removed on the single cylinder Madels by taking off the cil pipe
block underneath the timing case and discsnnecting the twe
feed pipes, by pulling them out of their rubber tubes. The large
hexagonal nue ean then be screwed ‘sut of the oil tank and the
filter will come with it. Onthe " Twins "' it is not necessary to
remave the oil pipe Block, the oil pipe being fitted with a
suirable joint. Under the crankease four hexagonal headed
screws will be found, which secure the crankcase filter. These
should be removed in order te cean the filter gauze. On the
“ Twin ** Medels, there iz alsa a fileer in the oll pressure relense
valve body on the timing case. All these filters should be cleaned
by washing them in petral. It is alse advisable to flush out the
oil tank with a flushing oil, which iz cbtainable from most
Garages and accessory Dealers, This flushing oil can be filtered
through a picce of muslin and retained for further use.

17




Afeer the lubrication system has been drained and re-filled, all
the joints which have been disconnected, and the oil tank drain
plug, should be gene over again with a spanner to make certain
that they are perfectly tight before the engine is started up.
When the engine is again started, immediacely check up to see
that the oil pressure is reglstering correctly, and thae ehe oil is
returning to the tank.

Crankecase Base showing Oil Filter.
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PRIMARY CHAINCASE.

The oil in the primary chaincase should be changed every
thousand miles, or every month if a thousand miles has not been
cavered. The correct guantity is i pint, By carefully main-
taining the oil level, and changing the ell at regular intervals,
the primary chain will be kept in excellent condition, and will
run for a leng mileage without attencion.  If the oil is allowed
ta became dirty and partlally broken down, then wear will
develop on the primary chain, which will require constanc
adjustment.

GEARBOX. ;

The oil in the gearbox should be drained, and the gearbox
flushed aut, aftar the machine has run 500 miles. Thereaftar, the
ail should be changed every 5000 miles, bur it is advisable to
check up the oil level at thousand mile intervals.

ENGINE BREATHER.

A breather of the diaphragm type |s ficced o the crankoase,
immediately behind the primary chaincass,

TAPPET ADJUSTMENT.

All tappet adjustments must b mode with the englae stone cold.

On the single cylinder O.H.V. Madels, the tappets are
adjusted by lifting the push rod tubes. This operation ean be
carried out with a screwdriver, and a distance piece, consisti
of a half reund tube, will be found in the tasl kit and can be usad®
to prap up the tubes while the adjustment is being made. Great
eare must be taken to see that the tube does net spring back
into its cap, which may be damaged. The adjusement iz made
by first of all turning over the engine and watching the inlet
tappet to see when it falls. If the kickstarter is then depressed a
litcle further, the engine will be found to be against compression,
and this is the positien in which the adjustment should be made.
Slack off the lock nut immediately over the tappet. when it will

18
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he feund possible 1o rotate the tappet head. The head should
be ser so that there is no cloarance between it and the push rod,

Tappet Adjustment—0.H.V. Single Cylinder Models.

but see that the push rod is free to revolve. Having made the
adjustment correctly, the leck nut must be tightened up. taking
care to held the tappet head in position. After tightening the
lock nut, the adjustment should again betested. Finally, the push
red tubes should be returned carefully to their cups.

On the side valve Models, the tappet adjustment |5 accessible
after remeving the valve chest cover. The adjustment is made
in the same way, but the clearance should be tested with a
feeler gauge. The exhaust valve clearance should be 007" and
the inlet valve 004"

The tappet adjustment an the twin cylinder engine is made
on the rocker arms after remaving the four tappet adjustment

a0

caps on the rockerboxes. Firsc make cereain that the piston in
that cylinder is an the cemprassion stroke, by warching the inlot
rocker arm te ascertain chat the valve closes, and then depress
the kickstarter a little further te bring the piston against com-
pression. The adjustment is made by slacking off the lack nut
with the hexagonal ring spanner provided in the tool kie, and
turaing the sguared end of the tapper adjusting pin with the
special spanner provided, The adjustment should be made so
thar there is just the wvery slightest amount of up 2nd down
shake on the recker arm, which will give a clearance of about

| thous.

After adjusting the tappers, the compression shauld always be
tested to make certain that the valves are seating properly. *

‘PETROL TAF ADJUSTMEMNT.

Petrol taps should be adjuszed if they leak. First slack off the
lacking nut in the centre of the plunger thumb piece. Then
unserew the spindle a little with 2 serew driver in the slat in the
centre of the lock nut. This expands the cork washer 2nd makes
it a tighter fic.

CARBURETTER.

Further information regarding the carburetier is issued in a
separate leafler, sent you with this Instructicn Book. Carburetter
settings are arrived at after very careful experiment, and it is
unlikely that a different setting will give an improved result,
unless for some special purpose. It should always be seen that
the carburetter is kept clean and this particularly applies to the
running-in peried, during which time it is advisable to dismantle
cntirely and clean the carburecter two or three times.  Always
see that the joint washer between the carburetter flange and
eylinder hexzd, or induction pipe, is in good condition, in erder

to prevent an air leak. VWhen the engine is decarbonised, it is
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always advisable to fit 2 new washer to be on the safe side. On
the twin cylinder Madels, the jeint between the inductian pipe
and the twa inlet ports should also be inspected when the engine
is being decarbonised, to see that the gaskets are in good
condition, and that they are not over-lapping the bore. When
new gaskets are fitted, chey should be fixed 1o che cylinder head
flange by means of gasket cement. Be careful te tighten up the
nues of chis flange joint evenly. They should be tightened 2 licthe
aca time, alternacely, as atherwise great strain will be put on
the flange, which may be fractured. Even tightening alie

ensures a good joinc

Timing Gear on the 500 c.c. Twin Models showing
Timing Marks and the Double Plunger Pump.
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YALVE TIMING.

- The teeth which are meshed together in the timing 'genrs are
suitably punch marked, and it is impossible therefore co time
the engine incorrectly. On the single cylinder Models, che
marking " EX ' on the inlet cam wheel and the marking ** IM ™
on the exhaust cam wheel should Be ignored, On these cam
wheels, the marking “'#M ' for the inlet cam wheel and ** EX ™
for the exhaust cam wheel are these which sheuld be meshed

with the marking on the main timing pinion.

MAGDYNAMO.

With this Instruction Book you will receive a Lucas booklet.
which gives you full information regarding the elactrical equip-
ment. The Lucas organisation has established a chain of Service
Stations, and chese are available to any user of Lucas equipment.
The eorrect ignition timing far all Models will be folind an che
sheet at the ond of this book. The magneta driving pinion fits
on to 3 taper armature shaft without a key, though a Teyway will
be faund in the shaft isell. On single cylinder Madels, a special
sxrractor nut is wsed for securing and remaoving the driving
pinion. On unscrewing che nuc for the first few turns, it releases
from the shaft, and wich further unscrewing will remove the
The unscrewing should be carried our carefully and
progressively.  If excessive force s used, especially in 2 jerky
manner, there Iz danger that the chree rivets may be pulled.
On the ewin cylinder Models, it is necossary to use a pinloen

pinlon.

extractor, and a suitable teol is provided in the taol kit

PLUGS.

The recommended plug gap for Models with magneto ignition
is 18 to 20 thous. 2nd for coil ignition 22 thous. Though the plugs
should be cleaned periodically, by washing them In patral and
removing any deposit fram the electrodes, they should not be
dismantled wnless absolutely necessary. The plugs provided on
all Medels are suitable for average give and take running, buc
fer continued high speed work it may be necessary to fit a
harder plug to the faster cngines. Recommended plugs
for speed work are K.L.G. LBl ar Champion LAl



TWIST GRIP THROTTLE CONTROL.

The Triumph cwist grip is unlikely to require any maintenance
atrention, but should it 2t any time be necessary to dismantle,
the procedure is very simple. Peel back the rubber grip, and
extract the spring ring and washer. The cable step should then
be unserewed, after which the cable s simply drawn cut. The
grip can then be drawn off, care being raken not to lose the
small plunger and spring which provides the click action.

Construction of the Triumph
Twist Grip Control.

YWhen re-assembling the procedure is reversed, the only
point to watch Being that when re-inserting the cable the grip
must be Fevalved so that it picks up the cable nipple and draws
it into place.

GEARBOX.
The gearbox requires no attention, with the exception of the

regular changing of the lubricant, as previcusly indicaced.

Reference to the illustration showing the braken-open view
of the gearbox shows clearly the general arrangement of the
gear selection mechanism. Yhen the gear change pedal is
operated one or other, as the case may be, of the cam faced
plungers is deprossed against its spring as ic s forced into contact
with the plunger plate.

"
H

PLUMGER

Eroken-spen view of Triumph 'Gearbox.




In the unlikely event of their ever being difficuley in gear
selection, this will be due to one or bath of the plungers having
bacome stuck ar jammed. All that iz necessary to free them is
for the gearbox and cover carrying the mechanism, to be
detached, when access to che plungers can be gained,

The bevelled face of each must bear directly an to the plunger
plate, and the plungers must be so pesitiened that this is so.
Having positioned them eorrectly. and checked wp that they
are quite free and that the springs beneath them are in crder,
the gearbox and eover ean be replaced.

CLUTCH.

The clutch consisss of 2 series of steel plates, provided wich
cork inserts between which plain stecl plates are fitred. The
assembly runs censtantly immersed in oil. These clutches
give lang and satisfaccory service if they are used in a praper
manner. The neutral position shauld always be selected when
the machine is stationery. It is bad practice to stop the
machine in traffic by simply excracting the dutch.  Under all
circumstances, except when changing gear, or sulecting the
neucral posicion, the clutch should remain fully engaged. It
must not be slipped on corners or to aveid changing o a lower
gear ratio.  If these elementary precautiens are adopred, the
eork inserts will give exceptionally lang and trou ble-free service.

The clutch contrel cable passes through the lug on the outside
of the gearbox inner cover, and is there provided wich an
adjustment. There is alse an adjustment for the clutch operating
rod, immediately underneath the gearbex filler cap where it is
readily accessible but entirely enclosed. It should be seen that
there is a very slight amount of free mevement between the
eluteh arm and the clutch operating rod, which is arranged by
means of the adjuster inside the gearbox filler cap. The
length of @ble should be adjusted by means of the cable adjuster
on the gearbox lug. Always see thar there is 2 slight amount of
free matlen ar che handlebar end, which will ensure that the
clutch ltsell is fully engaged when the handlebar lever is
released. The clutch plates are held together by four springs,
which are accessible after removing the primary chaincass,
These springs are tensioned® by four screws and it is only
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necessary to tighten these sufficiently te prevent the clutch frem
slipping. A spacial key is provided in the tool kit. IT they are
tightened excessively, then the clutch may be prevenced from
freeing praperly,

If the clutch is dragging, it will be difficult to engage bottom
gear fram neotral, and the gear change will not be entirely
satisfactory, When first starting up the machine, the clutch levar
should always be cperated twa ar three times in order to free
the plates, but it should then be possible to engage first gear
withaut any grinding.

When assembling, the clutch plates should first be dipped
inte a bath of the correct grade of oil, to make sure that chey are
cily - (see page |D).

The clutch runs in eil, and it i therefore important to sec
that § of a pint of the correct grade of oil is in the primary
chain case, if oil thicker than the recommended grade is
used, then trouble will ogcur, and the clutch may not free
properly.

CHAINS.

Slack or badly adjusted chains are a prolific ciuse of harsh
running and excessive wear. The adjustmeént of beth chains
should be such that there is half an inch free up 2nd down
maverment mid-way between the sprockets. It is of the greatest
importance that both gearbox and back wheel clamping nues
are kopt dead cight and that both chains are well lubricated.

Access to the gearbox clamping nut is best secu red by remaving
the off side footrest and pushing the spindle out of the way. It
will then be possible to ger the spanner on to the nut and o
secure adequate purchase. Failure to slack off the
Clamping Nut when making the adjustment will result
in fracture of the Gearbox Casing. |t is, of course,
necessary after moving the rear wheel at any time to readjust
the brake. Access po the gearbox trunmien bolt s
obtained {rem beneath the machine, between the mudguard
and gearbox. At the back of the primary chain case will be
faund an adjusting screw which governs the amount of oil fed
to the rear chain. The screw should be so adjusted that
the chain just receives sufficient |ubricant, the adjustment
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being arrived at by trial and errcr. Te commence with, it i
advisable to close the adjusting screw completely, by screwing
it right in. after which icshould be wnstrewed two and a
half turns.

Every thousand miles in the winter, and every [,500 miles in
the summer, It is advisable to remeve the rear chain and clean
it in paraffin. Successive baths of clean paraffin should be used
until the chain is quite clean and free from grit. ltshould then be
placed in a bath of molten graphice groase. The chain should be
allowead te remain in the grease until it has eopled off and become
solid agaln, 2s if it is just dipped in and removed, then the grease
may not penetrate underneath che rallers and much of ic will
drain away. ¥When the chain iz remeved, surplus grease should
be wiped off It and it should be re-fizted and adjusted. When
fitting the spring fastener on the remavable link, care should be
taken chat it is placed in the carrecc position. The spring
fastener is roughly the shape of a fish, and if you remember that
a fish swims nose firse, and fit your fastener so thac the nase is
always procceding in a forward direstion when the machine is
running, you will have an easy ald ts memory. -Modern chains
give very large mileages, if properly cared for, but no part of a
mater cycle shows more quickly the rosult of abuse. As chains
are comparatively expensive, proper maintenance will assist in

the economical operatisn of the model.

Gearbox Primary Chain Adjustment.
25

BRAKES.

Melther brake will be fully efficient when the machine is
new. It is necessary for che linings to bed down a little before
the brakes are at their best.

ADJUSTMENT.

The front brake has two adjustmants. There is a clevis at the
bottom of the rod where it joins the brake lever. In order to
adjust this it is necessary to remove the pin 2nd slack off the
laek mut, when the clevis can be screwed further on to the rod.
There is alse a finger adjuster on the fork, with which,
normally, brake adjustments will be made. “The brale should be
set so that when it is fully 2pplied the lover is juse clear of the
handle-bar, By this adjustment the rider will be able to exert
the maximum amount of grig on the lever. The rear brake is
adjusted by means of a finger adjusement on the end of the brake
rod. This adjustment should be made so that the brake shoe is
just clear af the drum when the brake is ff. Thus a minimum
ameunt af tee pressure will apply the brake powerfully. It
cheuld be remembored that in wet weather the gentle applic-
ation of the frent Brake if the machine s ridden solo, is the
safest methed of pulling up the machine.

TYRES.
PRESSURE.

Tyre pressures should always be carclully maintined, as
otherwise the covers will not give good service, The actual
pressure 3t which the tyres should be maintained are more or
less & macter for experiment, and depend on the rider’s weight
and the type of machine. The table overleaf should be used as

a guide and a basis for experiment.

249




RECOMMENDED TYRE PRESSURES.

FROMT. REAR.
TIGER 100 2 12
. a0 w 0
" FiY & 20
SPEED TWWIN 22 15
MODEL 65 18 18
o i5e b
w SSE [ £ 18
.| 25k
T Swl : 2
" H 1) | 7
H I& 20
T H & 20

It i usually advantageous to rum the rear tyre with as low 2
pressure as possible, conducive with good steering. If the rear
tyre is teo soft, the maching will be inclined to wander ; ificis
taa hard then the rear wheel will bounce and the machine will
be uncomfortable to ride. If the rear tyre is run on too low a
pressure there is a danger thac it will move round en the rim
and pull the valve cut from the tube, unless a security bole s
fitged.

EXAMINATION.

Especially during the period when the roads are being tarred
and gricted, the tyres should be examined periodically and any
sharp picces of stone removed from the treads. [T they are

a0

allowed ta remain, ne immediace damage may be dene, but thay
will later work right through the cover and puncrure the tube,
L]

SPINDLE
NUT
; LOCK MNUT
BEARING ADJUSTMEMT MNUT
Front Hub Adjustment.
WHEELS.

Beyond repacking the hubs with grease every 5,000 miles and
occasionally checking over the spokes for tightness, the only
ateention likely to be required here is an occasional adjustment
of the hub bearings. These bearings are of the taper roller type
and it is imparcant te noce that afcer tightening che leck nuc
the adjustment should be such that there is just perceptible
lateral movement at the wheel rim. ©n no account must the
adjustment be cleser than this.
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FRONT FORK ADJUSTMENT.

Correct fork spindle adjustment s of importance, not only
because of the direct bearing |c obvicusly has on steering but
ales because the rebound dampers cannot function efficiently
unless everything is in order.

To adjust a spindle, stack off the end nuts and turn the squared
and until the knurled edged washers are just free to spin. Re-
cheek the adjustment after tightening up the lock nuts. It is as
well to remember that the spindle bearing and dampers will,
when new, take abaut 1,000 miles of running to settle down and
they should, therefore, have actentian after this mileage has been
coverad. -

Too much grease must nat be used when lubricating the
cencre fork bridge, otherwize there will be a tendency for it to
find its way on to the damper friction surfaces. Afteraco nziders
able mileage, it may be found thar wirh the lawer rear spindle
earrectly adjusted the rebound dampers are not bedding down
evenly, This is due to wear in the rear spindle knurled edged
washers, and to get over the difficulty the worn washers should
be replaced with new ones.

STEERING HEAD ADJUSTMEMNT.

Unless the steering head bearings are maintained in correct
adjustment bath steering and road-holding are cercain to suffer.
Too tight an adjustment will result in excessive friction and too
slacle an adjustment will lead to pitted ball races and the necessity
for carly renewal. Te adjust, proceed as follows :—

Tighten rebound dampers down hard, so that the fark
spring will not expand and bear against the frame
when the weight of the machine is taken off the
forks.

Slacken steering damper right off.

Support frent forks clear of the graund by placing a stout
bew under the frame cradle.

Grasp the lower end of the fronc farks and by alternati vely
pushing and pulling, feel for traces of play in the
head,

Check freedom of steering by turning from lefe to right
and back again.

e

There should béno play registered by the first tost, but
at the same time the sccond one must regiscer
absolute freedam of movement.

Any adjustment necessary is carried cut by slacking off
the put on the head clamping bolt and wsing the
" C ' spanner supplied in the tesl kit an the callar,
which ligs immediately belew the steering damper
knab.

HEAD
CLAMPING
BOLT

Steering Head Layout.

OIL LEAKAGE.

Triumph machines do not suffer from il leakage if correctly
serviced. An oil spactered engine is usually the result of carelessly
made joints when the engine 13 dacarbonized.

ROCKERBO X LEAKAGE.

Leakage fram the rockerbax is due either to a faulty joint
between the rockerbox and cylinder head, or an excessive oll
feed to the rocker gear. (See poge 15 for odjustment.) The
rockerboxes are fitted with a gasket between the bex and the
head, and if lealage occurs, this should be renewed. Only the
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standard gasket should be emplayed. Itis not usually successful
te cut one from a jointing material, as this will tause leakage ac
the push rod tubes if ic is not the correct thickness.

LEAKAGE FROM EXHAUST VALVE LIFTERSPIMDLE.

In very rare cases this is due to wear in the spindle bush, but
usually ceeurs owing te an excessive ofl feed ta the rockerbox.
The supply should be re-adjusted as per the instructions om
Page 15.

LEAKAGE FROM PUSH ROD TUBES.

Even il the oil retalning washers are in good conditicn, il
leaks will be experienced if the rocker bex oil feed is too great,
Where the oil feed s properly adjusted, push rad tube leakage
is usually due ta faulty ail retaining washers, the renewal of
which will eure the treuble. In rare cases, on single cylinder
Models, it may be found that the push rod tube has been allowed
te spring back ‘an to the cup after adjusting the tappets, instead
of letting it down gencly. This may damage the cup and cause
oil leakage.

PRIMARY CHAIMNCASE AND ROCKERBOX.

If lealeage cocurs fram any of these joints, then the parts should
be dismancled and a new joint made. The eld jointing compound
should be very carefully cleaned off the surfaces and new jointing
compound applied and allowed to become slightly tacky before
the pares are fitted together. The screws sheuld then be tights
ened down evenly all round whan a tight joint will resule. Only
a recognised jeinting compound should be used, as paint, etc,
is mot satisfactory.  All the well known makes of jeincing
compound available from accessory dealers will make a goed
joint. Where 1 joint does not hald after being renewed. the
usual reasen is that the old compaund has nat bean cleaned off
the faces. On machines where 2 paper washer is employed,
do mot uso jainting compound.

LEAKAGE BETWEEN TIMING CASE
AND MAGDYMNO.

Inside the timing case, there is a cork washer, through which
the magdyne driving shaft passes, in arder to prevent oil leakage.
This washar iz under slight compression, and if ail leaks from the

34

timing case, it can be corrected as fallows '—

Slack off the strap which holds the magdyne in position, and
also the seeuring belt underneath the platform on the ' Twins ™
and lever the unit away from the timing case.  While still
exerting pressure, tighten up the magdyne strap. e should be
noted that it is only necessary te exert sufficient pressure
on the magdyno to prevest the oil leakage. Excessive
pressure may causé damage to the cork washer. If the above
procedure does net prevent the ofl leakage, then the cork
washer shauld be rencwed.  (See page 23 for methoed of extrocting
magdyns driving pinion.j

DECARBONISING.

The engine should be decarbanised enly when it is showing
definite signs that it requires this attention. Falling off in power,
lass of compresslen, neisy operation, and mere difficult scarting
areall signs that the engine requires deearbonising. Usually this
attention should be given after the first 3,000 miles has been
eempleted with the OUH.V. Models. The engine will then
probably run three or four thousand miles between the
daczrbonising pericds.  Sids wvalve engines usually require
attantlen about every two thousand miles.

It shouil ba noted chat ic s entirely unnecassary to remave
the eylindar barrel when decarbonising the engine. We scrongly
recammend thac this part is not mken off unless it is propesed
te fit new piston rings or do some other work on the engine
which necessitates the removal of the barrel. The engine will
run mare smesthly, and give better service if the piston rings
are lefr undisturbed.

Gasket sets are available for oll Models, and it is strongly
rocommended that the correct set for the Model be obtained before
commencing the work.

SIDE VALVE MODELS.

Side valve engines are vary easy to decarbonise. The cylinder
head should be remeved, after detaching the H.T. lead and
remeving the cylinder head beles. If it is propased also to grind
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in the valves, then the cylinder barrel should be removed. The
valves are held in position by split coteers, which can be remeved
after the valve spring has been compressad. A special too! for
compressing the walve springs can be obtiined from any
accessory Dealer. (See instructions for grinding volves on poge 41.)
When replacing the cylinder. barrel, 2 new gasket should be
used between the barrel and the crankecase. It should be seen
that all the earban has been removed from the cylinder head and
the pores, buc it is not advisable ta remove the piston rings or
disturb the piston in any way. The cylinder head gasket should
be libarally greased before ficting, and the head can then be
replaced. The bolts must be eightened up very carefully, They
should be scrowed down guite gently all round to start with
and a little at a time, then gone ovar again two or three times,
26 that the cylinder head is very graduslly drawn down. ¥Work
from the centre outwards, tightening the two bolts in the
centre of the cylinder head first, then the centre one on the
outside next to the sparking plug hole, next the cne opposite to
it and finally those on the four corners. The engine should now
be started up and run wntil it is quite hot. The cylinder head
balts should then be tightened dawn again, using the same
sequence. Do not forget to adjuse the tappets correctly before
the engine is started op. The cylinder head bolts should be
tightened down on two or three subsequent occasions when
the engine is hot in order to make sure that there is a good
joint afeer the new cylinder head gasker has bodded down.

S5INGLE CYLINDER ©.H.Y. MODELS.

On O.H.Y. Models, the petrol tank should be lifted before the
dacarbonising is commenced. First remave the scrow securing
the instrument panel, and lift it until the nut securing the oil
pipe ta the gauge is accessible. The ail pipe can now be detached.
It is not necessary to remove any of the wiring. The petrel ank
ancher balts should now be removed and the tank lifted, first
taking the precaution to put a duster over the front end, in
order to pravent the handlebar brackets seratching the enamel.
In arder to give the tank enough clearance at the rear end, the
saddle nose balt should be taken out and che saddle cover drawn
back by placing a plece of string over the front end of it and

Jti

laaping this back to the number plate, The H.T, cable should be
disconnected, and the plug removed. Disconnect the torgue
stay, the exhaust lifter wire, carburetter and exhaust pipe.
Take off the rocker gear feed pipe by removing the twa banjo
unizns at the rocker spindles. Mew remeve the cylinder head
holding down balts, which are faur in number. On the 2530 and
350 c.c. Maodels, it 1= necessary first co take off the twa horizoncal
bolts on the off side, and remove the vertical plate. The cylinder
head can now be removed and further work carried out on the
bench., The rocker box should be removed, care being taken
fot te lase the hardened valve end caps. The valve springs are
sacured by means of split cotters, which fit in the grocves in the
valve stem. In the absence of a special tool for removing the
valves, the head zhauld be placed flat on the bench with a
suitable packing piece—the round cover of an electric light

switch will be found suitable—underneach in the combustion
chamber. This will prevent the valve itself dropping when
pressure is exerted on the spring collar. & pioce of hard wood

Cylinder Head and Reocker Box Construction—
250 and 330 c.c. O.H.Y. Models.
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sheuld then be suitably slotted, when it can be pressed down on
the valve spring collar and will expase che cotoers, which can
be tapped out with a serewdriver. It should be noted that there
is a valve spring seating washer under the exhaust valva spring,

Cylinder Head and Rocker Box Construction—
500 c.c. O.H.V. Single Cylinder Model.

but not under the inlet valve spring. The carbon should be
carefully removed from the cylinder head and from the ports.
Wherse convenlent, it is desirable ta boil the cylinder head in a
soluticn of het caustic seda, which will effectively remaove all the
carbon from inaccessible positions. This process has a disadvan-
tage in that it takes off the paint from the head, but if the surface
is copiously black leaded before re-assembly the appearance will
nat be impared. It should be noted chat a caustic selutien is
exrremely derrimental to aluminium parts, and wnder no
circumstances should the rockerbox or any other parts made of
this material be immersed. The carbon should be removed from
the tap of the pisten and the top of the cylinder bore after the
parts have been washed in petrol. Care should be taken to keap
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the loose carben away from the edge of the pistan as far as
possible, bur afrer the cperation has been completed, any
particles which remain can be blown cut by the vigorous use of
the tyre pump. Great care muse be taken not o scratch the top
of the pistan. It isa good plan te obmin a stick of solder and
hammer it suc flac at the end, using it te remove the carbon
from the piston crown. (Sez poge 41 for grinding the valves.)

While the cylinder head is dismancled, the push rods should
be inspected and alsa the washers at the top and bottom of the
push rod tubes, which itis desirable to renew as a precautionary
measure, even if they appear to be in good condition.

Should it be desired to remaove the reckers from the rocker
box, the spEr'.sdles should be tapped out fram the threaded ends,
care being taken not to damage the threads, after which the
return springs can be extracted wich a pair of pliers when the
rockers themselves can be taken out

To tap out the spindles use a copper or hide mallet, or failing
these 2 hammer and a piece of wood.

When re-assembling the rockers, it is important to see that
the end thrusc washers are in position and to ensure that the

return springs are correctly replased. Te do this proceed as
follows ——

Replace rocker and insert spring with its end In the haole
provided In the rocker arm. Insert spindle, pushing it in far
encugh o enable it to be mated up correctly with the cuter
end of the spring. A screw driver should then be applied to che
slotted end of the spindle which can then be twisted round, sc as
to secure a tension on the spring, and finally forced home into
the rocker box. Be sure that the locating peg on the spindle
is correctly positioned in che slot formed in the rocker box.

Before re-fitcing che cylinder head, it should be ground to the
eylinder barrel with a fine valve grinding eempound. Mo gasket
is used, this ground joint being entirely gas-tight if properly
made. It should be seen that-all craces of grinding compound
are very carefully remaved, and that all parts are serupulously
clean. A little engine cil should be smeared on the cylinder
bore befora replacing the head. The rocker box should be ficted
to the cylinder head on the bench, using new gackets and
being careful to tighten down the rocker box fixing bolts
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gradually and evenly. The cylinder head can now be placed on
the barrel, being careful o see that the push rods are properly
positioned, and the four helding down belte inserted and
evenly tightened wp. The tappets should then be adjusted.
Afrer completing the aszembly and warming up the engine all
bolts should again be gone over to make sure that they are
tight. Before fitting the banjo unions to the rocker spindlas, it is
desirable to anneal the copper washers, by heating them over a
gas ring. This will soften chem and ensure an oil tight joint,
{See page |5 for odjustiment of the rocker geor oil feed.)

TWIN CYLINDER MODELS.

The procedure with this Model iz simllar ta that with the
ather O.H.Y. engines. There is a joinc in the oil pipe to the oil
gauge, just underneath the petrol @nk, which makes It
unnecessary to lift the instrument panel, by disconnecting the
pipe before lifting the tank. The cylinder head iz secured by

Cylinder Head, showing Rocker Box
Construction. 500 c.c. Twin Models.

4l

sight bolts. four of which also pass through the rockerboxes.
In order to remove the head balts it will be found necessary to
turn the tank ower sideways a little. The hexd should bo
removed from the cylinder block without detaching che
rockerboxes, in the same way as with the other O.H.V. Models.
When remaving the ail return pipes, which connect to the
cylinder head and push rod tubas, be careful to recain the copper
washers. Mew gaskets shoi ] be wsed when ro-assembling the
rackerbex, and when re-{iting che cylinder head to the block
care should be taken to sza that the tappets and push rods are
carrectly located. The cylinder-head should be tightened dewn
evenly, warking fram the centre outwards. The eplinder barral
is fitted with a copper plate. which acts as a gaske: berween it
and the head, and it is not nocessary to re-new this except ac
considerable intervals, It is advantagecus, howarer, to anneal it
by heating over a gas ring bofore re-aszzmbly. Do not omit o
re-adjust the tappets befora starting up. and after the engine
5 warm, again go over all the nuts aand bolts to make certain
that they have been preperly tightened.

VALVE GRINDING.

NOTE.—On all Models the inlet and sxhaust valves
are not interchangeable,

After the valves have bean removed, their laces and scatings
should be examined very carefully. If the valva faces are plored,
do not attempt to remove these marks by grinding, as this will
also grind away the seating, which is undesirable.  All good
garages now have equipmant far refacing valves, and this opeor-
ation can be carried out vary cheaply. It will usually be done
while you wait. and quite apart fross tha damaging effects of
excesiive grinding, will save considerable time and labouwr.
The valve stems should be examined o s2e that they are in good
condition, and carefully cleaned and polished before the
grinding is commanced, The carbon should be carefully removed
from the valve head and che exposed portion of the valve stem,
Sae also that the groove which recains che splic catters s in good
condition and not worn, I wear is suspected on the groowva,
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the valve should be renewed as, particularly with O.H.Y.
Medels, if the split cotters are not securely located, extensive
damage to the engine may oocur.

The =ctual grinding process is carried out with grinding
compound. Tins can be obrained from any accessary Dealer,
containing fine and coarse grinding compound. A small tin
contalning ‘petrol and a plece of clean rag should be kept
handy. First smear the face of the valve with a little of the fine
grinding campeund. Place the valve in position and rotate the
valve backwards and forwards an the searing, lifting it and giving
it half a turn every twenty seconds ar 50, in order to prevent a
particle of grinding compound cutting a greeve in any one place.
After grinding for 2 shert peried, the valve should be remaved
and washed in petral. If che face is then examined it can be seen
how the grinding is pmgrc;sinﬁ. The abject is o produce a
finely ground surface round the face of the valve. This surface
will only be narrow, and will not cover the complete face.
The grinding process should be continued until it is seen that
both the valve face and the seating have assumed an even groy
bearing without any marks. If the valve was in good conditian
when the operation was started, it should not be necessary to
use any coarse compound. At any rate, a minimum ametnt af
grinding should be carried out with the coarse compound.
When the work appears to have bzen completed, both the valve
seating and face should be cleaned off with petral and carefully
dried. With 2 pencil, marks sheuld new be made on the valve,
across the grinding marks round the whole surface of the face.
The valve should next be re-insgrted dry on o s seating
and revolved a few times. Mew if the grinding
process has been carried out carefully, all the pencil marks
should be removed from the ground surface. If the marks are
not so removed, then the grinding should be continued until the
test proves that the correct seating has been preduced. Méhen
re-assembling the valve, it is advantageeus o lubricate the stem
with a colloidal graphite upper cylinder lubricant, A small
quanticy of this can be obtained from any good garage far a few

pence, if you ke your own bottle.

FAULTS.

Every machanical contrivance, however simple, is subject to
derangement. |f a motor cycle |s properly maintained, treuble
will be reduced toa miinimum. It should always be remembered
that there are two methads of maintaining 2 metor cycle. One
is to carry out the maintenance werk In the garage, and period-
ically check aver the mathine ta see that everything Iz in order.
The rider whe maintains his machine by this method obtins
the most satisfactory results. The other system is to ride the
machine and enter the garage anly to put it away ar collec it
This usually means that the maintenance has te be done at the
side of the read, a most inconvenient sice ar the best of times.
This type of rider obtains the minimum of pleasure from his
machine and causes himsalf the maximum amaunt of trouble,
Maintenance in the garage reaps its own reward. In spite of
carcful servicing, however, motor cycles do cocasionally give
unexpected trouble, and the purpose of this section of the
Instruction Bosk is to suggest possible remedies for the most

usual faules.

CARBURATION FAILURE.

Centrols out of order. Excessive air leakage.
Pecrol supply exhausted. Float needle sticking.
Petrcl tap closed or only  Dirt on needie valve.
partially open. Yalve seating worn.
Choked jet. Punctured fleat,
Chaoked float chamber Water in petrol.
passage. Choleed petrol pipe.

IGHITIOMN FAILURE.

Control out of order. Dirty contact poins,
Fauley plug. Faincs Incorrectly adjusted.
Soated plug interior, Ignition too fr advaneed.
Giled plug points Yeak sparl.
Shart circuit an plug Magneto fallurz.

terminal ar lead. Rroken carbon brushes.
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CONDITIOMAL FAILURE.

Incorrect valve clearances.  Pre-ignition.
Poor compression.
Choked silencer.

Excessive carban deposic.

Valves require grinding.
Sticking valves.
Crwerhearing.

Gummed piston rings. Insufficient lubrication.
Pitted valve facos. Worn piston rings.

MECHAMNICAL FAILURE.

Strippod timing gears.
Broken piston.

Broken walve springs.
Weal: valve springs.
Braken valve.

EMGIME FAILS TO START.

Te lacare any fault in the case of the engine rr:fusing O SEATL,
the rider should first of all verify the carburetter and petral
suipply by sceing if the air and throttle lever contrals and cables
are in arder, that there is petrol in the tank. the pecrol tap is
apen. the pecrol pipe is clear, and that there is no cbstruction
in the jet.

Assuming thac che carburetter floads on depressing the float
needle, test for 2 spark at the plug points, and, if a spark shows,
trouble may be due to its being too weak to fire under com-
prestion aF to a short elreuit on the plug terminal ar lead. I
there is no spark ar the plug, test far a spark at cerminal, and
should this answer, it is then proved that either the plug is
faulty, the plug points sooted up, the spark ks weak {necessicac-
ing a re-adjuscment of the poines), or thac there is 2 shore circuit
in the plug itself. If there is no spark at the terminal, make sure
that the contact brealker arm is free, but should this be found
satlsfactory coxaminge the paincs, see if dircy, and test the gap
for distance wich che gauge provided. Make sure that the contact
breaker points line up with cach other. If the insulation of the
magneto has failed, this can only be derected by special tests.

Failing ta find any fault by the above means, make sure that
the carburecter controls are not sticking, that the engine is
correctly timed, and that there is no air leakage at the induction
pipe jaints.

4

EMGIME RUMS IMPERFECTLY.

The general troubles experienced under chis heading are :—

I. Lack of power. 3. Engine misses fire.

2. Engine knocks. 4. Engine fails on hills.

I. If the engine lacks power at intervals it is usuzlly due
to & partial ochstruction of petrol, zn obstruction in
the petrol filler cap vent, or a sticking walve.
If the engine lacks power constantly, the concrols
miy be out of order, er it may be due to poor
compression, incorrect valve clearances,  valves
needing grinding, valve springs weak, choked silencer,
incorrect valve timing, obstruction in petral pipe,
oF excessive carbon deposit

2. If che engine knocks, the trouble may be due o
excessive carbon deposiz, overheating (insufficienc or
unsuitable oil) or pre-ignition.

3. When the engine misses fire in an irregular sort of
way the trouble may be due to the breaker arm
sticking, sooted plug, dirty breaker points, or an
accasienal short circuic in the ignition system. [f,
howaver, the spark is regular, an imperfect mixture,
water in the petrol or a starved carburetter will
probably be the cause,

4. If the engine fails on hills, the fault is probably due
to the engine being dirty, incorrect valve clearance,
a sooted plug er ignition oo far advanced.

EMGIME STOPS.

Ascertain firse af all whether there is pecrol in the tank, and,
if so, werify the spark at plug points. Then test for compression,
and see if carburetter is in order, I this iz the case, a braken
walve ar valve spring, disconnected cantrols, lack of oil or air
leakage will be the cause. Should the carburettor not be
working, then the cause may be due to a choked jet or pipe, a
punctured float, a flooded float chamber er carburetter needle
sticking.

43



With a spark at plug p;ﬂ|nl’5 and no compression, the faulc
mmay lle with a braken valve, broken piston rings, worn piston
rings, gummed pisten rings, valve sticking in guide, or a pitted
valve face.

With no spark at the plug points, test fer a spark at the
magnets, and this being found cerrect, attention zhould be
paid to a dirty or broken plug, wrong timing o- faulty high
tension wirg, WWith no spark at magneto, the trouble may be
that the contact breaker arm is sticking, the points require
attention, internal shorting due to wet, failure of insulation,
or dircy contact breaker points.

CARBURETTER FAILURE.

Carburctter zrauble divides itszlf into tweo forms—absolute,
in which the engino stops completely, indicating that the
earburetcer had ceased to Tunction ; or cenditional, in which
it functions badly, the running depending on how badly.

ABSOLUTE.

IT the engine stops, first verify the throttle cable is not broken,
allewing the throttle to remain cdosed. [f you find that the
cable is in order, then see that you have petrol in the tank and
that the tap is turned on ; remcve the jet from the bottem

of the carburetter and see if it is choked., Make certaln that.

the pecrol is flowing from the float chamber o the carburetter.
The flow may be restricted If there is water in the float chamber.
Water in the flear chamber is an infrequent trouble, excepe
during very stormy weather.

COMNDITIOMNAL.

If the engine runs hot the fault may be that the mixture is too
woak, and the needle in the carburercer should be lifted one or
more notches. Poor pulling power may abo be due te the
needle being teo low, and it should bz lifted and 2 further test
made. Both these troubles can also result fresy an air [2zh at the
carburetter joint, which will admit air and cause a weak mixture.
M weeale mixturs may 2l oot excessive pinking.

Heavy ** thumpy ** running will occur if the mixture is too
rich. and in this case the needle should be teied in 2 lower
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position. Mis-firing. where due to a carburetrer fault can
usually be traced to too weak a mixture, probahly caused h}r a
partially ebscructed jet or water in the carburetter.

Uneven running with the " Twin " Models may be caused
by the induction pipe gaskets over-lapping the ports, and thus
causing a restriction. Mew gaskets should be ficted, and these
should be fixed to the cylinder head flanges by means of gashker

cement.
Flooding may be due te dirt under the flest chamber valve,

or to a bent needle or punctured float,

MO OIL PRESSURE.

See page 14,

OIL NOT RETURNING TO TAMNK.
See poge 13,

LEAKAGE FROM ENGINE BREATHER.
See pape 13

MNOISY ElﬂlCKER GEAR.
Re-adjust tappets (page 19) and check up lubrication (pege 15).
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TECHNICAL INFORMATION

MODEL NUMBER 5T, TI00 T8 TW 65 | SH |uifeel 3H widedumitho
Tree we e edOHY.Twin |OH.V.Twin| OHY. oHY. | BV OH.V. 8.V. Q.HV. 8.V. O.HY.
1 Stroke .. om/m| 63x80 | 83x80 !__?11_:5_-@__ Gox8) | six108 | BexBS | Bx89  ox89 | T0x8 | 03xd0 -
ylinder Capneity e.c. w8 | aem e | 51 402 488 848 348 249
pessicn Eatio = a1 | nte=d . TRe 1 | A0l 5e: 1. a1 Bo: 1 | eve0o| B8:1 | ger:1
B.H.F. ‘“.. REM e sl B850t G000 B3-ddmt 7000 20 8LETO0 | 1 at B | -J.E at 4900 2Bst5000 | 15ab4800 | 17 ol 200 | 12at4580 | 19 at 5200
S Toax Capncity . ateans | e | veis | spal| Steeve. | AieleT| deals. | tealis. | Swalle | 8 gans.
Ol Tank Capacity o o dgall | lgal  iml toll| el | apn [P ae | zen | tom | fm
_{_hrhnnttf\r__ﬂkil Jet s - 140 | 160 LE0 1w 200 120 < S j.au o 120 110 ;
Valve Timing Inlet Opena BT.C. 26} dex. 23 deg. 36deg. | 34 19 deg. 264 deg. 14 dex. 56 deg. 10 dex. | 36 dex
[nle) Oloses AB.G. .| ¥hdez. | 600w,  Tdeg. | 1704 Sder. | OZhdes | 00dex | Toden | G0des.  T0den.
Exhawst Opens BEC. 6ldox | Gldeg | Tdes | T0d srded.  Tokdeg. | 6Tdem. Tﬂm_—i?dm_'_i 10w,
Exhaust Chsee AT.C| 36dem. | 35des. | B6deg. | 36 de 29 dew. | 204 deg. der. | 29der. | dodex. | BEder.
: IIE:LILII;I'! Timing Fully Adv. o 7 i { g ,1;‘-”_ 7 & " = B -
1 Bm:m Bprocke: (Tecth) 2z g2 0 | 1 23 | £0 W 18 18 PI
:nu: Wieel Sprocket (- {uw.h} | 4% o i | 4 | 16 b v 48 16 T
| Ganr Ratios: Top e e RS e Solo Bidets SolaPldeca  uns | B 61 &1
IO |60 886 Caes 65 | 676| .28 RIS 628 684 | € TR KT
{g6s 1008885 10.03 05 526| 005 828 986| 856 %5 106 10.5
. wligge 14973 12T0 1472 o | 121 | 128 121 183 12.52 14.8 16,6 155
_M Siges, iriches, Front | 267 x 300" | 267 x 2007 | 207 x 9.007 267 x 26" %2267 6% xA25% | 287 x2.25" | 267 x3.857 | 26”x 895" | 26" x B.00"
e Rear .. 26" x85° | 26" x3.5" | 267 x0.26 | 257 x S8¥ | 25% x3.367 | 267 x 3257 | 26¥ x 826" 267 x B85 Py 257 x 395" |
- Wheel Base, ... Inches Bd B By g ' 54 B | 524 E-HI»N 133 524 I
Overall Leagth 2o Inches Bd e B2 B4 a4 B2 B2 B2 B2 ;
. Oversll Width oInche 283 283 PR R 28} 284 283 284 25y | 3
Weight Fully Bouipped ... lbs| 860 | as6 | seg ez e g | s
- s T R H‘_ o =




