A TRIUMPB Gyt

SERVICE BULLETIN

September 18, 1967 : 67/8

- TO ALL EASTERN TRIUMPH DEALERS

SUBJECT: Comprehensive Test and Troublesheoting Instrugtions for sll 6 and 12
Volt Battery Ignition Models ("B" & "C" Range from 1963) using Lucas
RML9 A.C. Equipment. . ‘ _

Thers are five basic tests that should be performed when there is doubt that |
the motorcycle's electrical system is functioning properly. These are in orders

1, ’Battery and Ground Connection Test

. 2. Charge Rate Test: (D.C. current input to battery).

3. Alternator Output Test: - A.C. voltage output of alternator

h. Rectifier Output Test: - D.C., voltage output from rectifier

5. Zener Diode Test

It is ébsolutely eggential that a well charged, properiy rated battery be in
the motorcycle's wiring system for these Eeg%i. '

Although this bulletin emphasizes the use of a Tri-Cor medel "750% test get, any
reliable electrical test instrument may be used as long as a one ohm redjgtor
of at least 100 watts rating is used in parallel with the A,C, or D,C, voltmetar
when required. Be sure when making any test connections that the lcome leads
and wires are not in a position to ghort together or to ground, : -

By referring to the three schematic drawings on page H10 of the latest CD4JL

(white cover with blue printing), it is apparent that the same bagic electrical system
is used in all coil ignitian (from 1963) Triumphs whether they are & or 12 volt
equipped machines, Rotor, stator, and rectifier are or can be the same for 6 or

12 volt equipped models. The actual voltage output of the alternator is con-

trolled by the internal resistance of the battery. :

Test #1: Battery and Ground Connection Tegt

1, Seﬁ the voltmeter switch to D,C. Turn the load resistor OFF, Turn the
motorcycle lights on for 10-I5 seconds, thep immediately alter turning the
lights off: : , - _ :

2 Check the voltage between the positive (+) and negative (-~) battery terminsls,

The voltmeter must read at least 6.0 or 12,0 volts for either 6 or 12 volt
batteries. If the battery does not read thege minimum voltages, it muat be’
replaced or recharged before the rest of the testing is continued,

3. Leave the black (-) voltmeter wire attached to the negative battery terminal
~ and move the red (+) voltmeter wire to a good clean ground point on the motor-
‘cycle frame. This voltage reading and the one obtained in step #2 must be
the same. If they are not, the battery is not grounded properly, BE;Ek the



fuse with an ohmmeter or test light to verify that it is good. Also, check
the connections at the battery, frame ard fuse holder to see that they are
clean and tight.

Once it has been detarmined that a well charged, properly grounded battery is connected
in the motorcycie's electrical system proceed as follows:

Test #2: D.C, Charge Rate

1. Disconnect the wires from the middle terminal of the rectifier.

2. Disconnect the wire to the Zener diode {if fitted) and tape or place it where
it canmot short te gro.und,

3. Comnect the red ammeter iead to the Brown/White wires removed from the rectifier.
L. Connect the bléck aﬁmeter-lead to thélmiddle rectifier terminal.
5. Start the engina and obgserve the ammeter. With the engine at approx. 3,000 RPM

{45 mph ir Lth gear) you should obtain at least these MINIMUM readings:

500cc: ALl to HAOS27 | 500cc: ALL from HLOS28
650cc: 6T up to DUS82L
TR6 & T120 up to DU2L87L . '650cc: 6T-DUSB25-DU2L8ThL 650cc:  All from DU2b§75

6 VOLT : , 12 VOLT - 12 VOLT |

OFF 2.5 amps - L.8 amps L.8 amps
PI1.OT 2.0 amps NOT NECESSARY3 NOT NECESSARY#*
HEAD (High Beam) 1,75 amps. ' 1.8 amps o NOT NE:CESSARY%

If the readings on the chart above are obtained, then the basic battery charging system
is good. The troubie then will lie in a short somewhere in the wiring gystem, or else
the Zener dlode will shorted or open (see Test #5). ’

If these readings are not obtalned, a qulck check should be made to see if there is
continuity between the battery and rectifier. Proceed as follows:

1) Turn the load resister OFF Tarn the voltmeter switch to D C,
2} Leave the engine shut off and turn the ignition key on.
Connect the red voltmeter lead to greound.
L) Connect the black voltmeter lead to the rectifier end of the Brown/White wire
that connects to the middle rectifier terminsl.
The D.C. veltage obtained should be within 1/2 volt of the battery voltage. If it is
not, thers is a short, opesn or poor connection in the wiring between the battery and
the rectifier. Look for the open possibility first by checking for contimuity thru
the ammeter. If the voltage obtained compares favorably with the battery voltage then
the trouble lies :lsewhere in tne charging system and you should proceed with test #3 as
follows: . ' : ‘

# These readings are not necessary because in these posgitions the headlight switch has
no effect on the currsnt output of the aglternator for these model motorcycles.

Test #3: Alternator Output Tast

1. Comnect gll wiring back to norﬁalo

2. Disconnect the three alternator stator leads {Green/Yellow, Green/Black, Green/White)
at the alternator side of the connectors under the engins.

I

Contimed....oevvevvace
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3. Set the voltmeter switch o &LE., Turn the load resistor switch on,
L. Connect either voltmeter lead to the White/Green wire.

5. Start the engine and run it approx. 3,000 RPM.

By comnecting the cther voltmeter iead to the following three combinations of
wires, at least the following MINIMUM rsadings should be noted:

All "B® & "G" Range 6 or 12 Volt

Green/Black . 4.0
Green/Yellow 6.5
Green/Black and Green/Yellow 8.5

(connected together)

Lower readings than these minimum figures indicate a stator malfunction or
demagnetized rotor. The stator can be checked for malfunctions as followa:

For the following open and short tests use an ohmmeter or electrical circuit
test light (such as Tri-Cor #233).

To check the stator:

Shorted Winding Tegt:

There should be no continuity betwsen any stator lead and the metal
stator frame (or a good clean ground on the engine),

Open Winding Tesb:

There should be continuity between any combination of two of the three
stator leads.

If all three A.C. voltage readings are zero or low and the stator checks
out OK, the rotor is demagnetigzed or rot turning with the crankshaft.

It will be necessary to pull the primary cover and check the rotor at
this point. If the rotor is properly attached to the crankshaft, then
it is demagnetized and will have to be replaced.

NOTE: Reversed battery polarity can demagnetize the rotor and damage the
rectifier, ALl A.C. equipped Triumphs have a positive (+) ground.

If test #3 fails to point out any trouble then proceed as follows:

Test #h: Rectifier Output Test

1. Reconnect all wiring to normal.

2. Disconnect the wire to the Zener diode (if fitted) and tape or place it where
it cannot short to ground.

3. Disconnect the Brown/White wire at the middle terminal of the rectifisr,
L. Turn the load resistor switch ON. Set the voltmeter switeh to D.C..

5. On all 6 volt models and 12 volt 6T models, disconnect the Grean/Yellow
alternator stator wire from the alternater side of the connector under
the engine. Using a double connector (Lucas #8506lL1), connect this

Continued, .coeesss
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~ TO ALL EASTERN TRIUMPH DEALERS‘

“BULLETIN

January l 1967

]?%ﬁ?é&;' i

‘Suggested "Flat Rate " Labor Time Scheduls for Triumph Unlt Constrhctlen Motorcycles.

“'This schedule is offered &s a guide to all dealsrs.

* OPERATION
 NUMBER. ... .

1
2

o MW

-3

10
11
12
13
L}
15
6
17

18

* See description of "Operation Détails™, ~~—~

RIS SY PR

OPERATION TITIE

Remove & install Engine/Gearbox Unit .
Rebuild Engine/Gearbox Unit |

"Top End" Rebuild

LTQEﬁgigeﬁTﬁne;up

ReplacaAOil Pump

Overhaul Primary Drive

Rebuild Gearbox & Primary Drive
Rear Drive Chain

Replace & Rebuild Front Wheel Assembly
Replace & Rebuild Rear Wheel Assembly
Wheel Repair

Réplace Gas Tank

Replace 0il Tank

Rep}ace Fropp_Frame_Sectipn:

Replace Damaged Front Fork Assembly
Overhaul Front Fork o

Replace Wiring Harness

Electrical Test I

- nBlr & ton RANGE

éﬁGGEsTEDlNUMBER OF HOURS

ALL TWIN MODELS SINGIE CYL.
“MA" RANGE

L | 2-1/2
12 - 8
ST S
13/ 11/
1 Y
1-1/2 ik
3-1/2° 3
1/h -;.I/L
'i S
1-1/2 i,‘1-1/2
1-3/h ‘Gml-BKh -
1 T 3/
1
K 6
2 2
"f 1-i/?”f“':"1;1/2
| 2-1/2 H 2-1/2
S V- SRR ¥ 1

Contimiad..eoeocsvaes



. Jamary 1, 1967 67/1
OPERATION DETAILS

1. Remove and install engine/gearbox unit.

‘Remove unit from frame, clean up frame and engine platgs. Clean oil tank.
Install new or reconditioned engine, tune-up and road test.

2. Rebuild engine/gearbox unit.

v,

Completely dismantle englne, gearbox and 1nspect all parts. Replacs parts as

necessary.-including claaning prior to- reasSEMbly .Complete redgsembly:ready

for installation in frame." Cylinder rebors and crankshaft regrind not included
vt o ln rebulld tlme

j; "Tog End" Rebulld. -

Dmsmahﬁle 'to_crankcase level. Check pistons; -cylinder bore and pin bushings.
" Replace parts as necessary. Cyllnder robors not included in rebuild-time.-

Dismantle cylinder head and rocker boxes. Reface valva seats and grind ‘valves.
Assemble, adjust and road test, : ..

L. * Engine Tune-Up.

“Adjust ‘Valve clearance, clean and adjust contact points, check. 1gnit10n timing
(Use TRI-COR IGNITION TIMER). Clean, and adjust carburetor. Clean and” adoust
spark plugs. Road test. S

[ Fremy s

5. Replace Oil Pump.

v ey e

Dismantle to gain access to oil pump. Clean or replace pump.  Assemble and
check ignition timing. A .

HAY
‘\ l'

6. Overhaul Primary Drive.

i Dlsmantle primary drive and clutch Cleaﬂréhé:replace parts including alter-
"\ 7. nator if necessary. Assemble, adjust and road test. ;

7. Rebuild Geaibox and Primary Drive.

Dismantle gearbox and primary drive. Clean, check and replage parts as.re-
quired, Make adjustments as required and road tast.

8. Rear Drive Chain.

oy orree

Iubricate and adjust rear chain. Adjust rear brake control.

9. Replaca and Rebulld Front Wheel Assembly

Remove front wheel, Transfer bearings, brake parts, tlre and tube from dam-
aged wheel to new "wheel less internals",. Assemble and adjust brake.

10. “Replace and Rebuild Rear Wheel Assembly.

As front wheel. Transfer bearings, brake parts, sprockst, etc., from damaged
whsal to new "wheel less internals".;: Assemble and adjust rear. chain and braks.

"'2" Contlnued...-...-.--.-



January 1, 1967 67/1

Operation Details Continued:

11.

12.

. 13-

15‘

16.

17.

18.

Wheel Repair.

Replace wheel rim and spokes as required. True and align wheel.

Replace Gas Tank,

Replace gas tank. Transfer accessories including taps and fuel.

Replace 0il Tank.

Remove oil tank. Clean oil tank and filter or replacement with new. Assemble.

Replace Front Frame Saction.

Dismantle. Fit new front frame, Assemble, adjust and road test.

Replace Damaged Front Fork Assembly.

Remove fork assembly, Transfer accessories, Assemble. Adjust head bearings
and road test.

Overhaul Front Fork.

Remove lower

legs, replace bearings, oil seals and rubber boots as necessary,

Assembla. Check head bearing adjustment, add oll and road test.

Replace Wiring Harness.

Removal of wiring harness. Does not include work on any other electrical

components,

Elaectrical Test.

Assemble new harmess.

Test all Electrical components using TRI-COR Test Set following written

instructions.

This does not include making repairs or replacements.
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Parte - Toole - Aecessoriee Bulletin

January 2L, 1967 Bullstin No.66-2p

SUBJECT: Replacement Parts Catalog No.5 for 1967 "B" Range Twins

Listed below are important corrsctions and additions that
should be made in this catalog immediately.

IMPORTANT NOTE: Always check the remarks column at the far right of each odd-
numbered page in the parts catalog for additional information when ordsring,
This column identifies the particular model the part fits if it is not universal,
and starting engine numbers for parts changed during the model run.

Page No. Ref. No. Corractions and Additions

12, VDELETE: CP188 Carton Pack (order individual items).
vDELETE: CP97 Carton Pack (order individual items).
vDELETE: E6387 Piston, Part number incorrect. 7.5-1 CR Piston
) not stocked.
“NOTE : E6868 and E6867 Pistons are complete with rings and circlips
and are in effect "Carton Pack" piston assemblies.
L'ADD: CP168/6l, Fork Rebuilding Kit.

[ vADD: GS/B/66-67 Overhaul Gasket Set.
13 V/NOTE- Triumph paint stocked only in aerosol containers.
17 /iz,& 15 jbELETE: Individual Rings not available., Use CDL6O Ring Set.
v/ 23 “DELETE: 54215824 Rotor. Order 54213901 Rotor which is interchangsable.

25 17 “DELETE: E591L Aluminum Adaptor. Use E3583 Steel Adaptor.

ADD: E53L47 Sleeve for head bolts passing through inlet tract.
27 26 ~CHANGE: L2539 to 125359,

¢ADD: EL8LY Dowel Pin, exhaust camshaft to auto-advance unit.

vADD: 125370 Base Plate; for contact breaker assembly.

“ADD: 51933228 Lead, contact set to coil,
__________ = o e e e e e e e e e e e e e -
29 vV ADD: T160L Heavy Duty Index Plunger Spring.
31 11 VrﬁANGE: T1846 to Ti8LS5.

16 CHANGE: ThB89 to ELB89.

39 11 NOTE « F7357 Prop Stand Complste, fitted to TR6R and T120R
b1 15 “DEIETE: 6LOS4506. Not fitted to U.S. Models.

20 vDEIETE: SA 253/5. Wot fitted to U.S. Models.
b1 YCHANGE: Wil to W1l67.
L3 /' CHANGE: 31437 to 5L03323L.
v ADD: 6L05LLES Damper Unit for 6LOSL16L Suspension Unit.
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Corrections and Additions

Illustration incorrsct - round type rubber fitted.

 ar e wm Em m omm e e wm e M mr mm e mm e = Gm aa e R e Ee Ee o mm M e mr mm b M mm w mm e M e mm wm e W

EL20L Leg Guard veeevecees?
EL207 CLiP vevocovececseadlt
FLUT15 SCrew veseeeeeeneseslt
E?351 Plain Washer .......h
73799 Self-locking Nut ..

= mm wm mm mm rr am vr em ms ma em m ve mm am mm ma mk mm i e em mm dm A Em AN mm MR Wk Em A A e W Am mm mm mm  wm e

F6728 Lock not supplied with H2100 Top lug.
DA23 Key (state serial number). Key numbers run from
EJR1 to EJREO,

- em mm mm ok e wm mm dm s er me mm rr hw M omm S e e mm mm wm = mm WR e um Y s Y M M e mm T o e o W

o s es me mm e A mv m Em mm mr wE Em e e mm AR by A pm wm o mm e wm mm M me e mwm em  em mm e mm wm e e A A% A

- e e oum e e mE am mm me wm e Em s e ey Ak R B am W8 o o am M o o

- e e e m mm W am am e mm mw = v em A a4 S e e mm em am EM AL em e WM Ge % M as R W e o e mm w em

= et e Em wr = M am me s B B 4 W oma wm mm e e im mm am M e oy e ma am mr wmm e e e wm ome MR W e W e e e

F700L Gas Tank., Not fitted to U.S. Models. i

F5398 Styling Strip. Not fitted to 1967 Models.

TROR from remarks column,

Correct part numbers for gas tanks are as follows:

TR6R - F7003 MG/AW

TR6C - F6728 MG/AW

T120R & T120TT - F6728 Aub/AW (from engine number DUhBlS?)
T120 & T120TT models up to engine number DULB156 were
fitted with the F6728 Aubergine/Gold gas tank. However, - -
the factory has discontinued this color scheme, and as
our stock is exhausted here, only the F6728 Aubergine/
Alaskan White will be supplied.

e i Em ce o Em e e e MR e o o omm e e M me W R G oy dm e e M mm e

¥6L31. Not stocked. Use F6L32.
F576L to F6866 Cloth Element. Fitted to T120R, T120TT.

m— e o A am s M e e e e S b A dm e e e o e e me e B T e e Mm wm am m e e s e e kw mw oam me e w

¢ DELETE :
¢TELETE:
“ROTE :
,/NOTE :

vDELETE :

B1482., Not fitted te U.S. Models.

F598l Rear Mudguard., MNot fitted to U.S. Models.

Use F7850 Lifting Handle on models fitted with FSL2L with
exaggerated bend not permitting use of CDL6L or CDLES.
Specify year, model, and color scheme when ordering painted
parts.

F592L Rear Number Plate. Not fitted to U,S. Models.

- we ar e e Em s mm ma mm Em e MR o aw G eE B aa mm MR MR Em e im R e mE ey e Em mm em gm ae e e A mm = e

vDELETE:
~PELETE:
~DEIETE :
YIELETE:
# ADD
+HNOTE :

H1871 Handlebar. DNot fitted to U.S, Models.

158/100h. Not fitted to U.S. Models.
18/999. Not fitted to U.S. Models.
18/1000. Not fitted to U.S. Models.

54941009 Lead, for horn pusb and dip switch.
Sold only as a unit under part number 18/838/839

- e M4 ms = wm ar em ok TR AR Am EER Ak Em e R e tm mm MY e mm AR A mm = we s me A = = s AR o mA mu A mm gm we e

Page No. Ref. No.
12 /19
L7
L9 10

11
£l 3
53 26 & 27
55 27 & 28
57
59 1
. 7
11
g 10
63 1l
15
&7 5
20
22
1& 20
69 1
13
13
2B
L1 & L2
71 1
5
5
12 - 19

v CHANGE:
“DELETE:
¥ CHANGE ¢
¥ DELETE :

D565 to DLE6T.
D558, Not fitted to U.S. Models.
D559 to D330T,

DL9S and components. Not fitted to U.S. Models.

- ms mm M we mm e Em W omm M oam e e Em An e e A o R ER e Ew mE Sm me e mm v Em e ma RR e A Ee se oma e e =



Corrections and Additions

D311 to DAZID.

D87. DNot stockad.

DAS0/1 to D662/3. Models fitted with the new T2436 Mainshaft
require the use of the new D662/3 clutch center extractor.
The D662/3 extractor also works on older models and therefore
supersades the DAS0/1. Tri-Cor CD222 pullers in stock here
have been modified teo fit these late models also. Older
D222 pullers can be modified to fit by removing the taper

at ths bottom of the inside bore of the tool. DAS0/1
pullers will not work on models fitted with the T2L36
mainshaft and cannot be modified to fit.

D296. Not stocked.

D26L. WNot ritted to U.S, Models.

D527. Use CD367.

. Mm m fa e W e el e ae e e == o T oam mA MR AR mR e A mr s me M wm e e

— Ee e e s Em w m E a b omw e Ee sm mr e Em me ER e e mm am M wm e e e

- e A o e e m — o am T e E em B mm M o oae TR me mm R o W e MR mw em e ey Em omm e s b A e v e

SSM5001/00 Spesdometer Head KPH.
E5156. Not available.
E5155. Not available,
E612);, Not available.

Not fitted to U.S. Models.

“31-315-135 Brass fitting for instruments at cable connsction.

ES758 Body, for ES756 Tachometer Gearbox.

Smiths speedometers are standard equipment on all 1967
"B" Range Models., VIO Endurc spesdometers are availabls
if desired, but éfdealer's or customer!s expense.

See Tri-Cor Accessory Catalog for ordering information.

T o e e m A s e em e M S m e e e oam e M e e R e o o e o oam o

31071 to 31107.

Suhliiioh Clip, at ends of L51L9 coil.
SLhli9Lé Lamination, for L51L9 coil.

54523480 Headlight Shell, for 59699 Headlamp.

MeoER R E Em Em R e Em m e e m m D e e e omm re wm e e ek W omr ER wm MR mm v e vm am me i e mm e am e W

Page No. Ref. No,

73 8 LCHANGE :
10 » DELETE :
16 CHANGE:
17 VIELETE:
27 VDELETE ;
30 /' DELETE :
h 38 VEHANGE
77 v DELETE s
- O gy wr v e A Em me e (7/ - - -

80 2& 3 VNOTE
81 1 VDELETE:
18 “IELETE:
19 v DELETE :
26 L DELETE:

vADD:

vADD:

MOTE:
e e e e e e -2 - - . -
83 13 vCHANGE:

vADD:

WDDs

1ADD:
85 8 ' DELETE:
18 YDELETE:
28 vIELETE :
29 v DELETE :
35 v CHANGE »

iADD:
e e e e - R

87 8 ¢ ADD:
32 - 42 ¢ DELETE:
50 “DELETE :

5L “ADD:

rADD:

FADD:

vADD:

L ADD:

10010k, Use 5L100776.
D262, Use DLOST.
54937976 H.T. Lead.
842183 H.T. Lead.
70197 to 70183,
L23947 Bracket, for L5110 coil.

Mot stocked.
Not stocked.

e Em e e M e e e tm o S oam e am s am o ey omm wm A e o e Mk Em wm e om

54520540 Adaptor Unit, complete with leads.

554602 not supplied with leads as illustrated.
53L5k and components, Not fitted to 1967 Models.
127684, Use 11071L.

Part number D622 (specify key number).

5L523508 Headlight Shell, for 5973l Headlamp.
54130041 Nut, for 31899 Ignition Switch.

54938986 Fuse Assembly.

CD392, 30 amp Fuse (box of fivse).

CDLL7, 20 amp Fuss (box of five).

—Tm MR R e W R R o em mm o E e M e e mm ad & e omm b M A M wm W W mr wr mm = Er sw s o am B e we em am ea -



A TRUUMPE Gyporaion

SERVICE BULLETIN

April 7, 1967 67/2

TO ALL EASTERN TRIUMFH DEALERS

SUBJECT:

SYMPTOM:

CAUSE:

CURE:

CAUTION:

1966 and Early 1967 - 650cc "B" Range Twins
Service Problem --- Loose Pivot Bolt at Swinging Arm Bearing

We urge all dealers to watch for this condition which can cause serious
problems if preventive maintenance is not taken when the trouble first
develops.

A loose condition at the swinging arm bearing can be detected by putiing
the machine on the center stand and gripping the rear tire at a point
just below the tip of the rear fender tc feel for side play or looseness
at the rear suspension pivot point.

If the pivot bolt, F6l50 for 1966 models and 5591 (unified thread) for
1967 models is not sufficiently tight it can work loose in spite of the
fact that the tab washer FS9l); and the lock nut (NT297 for 1966 or S5LS
for 1967) is still in place. In severe cases the bolt can back off until
the head presses the rubber oll return line against the inside surface
of the right hand rear engine plate. This will cut off the return oil to
the tank, causing severe wet-sumping that can lead to a major failure
(burned out connecting rod bearings).

Remove both engine plates and also the lock nut and tab washer on the left
hand end of the bolt. Then tighten the pivot bolt to 45 foot pounds torque
and carefully check the swinging arm for any loose condition. If this
corrects the trouble, clean the threads on the bolt, apply Loctite and
while holding the bolt tight, assemble the lock mul and tighten it to

15 foot pounds torque.

If the machine has been operated for considerable mileage with a loose pivot
bolt, the hole in the frame lug just under the head of the bolt can become
enlarged and this will prevent proper tightening of the assembly and could
cause further serious trouble as it will allow the right hand end of the bolt
to "work" forward and back in the frame. This will cause bad handling at
high speeds. We suggest that you send us a report if you have a frame where
this condition exists as we can suggest a method of repair to avoid the need
of replacing the complete front frame section.

The subject trouble has occurred with 1966 models in the engine number range
between DU39100 and DULL39L. Also some difficulty with loose pivot bolts
was experienced with early 1967 models between engine nuwbers DULL39) and
DULB157.

Always check your customers' machines for this serious loose condition
whenever you have the opportunity. Keep a record of those that are
corrected. The arm should be free to swing, but without any loosensss

or end play.
THE TRIUMPH CORPORATION




e TRIUMPB Gyporetion

SERVICE BULLETIN

April 7, 1967 67/3
16 ALL EASTERN TRIUMPH DEALERS

SUBJECT: 1966 and early 1967 - 650cc and 500cc Triumph twin models with 12 volt
battery ignition system.

Service Problem --- Ignition trouble with models that have Lucas coils. 1966 - TR6/R
and TL00/R models. Also 1967 - TRE/R (1967 - TL00/R models have Siba coils).

SIMPTOM: lLoss of power and serious over-heating that could lead to a pision seiszure.
Owner complains thal engine is "bogging-down" as though brakes are dragging
or engine seizing, at engine speed of approx. 3700 RPM.

GAUSE: A "maverick spark" can occur during the inlet cycle. . This "extra" spark
will cause premature burning of the imlet charge (mixture) to produce over-
heating and loss of power. The spark is caused by a voltege surge when the
points close. 1I{ usually happens with Lucas 12 velt ceils. It is not likely
to happen with the Siba coila fitted to 1966 - '67 T120/R and 1967 - T100/R
wodel s, _ . .

To check for this condition, try to eliminate the symptom by unplugging the
three alternator leads at the junctiom block., If this eliminates the symptom
you can be reasonably certain that the over-heating or piston seizure is
caused by this "extra" unwanted spark. '

CURE: Replace the original ignition cam 5L4h}1729 by the new type/Shhl912h} This new
cam has a much longer dwell when the points are closed and is known as the
m60° cam®., The longer dwell allows the points to close much earlier and
at a time when combustion cannot occur. ‘

We can supply the 160° cam (Skk1912L) from stock. The older style (Shkll729)
should only be used for 6 volt battery ignition models up to and incl. 1965,
If you the new 160" cam to a 6 volt model it would cause extra drain on
the battery.

Note For Orde% : We suggest that you order a few of the new 160° comtact breaker
cCans diately. If you will return to us the original equipment cams

(short dwell) we will replace them free-of-charge with the new type. At the.
same time 1f you will return to us any early sleeve and action plates, we

will also supply free-of-charge replacements of the latest type part #AUL1S7S1.
This sleeve and action plate can be identified by the black finish and it has
the smallest slot (for the locating pin) which reduces diatortion of the taper
that can cause a "wobble" of the contact breaker cam,

CAUTION: Nome of the information in this Service Bulletin spplies to A.C, ignition
models such as the TL00/C, TR6/C or the T120/TT Special.

1967 - T120/R models after Engine No. DUS1771 and TLOO/R models after Eng. No. H51616
have the new 160° ignITIon cam fitted at the factory. . '
THE TRIUMPH CORPORATION



SERVICE BULLETIN

1967 nan RANGE TIGER CUB 200cc

BULLETIN No. & _ April 26, 1967
SUBJECT: Important Service Information 1967 - T20/M Tiger Cub Models

1.

2.

Ignition Timing

All 1967 - T20/M models were fitted with a 7:1 compression ratio piston and it
has been found that these machines often run better with an ignition timing of
320 fully advanced, instead of the 36° timing recommended for earlier models.

Forks "Topping" on Full Extensicn

Some early production Cubs showed this symptom which was caused by the damping
sleeve H1396 being fitted upside down. All 1967 Cubs shipped from Baltimore
after December 7, 1966 were corrected, If you encounter this complaint, we
suggest that you remove the damping sleeve and re-install it correctly with the
largs inside diameter facing upwards., If we receive a blue lshor adjusiment
card we will issue you a credit of $5,00 to cover the labor,

Improved Qears

Mainshaft first gear (T2328) and layshaft first gear (T2326) with K/S ratchet
were fitted at the factory after engine muber 3855. Also, these new improved
kickstart and M/S firat gear were fitted to an sarlier 62roup of engine rumbers
shipped to dealers from Baltimore after December 7, 1966.

NOTE: The two new gears mentioned above have a different shape of tooth and pitch

L.

diameter from the original gears and thus they must always be installed in
airs. There 1s no change in the number of teeth of each gear, but there is
a ference in the shape of the teeth. In the new layshaft low gear, it is
also noticeable that the holes in the side face of the gear are smaller and

of a different shape in order to strengthen the gear to prevent breakage under

a heavy kickstart load.

Valve Clearsnce

After engine nmumber 500k a standard camshaft with "ramp" cams was fitted to the
T20/M model and the valve clearance for any machine after that mumber should be
adjusted to ,010" for best performance.

'A.C. Ignition

If a T20/M develops a hard starting symptor and the spark at kickstart speeds
is weak, it is well to remove the primary cover to check the position of the
alternator rotor., With the piston on top center, the keyway in the drive side
shaft located at 3 ofcleock should always be used to drive the rotor.
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SERVICE BULLETIN

This bulletin supersedes bulletin No. 62/9 May L, 1967 Bulletin No. 67/11
GEAR RATIO CHART FOR TRIUMPH "B" RANGE TWINS with Unit Construction Engine

Use this chart for all "B" Range 650cc models with unit construction engine from DULOL.

A1l these models have 29‘I“engine gsprocket and 58T clutch sgprocket.

Gearbox Rear Gearbox Rear (3earbox Rear

Sprocket Wheel Ratio Sprocket Wheel Ratio Sprocket Wheel Ratio
15 43 5.73 16 L3 5.37 17 43 5.06
15 Ly 5.87 16 Wy s.50 17 Lk 5.18
15 L5 6,00 16 45 5.62 17 L5 5.29
5 L6 6.13 16 L6 5,75 17 Lé Sl e
15 L7 6.27 16 47  5.87 17 L7 5.53
15 48 6.40 16 L8 6.00 17 48 5.65
15 L9 6.53 16 49 6.12 17 L9 5.76
15 50 6.67 16 5o 6.25 17 50 5.08
15 51 6,80 16 51 6.37 17 51 6.00
15 52 6.93 16 52 6.50 17 52 6.12
15 53 7.07 16 53 6,62 , 17 53 6.2
15 Sk 7.20 16 sh  6.75 17 54 6.35
15 55 7.33 16 55  6.87 17 55 6.47
15 56 T.47 16 56  7.00 17 56 6.59
15 ST 7.60 16 57 7.12 17 57 6.T1
15 58 173 16 58 7.25 17 58 6.82
15 59 7.87 16 59 737 17 59 6.94
15 60 8.00 16 60 7.50 17 60 7.06
18 L3 4.78 19 L3 4.53 20 43 L.30
18 Ll 4.89 19 Wy L.63 20 Lh L.4o
18 L5 5.00 19 L5 L.74 20 45 4.50
18 L6 5,11 % 19 L6 .84 % 20 L6 11,60 st
18 L7 .22 . 19 L7 .95 - 20 L7 4.70
18 L8 5.33 19 L8 5.05 20 L8 h.60
18 49 5.l 19 k9  5.16 20 49 L.90
18 50 5.56 19 50 5.26 20 50 5.00
18 51 5.67 19 51 5.37 20 51 5.10
18 52 5.78 19 52 5.47 20 52 5.20
18 53 5.89 19 53 5,58 20 53 5.30
18 5k 6.00 19 5h 5.68 20 Sk 5.0
18 55 6.11 19 55 5.79 20 55 5.50
18 56 6,22 19 56 5.89 20 56 5.60
18 57 6.33 19 57 6.00 20 57 5.70
18 58 6.4l 19 58 6.11 20 58 5.80
18 59 6.56 19 59 6.21 20 59 5.90
18 60 6,67 19 60 6,32 20 60 6.00

#41963-67 120/C & TR6/C § #1963-67 T120/R & TR6/R s 1963 6T

weae T120/C "IT SPEC!



SERVICE BULLETIN

"AW RANGE TIGER CUB 200cc

BULLETIN No. 6 ' June 1, 1967
Supersedes Bulletin No. 62/8

SUBJECT: Kit of Racing Valve Springs for Tiger Cub Models

The special "gingle" racing valve spring (CD252) has given excelleni service in our
500cc "C" Range racing engines. Based on this experience, we have now developed a
succesaful similar combination for the Tiger Cub engine. The new racing valve spring
for T20 models is identified by red paint. An inner spring should NOT be used with

this spring and it can only be uee the parts shown below., Parts can be ordered
separately or as a kit.

CD302 TIGER CUB RACING VALVE SPRING KIT Price $6.00B
Consists of the following: '

Qty. : Descripti on |
2 . Recing valve springs
(red paint identifisation)
2 ~ Special lm wéra |
2 Tep collars -
L Taper keepers

DMPORTANT NOTE:

When fitting CD302 racing valve spring kit it is impertant to check the following
points carefully: ‘ .

1. Remove sharp corners from the top and bottoiu curved ingide edges of the steel
keepers where they contact the valve stem.

2. The special lower valve spring spacer, CD28L, is a smug £it in the spring.

3. With valves assembled to the head, carefully check the length of the gpecial
valve spring. It should measure no more than 1-5/32" and no less than 1-1/8%
with all parts assembled and valve on seszt,

When setting up a Tiger Cub for racing, we suggest using the subject valve spring
kit and also our replacement racing exhamst valve, E31L7KE.

NOTE: DO NOT use the CD252 spring in Tiger Cub. Use ONLY the CD298 with red
paint as shown above, _
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SERVICE BULLETIN

August 2k, 1967 67/5
TO ALL EASTERN TRIUMPH DEALERS:

SUBJECT: Revised Internal Conneétions and Test Procedure - L7197 Stataor
Fitted as Standard equipment to latest 1967 Triumph models with
Direct A.C. Ignition (no battery} T120/TT, TR6/C, T100/C and T20/M.

Refer to the wiring diagram for A.C. Ignition models on page H27 of your
latest CDlL11 Workshop Manual. This is the 1967 manual with white loose
leaf binder and blue printing on the cover.

The internal stator connections shown in Fig. H29 (on page H27) apply to
the earlier L7188 stator. The NEW encapsulated stator, part number L7197,
has revised internal connections as shown in the sketch below.,

Red-to Ground

Brown-to Stop Light Switch

Brown-Blue-to Horn and Light Switch

Black-Yellow-to R.H, Ignition Coil
(Rear Contact Set)

Black-White-to L.,H. Ignition Coil
(Front Contact Set)

Note that the Brown wire to the stop light is no longer connected to the
ignition windings. '

Refer to page H2l in your CD4ll Workshop Manual. Average A.C. voltage figures
for 47188 stator should be 5.0, 2.0 and 5.0 from 1eft to right in the lower
column under alternator output. To obtain these readings, you must unplug all
alternator leads, and run the engine at 3,000 RPM using an outside power source
(a battery and pair of battery ignition coils).

When testing the new encapsulated stator, part mumber 47197, these output figures
remain the same, but musi be obtained by making the following connectionss:

L.C. Volts (with 1 ohm resistor)

4 - Red and Brown/Blue 5.0
B - Black/Yellow and Black/White 2.0
C - Red and Brown 5.0

These A.C. voltage readings may be taken with amy Tri-Cor test set. A 1 ohm
resistor is built into the test set.

Continmued..oeoces
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To Test Stator for Shorted Windings:

1. Using an ohmmeter or electrical circuit test light (such as Tri-Cor #233)
there should be no contlnulty between any stator lead and the metal stator
frame. :

2. There should be no contimuity between a Black/Yellow or Black/White wire
and any of the other three leads, 2l

To Test ‘Stator for Open Windlggg. (Use ohmmeter or test light as above)

1. There Should be contlnulty between the Black/Yellow and Black/Whlte laads¢
2. There should be continuity between any combination of two of the Red,,Brﬂwn
and Brown/Blue leads.

CLoomind
Very truly yours, Soomdd

. e THE TRIUMPH GORPORATION

Service Manager

Rod Coates:bjh
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SERVICE BULLETIN

August 2l;, 1967 67/6
TO ALL EASTERN TRIUMPH DEALERS

SUBJECT: Wet-Sumping on "A", "B", & "C" Range Triumphs
Wet-sumping can occasionélly be a problem on some Triumph motorcycles.

Symptoms of wet-sumping are:

1. Excessive oil emitting from crankcase breather tube and resulting high
0oil consumption.
2. Smoking exhaust.

To verify that a wet-sumping condition exists, run the engine until it is
thoroughly warm. Within five minutes after engine shutoff drain the sump.
Measure the amount of oil that drains out. An amount of oil over 100cc

indicates a wet-sumping condition and corrective measures should be taken.

Possible causes of wel-sumping are:

1. Foreign material preventing ball check valve from seating in the
- scavenge side of cil pumpn%most common cause).

. Poor check valve ball seat.

. Air leak in crankcase oil scavenge pipe.

» dir leak in oll pump to crankcase joint.

. Porous crankcase casting.

. Air leak at ENLS39 1/L W plug bottom of engine ("B" Range) or at T1553
Phillips screw plug at bottom of engine ("4A" Range).

. Blockage in return oil line - could be. caused by mis-aligned E3763 oil
Junction block gasket,

. 0il pressure relief valve piston in full bypass position due to a stuck
piston or broken or missing spring.

9. Restriction in oil tank vent pipe.

(oS (AR R = WO I\

Scavenge Suction Test (for checking above causes #l thru #6)

Obtain from any auto parts store a vacuum gauge calibrated in inches of
mercury. Attach a length of standard Triumph oil line to it and proceed
as follows:

. Run engine until it is thoroughly warm.

- Remove the oil sump cap and screen.

. Connect hose from vacuum gauge to oil scavenge pipe.

. Run engine at a fast idle - gauge should read a vacuum of 18-26 1nches
of mercury.

Stop engine and observe gauge. The needle should gradually - not
immediately - drop to zero.

Vi Fwm

Contimied.esesss
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If the Scavenge Suction Test is Satisfactory

1. Check o0il pressure relief valve assembly and also check oil pressure

(see #8).
2. Check the return system from the pump to the oil tank and also the tank

vent (see #7 & #9).

To check for a blocked or restricted oil return to the tank: (see item #7)

1. On "B" & "C" Range oil tanks using a hand chuck and 7/64" and 15/64" drill
bits, run the drill bits into the return tube and rocker feed tube (if fitted)
at the bottom of the tank to see that both tubes are free from internal burrs
and restrictions that can occur at their welded joints.

On "A" Range oil tanks use 7/64" and 5/32" drill bits to check these two tubes
in the same manner for restrictions.

2. After doing the above, blow out the return oil line and the return tube in
the oil tank with compressed air. '

If the Above Test iz Not Satisfactory

1. Remové oil pump - clean thoroughly and see that ball seats are concentric and
free from pits or grooves. Re-assemble pump, tighten check valve caps securely
and re-install pump with a new gasket,

To check for sump pick up tube leakage or case porosity, fill a good "pumper" type oil
can (#) with solvent and squirt thru a folded rag into pickup tube. Back pressure
should prevent pumping solvent out of the can in a few pumps. If the solvent can still
be pumped with no evidence of substantial back pressure, obviously there is a leak in
the pickup tube or crankcase scavenge oll passageways.

It is good insurance to check the oil pressure and scavenge suction on every new
motorcycle at set-up and after all major overhauls.

See appropriate workshop manual for specifications and instructions for checking
oll pressure.

# To be sure that your oil can is 0.K. for this test, fill it with solvent ard block
the outlet tube, After one or two pumps the can should "liquid lock". If you can

still pump the can, the pump mechanism is suffering from excessive blow-by and the
can will not suffice for this test.

Very truly yours,
THE TRIUMPH CORPORATION

Service Manager

Rod Coates:tbih
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SERVICE BULLETIN

August 2L, 1967 67/1
TO ALL EASTERN TRIUMFH DEALEER-,

- UBJECT: Exaavst Tappet Lubrication System for 650cc Twins

Starting with 1966 model "B" Range twins (after Eng. #DU24,875) the exhaust tappats
have been pressure lubricated with oil to reduce exhaust camshaft and tappet wear.

Up to Eng. #DU63042 this lubrication system has used exhaust tappets with a 9/32"
flat on the stem and a special dowel containing a metering jet in the front of the
timing cover, N

Starting with Eng. #DU630L3 the exhaust tappet stem flats have been shortened to

3/32" to give a "timed" effect and the dowel/metering jet in *Le timing cover has
been removed and replaced with the T989 hollow dowel previously used before DU2L87S.

To summarize the parts changes:

Eng. #DU24875 - DU6:0L2 Identifying Feature

Exhaust Tappets - Racing E64%0 "
Standard E6329 9/32" length of flat on stem

Timing cover dowel E6800/3
(complete with metering jet) .

OR

Timing cover dowel E6348
(complete with metering jet)

From Eng. #DU630L3

"Timed"” Exhaust Tappets - Racing E880L " £ £
Standard E8895 3/32" length of flat on stem
Timing Cover Dowel T989 Plain holiow tube with no metering jet.

Tou must keep the dowel and tappets together as they are listed. It would be wise
when doing major work on an engine from DU24875 - DU630L2 to replace the tappets and
dowel/metering jet with the latest parts used in 21l "BY Range engines beginning with

DU630L 3.
Very truly yours,
THE TRIUMPH CORPORATION

Service M;:ager E

Rod Coates:bjh
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SERVICE BULLETIN

September 18, 1967 : 67/8

- TO ALL EASTERN TRIUMPH DEALERS

SUBJECT: Comprehensive Test and Troublesheoting Instrugtions for sll 6 and 12
Volt Battery Ignition Models ("B" & "C" Range from 1963) using Lucas
RML9 A.C. Equipment. . ‘ _

Thers are five basic tests that should be performed when there is doubt that |
the motorcycle's electrical system is functioning properly. These are in orders

1, ’Battery and Ground Connection Test

. 2. Charge Rate Test: (D.C. current input to battery).

3. Alternator Output Test: - A.C. voltage output of alternator

h. Rectifier Output Test: - D.C., voltage output from rectifier

5. Zener Diode Test

It is ébsolutely eggential that a well charged, properiy rated battery be in
the motorcycle's wiring system for these Eeg%i. '

Although this bulletin emphasizes the use of a Tri-Cor medel "750% test get, any
reliable electrical test instrument may be used as long as a one ohm redjgtor
of at least 100 watts rating is used in parallel with the A,C, or D,C, voltmetar
when required. Be sure when making any test connections that the lcome leads
and wires are not in a position to ghort together or to ground, : -

By referring to the three schematic drawings on page H10 of the latest CD4JL

(white cover with blue printing), it is apparent that the same bagic electrical system
is used in all coil ignitian (from 1963) Triumphs whether they are & or 12 volt
equipped machines, Rotor, stator, and rectifier are or can be the same for 6 or

12 volt equipped models. The actual voltage output of the alternator is con-

trolled by the internal resistance of the battery. :

Test #1: Battery and Ground Connection Tegt

1, Seﬁ the voltmeter switch to D,C. Turn the load resistor OFF, Turn the
motorcycle lights on for 10-I5 seconds, thep immediately alter turning the
lights off: : , - _ :

2 Check the voltage between the positive (+) and negative (-~) battery terminsls,

The voltmeter must read at least 6.0 or 12,0 volts for either 6 or 12 volt
batteries. If the battery does not read thege minimum voltages, it muat be’
replaced or recharged before the rest of the testing is continued,

3. Leave the black (-) voltmeter wire attached to the negative battery terminal
~ and move the red (+) voltmeter wire to a good clean ground point on the motor-
‘cycle frame. This voltage reading and the one obtained in step #2 must be
the same. If they are not, the battery is not grounded properly, BE;Ek the



fuse with an ohmmeter or test light to verify that it is good. Also, check
the connections at the battery, frame ard fuse holder to see that they are
clean and tight.

Once it has been detarmined that a well charged, properly grounded battery is connected
in the motorcycie's electrical system proceed as follows:

Test #2: D.C, Charge Rate

1. Disconnect the wires from the middle terminal of the rectifier.

2. Disconnect the wire to the Zener diode {if fitted) and tape or place it where
it canmot short te gro.und,

3. Comnect the red ammeter iead to the Brown/White wires removed from the rectifier.
L. Connect the bléck aﬁmeter-lead to thélmiddle rectifier terminal.
5. Start the engina and obgserve the ammeter. With the engine at approx. 3,000 RPM

{45 mph ir Lth gear) you should obtain at least these MINIMUM readings:

500cc: ALl to HAOS27 | 500cc: ALL from HLOS28
650cc: 6T up to DUS82L
TR6 & T120 up to DU2L87L . '650cc: 6T-DUSB25-DU2L8ThL 650cc:  All from DU2b§75

6 VOLT : , 12 VOLT - 12 VOLT |

OFF 2.5 amps - L.8 amps L.8 amps
PI1.OT 2.0 amps NOT NECESSARY3 NOT NECESSARY#*
HEAD (High Beam) 1,75 amps. ' 1.8 amps o NOT NE:CESSARY%

If the readings on the chart above are obtained, then the basic battery charging system
is good. The troubie then will lie in a short somewhere in the wiring gystem, or else
the Zener dlode will shorted or open (see Test #5). ’

If these readings are not obtalned, a qulck check should be made to see if there is
continuity between the battery and rectifier. Proceed as follows:

1) Turn the load resister OFF Tarn the voltmeter switch to D C,
2} Leave the engine shut off and turn the ignition key on.
Connect the red voltmeter lead to greound.
L) Connect the black voltmeter lead to the rectifier end of the Brown/White wire
that connects to the middle rectifier terminsl.
The D.C. veltage obtained should be within 1/2 volt of the battery voltage. If it is
not, thers is a short, opesn or poor connection in the wiring between the battery and
the rectifier. Look for the open possibility first by checking for contimuity thru
the ammeter. If the voltage obtained compares favorably with the battery voltage then
the trouble lies :lsewhere in tne charging system and you should proceed with test #3 as
follows: . ' : ‘

# These readings are not necessary because in these posgitions the headlight switch has
no effect on the currsnt output of the aglternator for these model motorcycles.

Test #3: Alternator Output Tast

1. Comnect gll wiring back to norﬁalo

2. Disconnect the three alternator stator leads {Green/Yellow, Green/Black, Green/White)
at the alternator side of the connectors under the engins.

I

Contimed....oevvevvace
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3. Set the voltmeter switch o &LE., Turn the load resistor switch on,
L. Connect either voltmeter lead to the White/Green wire.

5. Start the engine and run it approx. 3,000 RPM.

By comnecting the cther voltmeter iead to the following three combinations of
wires, at least the following MINIMUM rsadings should be noted:

All "B® & "G" Range 6 or 12 Volt

Green/Black . 4.0
Green/Yellow 6.5
Green/Black and Green/Yellow 8.5

(connected together)

Lower readings than these minimum figures indicate a stator malfunction or
demagnetized rotor. The stator can be checked for malfunctions as followa:

For the following open and short tests use an ohmmeter or electrical circuit
test light (such as Tri-Cor #233).

To check the stator:

Shorted Winding Tegt:

There should be no continuity betwsen any stator lead and the metal
stator frame (or a good clean ground on the engine),

Open Winding Tesb:

There should be continuity between any combination of two of the three
stator leads.

If all three A.C. voltage readings are zero or low and the stator checks
out OK, the rotor is demagnetigzed or rot turning with the crankshaft.

It will be necessary to pull the primary cover and check the rotor at
this point. If the rotor is properly attached to the crankshaft, then
it is demagnetized and will have to be replaced.

NOTE: Reversed battery polarity can demagnetize the rotor and damage the
rectifier, ALl A.C. equipped Triumphs have a positive (+) ground.

If test #3 fails to point out any trouble then proceed as follows:

Test #h: Rectifier Output Test

1. Reconnect all wiring to normal.

2. Disconnect the wire to the Zener diode (if fitted) and tape or place it where
it cannot short to ground.

3. Disconnect the Brown/White wire at the middle terminal of the rectifisr,
L. Turn the load resistor switch ON. Set the voltmeter switeh to D.C..

5. On all 6 volt models and 12 volt 6T models, disconnect the Grean/Yellow
alternator stator wire from the alternater side of the connector under
the engine. Using a double connector (Lucas #8506lL1), connect this

Continued, .coeesss
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Creen/Yellow wire to the CGresn/Black wire inder the engine so the Green/Black -
Green/Yellow wires from the alternstor commect to the Greern/Black wire of the

main wiring harress, This connection cypasses the ignition and light switches
for test purposes and feeds the full 4.C. cutput of the alternator to the
rectifier. ‘ ‘ RS

6. Connect the red voltmeter lead to the rectifier mounting stud.
7. Connect the black voltmeter lead to the middale (2.C.) rectifier terminal.

8. Start the engine. At approx. 3,000 RPM the D.C. voltage should be from
8.0 - 9.0 volts on all 6 and 12 volt models. 7 ;

9. Change the red voltmeter lead to a good ground cn the frams, The L,C, voltageA .
reading should be the same 25 in step #8. If it is lower, the rectifier is poorly
grounded to the frame. Cnsck that the red ground wire is attached to the rectifier
mount stud. Replace the rectifier if steps #5 or #9 yield no or low voltage.

NCTE: If the rectifisr mount unit has to te tightened be sure to hold the hex bolt
nead at the plate end of the rectifier wnile tightening.

On iz volt equipped motorcycles, a 5th test 15 sometims necessary to determine if the
Zener Diode is functioning properly. Proceed as

ZENER DICDE TEST:

1. Reconnect all wiring to normal.

2. Disconnect the wire to tne Zener diode.

3. Connect the red volumeter lead to a gooa ground.
Connect the black voltmeter lead to Zener diode terminal.
Turn the load resistor OFF. Set the voltmeter switch to D.C.

L. Connect the red ammeter lead to tne Zener diode terminal.
Connect the black ammster lead to tne Zanser diocas wire terminal.

5. On éTis with 12 volt systems, connect the Gresen/Black and Green/Yellow alternator
leads together as in Step #5 of the rectifier test.

]
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volimeter and ammeter as follows:
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1. When the voltmeter reads 12.75 volt3 the ammeter rust read zero.
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15.5 volts.
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NOTE: When fitting a new diode, be sure the ground wire is attached in back of the hea?
sink. Never allow any foreign material to come between the heat sink and the diode.
Always tighten the Zener diode unit to a torque of 17-2L 1b. inch (1% - 2 1lb. ft).

By performing these four or five simple tests, the basic charging system's efficiency
can be established.

If these tests fail to show any trouble then the fault must be a short or open in the
wiring harness, switches, or lights. By comparing the schematic drawings with the
wiring diagrams found in CDLL6 or CDL1l, you can easily troubleshoot the system with
an ohmmeter, voltmeter, or test light and pinpoint the trouble.



SERVICE BULLETIN

 September 21, 1967 67/9
TO ALL BASTERN TRIUMPH DEALERS

SUBJECT: Tachometer Drive Thimble Replacement

In the event that the EL700 tach drive thimble in the exhaust camshaft of all unit
constrpction "B" or "C" Range twins (from 1963) becomes inoperative, follow the
gtepg outlined below to avoid dismantling the engine to install a new tach drive
plug in the exhaust camshaft.,

Proceed as follows:
1) Remove the tach drive gearbox or the cable adaptor from the crankcase.

2) Using a 3/8" pin punch, drive the old tach drive thimble (E4700) a%
least 1" into the exhaust camshaft. The exhaust camshaft is not hollow
all the way thru and the old thimble will not be able to get out of the
camshaft once the complete repair job is effected.

?) The drive thimble ears that are broken off when the thimble is punched
into the camshaft should be retrieved with a magnet if possible,

L) %hread the new repair drive plug (E7050} thru the threaded tach drive
ole in the crankcase and into the camshaft as far as possibls.

5) Using a drift constructed as shown below, drive the E7050 drive plug
into the camshaft until it is just flugh with the end of the shaft.
Be careful not to drive this plug in too far as the drive gear blade
mist be engaged adequately with the drive plug slot.

N'———.———-.-AT LEAST 5" »
- % el }— |

This face must be
square with the axis

of the drift.,
Continued..sss.
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6) Refit the tach drive gearbox or cable adaptor to the crankcase. Bg sure to use
a CDh5h Stato-Seal between the tach drive gearbox and crankcase.

7) Before connecting the tach cable be sure that the cable is properly lubricated
and works freely. Also, be sure that the brass "eup" ferrule (#31-315-135) is
installed on the tach (or speedo)* at the end of the cable connection part of
the tach. Without this ferrule the tach cable will be "locked" and either the
cable or the tach drive blade will break.

* Applies to all magnetic speedos and tachs fitted since 196k.
Very truly yours,
THE TRIUMPH CORPORATION

Service Manager
Rod Coatestbjh
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September 21, 1967 67/10

TO ALL EASTERN TRIUMPH DEALERS

SUBJECT: Gearbox Mainshaft and Swinging Arm Bolt Threads "B" & "C" Range Motorcycles
The threads of the subject parts have been changed from C.E.I. to Unified.

“B" Range Only

Swinging Arm Bolt & Nut

Bolt Nut Fitted
01d Types F6150 NT297 9/16" x 20 CEI Thread 1963-66 models
New Type: 8620 S5L5 9/16" x 18 Unified Thread This new bolt replaces
5591 fitted to early
167 models

Some of the old type swinging arm bolts have "brazed-on" heads. We recommended
that these bolts be replaced with the new improved one piece 5620 bolt. The new
5620 bolt can be fitted to all frames beginning with 19%3 as the two threads are
sufficiently similar to work in the narrow (5/16") frame lug. Check Service
Bulletin 67/2 for correct installation.

Standard Ratio Gearbox Mainshafts

"B" Range Mainshaft X/S Nut Clutch Nut Thread

014 Type: 791l NE297 T104L7 9/16" x 20 CEI at both ends
New Type: T24L36 559) 5586 9/16% x 18 UNF at both ends
IIC" REEEE

014 Type: T1948 T2009 T104L7 9/16" x 20 CEI both ends
New Type: T2275 8591 5586 9/16" x 18 UNF both ends

The new gearbox mainshafts use a self-locking nut on the clutch end and require
a deeper clutch puller to accommodate an increase in length of the threaded shaft.
A1l CD222 pullers in our stock will fit the new mainshafts.

We have reports of failures of kickstarter end of the new T2,36 mainshaft. We
will replace any such failed part under guarantee.

Very truly yours,
THE TRIUMPH CORPORATION

Service Manager
Rod Coates:bjh
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TO ALL EASTERN TRIUMPH DEALERS:

SUBJECT: Fork Bushings in Late Model Twins

We have reports of excessive wear of the sintered iron (gray color) fork
bushings H4L1 and HLL3.

When doing repair work on any 1967 "B" or "C" Range Triumph, particularly
those machines that have seen rough usage in Scrambles, etc., always check

. for play in the front stanchion tubes that could be caused by worn stanchion
tube bushings.

To check for this condition, raise the front end of the motorcycle until the
front wheel is off the ground. Hold the two bottom members next to the front
wheel axle and check for excess front to back movement of the bottom members.

Replace all worn bushings and be sure to check bearing surface of stanchion
tubes and inside surface of bottom sliding members. If these surfaces are

damaged the parts must be replaced. Any damage caused by worn sintered iron
bushings can be claimed under guarantee. '

If you have front forks apart for any reason, always replace the gray colored
sintered iron bushings with the bronze HLh1l and HUL3 bushings. It is always
good practice to polish the stanchion tubes with fine emery cloth when the
forks are disassembled for any reason.

Always use your Tri-Cor CDL75 stanchion tube tool when reassembling the
stanchion tubes to the fork lugs.

Very truly yours,
THE TRIUMPH CORPORATION
T :
N QT
Service Manager

Rod Coates:bjh
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TO ALL EASTERN TRIUMPH DEALERS:

SUBJECT: Unified Thread Changeover

As the existing threaded parts on all Triumph motorcycles are gradually
modified to a unified thread it becomes a matter of necessity to know
the threads you are dealing with.

Most threads on Triumphs conform to the Cycle Engineers Institute or

Whitworth thread standards. Unified threads have been in use in America

for some time and are gradually being adopted in all English countries.

A table of common thread sizes is shown below listing common CEI, Whitworth
¢« and Unified thread sizes. :

THREADS PER INCH
NIFIED WHITWORTH

Cycle Engineers | Unified Unified British Standard British Standard

Institute Fine Coarse Fine Whitworth (coarse)
Size (C.E.I.) (UNF) (UNC) . (BSF) (BSW)
/4" 26 28 20 26 20
5/16" 26 2l 18 22 18
3/8n 26 2k 16 20 16
7/16% 26 20 1l 18 1L
1/2" 20 20 13 16 12
9/16" 20 18 12 16 12
5/8" 20 18 11 1L 11

A Craftsman thread gauge (#9MLOLB) is available from any Sears Roebuck store
for $2.49 and contains all T.P.I.'s shown above. Always check thread sizes
when there is a doubt about the proper fastener to use.

Very truly yours,
THE TRIUMPH CORPORATION

- C2 0o

Service Manager
Rod Coates:bjh
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BULLETIN #20 _ September 26, 1967

Service Notes on 1963 Thru 1967 "B" & "C" Range Models

CD47L ENGINE LOCKING TOOL

Many dealers have asked how this tool should be used. There are two ways to employ
this tool when doing major engine work.

1) With the cylinder head off, bolt the square bar across the top of the
cylinder barrel sc the pistons will be blocked by the bar.

2) With the cylinder barrel off and the pistons removed from the connecting
rods, pass the 11/16" dia. bar thru the connecting rod pin bushes, Place
the square bar lengthwise under the round bar on the top of the crankcases
S0 its ends rest over the tappet guide block holes in the crankcase.

TIMING COVER GASKETS

Some dealers are still not aware that we offer top quality gaskets for unit con~

_ struction 650cc and 500cc timing covers. Use of these gaskets saves time, allows

cleaner work, and prevents any leakage from the timing covers. The part numbers
for these parts ares

650cc - CD338 timing cover gasket
500cc - CDL51 timing cover gasket

FUSE RATINGS

Once again - we recommend using a 20 amp fuse on all model Triumphs in place of
the original equipment 35 amp fuse. Wires can sometimes be damaged by a direct
short if the 35 amp fuse is used in the electrical system.

NEW TRI-COR WRENCHES

We no longer supply Bonney and King Dick tools and are now selling Stahlwille
wrenches and sockets. These tools are made of chrome alloy steel and are top
quality German made wrenches. The same sizes are available as shown on page 29 of
your latest Tri-Cor accessory catalog. An order blank is enclosed - order a sample
set of these tools now - they are a compliment to any mechanic's tool box.

WORKSHOP MANUALS

If you don't have the latest CDL11 Workshop Manual (identified by #from engine
#DULL39L" on the title page) for 650cc motorcycles order one now. These manuals

. contain information on the 1967 - 650'c and have complete coverage on model changes
~ from 1963-1967. We also have a good stock of the CDLL6 Workshop Manuals for 500cc
models. Both of these manuals are a necessity for any Triumph dealer and are also
a popular accessory sales item.

Continmedseevoss e
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ADAPTORS FOR TORQUING CYLINDER BASE NUTS

It is necessary to torque the cylinder base nuts on all 650cc and 500cc Triumph engines —
to avoid cylinder distortion and loosening of the cylinder barrel. To make the necessary
adaptor wrenches use the CD515 box wrench as a start. Cut off the 5/16W end on one wrench
and the 1/4W end of the other. Braze an old 3/8" drive socket to the cut end of each
wrench. Now carefully grind down the outside of the box end of each wrench so they will
fit the cylinder base muts on 650cc and 500cc engines. Measure the center to center
length of your adaptor wrench and torque wrench in inches, Add these two lengths together
and plug the sum into the formula for computing the new torque you will use with the longer
lever arm. Use the answer as the new torque with the adaptor attached in as straight a
line as p0581ble to the torque wrench. Do not let the adaptor to torque wrench angle
exceed 10°.

e [ | A" 4 BY = SUM
o R ———

X 1b. ft. = %%%’ (1b. ft. x 12 = Ib, in.)

We recommend a torque of 25 1b. ft. when the engine is COLD as a proper cylinder base nut
torque figure on both 650 and 500cc engines. This is the torque figure to use with no
adaptor. TYour new torque figure (X1b.ft.) will be less than 25 1b. ft. due to the added
leverage of the torque wrench with the adaptor attached to it.

NEW ELECTRICAL TEST SET

Our new Tri-Cor "750" Electrical Test Set is now available for use on all model Triumphs.
No shop is complete without one of these test sets. Model 102 Test Sets are no longer
sold by Tri-Cor. Use the new "750" Test Set in conjunction with our latest Service
Bulletin 67/8 for complete testing of all Lucas FM19 A.C. electrical systems. Dealer
price on this new Electrical Test Unit will be $35.00.

FRONT TIRES

Many owners and dealers report an improvement in handling and braking when using a
3,25-19 Dunlop K70 tire on the front wheel. Try one for yourself and see the difference!

Quick Tips Column:

1) Always balance rear wheels for increased riding smoothness on all model motorcycles.

2) Use Permatex Super 300 gasket cement on the high gear splines to stop oil seepage
from the transmission at the countershaft sprocket.

3) Use thin white pushrod rubbers (E1L97RT or E3547) under all E732 filler/adjuster
plugs to stop oil seepage from these points.

4) On all 650's replace the aluminum strap that ties the alternator lead wires to the
right frame tube under the engine with a rubber John Bull clip (#CDLOS) to rrevent a
poesible electrical short. _

5) Have you checked and repickec the wheel bearings on your high mileage customer.’
motorcycles? Wheel bearings should be repacked with a good quallty grease every

12,000 miles! _
Very truly yours, o~
THE TRIUMPH CORPORATION ' o

<::::E;;;;5i-5;lﬁ§55%5%555555553::§g;=:==.

Rod Coates:bjh Service Manager
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BULLETIN

TO ALL EASTERN TRIUMPH DEALERS

September 27, 1967

SUBJECT: Gear Ratio Chart for Triumph "C" Range Unit Construction Twins

This chart covers all "C" Range 500cc models from 1959 beginning with H54L85,
A1l these models have a 26T engine sprocket and a 58T clutch sprocket.

gear ratios shown are with gearbox in fourth gear.

COUNTERSHAFT SPROCKET

A11

Rear Wheel .
Sprocket, 15T 16T 17T 18T 19T 20T
L3 6.39 5.99 5.64 5.33 5.04 4.79
Ly 6.5 6.13 5.77 5.5 5.16 4.90
L5 6.68  6.27 5.90 5.57 5.28 5.02
L6 6.8L 6.41 6.0l 5.70 5.40 5.13
L7 6,98  6.55 6,17 5.82 5,52 5.24
L8 7.1L  6.69 6.30 5.95 5.64 5.35
L9 7.28  6.83 6.43 6.07 5.76 5.47
50 7.4l 6,97 6.56 6,20 5.87 5.58
51 7.58  7.11°  6.69 6.32 5.99 5.69
52 7.73  7.25 6.82 6.1 6.10 5.80
53 7.87  7.38 6.95 6.56 6.22 5.91
5k 8.02  7.52 7.08 6.69 6.3k 6.02
55 8.17 7.66 7.21 6.81 6.45 6.13
56 8.32  7.80 7.34 6.94 6.57 6.24
57 8.47  7.95 7.L8 7,06 6.69 6.35
58 8.62 8.08 7.61 7.19 6.81 6.46
59 8.76  8.22 7.7k 7.31 6.92 6.58
60 8.92  B8.36 7.87 7.4 7.04 6.69
RC:bjh Service Department

67/13
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October 23, 1967 67/1h

TO ALL EASTERN TRIUMPH DEALERS:

SUBJECT: A. C. Ignition (E. T.) & A. C. Lighting System - Lucas RMi19 Equipment

A. C. Ignition (Energy Transfer)

There are several important principles to remember when dealing with the A. C.
ignition system:

1.

2,

A magneto s basically an A. C. Generator with a switch (the contacts)

and a high tension coil connected to it.

On pre-1963 Triumph models, the Lucas magneto was a one-piece self-
contained unit in which the contacts were directly connected to the
A. C. generator part of the magneto. In the A. C. ignition system
the A. C. generator part of the magneto is in the primary - i.e., the
rotor and stator; and the contacts and high tension coils are
respectively on the end of the exhaust camshaft and on the frame.

MACNET O

| _F/etd Poceg ]

AC ToNIT/ON
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The point is that the relationship between the A. C, generator part of the A.C.

T 720 0]

CoN7ACTS

A C.

CONTACTS

ignition system and the contacts is variable. These parts are not directly

connected in a self-contained unit as is the case with Lucas or other magnetos.
By changing the relative position of the rotor and stator or the timing between
the contacts and rotor/stator unit, the perf-rmance of the A.C. ignition system
can be drastically altered.

The manufacturer of the motorcycle and electrical

system specify the relationship of these parts and it is EXTREMELY IMPORTANT
that this relationship not be altered for proper parformance of the ignition

system.

GEN,
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Now let us examine an A.C. igniticn circuit using the latest encapsulated stator
#L7197 for our example: .

A.C. TGN/TION SCHEMATIC

! L]
STATOR ' —

B/, : [ ( "
B w {
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c"_*.'m'-ﬁ—) <
C ClTe e .
| (<1738 T i
CONDENSER (
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—
———{ T — CONTACTS

{I} {
———*4h' GRouND |

The stator windings must form a closed circuit (thru ground) in order that the
rotor/stator can generate an A.C. voltage output. Remember a basic rule of elec-
teicity - electric current always takes the path of least resistance.

Bear in mind that the A.C. ignition cam has a very short "open" time and it is
possible for both ssts of contacts to be closed at one time. The cam is shaped

approximately as shown:
CONTACTS OPEN

. ¥ C
When a complete path thru ground is created (both contact sets closed), an A.C.
voltage is generated by the alternator (rotor/stator unit). A voltage versus
time graph of this A.C. voltage output is shown below:

+ 0]

VOLTAGE \\\\\\\\_ﬂr"/////
e
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For maximum efficiency, the rotor/stator and the ignition contacts must be timed
so that the points open very close to the point where the generated A.C. voltage
is a maximum, i.e., points 1 & 2. This correct timing is assured if the rotor is
timed to the engine crankshaft correctly,

There are three holes drilled in all latest rotors (#54213901) to accur:itely cime
the rotor to the stator. For optimum performance, the position in which the rotor
is fitted MUST correspond with the number of degrees before top center that you
wish to time the ignition at. Referring to the figures below:

ms" --- 37° B, T. D. C.
™" ... 390 B, T. D. C.
"RY  _.. L41° B. T, D. C.

Looking at the A.C. Ignition schemati . the ignition system functions as follows:

With both sets of contacts closed, A.C. is generated in the stator windings. This
A.C. flows thru one set of contacts, thru ground, and thru the other set of contacts
back to the stator to complete the circuit. Notice that the current takes the

path of least resistance (in theory) and does not flow thru the relatively high
impedance primary winding of the coil when the contacts are closed.

When one cylinder's contacts open the only path thru which the current can travel
to ground and complete the circuit is thru the primary winding of that cylinder's
coil. With the one set of contacts open, current leaves the stator, flows thru
the coil's primary winding to ground; thru ground back thru the other set of
contacts and back to the stator. The current flowing in the primary of the 3 E.T,
coil induces a high voltage in the secondary winding of the coil. It is this
high secondary voltage that is dissipated across the spark plug gap as a spark.
An important point to remember here that applies to any ignition system is that
the coil will only develop as much voltage as is necessary to "fire" the spark
plug. The other cylinder fires in a similar wanner when its contacts open.

When the kill button is pushed, current will again take the path of least resis-
tance gnd flow from the stator thru the kill button and back o the stator. Ti
effect, the coils and contacts are short circuited and the engine will not fire.

-From'the  above explanation, it is obvious that the contacts play a critical role
in the ignition system's efficiency. Indeed, the efficiency of one cylinder's
ignhition depends heavily on the other cylinder's contact set! As g result of
this, it is EXTREMELY IMPORTANT that both sets of contacts be clean and properly
gapped. Current must flow thru one of both sets of contacts at all times; = °
‘theﬁ§§ore these contacts must offer as little resistance to current flow as
possible. MAKE SURE YOUR FEELER GAUGE IS CLEAN when gapping combacts. Also, all
the wiring and connections in the ignition system must be good. There can be

no frayed or pinched wires, or dirty or poorly soldered connections any where

in the wiring.

Troubleshooting A.C. Ignition is remarkably easy once you understand how the
. system functions. It is more involved than battery ignition troubleshooting
however because you must run the engine from another ignition source while Yyou
check the alternator's (ignition winding) A.C. voltage autput. Prgceed as
follows:
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1. Be sure the rotor/stator timing (S, M; or R) corresponds with the
ignition timing (379, 39°, or 4i€ B.T.D.C.) you desire,

2. Check that the range of the auto-advance mechanism is the proper
59 (10 crankshaft degrees). This 5° will always be stamped on
the back of the proper sleeve and action plate for A.C. ignition
(#5LL15747) . Do not try to use an auto advance mechanism with
over a 50 range as the A.C. ignition system is not designed to
function properly over a larger zdvance range.

3. Be sure that the contacts are clean and gapped properly (,016-.014"),
Check that the spark plugs in the engine are clean and properly
gapped (.C20"). Time the contacts to opern at either 37 s 399, or 41°
B.T.D.C. corresponding to the way the rotor is timed. Check that
excessive runout or wobble of the ignition cam is not opening the
contacts prematurely. The contacts should be closed all the way
around the heel of the cam.

For normal servicing of an A.C. ignition ejuipped motorcycle, the above 3 steps
are all you should have to do to the ignition for the engine te run properly. If
the engine will not fire at all or misfires when running, you must proceed as follows:

1. Disconnect all 5 stator leads fron the alternator side of the
connector under the engine. Usinz an chmmeter or Tricor #233
test light, check the stator for shorts or opens as followst

+7/88 sTATUE 27127 STATOE
RED ~
BROWN Rﬁ_ b
BROww
BRownN
fowve Beown /o ue
BLAC*/é@xicuu
Bk Yt iom
SHORTED WINDING TEST: \ SHORTED‘WINDINGﬂTEST:
1. There should be no continuity 1. There should be no continuilty between
between any stator lead and the any stator lead and the metal stator frame
metal stator frame or a good clean cr a good clean ground on the engine.
ground on the engine,
2. There should be no continuity 2. There should be no continulty between a
between the Red or Brown/Blue lead Black/Yellow or Black/White lead and any of
and any of the other 3 leads (Brown, the other 3 leads (Browm, Brown/Blue, or
Black/Yellow, or Black/White). Red).
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QPEN WINDING TEST: OPEN WINDING TEST:

‘\rs; There should be continuity between 1. There should be continuity between any
any combination of the Brown, Black/ combination of the Red, Brown, or Brown/
Yellow, or Black/White leads. Blue leads.

2. There should be continuity between 2. There should be continuity between the
the Red and Brown/Blue leads. . Black/Yellow and Black/White leads.

By performing the above te-is, you have checked the complete stator (both ignition
and lighting windings) for shorts and opens. If the stator fails any one of
these tests, you must replace it before proceeding further.

It is extremely unlikely that there is anything wrong with the alternator if the
stator passes the above tests. To be dead certain however, you must make the
following test of the alternator's A.C, voltage output.

To perform this test, you must make up a "power pack" to run the engine on while
the stator is disconnected from the ignition system. Complete instructions are
to be found in the CDL11 or CDLL6 workshop manuals; however, the simple diagram
for this "power pack” is shown below. It will be easy to construct the "power
pack”’ from this diagram.

o TO RIGHT S1PE

-[ 7 SPARE PLuve
B{Z covweeT 1o By wire
; VNDER GAS TAawk
Rror CONTACTS
o~ BATTER)Y
&v
- ' [
+ il / sSw| — i -+ 'B__ H 425377 cAPAC/Tor
SwiTeH -~ (/F NOT  Frr7ED
(o P rromac) MA6 core TO CONTACT PLATE
H# 45152
o 7O LEFT S/DE
L - SPARE pive

a, CONNVECT 70 84y wieE

UNIER &ts 7maik

FROM conZAcrs

Sw -4 c8
v — FHAEEZT7T cAPACI TR
CONNECT 70 A4 00D CLEAN . (F NOT Frr7ED
/'75744 EROUNVD ON THE MNAFE Core 7O conTACT ALATE
OTORCVCLE i F5 52

USsE - /6_7a_ WrreE
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IMPORTANT -- Run the engine only long enough to make the necessary test readings
with this "power pack." The MA6 ignition coils are not designed to be run with
such a long dwell ignition cam as the A.C. ignition cam. The long dwell will
cause excessive current in, and overheating of the primary winding of the 6V coils.,

ALTERNATOR IGNITION WINDING OUTPUT TEST:

Using a Tri-Cor "750" electrical. test set or an equivalent test set that MUST
contain a 1 ohm at least 100 watt resistor in it, do the following:

1. Turn the voltmeter switch to A.C.
Turn the load resistor ON.

2. Connect one voltmeter lead toc the Black/Yellow lead from
the stator,

3. Connect the other voltmeter lead to the Black/Whlte lead
from the stator,

4. Start the engine and run it at 3000 rpm (approximately L5
. mph in lth gear). Note the A.C. voltmeter readlng. For
both 47188 and L7197 stators, you must have a minimum

output of 2.0 volts A.C

5. If you have a 47188 stator, change one volimeter lead from
the Black/Yellow lead to the Brown lead. The reading ob-
tained here should also be a minimum of 2.0 volts A.C.

If you have the required readings, the stator is positively good.

If you do not have a minimum of 2,0 volts A.C., then this indicates a

faulty stator, demagnetized rotor, or that the rotor is not turning with the
crankshaft, It will be necessary to remove the primary cover and check the

rotor at this point. If it is turning with the crankshaft and is not demag-
netized, then the stator must be replaced.

With the Y"power pack” removed and the good stator's ignition leads (B/Y, B/W)
connected back into the motorcycle's wiring system, the ignition system should
perform well at this point. If it does not, then further testing will be
necessary to isolate the bad coil or capacitor that is causing the problem.

There are only 3 possible troubles a capacitor can have: it can be shorted,
open, or leaky. Test as follows using an ohmmeter or, for the short test, a
Tri-Cor #233 test light.

CAPACITOR SHORT TEST:
‘There should be no continuity between the lead and metal case of the capacitor,

CAPACTTOR OPEN TEST: Using only an ohmmeter

- Place one ohmmeter lead against the capacitor case and connect the other ohmmeter
lead to the capacitor lead. Reverse the connections and you should see the
chmeter needle "kick"” slightly as the capacitor discharges. Use the highest
resistance range of your chmmeter for this test -- i.e., R x 1C..
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CAPACITOR LEAKINESS TEST:

This test can only be made with a capacitor tester. It is highly unlikely the
capacitor is leaky.

CQIL TESTS:

As a quick check on the coils, use an ohmmeter to determine if the primary
or secondary winding is open.

1. Primary Open Test:

There should be continuity between the Iucar terminal and
the bare ground wire.

2. Secondary Open Test:

There should be continuity with some resistance between the bare
ground wire and the metal pin in the spark plug wire hole of the
coil,

At this time it is a good idea to insert the spark plug wire back into its
coil hole and check for continuity again between the plug end of the spark
plug wire and the coil ground wire. If, or once you have continuity between
these points, 3M or flexseal the lead to the coil.

It is improbable that the coil will pass these tests and the bike still run
poorly due to ignition trouble. As a final check however, if necessary sub-
stitute a new coil if one cylinder of the engine still fires erratically.

One final possibility of trouble lies at the kill button. Remove it from the
electrical system by disconnecting the B/Y and B/W wires at -he connecters
under the gas tank. There should be no continuity thru the switch when the
button is released and continuity thru the switch when it is depressed. The
battery lgnition kill switch (brown button, instead of black as on the A.C.
ignition models) grounds the two leads in addition to connecting them together,
and can be used on the A.C. ignition system if need be.

A.C. LIGHTING SYSTEM

A.C. lighting is straightforward once the system is understood.

ALTERNATOR LIGHTING WINDING QUTPUT TESY

Again, the first thing to check is the A.C. voltage output of the statorts
lighting windings. Proceed as follows using the Tri-Cor "750" test set:

1. Disconnect the lighting winding leads under the engine from
the alternator side of the connecter. These 2 or 3 leads are
the Red, Brown on the L7197 stator, and Brown/Blue leads,
(Tou have already checked the Brown lead on the previous
alternator output test if you have the 7188 stator.)

2. Turn the voltmeter switch to A.C-
Turn the load resistor ON.
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3. Connect one voltmeter lead to the Red stator lead.
L, Connect the other voltmeter lead to the Brown/Blue stator lead.

5. Start the engine and ..m it at 3000 rpm. On the L7197
stator, switch the voltmeter lead from the Brown/Blue
to the Brown stator lead after taking the first voltage
reading. TYou should observe the following minimum A.C.
voltage readings;

Red - Brown/Blue -~ 5.0 volts A.C.
(47197} Red - Brown -- 5.0 volts A.C.

If these minimum voltages are obtained, the stator's lighting winding output is
0.K. Any lighting fault must lie in a short or open somewhere in the
motorcycle's wiring system. By following the wiring diagrams in the workshop or
owner's manuals, you can easily isclate and repair the fault,

If you have not already done so in the previous tests, check the stator for
opens or shorts. Look for a non-rotating or demagnetized rotor if the stator
checks 0.K. If the rotor is magnetized and turning with the crankshaft and
You still have no or low A.C. voltage output, the stator will have to be
replaced.

GENERAL COMMENTS ON A.C. LIGHTING

Generally, two problems arise with the A.C. lighting system - either too much
A.C. voltage output which blows bulbs or too little A.C. voltage output which
results in dim lighting. Unfortunately, for a given load, the A.C. output of
the alternator is solely dependent on engine RPM in the Lucas direct lighting
system,

The most important thing to remember when working with the A.C. lighting
system is to make sure that the correct wattage light bulbs are being utilized
in the electrical system. These are:

6V Headlight -~ 2L/2L watts Lucas #166
6V Stop & Taillight -- 6/18 watts Lucas #38L

Use of higher wattage light bulbs than these above will result in dimmer lighting
throughout the engine's rpm range.

On the non-encapsulated L7188 stators, use of a higher wattage stop light

than the Lucas #38l will place an additional load on the stator's ignition
windings and may cause stalling or misfiring of the engine when the stop light
is on. Additionally, on these L7188 stators it should be cbvious that any short
to ground in the stop light circuit will cause ignition trouble. The electrical
advantage of the 47197 encapsulated stator is that the stop light winding is

no longer connected to the ignition windings.

Faster and better service to your customer and increased profits will result
from an unde-~standing of the preceding description of the A.C. ignition and
lighting systems. Study the descriptions and diagrams until the operating
and testing PRINCIPLES are committed to memory.

Very truly yours,
THE TRIUMPH CORPORATION

Rod Coates:ib Service Manager t;j.
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. November 21, 1967 67/15
TO ALL EASTERN TRIUMPFH DEATLERS:

SUBJECT: Roller Bearing(E2879) Fitted to the Crankshaft Drive Side on "B" Range
650ce Engines beginning with DU2L4875.

Many dealers have trouble removing the roller bearing outer race from the drive
side crankcase of 650cc engines since 1966, The race is too light to develop
enough inertia to drop out of the case when the hot case is knocked against a
block of wood. '

Here is the best method of quickly removing the bearing race without damaging
the crankcase.

1) Remove the crankshaft oil seal E3876.

2) Measure 7/32" from the inside edge of the 2-1/8" diameter hole on the
outside of the crankcase and center punch two spots opposite each other.
The distance between the two punch marks will be 2-3/16".

3) Using a 5/32" drill bit sharpened to a shallow angle, drill at the two
center punch marks until the drill bit bottoms against the hardened
bearing race.

;) Heat the crankcase around the bearing race using at least a #5 torch tip.

5) When the crankcase is hot, use a 1/8" pin punch to alternately punch the
bearing race on either side until it falls out.

6) Before installing the new bearing outer race you MUST drill through
the two holes and carefully remove any burrs from the inside face.

The new race must drop all the way in its housing and cover the two
holes you have drillied.

7) Reheat the crankcase and drop the new replacement bearing race in
Place.

NOTE: NEVER interchange the outer bearing race with another roller and inner
race assembly. Each outer race is finish ground to fit its own roller assembly,

Very truly yours,
THE TRIUMPH CORPORATION

= o=

Service Manager
Rod Coates:mm
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SERVICE BULLETIN

2e Tecember 18, L1907
Service Hints and Tips for 1968 Twin Models

Strobe Light Timing

Fully advanced ignition timing can easily be checked using Tri-Cor CDL58 or
equivalent Strobe timing light. Proceed as follows:

1. Remove three screws and access plate from primary chaincase.

2. Lock crankshaft at 38° BTDC and scribe a line on encapsulated surface of stator .
to correspond with the existing timing mark on rotor.

3. Start engine, increase speed until strobe light indicates contact breaker cam

: is fully advanced (usually about 2500 RPM), Timing markes on rotor and stator
should line up at full advance. Readjust contact point gap (.015") or rotate
point plate to correct the timing and check both eylinders.

L. A1 1968 models have a 38° timing notch in the flywheel. "B" Range notch is
accessible after removing plug at bottom front of crankcase. 1968 "C" Range
models have two 3/16" diameter holes in the flywheel accessible by removing
plug in crankcase behind cylinder. One 3/16" diameter hole ("C" Range only)
locates TDC, the other 38° before TDC.

The 1968 breaker plate assembly is improved for 1968. Each set of contact

- points has two eccentric screws. One eccentric screw enables you to quickly
adjust the point gap. The other eccentric screw enables you to "reposition' the
contact point assembly separately to obtain correct ignition timing. You can
now be sure of having both the contact gap AND the ignition timing correct.

NOTE: If you reposition the contact point assembly, it is a good idea to recheck
the point gap. Also, note that the 1968 ignition cam has a mark on the face
of the cam to be used as a handy uniform reference point when adjusting each
point gap.

CAUTION: The 1968 contact breaker cam and auto advance assembly is 1/8" longer
than the previous type and we will soon supply a new adjustable puller CD523
to use in place of the early DLBLT puller.

Steering Damper Kit Part No., CD4B8---cnrana List Price $7.444

We can supply this kit of parts to fit 1968 - T120/R, TR6/R and T100/R models.
Be sure to specify the part number CDL88 when ordering.

1968 Zener Diode Heat Sink Bracket

You may experience trouble with the early 3/32" thick zener diode heat sink bracket
breaking. These thin brackets should be replaced with the new stronger 1/8" thick
bracket H2236 which we will supply to you free-of -charge upon request.

Tachometer Drive Gearbox Lubrication

On set-up and service work, be sure to check the lubrication of the tach drive
gearbox. The gears should be coated with a light grease such as Iubriplate.

Headlight Bulbs

We have some new 12 volt headlight bulbs (Part #i46) that have filaments with
greater strength to resist vibration. We would be glad to supply a sample free
bulb for test if you have an owner who has recently experienced repeat failures
of haadlieht bulbs. ~ . -




BULLETIN #22 -2 - December 18, 1967
Exhaust Adaptors

Now is the time cof year to replace any aluminum exhaust adaptors that were fitted as

original equipment to all 650ce "B" Range twins from engine number DU22582 in 1965 to
engine number DUL1563 in 1966 production. For further information on this important

service problem, refer to Blue Bulletins #17 July 19, 1966 and #18 August 8, 1968.

Many dealers have failed to replace the aluminum adaptors with the steel type. We are
still offering the steel adaptors, Part No. E3583 free-of-charge if you will send us
the engine numbers of those machines that you have corrected,

One dealer reports a lot of time wasted checking for a mysterious "knock™ in the engine
which he finally discovered to be caused by a loose aluminum exhaust adaptor allowing the
exhaust pipe clamp to rattle against the cylinder head at certain engine speeds., Engine
vibration and serious damage to cylinder head can be caused by loose adaptors.

We can salvage a head with damaged exh. port threads with a special heli-coil insert. The
cost of this repair, ($6.00) cannot be claimed under guarantee, but is cheaper than re-
placing the cylinder head. This repair is limited to the Tiger Cub and "B" Range twins.

Successful dealers always contact Triumph owners during Dec., Jan. and Feb, to take care of
important service jobs so the customer's machine will be "ready to go" in March. Here are
three typical Jjobs that will "pay off*" for both dealer and owner at this time of year.

Reference Service Bulletin

1. Replace aluminum exhaust adaptors with steel type. Blue #17 & 18
(Supplied free-of-charge to customer) WExhaust Adaptors® and "Repair Tool"
2. Service the swinging arm pivot bearing. (411 650cc _ Yellow 67/2 & 67/10 =

models from 1963 thru 1967).  Check for loose con- "Swinging Arm Bearing & Boli"
dition, damaged threads and early type pivot. Fit the

latest improved type bolt S620 with unified thread.

Use special thick washers, F7675, if necessary.

3. For Bushings. Check for loose condition of the upper Yellow 67/11
and lower fork bushings HLL1 & H4L3. If the sintered "Fork Bushings¥
iron (gray color) fork bushings are fitted to a Triumph
twin used for Scrambles rapid wear can take place and
this can ruin the stanchion tubes as well as the lower
sliding tubes and cause extensive damage. Whenever you
service a fork assembly ALWAYS replace iron bushings with
the bronze type.

Spark Plug Heat Range

It is recommended that on all 1967 & 1968 "BY Range motorcycles spark plugs of Champion N3
heat range be used. Comparable plugs of other brands ares:
KIG FE100, ILodge 3HIN, Autolite AG90l, Bosch W260T2 and NGK B7E,

Main Jet Size

It is recommended by the factory that the main jet size on all 1967 & 1968 "B" Range Triumphs
fitted with the new concentric type carburetor, be increased by one size. Individual tuning
requirements vary from one machine to another, but we suggest you start by fitting the
following jet sizes on models shown below:

930 Type Concentric Carburetors

TR6/R and TR6/C 230 Main Jet
'T120/R 220 Main Jet

The carburetor needle should initially be set in the middle position.



	OLD-TriumphServiceBulletin_091867_67-8
	TriumphServiceBulletin_010167_67-1
	TriumphServiceBulletin_012467_66-2p
	TriumphServiceBulletin_040767_67-2
	TriumphServiceBulletin_040767_67-3
	TriumphServiceBulletin_042667_No5
	TriumphServiceBulletin_050467_67-4
	TriumphServiceBulletin_060167_No6
	TriumphServiceBulletin_082467_67-5
	TriumphServiceBulletin_082467_67-6
	TriumphServiceBulletin_082467_67-7
	TriumphServiceBulletin_091867_67-8
	TriumphServiceBulletin_092167_67-9
	TriumphServiceBulletin_092167_67-10
	TriumphServiceBulletin_092267_67-11
	TriumphServiceBulletin_092267_67-12
	TriumphServiceBulletin_092667_No20
	TriumphServiceBulletin_092767_67-13
	TriumphServiceBulletin_102367_67-14
	TriumphServiceBulletin_112167_67-15
	TriumphServiceBulletin_121867_No22

