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ERRATA

Page 25. Technical Data Table
should read

Valve Clearance
Engine Cold
__i-nlet Exhaust
002 .008
.mﬁ_ 008
-{]ﬂ;_ .008
004 008
00+ 008 |
004 __.E}EE; i
[ 00« 008 |
[ 004 008
_0(14- _ 008

Page 23.

F. 14 Solo —-First Gear, should
read 12.17 in place of 17.17
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“« EXPLODED "” VIEW OF ‘** MANXMAN " ENGINE
( Reproduced by courtesy of ** Motor Cycling."”)
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CONSTRUCTION.

The " MANXMAN " O.H.C. Engines have been designed and are constructed
to obtain the highest possible degree of efficiency. Whilst being essentially modern,
the “ MANXMAN " engines have a simplicity of construction and accessibility
with special features of design, all combining to produce the ideal motor cycle
engine. Some brief details of construction are :

CYLINDER HEAD.

Both the Cylinder Head and Cylinder Barrel are of a special alloy cast iron with
a high percentage of chrome, ensuring against distortion and wear. The hemispherical
head results in very high efficiency being obtained. Special care has been bestowed
upon the disposition, size and shape of the ports and valves. Perfect gas turbulence
is obtained, resulting in economical petrol consumption with an extraordinary high
power output, Very deep finning is employed to ensure the greatest possible cooling
effect and the entire elimination of hot spots and distortion. The barrel and head
are separate castings and a perfect seal is obtained with a wide copper gasket
spigotted into position.

CRANKSHAFT ASSEMBLY.

Flywheels : High tensile steel stampings with integral mainshafts machined,
ground and polished on all surfaces. The roller bearing big end is of the double row
cage type, the crankpin being of exceptionally large diameter. Every flywheel
assembly is individually balanced. Connecting rods are a special heat-treated
alloy stamping, carefully machined and polished, the hardened big end sleeve being
shrunk into position.

PISTON. _
R/R Alloy, 2 compression rings, 1 Scraper. Fully floating Gudgeon pin.

BEARINGS.

Not a little of the efficiency of the ' MANXMAN " engine is due to the size and
type of the main bearings. The drive side is a double roller bearing and the timing
side a double ball bearing.

VALVE GEAR. :

The overhead Camshaft is driven from the crankshaft via hardened and ground
bevel gears incorporating a hunting tooth to prevent wear and noise. The vertical
shaft is mounted on substantial bearings, the thrust being taken on hardened and
ground steel washers. The camshaft proper is mounted on two roller and one ball
bearings. :

DRY SUMP LUBRICATION.

Lubrication being of paramount importance, very careful attention has been
given to the designing of the most efficient system for " MANXMAN " engines.
The pump is a double-gear type and mounted in the timing chest in such a position
as to ensure both pumps being continually primed. The amount of oil circulated
throughout the working parts of the engine is regulated at the works and there are
no adjustments to be carried out. The oil is drawn from the tank through a filter
equivalent to 10 square inches of special mesh gauze, through a short §” bore flexible
pipe connected to the engine, guaranteeing a constant head of oil to the pump even
in the coldest weather. On reaching the pump, the oil is forced from the gears to
a spring-loaded piston plunger which controls ports leading direct to the big end,
cam box and timing gears. Incorporated in the plunger is a tell-tale which is
visible when oil is circulating. It is important that the tell-tale is visible
all the time the engine is running. The oil delivered to the cam box passes
directly through the hollowed camshaft and drillings ‘o the top bevels, cam
faces, bearings, valve springs and guides. Surplus oil drains through the valve
walls and cam box via the vertical shaft and special passages to the timing
chest and sump, where, together with oil from big end and piston, it is drawn through
a second filter by the return pump and back to the tank. Flywheel oil drag is reduced
to a minimum by the employment of carefully placed scrapers. The return oil pipe
is visible if the tank filler cap is open. To provide for the displacement of air and oil,
the tank should never be filled higher than to within 27 of the top.
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It is most important that the oil tank and engine sump are drained every 1,000
miles, filters cleaned and tank replenished with fresh oil of the recommended grade.
To drain tank remove feed pipe and filter, to drain engine remove filter on off rear
side of sump. Note.—The tool kit provides a double ended ring spanner for oil
banjos and tank filter. The 14 m/m plug spanner fits the engine filter.

We recommend the use of the following oils for all “MANXMAN " Standard
engines. Mobiloil “ D,”" Castrol " X.L."" or Shell ** Aero."” It is not economical to
use a cheap oil.

Remember the ** MANXMAN ' totally enclosed valve gear is oil cooled ; keep
tank and filters clean, and oil unions tight ; use the recommended brand of oil and
no lubrication troubles should occur.

TO REMOVE CYLINDER HEAD.

Remove Sparking Plug, turn engine until magneto points are just breaking,
with lever set at full advance. Next remove cover from bevel case and mark the
meshing of gears with indelible pencil (indelible pencil will not easily wash off with
oil). Disconnect petrol lines, carburetter, exhaust lift Bowden cable, cylinder head
stay bolt and exhaust pipe. Unscrew four holding down bolts and two vertical shaft
gland bolts. The head can now be lifted off. Asan additional precaution, the position
of Oldham coupling stamped " D " may be marked in a similar manner to the gear
wheels. Also mark the slot in bevel gear in relation to the casing.

If the crankshaft or camshaft is not rotated, the timing will be O.K. on replace-
ment of head. If, however, it is desired to move the crankshaft, note direction and
number of turns moved and return to original position. In the event of doubt, check
position of contact breaker and markings on coupling “* D.”” If camshaft is revolved,
return to the markings.

To remove valves, place the head on a block of wood to obviate damage to the
spigot face. Unscrew the four bolts securing the cam box, and if the cam box is
tight, it may be eased up with a lever inserted between the box and top of cylinder
head, taking care not to damage the faces.

Remove the hardened valve caps, marking them to avoid the possibility of
mixing.

To remove the valves it is advisable to use a Terry Valve Removing Tool.
Price 250 c.c. and 350 c.c., 7/6, and 500 c.c. 8/6, obtainable from us.

Examine valve faces and seats. If the exhaust valve has been in long service it
is advisable to fit a new one. Clean out all carbon from the sphere and ports, grind
valves in, using fine paste only. Carefully remove all traces of surplus paste with a
petrol or benzole wash. Pull the valve guides through with a clean soft cloth. The
chamferred ends of guides must not be damaged, otherwise excessive oil may reach
the piston.

The valves should be checked for clearance in the guides, and if the movement
or play is as much as 1/32” at the top of the stem, the guide should be replaced. If
a suitable guide punch and re-seating tool is not available, it is strongly advised to
let us or your Dealer handle the job.

Check the valve springs for length. They should measure not less than 2.

If shorter than this, replace with genuine ** Manxman ' valve springs.

In replacing the valves, smear stems with oil.
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To guard against oil leakage, we advise the use of new washers, Part No. 5376.
under cam box, also the two oil seal washers on the feed and drain to and from cylin-
der head. We advise the use of Chemico Jointing Cement on the washers. This
cement is obtainable in tubes from your Dealer, or from us, price 6d.

Replace the valve caps on correct valves, and after the cam box has been
refitted, check clearances between rocker shoe and valve (see table for correct
clearances).

To remove the cylinder barrel and piston, tap barrel gently all round with
palm of hand, slide it up and off piston, exercising care to remove and replace the
flat breather valve on its seat. \Wrap clean cloth around the alloy connecting rod
below the piston, to keep out dirt and avoid possible damage to the rod.

To remove piston, ease out the circlip on the drive side with a sharp pointed
spoke, and push out gudgeon pin from tue timing side. Never replace tne piston
and/or the gudgeon the otier way round. Do not remove piston rings unless necessary.
The scraper ring should be step down. See tables for correct ring gaps and piston
clearance. In reassembling, smear oil on both sides of the copper head wasuer.
Do not use jointing cement.

The foregoing may appear complicated, but is in actual fact a simple procedure,
and, if followed, the so-called complications of tie camsaaft will be conspicuous by
their absence.

If it is wished to check timing accurately, we can supply a combined engine
sprocket removal tool and timing disc holder, price 5/-. Timing disc we will supply
free of charge on receipt of 6d. for postage and pa:king.

If it is desired to experiment with the valve timing, a Special’'Cam Extracting
Tool will be necessary. Thnis is available, price 5/-,

To remove cam, first undo the four nuts on bearings housing No. 5300, remove
the slotted centre screw and the housing may be extracted by the use of one of the
studs from the rocker cover plate. This will expose the end of the camsaaft. The
lock washer must be prised away from the nut face and the nut removed, rignt hand
thread. Next slip off tne roller bearing. Tie cam extractor screws on cam, rigat hand
thread, and the centre stud will extract same from taper. To re-time, set pointer
under engine bolt and fix disc with zero at top dead centre on firing stroke. Turn
engine forward to correct reading for exhaust opening, fit cam on shaft, turn itina
clockwise direction until clearance on exhaust valve is taken up. Tap cam on to
taper and replace bearing and nut and new lock washer. Do not attempt to use lock
washers a second time.

PISTON AND RINGS.

Care should be taken that the joints of the rings are not opposite.

If the compression is weak, and*‘all other possible sources of leakage have been
tested, it may be assumed that new piston rings are reguired.

If the piston is removed, care must be taken to see that it is replaced the same
way round in the cylinder as it had been running previously.

It should be noted that the Gudgeon Pin will automatically be a tighter fit in
the piston when the latter is cold than when hot; therefore, to facilitate tue removal
or replacement of the Gudgeon Pin in the piston, tne piston may, if necessary, be
warmed.

TO RE-SET VALVE CLEARANCE,

Remove rocker covers, turn engine to top dead centre on firing stroke, slide
feeler gauge of correct thickness between the valve and suoe, slack off lock nut on
top of rocker with hexagon end of special tool—this will permit the screwing of
sleeve nut underneath rocker until feeler gauge becomes tigat. Re-tigaten lock nut
and re-check the clearance, the feeler gauge saould just slide easily. See tables for
correct clearances. Note. Always carry out this operation on a cold engine.
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VALVE TIMING.

It is generally assumed that this is a particularly difficult operation. 1f the
following instructions, however, are carefully followed out, the operation should
present no difficulty to a person possessing a very limited knowledge of the principles
of the internal combustion éngine.

The two folowing points should be remembered :—

1. The Inlet Valve starts to open slizhtly before the commencement of the
induction stroke.

2. The Exhaust Valve linally closes slightly alter the commencement of the
induction stroke, and it will thus be seen that both valves are open at the same time
for a short period. This period is called the period of overlap.

TOP DEAD CENTRE

BOTTOM DEAD CENTRE

TIMING DIAGRAM

MAGNETO TIMING.

Remove sparking plug, and rotate engine until piston is at top dead centre.
both valves closed. Set ignition control to ** fully advanced "' position and rotate
engine backwards until piston is correct distance before T.D.C. (see tables). Move
contact breaker in direction of rotation until points are just separating and tighten
up Gear Wheel; taking care that tnis operation does not alter setting.
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TRANSMISSION

The care of Chains

Correct lubrication is the preventative of nearly all chain troubles. Unfortun-
ately, a number of Motor Cyclists overlook this. Tailure to clean and lubricate
the chains periodically means loss of power and undue wear to both chainsand chain-
wheels, leading to the expense of renewals sooner than would otherwise be necessary.

The ** MANXMAN " front chain is totally enclosed in a cast aluminium oil
bath, and providing the oil is kept at the correct level, the primary chain, wlich
incidentally is endless, will last for many thousands of miles. The oil bath is provided
with a level screw, which is located on the lower side of the clutch dome. There
should always be sufficient oil in the bath to reach this level. The crankcase breather
releases a small quantity of oil into the bath, usually sufficient to maintain level, but
it is advisable to check the level every 1,500 to 2,000 miles. Note. Use the same

grade oil as used in the engine,

CHAINS.

Warning ! All standard " MANXMAN " models are fitted with an endless
primary chain. Should it be found necessary to remove the chain at any time by
means of punching out a link. re-rivet the chain to its original endless state when
replacing, Do not use the normal tvpe spring link. The kigh speed primary chain
may possibly cause a fracture of the spring link, with disastrous results to the oil
bath casing.

To adjust the primary chain, loosen the two 4 bolts on top and bottom of Gear-
box pivot support, also both lock nuts and adjusting pins. To tighten chain, unscrew
the front pin and tighten up the rear pin. Reverse the procedure to slacken chain,
Finally, tighten up the §” pivot bolts and check the adjusting pins, not omitting to
lock up the nuts. :

IMPORTANT WARNING.

Do not attempt to shift Gearbox by the adjusters before making certain the
4" pivot bolts are loosened off, otherwise the threads in the alloy are certain to be

damaged.

REAR CHAIN. ‘

Loosen the brake anchor and axle nuts, also adjusting pin lock nuts. Screw pins
evenly to maintain wheel alignment. Re-tighten all nuts—axle nuts very tight,
and do not overlook the lock nuts on adjusting pins. An incorrectly aligned wheel
will have a detrimental effect on the steering and the life of both chains and tyres.

The manufacturers of the Chains fitted to the “MANXMAN " issue a compre-
hensive booklet on the care and maintenance of chains, which we will be pleased to
supply if you did not receive one with your machine,

WHEEL BEARINGS.

The " MANXMAN * front wheel bearings are cup and cone type, the adjustment
being set at the works, and the hub packed with grease. If it is desired to adjust the
bearing, it is necessary to loosen the axle nut and lock nut on cone. The cone may
then be screwed in the desired direction to tighten or slacken the bearing, the thread
being right hand. The adjustable cone is located on the opposite side to the brake.

Rear wheel bearings are journal ball type, and are designed to give extra long
life. The only attention is periodical packing of grease. No adjustment is necessary.

BRAKES.

A considerable amount of power can be absorbed by binding brakes. At the
same time, ineffective braking is often due to incorrectly adjusted brakes. To
adjust brakes, put the machine on both stands and screw up adjustments until brake
commences to bind, then screw adjustment back three full turns. Always remember
to lock the front brake adjustment—the road shocks transmitted from the forks
could easily shift the adjustment if it is not locked up. If the front brake operation
becomes stiff, examine the pivot pin on lever and the freedom of Bowden wire inside

its cable,

+* *
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STEERING AND FRONT FORKS.

Slackness in the head bearings may be adjusted by removing pinch pin below
handlebar fixing and screwing down large nut below steering damper knob. D)o not
omit to replace pinch pin and tighten same up. This operation is best carried out
with blocks under the cradle of the frame, sufficiently high to have wheel clear of the
ground. Turn wheel from one lock to other, testing for any tig it spots. If the steering
appears * lumpy,” try the head beariugs a little slacker. If this does not cure the
trouble, it is possible the races or ball bearings need renewal The bearings are
packed with grease on assembly at the works, and in this direction rejuire no attention
for at least 5,000 miles providing the adjustment has been maintained correctly.

Side play on the fork links may be corrected by loosening off the nuts and screw-
ing the squared end of the roller from left to right. Tighten up nuts and check
adjustment by turning knurled washers. These should not be too tight to move.

Remember the Forks are out in all weathers. It is, therefore, advisable to go
over all grease nipples regularly.

NOTE.—Do not make the mistake of spoiling good steering by running with the
steering damper too tight, and do not put additional stresses on the links and roller
assembly by having the fork dampers too tight. If the fork action appears rough and
you are satisfied the links are moving freely, check your front tyre pressure; it may

be too hard.
LIGHTING AND IGNITION.

The Miller Dynomag Lighting and Ignition system standard on "* MANXMAN "'
machines is dealt with in a special booklet issued by the manufacturers, Messrs.
H. Miller & Co. Ltd., Aston Brook Street, Birmingham, 6. This booklet contains
a list of all Miller Service Depots throughout the world.

Warning Note.—Do not neglect the battery. Check the level in all three cells
regularly. and if below top of plates refill to correct level with pure distilled water.
During the winter, make a practice of charging battery when riding in daylight
hours, to store up energy for probable parking at night.

IGNITION.

Though trouble is not often experienced with the magneto, it is advisable to
have a copy of the maker’'s Instruction Booklet available. It is important that the
ignition timing should be correct in accordance with tle instructions given, (See
Table). If the ignition is timed so that the contact breaker points break too early
the engine will knock and over-heat. If, on the other hand, the timing is too late,
the engine will lose power and over-heat also.

In the event of the magneto appearing to be at fault, attention is directed to
the following parts:— g

The rocker arm of the contact breaker must work quite freely, and the platinum
points must be clean and free from pitting. If pitted, they should be trimmed with
fine emery cloth or a small file. The contact breaker points should show a gap of
about the thickness of a post-card (or half millimetre). The carbon brush at the
high tension terminal must be quite free in its guide, and the spring be suficient for
it to form good contact with the collector ring. The latter should be kept free from
oil. The high tension wire must not be chafed or nipped tightly, as this is likely to
cause a ‘‘short circuit.”

CARE AND MAINTENANCE OF TYRES.

A special booklet for * Excelsior " owners is issued by Messrs. Dunlop Rubber
Co. Ltd., Fort Dunlop, Erdington, Birmingham, and if you did not receive a copy
with your machine, we will be please to supply same on application. This booklet
not only gives useful hints and tips on the care of tyres, but a list of the correct
pressures for all ** Excelsior * models.

MEGAPHONE SILENCER.

The patented Megaphone type silencer fitted to ** MANXMAN " models is so
constructed as to make it a simple procedure to detach the baffles for cleaning.
Remove silencer from the exhaust pipe, and inside will be disclosed the 5/16” 26
thread nut. This can be unscrewed with a box spanner and tl.e cntire baffle section
tapped out. In replacing, use blacklead on the thread of bolt and nut, securing
baffies. Should it be found that the nut is obstinate, it will be advisable to soak the
thread in penetrating oil over-night.
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MAINTENANCE HINTS.

The performance of the engine is dependent upon the elficient co-operation of
three important factors, namely, carburation, ignition and lubrication.

In order that the excellent qualities possessed by EXCELSIOR "* MANXMAN "
engines may be fully appreciated, it is very important that the conditions controlled
by these three factors should be satisfactory.

POINTS TO REMEMBER.

Do not use the exhaust lifter for governing the speed of a machine, 5Such a
practice leads to burning of the exhaust valve seating, increases the petrol consump-
tion, and may cause serious damage to the engine.

It is better to change down into third gear early and to allow the enginc to
" rev "’ rather than to hang on to top gear until the last possible moment.

If you decide to fit a sidecar or discontinue its use, remember that a different
set of gear ratios will be needed. The necessary reduction or increase may be obtained
by thie use of different engine sprockets. (See Tables).

Always obtain your spares direct from us or from one of our recognised dealers.
e accept no responsibility whatever for breakage or consequential damage resulting
from the use of spare parts which are not of our manufacture,

CARBURATION.
Read carefully the instructions in the Carburetter chapters. The proportion of

air to petrol drawn into the engine through the Carburetter is extremely important.
and is governed by the size of jet nozzle in the Carburetter. If the mixture is too
rich, i.e., the proportion of petrol is too great to that of air, misfiring will occur
at slow engine speeds, and black smoke will issue from the exhaust pipe. If, on the
other hand, the mixture is too weak, i.e., the proportion of petrol is too small to that
of air, ** popping back’’ will take place in the Carburetter and the engine will misfire
or stop altogether. Too rich a mixture will be caused either by the use of too large
a jet in the Carburetter or by flooding of the Carburetter, which in turn may be due
to any one of the following causes: —

Dirt between float needle and its seating.
Bent needle.

Punctured float.

Float needle binding in lid of float chamber.

o

Too rich a mixture will not cause serious damage to the engine, but, on the other
hand, too weak a mixture may cause overheating and consequential damage. It is
desirable to keep the mixture on the rich side rather than on the weak. This is due
to the fact that the richer the mixture the cooler will the engine run, within limits.
A weak mixture can be due to any of the following causes :—

1. Dirt or water in petrol.

2. Insufficient head or supply of petrol.

3. Air lock in the petrol tank.

4. Low petrol level in float chamber due to the level being incorrectly adjusted.

STARTING UP.

With a cold engine, depress the Carburetter Tickler, close Air Valve, open
Throttle about one-eighth, ignition about three-quarter advanced, when, if the-
ignition system is in good order, no difficulty should be experienced in obtaining
an '’ easy '’ start.

With a warm engine it is unnecessary to flood Carburetter, but the Air Lever
should be closed.

If the Float Chamber is unduly flooded, excessive richness of mixture will

revent the engine starting. Open Throttle fully and revolve engine smartly until
excess of fuel is exhausted ; then proceed as before, without again flooding.
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LOCATION OF TROUBLE.

ENGINE STOPS SUDDENLY.

As far as the Carburetter is concerned, this can only be caused by —

(1) Shortage of fuel.

(2) Broken or obstructed petrol pipes.

(3) Tank cock inadvertently closed.

(4) Obstructed jets.

(5) Broken or detached throttle valve cable,

All these points are readily checked by depressing the Illoat Chamber Tickler,
when, if the Carburetter is in order, petrol will be seen to emerge from round the
Mixing Chamber ; at the same time ascertain that the Throttle Valve is working.

If no petrol issues from the Carburetter when the Tickler is depressed, ascertain
that there is-fuel in the tank. Remove petrol pipe union from Float Chamber. If
no flow, either pipe or petrol cock filter is obstructed, the cure for either being
obvious.

If this is in order, remove Float Chamber Cover and see that the Float Needle
is not bent and is working smoothly. Withdraw the Float and inspect Float Chamber
and passage in Float Chamber neck for water or foreign matter.

If the foregoing are in order it will be necessary to remove the jet.

MIS-FIRING DUE TO EXCESS OR LACK OF FUEL.

Excess of Fuel.—Punctured Float, foreign matter between Needle Valve and
Seating, Needle Clip out of position, Main Jet or Pilot Jet unscrewed, Mixing
Chamber Union Nut loose, causing a leakage of petrol round Jet Block.

Lack of Fuel.—Partial obstruction of fuel supply ; obstruction in Carburetter
passages or in jets. If the obstruction is only due to water or small foreign bodies in
the jets, this can frequently be cured by placing the palm of the hand over the air
intake of the Carburetter when the engine is running, at the same time opening the
Throttle lever.

The engine will cease to fire for a few seconds, and then, if the obstruction is
cleared, will resume firing regularly.

If this is of no avail, the fuel line and Float Chamber must then be inspected.
If this is unavailing the only procedure is to remove the jets and clear the obstruction.
Vent holes in Tank Filler Cap or Float Chamber cover obstructed.

LOSS OF POWER AND OVERHEATING

May be due to the following causes :—

(a) Inadequate lubrication will readily cause trouble, due to oil not circulating
properly, or absence of sufficient oil in tank, or choked filters. -

(b) Leakage at the joints between cylinder head and cylinder barrel. If leaking,
the copper washer should be annealed or renewed.

(c) Gases escaping past valves. If the valve seatings become pitted or dirty,
they should be ground in. See instructions under “* Grinding-in Valves."”

(d) Leakage past piston rings.

(e) Unsuitable or faulty tyvpe of sparking plug.

(f) Weak or broken valve spring. If the springs have lost their temper and become
too weak, new springs should at once be fitted. It will be noted that the ends
of the valve spring that lie nearest to the engine are weaker than the other
ends on account of the heat which they have to wit.stand. When replacing
springs, therefore, after removal at any time, care should be taken to place the
compressed or weaker end next to the cylinder face, otherwise both ends will be
affected by the heat, to the detriment of the springs.

(8) Tappet clearances and valve and ignition timing should be checked.
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POSSIBLE CAUSES OF ERRATIC RUNNING.

1. Stopped petrol pipe or water in petrol. Petrol not turned on or tank empty.

2. Choked jet or stopped fuel passages in Carburetter, These can be cleared with
a piece of hine wire, such as strands of Bowden cable. Wnen the petrol supply is
at fault,or the jet is choked, the trouble may be readily diagnosed, as the engine
suddenly develops misfiring or blowing back through the carburetter, and can
only be run with the air supply reduced.

3. Sparking plug points out of adjustment or dirty. Clean the plug with petrol
and check tie gap at the points. This should be about the thickness of a post-
card and under no circumstances should exceed 1/32 in.

4. Contact breaker points pitted or incorrectly adjusted See instructions under
“ Ignition " for cleaning and adjustment.

HINTS AND TIPS FOR ‘“MANXMAN’’ AMAL
CARBURETTER.

(Needle Jet Type).
MAINTENANCE OF THE CARBURETTER.

To maintain the efficiency of the Carburetter, you are strongly advised to clean
it periodically. This is best done by entirely dismantling and washing each part
in clean petrol, and in so doing, the following points should be observed :—

If the Jet Block is tight, it should be tapped out by means of a wooden stump
in the mixing chamber.

Re-new any worn parts, as: Needle Valve, if the head has a distinct ridge at
the point of seating; Turottle Valve, if excessive side play is present . Mixing
Chamber Union Nut Washer, if worn or damaged ; Taper Needle and Clip, if it
is possible to rotate the Needle freely in the clip.

Be sure that all Pilot passages are clear; this is done best by inserting a fine
bristle.

In re-assembling, no brute force is necessary. Make sure that Taper Needle
1s re-fitted in correct groove and securely locked by clip ; that it enters the central
hole in top of Jet Block ; that Needle Valve enters top of Float Chamber Cover
easily ; that Mixing Chamber is fitted vertical and pushed right home on engine
stub ; that Washer is good, if flange fitting to cylinder ; that Needle Valve Clip
V registers correctly in groove. It will, of course, be necessary to re-set Pilot
Adjusting Screw.

You are strongly recommended to purchase from an Official Service Stockist who
exhibits the sign sinown uere.

NEEDLE JET CARBURETTER. (How it Works).

The Petrol Tap having been turned on, petrol will flow past the Needle Valve
U until the quantity of petrol in tue Chamber R is suthcient to raise the Float T,
when the Needle Valve U will prevent a further supply entering the Float Chamber.

The action of the Float can readily be understood, for, as the quantity of fuel
in the Float Chamber is used, the I'loat T will drop, carrying with it the Needle U,
and admitting a further supply. Thus, automatically, the petrol level is kept constant.
No alteration should be made to our standard petrol level,

The Float Chamber, having filled to its correct level, fuel passes along the
passages, through the diagonal holes in the Jet Plug Q, when it will be in com-
munication with the Main Jet P and the Pilot Feed Hole K : the level in these Jets
being, obviously, the same as that maintained in the Float Chamber.

Imagine the Throttle Valve B verv slightly open. As the piston descends, a
partial vacuum is created in the Carburetter, causing a rush of air through the
Pilot Air Hole L and drawing fuel from the Pilot Jet ].

The mixture of air and fuel isadmitted to the engine through the Pilot Outlet M.

The quantity of mixture capable of being passed by the Pilot Outlet M is
insufficient to run the Engine. Tnis mixture also carries excess of fuel. Consequently,
before a combustible mixture is admitted, Turottle Valve B must be slightly raised,
admitting a further supply of air from the main air intake,
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The further the Throttle Valve is opened, the less will be the depression on the
Outlet M, but, in turn, a higher depression will be created on the By-pass N, and the
Pilot mixture will flow from this passage as well as from the Outlet M.

The mixture provided by the Pilot and By-pass system is supplemented at
approximately 4th throttle by fuel from the Main Jet system, the Throttle Valve
cut-away governing the mixture strength from here to } throttle. Proceeding up
the throttle range, mixture control by the position of the needle takes place from
i to } throttle, and thereafter the Main Jet is the only regulation.

The Air Valve D, which is cable-operated on the Two-Lever Carburetter and
Hand-operated on the Single-Lever Carburetter, has the effect of obstructing the

main through-way, and, in consequence, increasing the depression on the Main
Jet, enriching the mixture.

TUNING THE NEEDLE JET CARBURETTER.

There are four ways in which the quality of the mixture supplied by an AMAL
Carburetter can be varied, and these are given hereunder, in the order in which
the adjustments should be made.

1." Main Jet (} to full throttle).

2. Pilot Air Adjustment (closed to #th throttle).

3. Throttle Valve cut-away on the air intake side (} to } throttle).

4. Needle position (} to  throttle).
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This diagram clearly indicates the part of the throttle range over which each
adjustment is effective. The Carburetter having been carefully fitted, the general
tuning can be carriedd out. Tne following sequence must be observed :—

1. Obtain Main Jet Size by selecting the smallest size Jet which gives the
maximum speed. The air lever should be § open.

2. Pilot Adjustment.

To weaken slow running mixture, screw pilot air adjuster outwards.

To enrich slow running mixture, screw pilot air adjuster inwards.

Screw pilot air adjuster home in a clockwise direction.,

Place gear lever in '* neutral.”

Slightly flood Float Chamber by gently depressing the Tickler until fuel can

be observed over-flowing from the Mixing Chamber.

Set Magneto half advance, Throttle approximately § open, close Air Lever,

start the Engine and warm up.

After warming up, reduce the Engine revolutions by gently closing the Throttle.
“ The slow running mixture will prove too rich unless air leaks are present.

Very gradually unscrew the Pilot Air Adjuster.

The engine speed will increase and must be again reduced by gently closing

the Throttle until, by a combination of Throttle positions and Air adjustment,

the desired ' idling "' is secured.

It is sometimes necessary to retard fully the Magneto before good ' idling

results, particularly when the Magneto runs at engine speed, or wihen excessive

valve overlap and very early ignition timing is employed.

Throttle Stop. If it is desired that the engine should continue ' idling ** with

the Throttle Lever closed, the position of the Throttle Valve must be set by

means of the Throttle Stop Screw, the Throttle Lever being in the * closed

position "' during this adjustment. Alternatively, if the screw is adjusted

clear of the Throttle Valve, the engine will shut off in the normal way by the

Control Lever.

Do not take the Throttle Stop Screw out completely.

Failure to secure good ' idling ' will probably be traced to one of the following

causes :—

Air leaks at the Junction of the Carburetter and Engine, or due to worn inlet

valve stem and guide.

Faulty Inlet and Exhaust Valve seatings.

Sparking Plug. Points too close. Try a gap .025".

Sparking Plug oily.

Too much Ignition Advance.

Magneto Contacts dirty or too close.

Examine Contact Breaker.

Examine Slip Ring for oil.

Examine for Carbon Brush jamming in holder, or glazed on contact face.

Examine for fractured Brush Holder.

Examine for High Tension Cables for shorting.

Magneto Insulation may be broken down, or the interior mechanism wet.

3. Throttle Valve Cut-away.

ai

Given satisfactory
Lever fully open.
Very slowly open the Throttle Valve, when, if the Engine responds regularly up
to one-quarter throttle, the Valve Cut-away is correct.

A weak mixture is indicated by spitting back through the Air Intake with blue
flames, hesitation in picking up, which disappears when the Air Lever is closed
down, and this can be remedied by fitting a Throttle Valve with less cut-away.

A rich mixture is shown by black smoke from the exhaust. Engine stops, or
nearly stops, when the Air Valve is closed. The remedy for this is a Throttle
Valve with more cut-away.

idling,” set the Magneto Control at half-advance. Air
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Each AMAL Valve is stamped with two numbers, the first indicating the Type
No. of the Carburetter, and the second figure the amount of cut-away on the
intake side of the Valve in sixteenths of an inch.
Thus 6/4 is a Type 6 Valve with 4/16 in. or % in. cut-away.
The standard valve for Single Cylinder Engines is No. 5.
4. Needle Position.
Needle positions are counted from the top of the needle. and the groove nearest
the needle top is No. 1.
With air full open.
Open the Throttle half-way.
Note if the Exhaust is crisp and the engine lively.
Close Air Valve slightly below throttle, exhaust Note and Engine Speed should
then remain practically unaltered.
Weak Mixture., Raise Needle in Throttle Valve, IF—FPopping back and spitting
occur with blue flames from Carburetter intake.
Test by lowering Air Valve gently. Engine revolutions will rise when Air Valve
is lowered slightly below the Tnrottle Valve.
Rich mixture. Lower Needle in throttle valve, IF—Engine speed does not
increase progressively as the throttle is raised ; Smoky Exhaust and heavy
laboured running ; on closing Air Valve slightly below throttle valve, tendency
to miss-fire and eight-stroke is present.
The normal needle setting is with the Needle Clip in No. 3 groove.
Having found the correct Needle position, the carburetter setting is now com-
plete, and it will be found that the driving is practically automatic once the
Engine is warmed up.
For a Semi-automatic Setting. Where extreme economy is desired, lower
the Needle one groove further after carrying out this range of tests.
For Speed Work the Main Jet may be increased by 10%, when the Air Lever
should be fully open when on full throttle,
* Rich mixture "—General indications are—heavy thumpy running, emission
of black smoke from the exhaust, the inside of the carburetter becomes black-
ened, and as the throttle is opened, heavy ** blowback ' of fuel is observed from
the carburetter air intake.
" Weak mixture "—Difficult starting, tendency for the engine to fire back
through the carburetter, indicated by blue flames from the carburetter air
intake. Carburetter becomes sensitive to " drive,”’ and constant use has to be
made of the air lever, engine knocks readily and runs hot, with loss of power.
The electrode of the sparking plugs shows indications of intense heat, and the
I‘UEHIT.].SD& insulation becomes white, polished exhaust pipes become rapidly blued.
All Standard model * MANXMAN " are not designed to run on straight petrol.
We recommend 50 - 50 Petrol - Benzol, or Cleveland '* Discol.”

GEAR BOX.

ALBION COUNTERSHAFT GEARS.

~ Model H. The Four-speed Gear Box is of very simple design, and is covered by
British patent number 330164/30. The movement of the gears is controlled by a
striking lever which produces a straight through motion in the operating fork.

By this means it is impossible to get two gears at once, however much slackness
or wear occurs in the control ; thus overcoming, of course, one of the chief objections
to many four-speed gear boxes actuated by cams of small design.

The materials from which the various components are made are of the highest
class, the shafts and gears for example are from the best class Sheffield steel.

~ Tne gears consist of four pairs of pinions, always in constant mesh, two pairs of
which are capable of sliding along their respective shafts in a group, reductions being
obtained by means of face dogs and splines.

Tne mainshaft pair of sliding gears are mounted on splines on a sleeve which
rotates on the mainshaft, and which carries at its extreme end the final drive sprocket.
Top gear is obtained by means of face dogs on the mainshaft sliding gear engaging in
dogs on the gear fixed to the mainshaft. For third gear, the group of gears is moved
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along until one of the layshaft sliders engages in splines mounted on the layshaft, a
continuation of the movement engages the other layshaft slider on further splines
on the layshaft, giving second gear, and for bottom, the gears are moved still further
across the box until the second mainshaft gear engages by means of face dogs with a
pinion free to rotate on the mainshaft sleeve,

(Generous bearing surfaces have been provided, and the lubrication of these
bearings has been carefully arranged to give a positive feed to each, so that as long
as oil is kept in the Dbox there is absolutely no fear of a seizure taking place. Each
gear is locked positively inside the box

The clutch is of the cork insert type, consisting of eight [riction surfaces, thereby
assuring a smooth uptake of the drive, and at the same time providing ample area
for any loads likely to be encountered, and not affected by oil drag or slip.

The tension on the plates is maintained by four self-locking springs. Three
adjustments are provided ; No. 1 on the gearbox end of the operating cable, No. 2
on the operating arm, and No. 3 on the clutch itself inside the oil bath. Always
allow a little play at the clutch lever,

The shock absorber is mounted inside the clutch, and consists of large grease
and-oil-resisting rubber washers working between steel faces. This shock absorber
has been in production for a number of years now, and has proved itself superior to
any other type of shock absorber tried.

The 4-speed Albion Gearbox, incorporating special ** Excelsior ' features, is
packed with light grease at the works, and we recommend the addition of }th pint
of engine oil after the first 1,000 miles, and a similar amount every subsequent 2,000
miles,

The foot-change mechanism on all ““E’ models is partially enclosed and lubri-
cated from the box direct. On all “F” model ** MANXMAN,” the foot-change
mechanism is totally enclosed and positively lubricated from the box.

FOOT OPERATED GEAR CHANGE.

The foot-change mechanism on all “ E ' models is partially enclosed and
lubricated from the box direct. On all ** F '’ model ** MANXMAN ”' the foot-change
mechanism is totally enclosed and positively lubricated from the box. Lifting the
lever up engages lower gears, and pressing down engages higher gears, step by step
(neutral is between low and second).

The clutch is a heavy duty 4-plate cork-lined, not affected by oil drag or slip.
The tension on the plates is maintained by four self-locking springs. Three adjust-
ments are provided, No. 1 on the Gearbox end of the operating cable, No. 2 on the
operating arm, and No. 3 on the clutch itself inside the oil bath. Always allow a
little play at the clutch lever.

If for any reason the cover of the oil bath has been removed to inspect clutch,
before re-fitting, scrape faces quite clean and bright, using Chemico Joining
Cement on both surfaces when re-assembling. Allow cement to stand about 10
minutes before re-fitting cover.

INSTRUCTIONS TO USERS.

We do not presume to tell you how to start your engine, apart from suggesting
that you do not abuse your kick starter when your engine will not start, and that
you look for your trouble elsewhere, but offer the following advice on getting into
motion from rest :—

Have your engine running slowly, declutch by lifting handlebar lever, slip the
gear smartly into low, then open the throttle steadily, at the same time letting the
clutch in slowly. No useful uprpose will be served by letting in your clutch with a
bang, in the other hand, quite a lot of damage can be done to tyres, chains, etc,,
even when an efficient shock absorber, such as ours has proved to be, is fitted.
Furthermore, your engine may not lil-e it and may stop. A gradual contact gives 2
gliding start.

When changing to a highergear, declutch, move the gear lever and let clutch in
easily ; the same procedure obtains in changing from a higher to a lower gear with
the exception that a slight pause is made in order to allow the engine speed toincrease.
The length of the pause can only be determined by the rider himself judging the
increase in engine revolutions to speed up approximately the gear reduction in
relation to the road speed.

NPT U T SR T T L N L T R T TR T T ) LA L IR L L T R L R T P L, L,
LA 2 T L S S e W T LA L R R R, R
L i M S Ml f,‘ 0.0 0.0 * *ﬂ.‘i l'*f .‘H .’ * .ff ‘M.C 0." ‘. 0.0#.. * ‘“'4 +* ’0 0‘1‘4‘ .0 * ‘.**0 t".‘. .‘0 0*' .._.- * “ L) *. L) ‘.



S T S TR L T L, T g O, T T, T R T R R T TR R T T S S R T R . L N R . T
LI T * ad T8 S FE P 3 R A 2 e 2 ) (T *
T T T e T T T T Tt g g O P L L I AR A B s e e

-

DO NOT ATTEMPT TO START FROM STANDING WITHOUT
DECLUTCHING FIRST. -

When ascending a hill, do not assist the engine, when she labours, by slipping
the clutch ; changing down will save your engine and clutch. As the clutch, when
new, settles down, it will be found that adjustment to the push rod is necessary.
This is done by means of the adjusting pin and nut in the clutch lever at the kick
starter end. There should be 1/32nd inch between the ball in the clutch lever and the
push rod; if this is not maintained the two may, through the above-mentioned
settling down, come into contact and hold the clutch slightly-out. This will mean a
slipping clutch, and eventually burnt out corks. On the first sign of clutch slip, look
at the adjustment.

When new corks are required, it is best to return the parts to us so that we can
grind the faces true. If this is impossible, then soak the corks in boiling water for a
few minutes. This makes them pliable and easy to push into the holes, tucking the
edges in with a screwdriver. They should then be tapped flat and level.

Chains should have not less than §* up and down movement in the middle of
the run at the tightest spot. Turn your wheels round several times and check in
various places for this. Always check the chain adjustment and alignment after
tightening the holding down bolts, as, owing to a variety of causes this action
sometimes has the effect of tightening or loosening a chain. After adjusting the
chains, see that the Gear Locations in the Box register up with the positions on the
side tank control quadrant, making the necessary adjustments on the control rod

LUBRICATION.

This is very important and about $th pint should be added every 1,000 miles
or so. We specially recommend Wakefield Patent Castrol X.L., Mobiloil D, and
Aero Shell for these Boxes. Grease should not be used as it may quite easy get in
oilways and stop the free passage of oil, thereby causing a grave danger of seizure.

The clutch sprocket, when free, runs on ball bearings, and these should be
lubricated occasionally by clutching as far as possible and running a few spots of
oil down the side of the sprocket between the corks. The only other places for
lubrication are the clutch cable—which should be free from sharp bends, and,
when the side tank control is used, the various joints.

DISMANTLING.

If it is necessary to remove the clutch, the procedure is as follows: Unscrew
the four spring bolts with a screwdriver ; this will permit the removal of the complete
outside plate, exposing the nut holding the clutch centre to the shaft. This is a
right hand thread and may be unscrewed with a tube spanner. The gears cannot be
removed until the mainshaft has been withdrawn, and to do this the clutch must
be taken off (see clutch above).

Remove two bolts holding on bearing cap and remove cap complete with clutch
actuating lever. The mainshaft nut is left hand, and must therefore be unscrewed
in a clockwise direction. The cover bolts may now be removed and the cover lifted
off. Do not prise cover by means of a screwdriver, as this damages the face of the
cover and destroys the joint, causing oil leaks. A gentle tap on the clutch end of the
spindle with a mallet will loosen it. The kick starter mechanism comes away with
the cover. The mainshaft can now be withdrawn, followed by the layshaft, layshaft
gears, mainshaft sliding gears and fork in one block. The withdrawal of the main-
shaft sleeve and sleeve gear completes the dismantling as far as is necessary for
practically everything.

_ Ia all cases, when assembling, make sure thac the ball of the operator which
juts out of the Box, fits into the operator lever which is in the cover.

The chain sprocket is mounted on the high gear sleeve by means of splines and
locked by key washer or screw. These are unscrewed with an anti-clockwise
movement. _

__ Always use the correct size of chain for the sprocket fitted as other size chains
will not run correctly and will cause excessive wear.
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GUARANTEE AND SERVICE.

All our Gears are made well above the safety limit, but it is impossible to make
gears to stand stresses far above normal put upon them on account of inexperience.
I'or example, it would be very dangerous to coast down hill with engine stationary
and engage clutchwith low gearinto start engine. If coasting is practised, high gear
must always be engaged and clutch let in very gradually. Manufacturers are
always in a position to judge between a genuine defect and a breakage through
misuse ; in every case the user is given the benefit of the doubt; a fair and square
deal is all that we ask. In all cases of complaints, parts must be returned to us,
carried paid, stating the number and letter stamped on thebox, and date the machine
was purchased.

The frictional area of the clutch is more than sufficient for any loads likely to
be encountered in motor cycles of the power for which the boxes are fitted. Do
not slip the clutch, it is bad for corks and is bad practice—change down—that is
why the Gear Box is there.

HINTS AND TIPS TO MAINTAIN THE HIGH
EFFICIENCY OF RACING ‘¢ MANXMAN "’
MACHINES.

This chapter has been compiled by the Experimental Department, who will be
pleased to assist riders to maintain their machines to give the highest efficiency. The
Racing Branch of the Experimental Dept. is specially equipped to service Racing
" Excelsior " machines. You can have your engine brake-tested and power curve
plotted for a nominal charge, and should your engine prove to be below standard,
we will be pleased to advise you on the necessary course of action to return the
engine to its original state of efficiency. When Spare Parts are ordered for Racing
" MANXMAXN " models, wherever possible every care is taken to supply the correct
parts promptly, but to ensure prompt service it is absolutely essential for you to
quote the Engine as well as the Frame number. We are continually developing and
improving the performance of all “ MANXMAN * engines, and in particular the
Racing engine. Since the first season, such items as improved cams have been
designed and, are available at list prices. The owners of Racing * MANXMAN "
models are invited to communicate with the Experimental Dept. on any problem
or enquiry they may have. Spares orders must, however, be addressed for the
attention of the Service Department.

" Tuning " is a word, which, when applied to a motor cycle, simply means
maintaining the highest efficiency of the machine as a whole. The necessity to
deal with every part of a Racer is very important. We have ample evidence of cases
where the performance of a very excellent engine was ruined by such *‘ items " as
binding brakes, insufficient oil in the Gearbox, trapped control wire and unsuitable
sparking plug, or incorrectly proportioned fuel. and dozens of other causes.

The " MANXMAN " Racing Engine is designed to give off and maintain
considerable power, consequently it is made from the finest materials, but abuse
will destroy the tune and possibly cause damage to vital parts. If yours is a Racing
Engine, treat it as such, keep it in good condition, learn to understand every part
of the machine, and you will have your share of successes.

Motor Cycle Racing is a great sport, and a good loser is sometimes a better man
than a winner. At the end of this section will be found a table giving data which
you will find useful in your racing.

The Gear Ratios of the Racing ' MANXMAN '’ are based on our own T.T.
ard Continental experience. They are, therefore, suitable for this type of racing,
but for short circuits, such as Donington, we recommend a lower gear, and we are
In a position to supply a large assortment of Engine, Gearbox and Rear \Wheel
Sprockets to effect the necessary change. This information is included in the tables.

The general design and other information has been dealt with in the foregoing
chapters. It will, therefore, pay you to read the whole booklet carefully. Having
stressed the importance of the cycle parts, we will cover these first.
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Steering being vitally important, maintain the adjustment and condition of
the steering head bearings and wheel alignment. Check the latter before each race,
by the aid of a straight edge if available, or a piece of string stretched along the wheels
about 6" above the ground, remembering to make thenecessary allowance for the front
tyre being narrower than the rear tyre. Carefully go over the brake adjustments; they
must neither bind nor provide too much movement when fully applied. The Racing
brakes have alloy shoes for their light-weight and stiffness, also to assist in the
dissipation of heat developed by the continued application of the brakes; therefore,
it is important to allow sufficient clearance on the adjustment to provide for the
expansion of the shoes, particularly if the race to be engaged in requires very frequent
braking. If there is insufficient clearance, binding will follow very quickly and absorb
valuable horse power, and further, in the case of the front brake, seriously affect
the steering.

Go over all nuts and bolts systematically, starting at the front axle and working
back. Do not make the mistake of thinking that because you tightened this or
that nut last time it need not be done again.

The security of footrests is very important; that is why we provide slotted lock
nuts and drilled pins for wiring. This also applies to the brake anchorage.

For the convenience of working on the machine, the Racing ** MANXMAN "
is fitted with a substantial rear stand, which is kept in place by a spring. For actual
racing we recommend the removal of the stand, with beneficial effect on the steering.

LUBRICATION OF RACING ENGINES.

Earlier in this book we gave our recommendations for lubricating oils. This
information did not apply to Racing engines, for which, unlike the standard engine,
we recommend a Castor base oil, such as Patent Castrol ‘** R,’’ Mobiloil ‘* R,"’
or super Shell Heavy. The lubrication system of the Racing engine differs only
in minor respects from that of the standard, The rate of oil circulation is slightly
higher and a direct feed is taken to the rear of the cylinder, a jet of oil impinging
on the thrust face of the piston when at or about bottom dead centre. External
differences are, on all Racing models for 1935 and 15936, a large bore flexible pipe
connects the bevel gear case to the timing case. This is to ensure rapid draining of
oil to the sump. On models F.R.11 and F.R.12, the oil feed from pump to cam gear
is by the medium of an external flexible pipe. This has been found a slight improve-
ment in respect to oil cooling.

The racing engine constructional details are in the main similar to the standard
engine dealt with earlier in the book, but in a number of cases the material used
and the treatment thereof differs from the standard article, even though it closely
resembles same. The racing connecting rods are subjected to considerably more heat
treatment, and are of heavier section than the standard rod. The cylinder heads
are cast either from aluminium bronze or in bi-metal, which means in the latter
case the sphere, ports, etc., being cast in an aluminium bronze alloy, this shell being
overcast with the fins in a silicon alloy, which has the advantage of reducing the
weight considerably without in any way affecting the efficiency of the head ; in fact
a cylinder head of this type, particularly when used in conjunction with an alloy
finned cylinder barrel, can very often employ a higher compression ratio with
beneficial results.

The sizes of exhaust and inlet valves, valve springs and the collars for same,
are individual only to the racing engine, and cannot be fitted to the standard engine
without considerable machining operations. It is as well to point out that,in any case,
fitting Racing parts to standard engines very frequently spoils the performance.

SPARK PLUGS.

On leaving the works, every Rocing ‘* MANXMAN *' has a tally secured to

the engine giving advice on the type of spark plug to be used. A reprint of this tally
is given below :—

IMPORTANT.—The Cylinder head of this engine is arranged for BOTTOM
Seating Plug.
Under no circumstances must a Plug-Washer be used.
Use B.R.51 for all purposes other than warming up.
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The cylinder heads of both 250 c.c. and 350 c.c. Racing engines are designed
and made for a bottom seated spark plug, which means that instead of sealing
the plug in the normal way with a CfA washer, the plug seats on its bottom face
directly in contact with the metal of the cylinder head at a point where it is best
able to pick up and transfer heat to the outside via the body of the plug. Further,
there is less tendency for over-heating of the plug threads, due to gases being forced
around the threads between the plug and the cylinder head until they are finally
trapped by the normal plug sealing washer.

It is vitally important that under no circumstances must a spark plug,
either for warming up or racing, be screwed into the head with an ordinary
washer under the shoulder. It is equally important that only the correct
type of plug is used.

Both Lodge and K.L.G. plugs are specially made in certain types for our bottom
seated heads, and we strongly advise the use only of these types. If you cannot
obtain the types quoted in the tables, please write to us direct, or through your
Dealer.

< Owing to the extremely high compression ratios,the spark plug must be of a type
designed to withstand the extremely high compression pressures. It therefore follows
that to indulge in any full throttle practice on a * soft.”” or warming-up plug, will
only promote over-heating and possibly a serious seizure of the piston and/for rings.

Regarding the fuel used, at all important races such as the T.T., Manx Grand
Prix, etc., a fuel is supplied by the recognised Petrol Companies carefully mixed in
the correct proportions. If, however, you are mixing your own fuel, it will pay to
have a graduated measure and give a little more than the ordinary care to the
proportioning of the Benzole and Motor Spirit.

LUBRICATION OF CHAINS.

The lubrication of the primary chain is via an adjustable drip feed taken from
the return oil pump feed between the pump and the entry to the tank. The lubrica-
tion of the rear chain is taken care of by the excess oil from the gearbox being thrown
out by the centrifugal action of the gearbox sprocket, the box being arranged to
lead a small quantity on to the sprocket, providing, of course, the oil in the gear box
is kept at its correct level. The oil recommended for the gearbox is a castor base
oil, either Patent Castrol “ R,” Mobiloil ** R,” or Super Shell Heavy. The correct
level for oil in the gear box is sufficient to cover the layshaft, which is the lower
shaft in the box.

IMPORTANT NOTE.

In arranging the compression ratio of the Racing ' MANXMAN " engine, it is
sometimes necessary to use one or more aluminium plates underneath the cylinder,
to arrive at the best ratio for the particular engine. Do not remove these plates with
the idea that it will improve the performance of the engine—very likely the speed
will be lower, the heat developed higher, and possibly the valves will come in contact
with the piston and do serious damage. If any compression ratio modifications are
contemplated and you are not in a position to obtain our advice, it is as well to
remember that there must be at least 7/32nd inch clearance between the exhaust
valve head and the crown of the piston when the latter is at top dead centre. In the
case of the inlet valve, the clearance must be at least 3/16 inch, so that in effect yon
may remove the plates or machine part of the cylinder away to raise the compression
and find it necessary to file the piston crown to secure the above clearances, only
resulting in lowering the compression back to its original figure, or possibly lower.

EXHAUST SYSTEMS.

With certain models of racing ** MANXMAN ' machines, the exhaust system
incorporates a megaphone. This is more common to the 350 c.c. engine. The
megaphone exhaust or flared end to the exhaust pipe are not fitted simply with the
idea of making more noise, and if your machine is delivered to you with a certain
length straight exhaust pipe, do not imagine you can improve the performance by
fitting something in the nature of a megaphone at the end of it, neither does it follow
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that increasing or decreasing the length of the pipe or fitting one of a larger or smaller
bore will be beneficial to the performance. We have carried out many dozens of tests
on exhaust systems alone,and the Racing "MANXMAN"is delivered with an exhaust
system tested and calculated to give the best results, torque, acceleration and maxi-
mum power. Very often an exhaust system with a megaphone will improve the top
speed range, but hopelessly upset the acceleration in lower gears. For a straight
race, a megaphone may be tried and possibly used with advantage if maximum speed
only is the consideration, but for a road racing circuit, or for that matter any race
with corners where the speed drops below half the maximum speed, it is safe to say
that the megaphone will be a definite deterrent to the low down performance of the
engine, unless, of course, the engine details such as valve timing have been designed
consistent with a megaphone fitted.

AMAL T.T.34 AND T.T.35 CARBURETTERS, AS FITTED TO MODELS
E.R.11, E.R.12, F.R.11 and F.R.12.

The “‘choke’” or effective bore of the carburetter is of great importance for
maximum speed. The design in this carburetter is such that the maximum volume
of air may flow through to charge the cylinder together with the maximum depression
or suction on the jet to supply the fuel and atomise it.

The choke of the T.T.34 model may have its smallest diameter between the
throttle barrel and the outlet of the carburetter, and not immediately over the jet,
as in previous designs. This has been done to minimise any restriction caused by
the needle and has increased the power at full throttle to the level of the famous
Amal Track Racing Carburetter whilst retaining the quality of mixture at small
throttle openings.

Now about the needie control to the jet; don't go away with the idea that all
you require in a racing carburetter is that it will give you greatest power at full
bore, and that in racing you are always on full throttle. Remember there are
“ Governor’s Bridges,"” and also that you have to ‘“ get up "’ to full bore. Perfect
carburation throughout the range of opening the throttle means ACCELERATION
clean and snappy. This is where the needle control plays its part ; you have a large
main jet for power and for cooling the engine, and unless it is controlled it may
give you a woolly rich mixture at small throttle openings—bad for acceleration
and plugs. The needle reduces the flow of petrol above the main jet, and Leing taper,
it reduces it most at small throttle openings, and as the throttle is opened, so the
taper allows a bigger flow until the throttle is about § open, when the needle ceases
to have any effect, and the main jet is fully in play. The needle is attached to the
throttle by a clip, the clip embracing one of seven grooves. This enables you to tune
on the needle once you have set the main jet for power, by lowering the needle to
get less petrol and vice versa, in its relation to the throttle opening. The needle
is controlling the fuel flow in a needle jet, which has an accurately made bore, and
this screws into the bolt that holds the float chamber to the mixing chamber. The
standard needle jet bores are numbered 107 for types 25 and 15 T.T. models and 109
for type 10, but in all cases when alcohol fuels are used the bore is increased to 113,
and so marked.

The throtile valve surrounds the choke block in the carburetter, and when it is
open leaves a perfectly shaped passage. The throttle also surrounds the main jet
outlet in the primary air tube, and is, therefore, a variable choke maintaining the
suction on the jet as the throttle is closed down. The actual suction at smaller
openings can be controlled by the “cutaway’’ on the lower edge on the air intake
side of the throttle, a smaller “cutaway’’ increasing the mixture strength, and
vice versa. '

Throttles with different “‘cutaways” can be supplied, the number of the “‘cut-
a;va}r" pei}::g the height of the “cutaway” from the bottom edge measured insixteenths
of an inch.

COMPENSATION AND AIR CONTROL. ;
_The main jet does not spray directly into the choke bore of the mixing chamber,
It first passes through the needle jet and is there partially atomised by a blast of
gnmar}r air, and passes up as a rich mixture through a primary choke, which can
e seen at the base of the main choke. The richness of the mixture as it passes
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through the primary choke can be handlebar-regulated by the air control at the side
of the carburetter, less air being admitted to richen the mixture for starting or
atmospheric conditions demanding more liquidd fuel to give the coriect mixture
strength. As the engine speed increases at a given throttle opening so the mixture
would tend to get rich, but as the air flow through the primary choke above tie
main jet also increases, there is a damping effect on the flow of liquid and a
compensated mixture is obtained.

THE FLOAT CHAMBER.

The question often arises, “"Should I have a double float chamber ? '* The answer
is definitely ™ Yes " for 350 c.c. machines and over if an alcohol fuel is used, but
otherwise ** No." The main jet of the Amal is submerged below the bottom of the
float chamber, so a feed of liquid fuel is assured even when cornering at an angle.
When racing, there is a froth of fuel in the float chamber due to vibration, but with
the jet in its position there is no danger of lack of supply. The float chamber bracket
is stiffened to resist this vibration. A single Amal racing float chamber will
effectively deliver 5 gallons per hour, and generally speaking, a 500 c.c. racing
machine on the gears will not use more than at the rate of 3 gallons per lLiour, so0
there is a margin of safety.

FUEL.

We are often asked which is the most suitable fuel to use, and we answer that
unless specially ordered otherwise, Models E.R.11, E.R.12, F.R.11 and F.R.12
are fitted up with a compression ratio, suitable for a fuel consisting of 509, pure
Benzole and 50% No. 1 Motor Spirit. If it is desired to run on an alcohol fuel for
track races or reasons of local spirit supply, we would advise you to communicate
with us, and we will advise on the compression ratio and in some cases a special
piston to use. We do not list special pistons in the spares.

We always take straight petrol benzol mixture 50—50 as a basis to work on
for jet size, and then give a percentage increase on the number of the jet for other
fuels, for example :—

When using Discol P.M.5.2 increase the jet no. by approx. 609,
" 1" " R'D'l Ly L) rr LR n (] SG%
o ,» Pratts Racing Spirit,,  on e o w2009
o = Jap Racing Fuel i R S v oD%

To work out for example for P.M.5.2 where the petrol benzol jet is 200 :—

Increase on 100 is 60
60

R LX) I i IDG

60
o . 200 is — x 200=120
100
", 200 4+ 120=320

320 being the jet size to use for P.M.S.2 when 200 was used for petrol benzol.

~ When using * alcohol mixtures "’ we cannot say the size of increase, and these

sizes must be tried by experiment, always bearing in mind that there is a danger
of over-heating in a weak mixture, even though the machine is running well—the
sparking plug is a good indication. If after a fast run at full throttle you stop the
engine at once and take out the plug, if it is grey at the end put in a bigger main
jet. The colour of the plug should be a polished jet black for safety,
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JETS.

The pilot jet, for starting off with, is unlike the standard Amal touring pilot
jet because the adjustment regulates the fuel flow and not tie air. This adjustment
gives a wider range for any fuel which is mixed with air coming through a small
hole under the carburetter—this mixture for ** idling "’ and *‘ starting off '’ passes
through into the carburetter outlet just behind the throttle, and is again mixed
with air coming under the throttle through the main bore.

The main jet can be got at easily without disturbing the float chamber by
removing the hexagon cap in the holding bolt. In shape the jet is like the T.T.32
carburetter jet, but it is marked in c.c. flow instead of tae T.T.32 cypher, as this
c.c. flow figure simplifies calculation. However, if you have been used to the old
numbers, the corresponding sizes are as follows :—

T.T.32 T.T.34T.T.32 T.T.34|T.T.32 T.T34|T.T32 T.T.34|T.T32 TT.34
No. in cc. flow| No. in c.c flow| No. in cc. flow| No. in cc. flow| No. in cc. flow

32 100 50 250 63 400 77 600 95 900
33 110 51 260 — 410 78 620 - - 920
35 120 52 270 64 420 80 640 97 940
36 130 33 280 65 430 81 660 — 960

38 140 54 290 66 440 82 680 98 980
39 150 55 300 67 450 84 700 100 1,000
40 160 . | 56 310 68 460 85 720 105 1,100
41 170 37 320 69 470 86 740 110 1,200

43 180 — 330 70 480 88 760 115 1,300
44 190 58 340 — 490 89 780 118 1,400
45 200 59 350 71 500 90 800 122 1,500
46 210 60 360 72 520 91 820 127 1,600

47 220 61 370 74 540 a2 840 130 1,700
48 230 62 380 75 560 93 860
49 240 — 390 76 580 94 880

To get carburation for any stated fuel when the choke bore is correct for the
peak revs. of the engine and the correct needle jet for the fuel to be used, the pro-
cedure is simple. Start off with an assumed setting, and then tune as follows. There
are four phases :—

(1) Main jet for power at full throttle ;

(2) Pilot jet for idling ;

(3) Throttle * cutaway '’ for take off from the pilot jet;

(4) Needle position for snappy mixture at } to { throttle; then
final idling adjustment of the pilot jet.
Always tune in this order, then any alteration will not upset a
correct phase.

LOCKING DEVICES. ,

Vibration causes screws to come undone, so we have devised simple and quick
locking devices that are sure, viz., a screw in the mixing chamber cap to lock the ring
at the top, also a spring to hold the float chamber holding screw from vibrating loose.
For the petrol pipe union we leave you to make your own device.

INSTRUCTIONS FOR TUNING AMAL ROAD
RACING CARBURETTER.

TYPE T.T.34.
SEQUENCE OF TUNING.

(1) Main jet size. (2) Pilot jet adjustment. (3) Throttle valve ‘' cutaway.
(4) Needle attachment,

I. MAIN JET SIZE.

This should be determined first; the smallest jet which gives the greatest
maximum speed should be selected, keeping in mind the safety factor for cooling;
(The air lever should be fully open during these fests).
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2. PILOT JET ADJUSTMENT.

Before attempting to set the pilot adjuster the engine should be at its normal
running temperature, otherwise a faulty adjustment is possible, which will upset
the correct selection of the throttle valve. The pilot adjuster which controls the
amount of fuel passed, is rotated clockwise to weaken the mixture, and anti-clockwise
to enrich it. Adjust this very gradually until a satisfactory tick-over is obtained,
but take care that the achievement of too slow a tick-over—that is, slower than is
actually necessary—does not lead to a “spot’” which may cause stalling when the
throttle is very slightly open.

(3) Having set the pilot adjuster, open up the throitle progressively and note
positions where, if at all, the exhaust note becomes irregular. If this is noticed,
leave the throttle open at this position and close the air lever slightly ; this will
indicate whether the spot is rich or weak. If it is a rich spot, fit a throttle valve
with more cui-away on the air intake side (or vice versa if weak).

(4) This tuning sequence will affect carburation up to somewhere over one-
quarter throttle, after which the jet needle, which is suspended from the throttle
valve comes into action, and when the throttle is opened further and tests are again
made for rich or weak spots, as previously outlined, the needle can be raised to enrich
or lowered to weaken the mixture, whichever may be found necessary.

With these adjustments correctly made, and the main jet size settled, a perfectly
progressive mixture will be obtainable from tick-over to full throttle.

NEEDLE JET.

It is not necessary to alter the needle jet when tuning, but before attempting
to set the carburetter, the rider should make sure that the correct needle jet is fitted.
The following are the needle jets which should be used :—

Racing *“ Manxman,"” 250 c.c.: Petrol-benzol fuel ; needle jet .1075

i 44 350 c.c. PF 5 £ . o =309
= .» Both Models; used with alcohol fuel ,, . 113

ALCOHOL FUELS.

When alcohol fuel is used, the needle jet mentioned above must be fitted, and

it is also necessary to increase the main jet by the following amounts :—
P.M.5.2 fuel 609 greater flow than for petrol.
R.D.1 fuel 80% to 100%, greater flow than for petrol.

When calculating the increase of jet size for alcohol be sure you reckon on the
number that represents cc. flow, and not the cypher number. Generally speaking,
if the number is below 130, the number is sure to be the cypher number, which
must be converted into cc. flow from the conversion table in this list. If you have
any T.T.32 spare jets which are marked in cypher, these can always be used in a
T.T.34 carburetter, provided that they are the right size by comparing them with
the conversion chart.

APPROXIMATE SIZES AS A GUIDE FOR PETROL-BENZOL FUEL.

Effective
Engine at bore of Main jet
average Carb. at Throttle Needle Needle in cc.
peak revs. back of Valve Jet. position. flow.
throttle.
250 cc. 1" 5 .107 4 250
350 cc. 14 5 .109 4 270

USEFUL SPARES TO HAVE WHEN TUNING UP CARBURETTER.

each
Needle Jets for use with alcohol fuels (same needle jet for all carburetters) 1/9
Jet, any size calibration according to estimated size 1/-
Throttles with different cutaways for types 25 and 15 3/10
" " .. " »  type 10 4/3
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TECHNICAL DATA

R.P.M. AND ROAD SPEED.

R R

et R R L T L A &+ &
*
.Q-'I‘Of.'lri‘to L) .t‘tt .t.to‘o t.. "Q”.O‘.G LI N T 00‘

- 4 B

L 0‘0

s

500 Gear 4.38

M.P.H. 250 (ear 6.2 350 Gear 5.38

25 2020 1738 1415

30 2424 2085 1698

35 2828 2433 1981

40 3232 2780 2264

45 3636 3129 2549
50 4040 3478 2830

55 4444 3820 3115

60 4848 4170 3397
65 5252 4522 3680

70 5656 4868 3962

75 6060 5213 4240

80 6464 5560 4528

85 6868 5909 4813
90 | 7372 6258 5098 |
95 = 6607 5379 |
100 o 6956 5760

30 m.p.h. Legal Speed Limit.

Double squared : approximate maximum speeds, standard models.

Single squared : approximate maximum speeds, racing models.
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GEAR BOX REDUCTIONS, WITH KICK START.

Ratio No.

Standard .. 1 1.3 18 2.78

10 .. o 1 1.3 1.8 2.14
e aw o 1 14 | 167 2.14

12 .. . . 1 1.4 2.15 3.3
T 1 1.4 2.15 30
14 ... 1 1.4 1.98 3.3 .
T 1 1.4 1.98 30

17 o . 1 1.42 1.98 278

RACING GEAR BOX REDUCTIONS, WITHOUT KICK START.

B o we weg W 109 1.28 1.65
2 1 1.09 1.28 18
3 1 1.18 1.4 1.8
4 1 118 T 1.96
5 1 118 .4 2.13
6 . 1 1.09 14 1.8
7 1 1.09 1.28 1.95
No. 8 Standard ... i 1.09 1.4 195

TO DETERMINE THE TOP GEAR RATIO—

Multiply the number of teeth on Gear Box Sprocket by the number of teeth
on the Engine Sprocket and divide the total into the multiplication of the
number of teeth on the Clutch and Rear Wheel Sprockets,

Rear Wheel and Clutch : 56 x 40=2240=6.22
Gear Box and Engine: 20x18= 320 Gear Ratio.

TO DETERMINE THE INTERMEDIATE RATIOS—

Multiply the Top Gear Ratio by the Gear Box Reduction thus—
Top Gear Third Reduction
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Model
Ell
E12
IF11
IF12
1°14
ERI1I
ER12
FRI11
FR1?
All Models

Fl4 !
FR11{12 |
All Models

]
(]

E11/12
E11/12
Fl4
ER11/12
ER11/12
FR11/12
All Models

re
r]

E11/12 )
F11/12 ¢
Fl4 |
ER11/12'
FR11/12
All Models
E11/12
Fl4
ERI11/12
FR11/12
All Models

¥

E11/12
ER11/12,
F14

FR11/12
E11/12 !
ER11/12,

.‘
" n ﬂ._ﬂ ) ﬂ’ﬂ H.i i‘ii'i! ﬂ (X

&
-

I*art No.

&
L

M1
M2
M3
M4
MS
MG
M7
M8
M9
M10
MI1
MI12
MI13
M4
M15
MI6
MI17

M18

MI19
M20
M21
M22
M23
M24
M25
M26
M27
MZ28
M29
M30
M31
M32
M33
M34

M35

M36
M37
M38
M39
M40
M41
M42
M43
M44
M45

M46

M47
M48

M489

*
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“ MANXMAN *’
RETAIL PRICE LIST.

Spare Parts, Cycle Group.

Part ;
IFrame (Enamelled) A T
Frame (IEnamelled) ... i
I'rame (LEnamelled) =
Frame (Enamelled)
Frame (Enamelled) ... .
Frame (Enamelled) ... -
Frame (i‘namelled) i
Frame (Enamelled) ... "
Frame (Enamelled) i
Steering IHead Race {['Dp} ..pair cup and cone
Steering Head Race (Bottom) ... \ »
Steering Stop ... each
Steering Stop Pin - "
Steering Stop Pin Was. .er . iz
Steering Damper Pin ... .
Steering Damper Pin Vasher ...
Steering Head Ball Bearings (top or bottom set) set

Petrol Tank Mounting Rubber Plugs

Top Rail Tank Mounting Rulber .
Petrol Tank Securing Pin o
Petrol Tank Securing Pin \Washer .
Petrol Tank Securing Pin Nut ... "
Petrol Tank Securing Pin I.ock Nut -
Tyre Inflator Mounting Clip, Front 2
Tyre Inflator Mounting Clip, Rear

Tyre Inflator Mounting Clip, Front or Rear

Tyre Inflator Mounting Clip, Front

Tyre Inflator Mounting Clip, Rear =
Tyre Inflator Mounting Chp Front or Rear i
Saddle Nose Pin iz .
Saddle Nose Fin Nut 9
Saddle Spring Pin "
Saddle Spring Pin Nut . i
Saddle Spring Pin Washer

each

Dunlop Saddle s

Dunlop Saddle

Saddle Spring, Left or R1ght ”
Rear Stand : ;
Rear Stand ... i
Rear Stand ... y-
Rear Stand .

Seat Stand ...

Rear Stand Pin

Rear Stand Pin Sprmg Washer

Rear Stand Pin Flat Washer

Rear Stand Return Spring

Rear Stand Return Spring
Rear Stand Return Spring

Rear Stand Return Spring Post

e *

*
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Model

ERI11/12
F14 !
FR11/12]

E11/12
E11/12 |
F11/12
rid

ER11/12)
FR11/12

All Models

1:11;12]
F11/12
Fl4 J

B
¥
T
'

e

ER11/12 |
FRI11/12 |
All Models
El1/12 1
Fl11/12
Fi4 |
All Models
All Models
El11/12
F11/12
Fl14

e
]
I
I
e
I
e

rr

ER/11/12

e

FRI11/12
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Part No, Part Price
M50 Rear Stand Return Spring Post Nut each 24d.
M5 Rear Stand Return Spring Post 8d.
M52 Rear Stansd Return Spring Dost Nut . 2.
M53 Rear Stand Return Spring Post (Upswept i"l}‘JE'I 8.
M54 Rear Brake Pedal 6/6
M55 Rear Brake Pedal Pin ... ; 1/-
M3G Rear Brake Pedal Bush b 6d.
M57 Rear Brake Pedal 7/6
M38 Rear Brake Pedal Bush . 6d.
MS59 Kear Brake Pedal Return ‘Sprmg il 1/3
Me0 Rear Brake Pedal Pin ... : ; 3d.
M61 Rear [rake Pedal Pin Lock Nut e 3d.
Ma2 Rear Brake Pedal Pin Was..er . 1d.
MG3 Rear Brake Pedal Stop Pin 235
M64 Rear Brake Pedal Stop Pin Lock Nut 24.
MG65 Rear Brake Rod 1/6
M66 Rear Brake Rod Coil Sprmg 6d.
MG7 Kear Brake Rod Nut ... - 24,
ME8 Itear Brake Rod Split Pin ; 1d.
MGS Rear Brake Adjusting Nut = 1/-
M70 Rear Brake Rod . 1/3
M71 Rear Drake Anchorage Strip ... " 1/3
M72 Rear Brake Anchorage Slotted Nut " 3d.
M73 Rear Brake Anchorage Pin 6d-
M74 Rear Brake Anchorage Pin Locknut . 3d.
M75 Rear Brake Anclorage Pin Washer ; 1d.
AT Rear Erake Si.oes, with Linings pair 12/6
M78 Rear Bralke Linings (Pair) - 6/-
M79 Rear Brake Linings Rivets 2 /
MBS0 Rear Brake Shoe Sprmg pair 94d.
M8l Rear Brake Cam - each 2/6
M82 Rear Brake Cam Nut ... o 3d.
M83 Rear Brake Cam Washer pe 1d.
M84 Rear Brake (Side Plate) Shoe P‘late with Bush ] 11/-
M85 Rear Brake Cam Arm . . 1/-
M86 Rear Brake Cam Arm Return Sprmg i 9d.
M87 Rear Brake Shoes (Alloy) wita Linings pair 15/6
M88 Rear Brake Linings Only (Pair) | - 6/-
M89 Rear Brake Linings Rivets | s
MS0 Rear Brake Shoe Spring each 6d.
M91 Rear Brake Shoe Plate with Bush " 11/6
M92 Rear Brake Cam 4/-
M93 Rear Brake Arm ; o 1/-
M94 Rear Brake Arm Return Spring @ 9d.
M85 Rear Brake Shoes (Alloy) with Linings pair 15/6
M96 Rear Brake Linings Only (Pair) | 2ot 6/-
M97 Rear Brake Linings Rivets | oA
MO8 Rear Brake Shoe Spring each 9d.
M99 Rear Brake Shoe Plate (Alloy with Bust ms] ; 17/6
MDD e eeeleelesle ’ e -u-*ob’ﬁ. o’ufo"qo:ﬂ:ot:oo:n:.o eojsa veieeleeloalenlenlente
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Model Part No. Part Price

FR11/12 M100  Rear Brake Cam ; each 5/6
L MIO0OA Rear Brake Cam Bush = 1/3
7 M101 Rear Brake Cam Nut . " 1/3
b M102  Rear Brake Actuating Arm Ve 1/-

El11/12

F11/12 } M103  Front Brake Shoes, with Linings pair 12/6

Fl4

» M104  Front Brake Linings (Pair) |

5 M105  Front Brake Linings Rivets i i
W M106  Front Brake Shoe Spring pair 9d.
i M107  Front Brake Cam each 3/-
i M107 Front Brake Cam Arm... . 1/-
» M108 Front Brake Cam Nut " 3d.
= MI109 Front Brake Cam Washer o id.
- M110 Front Brake (Side Plate) Shoe P]ate with Bush i 10/6

MI111 Front Brake Arm Return Spring i 9d.

ERI1/12 M112  Front Brake Shoes (Alloy) Pair with Linings pair  15/6
i MI113  Front Brake Linings (Pair) |

i M114  Front Brake Linings Rivets | set .
i MI115  Front Brake Shoe Spring each 6d.
b Ml116 Front Brake Cam . 4/6
= MI117 Front Brake Cam Arm.. . 1/-
= M118 Front Brake Cam Arm Return Sprmg = 9d.
i M119 Front Brake Cam Nut o 3d.
e M200  Front Brake Cam Nut Washer ... 5 1d.

M201 Front Brake (Side Plate) Shoe Plate with Bush " 11/-

FR11/12 M202  Front Brake Shoes (Alloy Pair) with Linings  pair 15/6
0 M203  Front Brake Linings (Pair)

= M204  Front Brake Linings Rivets | fiet o)
, M205  Front Brake Shoe Spring - each 9d.
. M206 Front Brake Cam ... ) 4/6
£ M207 Front Brake Cam Arm.. i 1/-
i3 M208 Front Brake Cam Arm I\ut N 1/3
bt M209 Front Brake (Side Plate) Shoe Plate (Allﬂy
with Bushes) " is 17/6
B M209A Front Brake (Side Plate} Shoe Plate Bush " 1/3
FR11/12 MZ209B Front Brake Anchor Arm . 2/3
] M209C Front Brake (Side Plate) Anchor Arm ﬁ" Pin i 6d.
. M209D Front Brake (Side Plate) Anchor Arm §*
Castellated Nut ... o 4d.
M209E Front Brake (Side Plate) Anchor Arm -&"
Slotted Nut : - 3d.
F11/12
F11/12 M210 Front Wheel Rim (Chrome Plated) and Lined 3 12/6
F14
ERI11 5 :
FR11 } M211 Front Wheel Rim (Chrome Plated) and Lined ,, 13/6
FRIZ | M212  Front Wheel Rim (Chrome Plated) and Lined 13/6
El1/12
gﬂuz M213  Front Wheel Spoke and Nipple (near side) i 2d.
M214  Front Wheel Spoke (Brake side) 5 2d.
ggﬂ M215  Front Wheel Spoke (near side) ... " 2d.
i M216  Front Wheel Spoke (Brake side) » 2d.
ERIZ ]  M217  Front Wheel Spoke (near side) ... } 2d.
. M218  Front Wheel Spoke (Brake Side) 2 24,
e e ege e niaeieneafealesfonteole teeluadestuate desfeadradeate deodeelealn e ertealu e elertoeenlotenls
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Model Part No. Part Price
El11/12
F11/12 M219 Front Wheel Spindle ... each 3/6
F14
- M210A Front Wheel Spindle Nut ., 6d.
. M211A Front Wheel Fixed Cone ” 1/6
. M212A Front Wheel Brake Plate Locknut 2 8d.
” MZ214A Tront Wheel Adjustable Cone ... 2 1/6
i MZ215A Front Wheel Adjustable Cone Lock Washer oy 4d.
o M216A Front Wheel Adjustable Cone Locknut ... = 6d.
e M217A Front Wheel Ball Bearings (Set 18) set 9d.
s M21SA Front Wheel Dust Washer (near side) ... each 4d.
- M220A Front Wheel Dust Washer (Brake side) ... = 4d.
M220B Front Wheel Hub Cup (left or right) e 1/3
Eg;h:g] M22] Front Wheel Spindle " . 4/-
s M222  Front Wheel Spindle Nut i 6d.
ii © M223 Front Wheel Journal Bearing (near or Brake side) , 8/-
i M224  Front Wheel Dust Washer (I'elt near side) iy 4d.
W M225 Front Wheel Dust Washer (Steel near side) . 4d.
. M226 Front Wheel Dust Washer (Felt Brake side) " 4d.
" M227 Front Wheel Dust Washer (Steel Brake side) i 4d.
ER11/12 M228 Front Wheel Brake Plate Lock Nut o 8d.
FR11/12 M229 Front Wheel Brake Plate Lock Nut ! 8d.
El1/12
Fl11/12
F14 M230  Rear Wheel Spindle ... 4 3/e
ERI11/12
FR11{12 )
s M231 Rear Wheel Spindle Nut, left or right ... it 4d.
i MZ31A Rear Wheel Spindle Nut Washer s 6d.
b M232  Rear Wheel Journal Bearing (near or Brake side) ,, 9/3
i M233 Rear Wheel Dust Washer (Felt Brake side) -y 4d.
i M234  Rear Wheel Dust Washer (Steel Brake side) . 4d.
’” M235  Rear Wheel Dust Washer (Felt off side) " 4d.
ar M236  Rear Wheel Dust Washer (Steel off side) ; 4d.
E11/12
F11/12 s
Fl4 M237 Rear Wheel Brake Plate Lock Nut " 8d.
ER11/12
s M238 Rear Wheel Brake Plate Lock Nut Washer i 2d.
FR11{12 M239 Rear Wheel Brake Plate Lock Nut i Bd.
gll ﬁgdels M240  Rear Wheel Bearing Locknut off side v 8d.
11
Fl1/12 } M240  Rear Wheel Rim (Chrome Plated and Lined) B 12/6
Fl4
ERI1 i . ;
FR11 ]- M241 Rear Wheel Rim (Chrome Plated and Lined) s 13/6
Fol2}  M242  Rear Wheel Rim (Chrome Plated and Lined) ,,  13/6
El1/12
g:‘lijw M243  Rear Wheel Spoke and Nipple (Brake side) - 2d.
ERY M244  Rear Wheel Spoke (off side) n 2d.
FRi1 | M245  Rear Wheel Spoke (Brake side) i 2d.
i» M246 Rear Wheel Spoke (off side) ... - 2d.
ER :
FR:% }  M247  Rear Wheel Spoke (Brake side) 2 2d,
" M248  Rear Wheel Spoke (off side) i 2d.

S R L
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Model Part No. Part Price
E1ll Fl11
ERI11 M249  Rear Wheel Sprocket, §" x .305”... each 12/6
FRII
%}3 Fi2 } M250  Rear Wheel Sprocket, §"x " ... 5 12/6
All Models M250A Rear Wheel Sprocket Fixing Pin i 6d.
32 M250B Rear Wheel Sprocket Fixing Pin Nut % o 1d.
0 M250C Rear Wheel Adjusting Pin and Lock Nut . 8d.
MUDGUARD GROUP.
E11/12
F11/12 M251  Rear Mudguard Blade (Enamelled) each 8/6
Fl4
Fris ] M252  Rear Mudguard Blade (Enamelled) . 6/-
%g} g ]- M253  Rear Mudguard Blade (Enamelled) " 6/-
All Models M254  Rear Mudguard Securing Pin (bottom) v 3d.
20 M255 Rear Mudguard Securing Pin Washer = 1d.
. M256  Rear Mudguard Securing Pin Top s 3d.
= M257 Rear Mudguard Securing Pin Nut s 1d.
= M258  Rear Mudguard Securing Pin Locknut ... 5 1d.
2 M259 Rear Mudguard Securing Pin Washer ... = 14d-
E11/12
F11/12 ]» M260  Rear Mudguard Stay (front near side) ... i 6d.
Fl4
3 M261  Rear Mudguard Stay (front off side) i 6d.
i M262  Rear Mudguard Lifting Handle ... . 3/6
. . M263  Rear Mudguard Stay (rear near side) . 6d.
o M264  Rear Mudguard Stay (rear ofi side) 5 6d.
i M265  Rear Mudguard Stay }” Pin i 1d.
g M266  Rear Mudguard Stay }* Nut ... i 1d.
5 M267  Rear Mudguard Stay }* Washer i 1d.
’ M268  Rear Mudguard Stay §” Pin off side y 3d.
% M269  Rear Mudguard Stay §” Pin Nut . 2d.
i M270  Rear Mudguard Stay §* Washer 5 1d.
i M271  Rear Number Plate ... = i 1/6
EEH } M272  Rear Number Plate ... o 1/6
- M273  Rear Mudguard Stay (front) ... W 6d.
i M274  Rear Mudguard Lifting Handle . e 3/6
o M275  Rear Mudguard Stay Pin o 3d.
o M276  Rear Mudguard Stay Pin Nut ... & 2d.
- M277  Rear Mudguard Stay Pin Washer i 1d.
%EIIE } M278  Rear Mudguard Stay (front) ... 2 6d.
M280 Rear Mudguard Lifting Handle ... . 3/6
?E}h:%] M281  Rear Number Plate Rubber Washer R 2d.
M282  Rear Fixing Pin for above 5 1d.
E11/12 }
F11/12 M283 Front Mudguard Blade (Enamelled) L 7/6
14
?g;ll M284 IFront Mudguard Blade (Enamelled) - 5/6
E
OR12 ] M285  Front Mudguard Blade (Enamelled) ... " 5/6
spergesjesieselenlonieciolssteniealevteslesle ot oo ate alefealeste s Te e alnelende s Tedtesteatetesteatealealenlenls
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Model Part No. Part
El1/12 1 .
F11/12 ] M2Z86 Front Mudguard Stay (near side) ... each
F14
o M2B7 Front Mudguard Stay (off side) .,
i M288  Front Mudguard Bridge Pin "
2 M289  Front Mudguard Bridge Pin Nut "
B M290  Iront Mudguard Bridge Pin Washer &
. M300  Front Mudguard Stay Pin .
i M301 Front Mudguard Stay Pin Nut ... ,
o M302  Front Mudguard Stay Pin Washer i
il M303  Front Stand ... 3
. M304  Front Stand Pin ; 5
- M305 Front Stand Pin Locknut is
& M306  Front Stand Pin Washer 3
M307 Front Stand Pin Wingnut .
Eg” i M308 Front Mudguard Stay ... s
%E;g | MB309 Front Mudguard Stay .
E11/12 )
F11/12 M310  Front Number Plate
F14 j
%g“":g | M311  Front Number Plate .
All Models M312 Front Number Plate Pin, Nut and Washer i
TANK GROUP.
El1/12 M313  Petrol Tank (Enamelled and Panelled) each
F11/12 M314  Petrol Tank (Enamelled and Panelled) .. 5
E11/12 M315 Petrol Tank (Cirome Plated and Panelled‘_i iy
F11/12 M316  Petrol Tank (Chrome Plated and Panelled) .
Fl4 M317 Petrol Tank (Chrome Plated and Panelled) -
Fl4 M318 Petrol Tank (Enamelled and Panelled) -
ER11/12 M319  Petrol Tank (Enamelled and Panelled) i
FR11/12 M320  Petrol Tank (Enamelled and Panelled) &
o ]‘;' 15} M321  Petrol Tank Sponge Rubber Pad .
a M322 Pad Fixing Straps -
i M323  Petrol Tap wita Filter .
o M324 Petrol Tap Filter only ... o
Vi M325 Petrol Tap C & A Washer =
All Models M326  Petrol Tank Vent Rubber ’
E11/12 ]
gimz I M327  Petrol Tap (Push Pull Type) with Filter ... ”
14
o M328  Petrol Tap Filter only ... e
. M329  Petrol Tap Was.ier "
El1/12 M329A Petrol Pipe (near side) o
i M329B Petrol Pipe (off side) ... "
F11/12 M329C Petrol Pipe (near side) i
5 M329D Petrol FPipe (off side) .. .
F14 M328E Petrol Pipe (near side) "
ps M329F Petrol Pipe (off side) .
Eg{fﬂg} M329G Petrol Pipe (near side) .
" M329H Petrol Pipe (off side) ... i
All Models M330  Rev Counter Well Cover Plate (Chr-:}me Plated] o
“ M331  Cover Plate Fixing Spring . "
Y M332 Cover Plate Fixing Clip .
‘:":“i“ DS 'ﬁ. 4 “...:‘.:,, H,:‘" .,:,, ,.:. : .:4 o"":o ozoo:oo:oo:oo 40:40‘09:00:00-:00:“:0 t:o :
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Price
od.

6d.
3d.
2d.
1d.
1d.
1d.
1d.
5/-
3d.
2d.
1d.
4d.

6d.
6d.

1/-

1/-
2d.

80/-
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Model Part No. Part Price
El1/12 1 _
Fl1/12 J M333  Revcounter Fixing Spring each 6d.
Fl4
EEH H%} M334  Revcounter Fixing Spring " 9d.
All Models M335  Revcounter Fixing Plate and Rod o 1/-
" M336 Revcounter Fixing Clip ik 6d.
. M337 Petrol Tank Transfers ... pair 3/-
. M338  Petrol Tank Filler Cap each 6/-
E11/12
Fl11/12 } M339 Lighting Panel Fixing Screw ... = 3d.
Fl4
El1/12
F11/12 M340 Oil Tank (Enamelled) = 30/-
Fl14
All'Models M341  Battery Container and Toolbox - 25/-
' M342  Oil Tank Assembly Fixing Clip Top 33 1/-
i M343  Oil Tank Assembly Fixing Clip Inner = 1/6
s M344  Oil Tank Assembly Fixing Clip, Outer ... b 1/6
i M335A Oil Tank Assembly Fixing Plate... e 3/-
7 M336A O;l Tank Assembly Fixing Pin i 3d.
o M337A Oil Tank Assembly Fixing Pin Nut : i 2d.
o M338A Oil Tank Assembly Fixing Pin Nut Washer - 1d.
ER11/12 )
FRIL ”2} M339A Qil Tank (Enamelled) ... . 40/
= M340A Oil Tank Fixing Clip ... . 1/-
ﬁgﬂﬁg} M341A Oil Tank Fixing Pin. ... " 3d.
o M342A Oil Tank Fixing Pin Washer ... - 1d.
i M343A Oil Tank Sponge Rubber Pad ... i 1/9
- M344A Oil Tank Release Pipe i i 2/6
o M345A Oil Tank Release Pipe Union Nut o 2 6d.
o M346A Oil Tank Release Pipe Union ... 2 1/3
3 M337B Oil Tank Release Pipe Union Washer ... o 2d.
FR11/12 M338A Oil Tank Release Pipe Fixing Clip " 2d.
i M339A Oil Tank Release Pipe Fixmg Clip Pin and Nut " 2d.
All Models M340B OQil Tank Filter ivie - 4/-
i M341B Oil Tank Filter Washer = s 6d.
e M342B Oil Pipe Banjo Nut ... W 1/4
o M343B Oil Pipe Banjo Washer (Top) ... ' 3d.
i M344B Oil Pipe Banjo Washer (Bottom) & ad.
Vi M335A 0Oil Pipe Banjo Feed, tank end ... i 1/6
i M336A Oil Pipe Banjo Feed, engine end i 1/6
s M337C Oil Pipe Banjo Return, either end o A 1/6
- M338B Oil Pipe Thimble (Feed Pipe) ... 9 3d.
. M339B Oil Pipe Thimble (Return Pipe)... ' 3d.
e M340C Oil Pipe Rubber Tube only (Feed) i 1/3
i M341C QOil Pipe Rubber Tube only (Return) o 1/3
E11/12
F1 1;:12 M342B Oil Pipe Complete (Feed) vas ' 4/9
Fl14 M343B Oil Pipe Complete (Return) " 4/9
All Models M343C Oil Tank Filler Cap ... i 4/-
ENGINE AND GEARBOX MOUNTING GROUP.
All Models M344C Front Engine Plate (left or right) each 1/-
o M345  Front Engine Plate ¢* Frame Bolt = 1/1
- M346  Front Engine Plate $* Frame Nut . 3d.
s M347 Front Engine Plate Washer ces & 1d.
El11/12
F11/12 } M348  Rear Engine Torque Plate (left or right) ... @ 94.
Fl4
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Model
ER1 1,1'12}
IFR11/12

e

All Models
E11/12
F11/12 ]
Fl14
ERIIHZ}
FR11/12
All Models
E11/12
F11/12 }
Fl4
ER11/12 }
FR11/12
All Models
El11/12 }
F11/12
Fl14

All Models

L2}
LR
LR]

rr

El1/12
F11f12
ER11/12
Fl4
FRI11/12
All Models

F11/12

E11/12 1
F14

ER11/12
FR1 1;12}

LN}

e

ER11/12
FR11/12

E11/12
F11/12
F14

. -
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Part No. Part
M349 Rear Engine Torque Plate (left or right) ...
M350 Rear Engine Torque Plate, $* Frame Bolt
M351 Rear Engine Torque Plate 4 Frame Bolt Nut
M352  Rear Engine Torque Plate §* Washer
M353  Engine Bolt (Front Top)
M354  Engine Bolt (Front Lower)
M354A Engine Bolt (Front Lower)
M355  Engine Bolt (cradle front or rear) s
M356 Engine Bolt (Rear Top, Fixing for Oilbath)
~M357  Engine Bolt (Rear Top)
M358  Engine Bolt Nut
M359 Engine Bolt Washer
M360  Gearbox Plate (left or right)
M361  Gearbox Plate (left or right) ...
M362  Gearbox Plate Bolt (front or rear)
M363  Gearbox Plate Bolt (Centre) ..
M364  Gearbox Plate Bolt (Centre) Distance Piece
M365  Gearbox Pivot Bolt (Top)
M366  Gearbox Bolt Nut
M367  Gearbox Bolt Washer ...
M368  Engine Cylinder Head Stay
M369  Engine Cylinder Head Stay
M370  Engine Cylinder Head Stay -
M371 Engine Cylinder Head Stay Pin (front) ...
M372  Engine Cylinder Head Stay Pin Nut (front)
M373  Footrest Square Rod
M374  Footrest Distance Tube (left or nght]
M375  Footrest Serrated Washer ;
M376  Footrest Rod Nut
M377  Footrest Rod Washer ...
M378  Footrest Hanger (left or right ...
M379  Footrest Rubber (left or right) ...
M380 Footrest Fixing Pin ...
M381  Footrest Fixing Pin Slotted LO{:knut
M382  Footrest Fixing Pin Washer
M383  Footrest Hanger (left)
M384  Footrest Hanger (right)
M385  Footrest Rubber (left or right) ...

OIL BATH AND CHAIN GUARD GROUP.

M386  Oil Bath (complete only)
M387 0Oil Bath (complete only)
M387  Oil Bath (complete only)
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Price

each 9d.

i 1/1
; 3d

) 1d.
LN gd.

" 9d.

. 9d.
L) 9d-

i 1/-

" 9d.

" 2d.
e l-d--
E 1/3
., 1/3
% 1/1
k& 3d.
i 1]'."

(r] Edl
W 1d.

i 1/6

" 1/6
R

B zdo
P 1/10
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Model Part No. Part Price
El1/12 | ‘
Fl1/12 M388 Oil Bath Pin, chrome plated each 3d.
Fl4
= M389 Oil Bath Fixing Bolt ... - 1/3
" M390  Oil Bath Fixing Bolt Nut . 3d.
. M381 Qil Bath Fixing Bolt Washer - 1d.
o M392  Oil Bath Sealing Washer v 3d.
” M393  Oil Bath Sealing Cement (Tubes s 6d.
Ell/12 M394 Rear Chainguard (Enamelled) ... i 5/-
F11/12 M395  Rear Chainguard (Enamelled) ... N 5/-
Fl14 M396 Rear Chainguard (Enamelled) " i 5/-
;:iili i M396  Rear Chainguard Fixing Pin (front) i 3d.
E11/12 M397 Rear Chainguard Fixing Pin (front) . 3d.
E11/12
F11{12 M398  Rear Chainguard Fixing Pin (rear) i 3d.
F14
i M399 Rear Chainguard Fixing Pin Distance Tube o 3d.
p M400  Rear Chainguard Fixing Pin Nut T 2d.
& M401 Rear Chainguard Fixing Pin Washer - 1d.
ERI11/12 M402  Primary Chainguard, C.P. i 15/-
FR11/12 M403  Primary Chainguard, C.P. il 15/-
= {Hg | M404 Primary Chainguard Rear Fixing Straps ... . 1/-
5 M405  Primary Chainguard Rear Fixing Strap Pin i 3d.
o M406  Primary Chainguard Rear Fixing Strap Pin Nut ,, 2d.
5 M407  Primary Chainguard Rear Fixing Strap Pin
Washer ... 2 id.
ERI1/12 M408 Primary Chain Sight Feed Lubricator . 716
B M409 Primary Chain Sight Feed Adjusting Pin & Nut ,, 1/6
e M410 Primary Chain Lubricator Feed Pipe i 1/6
FR11/12 M411 Primary Chain Lubricator Feed Pipe e 1/6
FR11/12 M412  Primary Chain Adjustable Oil Feed and
Banjo Combined = 3/6

EXHAUST SYSTEM GROUP.

gllll “: : % } M413  Exhaust Pipe, Chrome Plated (Downswept) each 15/-

™ M413A Exhaust Pipe, Chrome Plated (Upswept)... - 15/-
Fi4 M414 Exhaust Pipe, Chrome Plated (Downswept) - 16/-

13 M414A Exhaust Pipe, Curome Plated (Upswept)... Vi 16/-
ER11 M415 Exhaust Pipe, Chrome Plated (Standard Racing) ,, 20/-
ERI12 M416  Exhaust Pipe, Chrome Plated (Standard Racing) ,, 20/-
FR11 M417  Exhaust Pipe, Chrome Plated (Standard Racing) ,, 20/-
FR12 M418  Exhaust Pipe, Chrome Plated (Standard Racing) ,, 20/-
=l }ﬂg | M419  Exhaust Pipe, Front Fixing Clip (Downswept) ,, 1/6

i M419A Exhaust Pipe Front Fixing Clip (Upswept) » 1/6
Fl4 M420  Exhaust Pipe Front Fixing Clip (Downswept) ,, 1/6

i M420A Exhaust Pipe Front Fixing Clip (Upswept) . 1/6
ER!I M421  Exhaust Pipe Front Fixing Clip... 5 2/-
Frig '} M422  Exhaust Pipe Front Fixing Clip... . 3=
ER11/12  M423  Exhaust Pipe Rear Fixing Clip » 1/9
FR11 M424  Exhaust Pipe Rear Fi ing Clip ... " 1/9
FR12 M425  Exhaust Pipe Rear Fixing Clip ... i 1/9
ER11/12 M426  Exhaust Pipe Rear Fixing Clip Pin f 4d.

5 M427 Exhaust Pipe Rear Fixing Clip Pin Nut ... = 2d.

= M428 Exhaust Pipe Rear Fixing Clip Pin Washer = 1d.
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Model Part No, Part Price
FR11/12 M429 Iixhaust Pipe Rear Fixing Clip Pin each 4d.
i M430 Exhaust Pipe Rear Fixing Clip Pin Nut ... N 2d.
i M43l Exhaust Pipe Rear Iixing Clip Pin Washer " 1d.
E11/12
FI1f12 }» M431A Upswept Exhaust I’ipe Leg Guard g 2/8
I'14
” M431B Upswept Exhaust Pipe Leg Guard Fixing Pin 3d.
i M431C Upswept Exhaust Pipe L.eg Guard Fixing P’in
1 Washer i 1d.
{‘“;.’113 . M432  Megaphone Silencer, complete (Downswept) y 12/6
- M432A Megaphone Silencer, complete (Upswepl)... . 12/6
i M433  Megaphone Silencer Bodv only (Downswept) ;i 9/-
i M433A DMegaphone Silencer Body only (Upswept) o 9/-
T M43313 Megaphone Silencer Bafiles only i 3/6
EH{,'@ ! AI483C Megaphone Baffle Sleeve only ... B 1/6
Fl4 M434 Megaphone Silencer complete (Downswept) i 15/6
M434A Megaphone Silencer complete (Upswept) ... Y 15/6
- M434B Megaphone Silencer Body only (Downswept) & 11/-
. M434C Megaphone Silencer Body only (Upswept) - 11/-
M435 Megaphone Silencer Raftles only o 4/6
o M435A Megaphone Silencer Baffles Sleeve only ... " 1/9
E1112 )
Flif12z - M436 Megapi.one Silencer Baffies Fixing Nut ... i 3d.
1714 |
o= M437 Megaphone Silencer Fixing Pin - 4d.
M438  Megaphone Silencer Fixing Pin Nut = 2d.
5 M439  Megaphlone Silencer Fixing Pin Washer ... by 1d.
ER12 AM440 Megaphone Body only (straight tarouga Racing) ., 9/6
I'14 M441 Exhaust Pipe Finned Nut i 8/6
" M441 Exhaust Pipe C & A Washer ... - 6d.
FR1Z ) M442  Exhaust Pipe Finned Nut (Alloy) . 5/-
& M443 Exhaust Pipe C & A Washer ... i 6d.
FRI11 M444 Exhaust Pipe Finned Nut (Alloy) s 5/-

ENGINE SPROCKET AND CHAIN GROUP.
Ell i

F11 i M445 Engine Sprocket (18 teeth) each 10/-
=15} M446  Engine Sprocket (19 teeth) .. = 10/-
Fl4 Md447 Engine Sprocket (20 teeth) . 10/-
ERI11 M448  Engine Sprocket (19 teeth) ” 10/-
ER12 M449  Engine Sprocket (20 teeth) o 10/-
FRI11 M450  Engine Sprocket (18 teeth) /s 10/-
FR12 M451  Engine Sprocket (20 teeth) & 10/-
%fl} } M452  Primary Chain (Endless) b 10/-
E}% i M453  Primary Chain (Endless) i 10/-
Fl14 M454 Primary Chain, Endless - 10/-
ERI11 M455 Primary Chain, Endless B 10/-
ER12 M456  Primary Chain, Endless o i 10/-
FRI11 Md457 Primary Chain, Endless G 10/-
FRI12 M458  Primary Cuain, Endless o 10/-
All Models Soft Link for Rivetting, 4" x .305" ' 9d,
%:11 : M459  Rear Chain with Spring Link ... - 13/6
':' 0:0 0:1 -l:o 0:1» +:0 0:4 4-:\# 0:+ 0:! 0:1- 0:4' 0:0 -:+ ot o:o e o:o 0:0 +:+ +:f 4:# 0:0 4:4 f:* 0:0 -:+ 0:0 9:4 #:0 v-:o o:ﬁr:c 0:4 4:1- o:i 0:0 -f:‘l Q:f
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Model Part No. Part
%g |  M460 Rear Chain with Spring Link
Fl14 M461  Rear Chain with Spring Link
ERI11 M462  Rear Chain with Spring Link
ERI12 M463 Rear Chain with Spring Link
FRI11 M464  Rear Chain with Spring Link
FRI12 M465  Rear Chain with Spring Link
TOOLS GROUP.
All Models M466  Tool Roll
pl M467  Adjustable Spanner (6"' ! ng Dick **
" M468  Adjustable Spanner (4”) * King Dick "’
- M469 Oi1l Banjo and Filter Spanner
e M470  Rocker Adjustment Spanner
'54?111?;122 | M470  Cylinder Head Spanner
F14 M471  Cylinder Head Spanner
ER11/12 .
FR11/12 } M472  Cylinder Head Spanner .
i M473  Nest Tube Spanners (3 and T Bar)
" M474  Tyre Lever ...
" M475  Chain Rivet Extractor {” King Dick 5
" M476  Chain Rivet Extractor (Coventry)
éi M477  Racing Plug Spanner ...
& M478  Engine Sprocket Removal Tool .
o M479 Cam Removal Tool
. M480 Finned Exhaust Nut Tool
i M481  Castrol Timing Disc (Free Plus Pnstage)
i M482  Tyre Inflator (18%) -
- SPARES LIST FOR HANDLEBARS.
DESCRIPTION, Models. Models Models
Left Hand. E11& 12 ER11 & 12 FR11 & 12
F11&12
Handlebar bend only 91/002 91/002 91/085
Dummy Grip Rubber 16/069 16/069 16/069

LEVERS FOR CLUTCH & MAG.

Lever Bracket 18/134 18134 —

(1 “rr s e l 8"'23 l
Clutch Lever 18/130 18/130 18/030
Fulcrum Pin 18/087 18/087 18/087

" »» Nut 18/053 18/053 18/053
= — — 12/040

s Screw 18/135 18/135 11/014;

i " 18/136 18/136 e
Cable Nipple 18/067 18/067 18/067

» Adjuster > 40/030 40/030 40/030

G, A0 knut 40/031 40/031 40/031
Magnc to Control Body 12/008 12/008 12/004
" .  Lever 12/017 12/017 12/017
" »  Bolt 12/029 12/029 12/029
" n Cap 12/031 12/031 12/031
" »  Spring 12/033 12/033 12/033
" .. Nipple 12/034 12/034 12/034
" »  Clip = — — 12/019
" “ w  SOCIEW — — 12/022
”i i » Rivet — — 12/024
.O“iﬂt WIS T I, . * $ 8
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- C i i

Price

each 13/6

. 17/6

" 13/6

. 13/6

i 13/6

i 13/6

set 9/6

each 2/9

. 1/9

o lf-

e If'

5 2/6

i 6/2

" 2!6

set 1/9

each 9d.

r 2]{6

Iy 5"-

i 2/6

" 5;-

(¥ 5"-

e 5!—

T 2#"6
Model

F14 Price

91/002 20/-

16/069 1/6

18/134 3/6

_— 2/8

18/223 3/6

18/087 3d.

18/053 3d.

— 6d.

18/135 3d.

18/136 3d.

18/067 3d.

40/030 4d.

40/031 2d.

12/008 1/10

12/017 2/6

12/029 ;

12/031 5d.

12/033 2d.

12/034 2d.

- 6d.

— 3d.

—_—— ldl
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DESCRIPTION.
Exhaust Lever Body
Exhaust Lever

Pin for lever and clamp
Nut for ditto

Clamp

Right Hand.

* & *.
AN IS

KPP N
- .

L)
0..

EXHAUST LEVER.

Models
18/021
18/070
11/014
18/060
12/040

E11&12 ER11 & 12 FR11 & 12

FI11 & 12

Models

NN

L R L T, LA T, T R
-
Mg 0‘00‘4 li.‘. ‘... (L) ‘0 .‘0 “, u'. * ‘"’. ﬁ‘.

Models

L1

TWIST GRIP FOR THROTTLE.
16/060

Body top half
,» bottom half
Inner Sleeve'and Rotor

Friction Spring Screw
Locknut for ditto
Cable Stop

Body Screws

Friction Spring
Rubber

16/060
16/061
16/003-
54
16/009
...16/010
16/011
11/013
16/008
16/045

16/061
16/003-
54
16/009
16/010
16/011
11/013
16/008
16/045

16/060
16/061
16/003
54
16/009
16/010
16/011
11/013
16/008
16/045

-

Model
18/021
18/070
11/014
18/060
12/040

Fl4

16/060
16/061

16/003-

54

16/009
16/010
16/011

11/013
16/008
16/045

FRONT BRAKE LEVER AND AIR LEVER.

ILever Bracket
Bra.'l::e Lev;r
Fulerum Pin

Cla;;lp .
. SCTEW ...

Nut ...

Cable Nipple
Brake Cable Adjuster
e o i Locknut
Adjuster Body e
e i Nut ...
= Cable Stop
Air Control Body

" . Lever
Control Bolt ...
- Cap ...

Spring Washer
Cable Nipple
Control Clip
T - Screw
Rivet ...

ey i

LA T TR R T T Y
BTy ST TN
P 0.!0*64.40‘0 e o.oo‘oo'c L

18/133

18/130
18/087
18/058

18/135
18/136
18/067
18/097
18/098
18099
18/100
18/101
12/007
12/016
12/029
12/031
12/033
12/034

LA

L L I
e "4t’.l.fﬁ*.l.-ft.‘Q'#i.Q.‘fI-.i
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18/133

18/130
18/087
18/058

18/135
18/136
18/067
18/097
18/098
18/099
18/100
18/101
12/007
12/016
12/029
12/031
12/033
12/034

-

*
-

&
-

#
L

18/231
18/223
18/087
18/058
12/040
11/014

18/067
18/097
18/098
18/099
18/100
18/101
12/121
12/016
12/029
12/031
12/033
12/034
12/019
12/022
12/024

*
L I N )

&
»

+
)

18/133

18/223
18/087
18/058

18/135
18/136
18/067
18/097
18/098
18/099
18/100
18/101
12/007
12/016
12/029
12/031
12/033
12/034

T R )
* 8 W

&
»

*
-

Price

*
»

1/2
1/6
3d.
3d.
6d.

3/-
3/-

3/6
4d.
2d.
4d.

5d.
6d.

1/-

3/6

3/6
'3d.
3d.
6d.
3d|
3d.
3d.
1/-
od.
1/-
3{1;1
6d.
1/10
2/6
3d.

2d.
zdi
6d.
3d.
1d.
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Type 275-B. & D. for E11, E12, ER11, ER12.
Type 425 B. & D. for Fl11, FF12, FR11, FR12, F14.

275 B. & D. & 425 B. & D. ‘* MANXMAN "' FORK

Code No. Component Price
MXI Column less greasers and lock nut 13/-
MX2 Girder less greasers (275 B. & 1).) 65/-
MX2ZA Girder less greasers (425 B & D) ... 67/6
MX3 Top Clip 12/-
MX4 Top Clip Eccentric Bolt ... 1/-
MXS5 Top Clip Sleeve 4d.
MX6 Top Clip Bolt Nut 2d.
MX7 Column Lock Nut 1/-
MX8 Spring ... 5/6
MX9 Spring Lug 1/6
MX10 Spring Lug Pin :a,nd Washer 3d.
MX11 Top Spindle ... i 1/9
MX12  Top Spindle Nut L/H ... 3d.
MX13  Top Spindle Nut R/H ... 3d.
MX14 Bottom Spindle (front) ... 3/-
MX15 Bottom Spindle (rear) ... 2/6
MXI16  Bottom Spindle Nut R/H 3d.
MX17 Bottom Spindle Nut L,‘H 3d.
MX18 Top Link (R/H or L/H) . 1/9
MX19 Bottom Link LfH 1/9
MX20  Bottom Link (banjo R/H) 3/6
MX21 (Central Carrier Plate 3/9
MX22 Outer Carrier Plate 3/-
MX23 Friction Disc ... 1/6
MX24 Adjuster Nut ... 1/-
MX25 Wing Hand Adjuster 2],
MX26 Central Plate Pin 2d.
MX27 Central Plate Pin Nut ... Gk 1d.
MX28 Mudguard Bracket 3 5d.
MX29 Knurled Adjuster Washer {top} 2d.
MX30 Knurled Adjuster Washer {bottom) 2d.
MX31 Greaser . 3d.
MX32 Steering Damper Knob 2/9
MX33 Steering Damper Rod ... 1/-
MX34 Steering Damper Helmet Nut 2d.
MX35 Steering Damper Bevelled Washer 1d.
MX36 Steering Damper Anchor Plate ... 3/-
MX37 Steering Damper Friction Disc ... 1/-
MX38 Steering Damper Plate and Sleeve... 4 3/6
MX39 Handlepar Lugs (per pair) complete 9/6
MX40 Handlebar Lug Cross Pin 6d.
MX41 Handlebar Lug End Pin . 3d.
MX42 Bearing Bush (give sizes} 4d.
MX43 Rubber Washer for central plate 6d.
MX44 Washer (steel) 1.4” x §&“ hole 24d.
MX45 \Washer (steel) 1.* x §” hole 2d.

NOTE.—When Ordering Fork Parts, it is necessary to quote Model of
Machine.
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SPARLE PARTS FOR ‘* MANXMAN '"" ALBION GEAR BOXES.

each
H 1 Cear Dox Cover 22/-
H 2 (iear Box Case 30/-
H 3 FFelt Washer 4d.
H 4 Dished Washer 4d.
HS Ball Race (large) ... 13/6
HE6 Ball Race (small) ... 8/9
H 7 Mainshaft ... 27/6
H7A Model F14 only. DMainsha't ... 32/6
H 8 Mainshaft Sleeve ... 22(-
H 9 Mainshaft High Gear Pinion, 18T ... 8/9
HIO Mainshaft High Gear Pinion Dog 5/-
Hlil Mainshaft Sliding Gear, 25T and 21T 24/3
Hiz2 Mainshaft Low Gear Pinion, 30T 13/3
Hi3 Layshaft ... 19/3
Hl4 Layshaft Bush (l13ox) 4/-
Hi15 Layshaft Bush (K.S. end) ... 3/-
HI6 Splined Bush Layshaft 3/6
HI17 Layshaft Low Gear Pinion. 18T 8/9
HI18 Layshaft Second Gear Pinion 23T ... 19/3
Hi9 Layshaft Tunird Gear Pinion, 27T ; 20/-
H20 Layshaft High Gear and K. S. Pinion, 30T ... 19/3
H21 Kick Starter Sleeve . g 18/-
H22 Kicle Starter Pawl ... 2/6
H322a Plunger for K.S. Pawl 4d.
H23 Plunger Spring for K.S. Pawl 3d.
H24 Pivot for K.5. Pawl 4d.
H25 K.S. Stop Plate 2/6
H26 Rivets for K.S. Stop IMlate ... pair 4d.
H27 Bush for K.S. S.aflt 4/6
H28 IX.5. Return Spring 1/-
H29 K.5. Return Spring Cover ... 2/-
H31 Clutch Lever i 3/6
H32 Clutch Lever Cotter 4d.
H33 Inside Operator 6/-
H34 Operator Fork 4/6
H36 Operator Anchor Pin e o Bd.
H37 Operating lever 4/-
H38 Operating Lever Bush . 1/9
H39 Operating lLever Securing Pin 6d.
H40p Bearing Cap 4/6
H41 Bearing Cap Pins ... pair 6d.
H42 Kick Starter Crank 8/3
H42B Model I'14 onlv, Kick Start Crank ... 9/6
H42a K.S. Crank Pedal ... 1/6
H43 K.S. Crank Cotter Pin, Nut ‘and Washer 6d.
H44 Clutch Lever Adjusting Pin and Nut 6d.
H49 20T Sprocket, 3" x 305" 11f-
H49a 18T Sprocket, §“x}” 12/8
H49B Model I'14 only. 20T Spmcket x> -1-” 13/6
HS50 Lock Ring : 1/2
H51 Lock Screw 4d.
HS52 Mainshaft Distance Bush 1/-
H33 Sprocket Distar.ce Collar 5 1/-
Hb54a Cover Pins, long ... 3d.
H54b Cover Pins, short ... 3d.
HS55 Mainshaft Nut, right hand thread ... 6d.
H56 Mainshaft Nut left hand thread 6d.
H57 Mainshaft Spring Washer 2d,
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each
H59 Cover Plate 1/-
H60 Cover Plate Pins ’
H61 Spring Box 1/-
HE2 Plunger 6d.
H63 Plunger Spring 3d.
H64 0il Plate .., 6d.
HE5 0Oil Plate Studs a,ncl ‘Nuts ... 1d.
He66 Push Rod . - —_— — 1/6
HE9 Cable Stop 4d.
PLEASE QUOTE ENGINE NUMBER
AND FRAME NUMBER WHEN
ORDERING SPARE PARTS
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INSTRUCTIONS FOR ORDERING GEARBOX SPARE PARTS.

When possible, send parterns; this simplifies our work and ensures prompt delivery. Where

patterns cannot be sent state letter and number stamped on Gear Box Case or Cover, make and
year of manufacture of machine, together with h.p. of engine.” Patterns will not be returned unless special
request is made.
. In addition.—If Gear Pinions are required state number of teeth., Inspect gears to see if there
is a letter stamped on them ; if there is state this, as these are quite special pinions. If a sprocket is
required state number of teeth, width, and pitch of chain. When ordering ball races, state exact outside
diameter and diameter of hole.

For Push Rods, state diameter and overall length.
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Code No. Component

FC 1 Control Ratchet, male

FC 2 Cap

FC 3 Control Plate

FC 4 Control Ratchet, female p

FC 4a Distance Bush for control ratchet, female
FC 5 Operator Shaft and Lever

FC 6 Operator Bush

FC 7 Dished Washer

FC 8 Return Springs (two strong and two wea,k'_i
FC 9 Buffers for Springs 4 off .
FC10 Spring Stop and Nut ;

FCl11 Return Spring, Peg and Nut

FC12 Ratchet Swivel Peg s

FC13 Indicator Arm

FC14 Control Body :

FC15 Plug for Control Body 4 off

FCi18 Stop Rivet 2 off : S

FC19 Rubber for Lever ...

FC23 Body Securing Pin 2 off

FC24 Operator Shaft Securing Pin

FC29 Short Lever for foot control

FC30 Long Lever for foot control

FC30A Clip Bolt for above

FC31 Fulerum Pin for s’.ort foot control lever
t.oo‘p!:.o:ot:oo:o ofeetes X DT ST T ENT) 40:1-!-:'1-:44:40:00. oot +olee ur:tto

FOOT CONTROL PARTS.
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Code No.
H100
Hi101

H102
H103
H104
H105
H106
H107
H108
H109
H110
HI111
H112
HI113
H114
H115
H116
H117
G75
H89
H87
H42B
H42C& D

L R N, e,
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CLUTCH GROUP.

Component.
Clutch Centre

Clutch Spmcket:.;m or 4?;_'-I‘§” x 305"

34 T§" x §"
4Ty x4
Clutch Stud
Clutch Drum ...
Clutch Front Plate :
Clutch Roller Ring
Sprocket Retaining Washe
Rubber Retaining Washer
Steel Buffer
Thimble for clutch spring
Clutch Sprocket Lock Nut
Friction Plate, thick
Retaining Plate Bolt
Nut for above ...
Nut for clutch stud
Clutch Spring
Rollers
Rubber Buffers
Friction Plate, thin
Cork Insert Plate

Clutch Adjusting Screw and Nut ...
Pivot Pin for Kick Starter Crank

Spring and Ball for above
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4 per set, each

4 per set, each
4 per set each

4 per set each
4 per set each
4 per set each
4 per set each

per set
8 per set each
4 per set each
4 per set each
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Part No.

7696
5294
5295
5300
5358

5358A

5310
5383
5384
5337
5329
5314
5332

5359 -

5353
5360
5362
5363
5365
5366
5313

317

&
*

R317
K117

5367
5368
5369
5371
5301
5302
2303
5304
5305
5306

4A1-CT

2388
3286
3287
5001
1949
5378
5316
5312
2311

4A1-EP

8379
5380
5381
5385
5387

IN4399

5388
5389

5389A

5397
5398
5226
2393
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‘““ MANXMAN ' ENGINE SPARE PARTS.

Description
CAM CASING ASSEMBLY.
Camshaft Casing
Cover for camsnaft bevel
Cover for valve rocker
Housing for camshaft support beanng
Valve Rocker ... !
Valve Rocker with Cam Roller assembled
Flanged Bush for rocker pin—outer
Pin for valve rocker ... ... rassembled
Locking Pin for rocker pin
Camshaft Bevel
Plug- Screw for camshaft Suppnrt bea.rmg housmg
Stud for support bearing housing and top vertical shaft
Spring Ring for Support bearmg E
Camshaft
Plug for camshaft
Nut for camshaft
Cams ...
Key for bevel ...
Spring Ring for centre camshaft bea.rmg
Plate for camshaft bearings
Screw for bearing plate and rocker bush ...
Ball Race for camshaft . :
Roller Race for camshaft—centre
Roller Race for camshaft—support
Distance Piece for centre races—outer
Distance Piece for centre races—inner
Bearing for exhaust lever lift
Lever for exhaust lift
Rod for exhaust lift
Guide for exhaust lift rod
Jaw for exhaust lift
Barrel for exhaust lift
Grub Screw for exhaust lift guu:le
Spring for exhaust lift ...
Locknut for exhaust lift eye
Eye for exhaust lift
Adjuster for exhaust lift
Locknut for adjuster—short
Locknut for adjuster—long
Nipple for Bowden wire
Dowel for camshaft casing to head
Bolt for rocker cover .
Bolt for camshaft casing to head—short ...
Bolt for camshaft casing to head—long
Nut—3}* .B.S.F.
Oil feed banjo for camshaft
Tube for banjo
Plug for banjo ..
Bush for rocker pm—mner .
Distance Piece for rocker pin rollers
Rollers for rocker pm—-fg dia. x :}” Iong
Cam Roller 2
Bush for cam roller .
Pin for cam roller—long
Pin for cam roller—short
Heel Pad for rocker
Adjusting Sleeve for pad
Locknut for pad iy
Screw for bevel cover

\J L) & ¥ L7
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Price, each

46/-
6/-
2/8
716

14/6

21/-

5/6

104d.
34,

A LA L R R L e ) &+ & & L, L R, )
“ 'f." 0 1-1- 00‘0" 10.‘0.4 Q.".f..flt LR 2 2 T ) 00 00- La L) ‘...Q 0-. .0.. .‘0 ..Q ‘00'0"0-0 .0.‘1- L) QO‘Q



*

& &
L
*

»

*
*

&
* e
*

*a

e

*
* .‘.I

&
f‘ﬁ .

)
‘f

L
*61-.40

P, )
‘Qi’iﬁ

&
’Q.

*
*y

..

L LR L . L, )
’Q Q.Q.+. 0‘00‘0 1-‘.0

L)
-

*_ i
FEIL 00

AL,
“...’0"

*
*

LT L,
..“. .0‘6..00

L

L TR R,
QF‘_ *.0'00’..‘#

+
e

b

b9 2514

6¥ES

e =5 2

ISES
OEES dI Qg9
80€S b6ES 22€S IVp SOV SIES b/IY 1625 OLbS ZbES OLES IbES 6€€S  LbbS
@owﬂﬂ@o-ﬂﬂluﬁlﬁﬁﬁnﬁﬂn.@ﬁw
LOES A b
bGE2Z
2682 1265 SvHS SSHS bSHS 9SES IS SSES 9HES BIES ISES HHES OSES (SES bOS SHES BHES EHES
- -— = o Ty —— = = T = ﬂ
Skl 66b2 g mm.lmm

w.@m EIES @mmwm SV IV4 SV d9-IVe 02ES  GIES L2ES BOYS 92€S H2ES GIEs

gIgS €91 d3 7691 008

1£4S 2465

0 & 0 0§ eEm—m or— = E—— acf) £ @D

2yea

(2bS 6FbS 0G4S

50 ©

Hs1N

2 Qoo
cyaoy  JINYOOOM
S JeN EEES 92bC BEBS  BEES
% a © 0 O B

[+]

bGES €2YS 19EG 525 09€S BEES PebS  54¢

QErS
a

oL O e
Gpexw 226G

o

gt (-2

L

+e

LI R, )
.‘..O. ~

o

*
e

Lol

L A I
-.. l:'. ..

P, ]
S

Y
0:0 *

&
»

L
.’..‘Qﬁ .

L)

. &
..“ 0.

LT )
.‘Q‘.O“C‘Q

e

*

s

)
*

*

LT
‘Q ..0 - *0 0.4 *

+4

>
L

ba

*
*

s

L)

*

47



+*

+*
L

o,

*

&
+* .

s

+
"

-4

L
*

s

-
*

b

W

-8

*

&
»*

L)

&
»

L)

h
-

s

*

i-I-.

- 8
0“1

*
.’1!

-
'1 +

i

>
L

*¥

»
-

A
"6‘{‘._00

*

e
.if*'..i

*
.90.1- *

s

*
*

&
AR S

+
* ."

&
Q’Qf 'y

*

#*

*
»

*
e

&+

*
*

L/

&

00.

0..

L)
&
»

...

bLKS  OBES Hllb e hSIEIZD 202E €626  GOES 00¥G  2GES  10bG Y 63E5gaecOOEHNI gogg

MHHHNHIHW Hlllﬂvﬂll. - = @ o == AM”wv MW 3&5 ?ﬂﬂﬂﬂl —r %W - o @
# IBES GZEG 2BEG GLES BLES 66KS Z6tE 96ES 8BSHS I6ES LSHS Dmmm mmmm hamﬁ
MWw B {5 b F 3 o e = & ) @ @ nv"ﬂ.. =t

E9ES LIEY
oommmnmmmmmmh:um@mmmmmm&cmnommm FQES LEEC IGES O9ES L1 89ES [9ES 69tS EIES elej e

WOOECRe=—=o00"0 0@ 00 O '

: - _
092¢ 998 6661 HOES ILES EOES 90ES LIV |oec 88EZ ZOES SOES SBES LBES 98ES ..“Nwm 0I€S

- i e HRES
ot [5) - [— Qv oo e < =0 mwm.ﬂ
] 625
7 #IES S626 EL£6
LIES  SGES 269 e 2Kk — e
g _
ISLbNI v S v @"@
® €& = 2 Lﬂﬂ!ﬂ&
m\] -
lie3 oLES  bLES

2€6h €6£S HOES =/ ZIES o_mm £6£2
- = (o] - -m-
Q0%S .
CH+9

£GES 8CLYS 6ZHS 6V6¢

SES €045 TS 20¥S  8SIN SOvS  9EEG LY BLYS
= 0 = ({ V ‘ O 4 = == s o
1bS  8ELO OlvS 6675 SIWS OIbS vI¥S QObS 625 SLES LOVS 8625  EI¥Sus ¢3  LE49

Jeg oot o=00& —

+

'

*

>
‘:.'l s

.
&

4

L)
8

e

-

*

&
*

>

]
4“.‘

-

*

+
*

el

&
*

Y
o,

*

& b b
OO‘OO"O""

*e

*s.

>4

L,
.“00.

()

>
48

*
e

*

.
‘..

L

»

.O.

&
00‘

¢.+

L
L

*
‘00

*_ &
‘0‘0"‘

*
*

L
.04-

‘0 *

00’

-
*

-

&
*

.4 L)

>

*
*

L

L

*

Y

*s



0 + -.'

& & * - L P, ) O L)
(2 .0 soted
.Q ". - Of.fp -. QG.QQ‘QQ’I-"OO ."‘00.41'.00 00. ' Q “‘C.’OO LA L L L S S S L o 1) 0

-

Part No.
5391
5417
5514
5392
5419
5520
5489
7693
7698
7703
7692
7695
7704
5393
4932
5235
5353
4174
3292
3154
5458
5396
3352
5399
5523
5400
5524
5457
5525
5401
5420
5526
5527
5307
5529
5531
5532
5533
5317
5296
5521
5394
5395
5522
AGSI62E
5293
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CYLINDER AND CYLINDER HEAD ASSEMBLY.
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Description Price, each
Inlet Valve—250 c.c. ce 8/6
Inlet Valve—350 c.c. 9/-
Inlet Valve—500 c.c. 9/6
Exhaust Valve—250 c.c. 10/6
Exhaust Valve—350 c.c. 11/-
Exhaust Valve—500 c.c. 11/6
End Cap for valves = 10d.
Cylinder Head—250 c.c. 76/-
Cylinder Head—350 c.c. 86/-
Cylinder Head—500 c.c. 93/-
Cylinder—250 c.c. 53/-
Cylinder—350 c.c. 60/-
Cylinder—500 c.c. 66/-
Dowel—head to -::ylmder—m linder to crankca.se 1/4
Dowel for head joint washer 1d.
Screw for exhaust pipe . 8d.
Plug for cylinder oil hole 3d.
Plug for head drain holes 3d.
Stud for carburetter 3d.
Nut for carburetter stud . 3d.
Collar for valve spring—bottom . 1/6
Collar for valve spring—top 2/8
Split valve collar pair 1/8
Valve Spnng—-mner——ESU c.c. and 350 c.c. ... 1/-
Valve Spring—inner—500 c.c. .. 1/2
Valve Spring—outer—250 c.c. and 3::'3 cc 1/6
Valve Spring—outer—500 c.c. .. 1/9
Valve Guide—inlet—250 c.c. and 350 c.c.. 46
Valve Guide—inlet—500 c.c. . 4/6
Valve Guide—exhaust—250 c.c. 4/6
Valve Guide—exhaust—350 c.c. 4/6
Valve Guide—exhaust—S500 c.c. 4/6
Nut for exhaust pipe . 8/6
Bolt—cylinder head to crankcase—250 c.c. and 350 c.c. 6/-
Bolt—cylinder head to crankcase—500 c.c. 6/-
Sleeve for cylinder bolt split collar—500 c.c. 1/6
Split Collar for cylinder L'olt—500 c.c. ... 2/-
Spring Ring for cylinder bolt—500 c.c. ... 3d.
Joint Washer for cylinder to head—250 c.c. - 2(8
Joint Washer for cylinder to head—350 c.c. 3/-
Joint Washer for cylinder to head—500 c.c. 3/6
Joint Washer for head to cylinder dowel .. 3d.
Joint Washer for cylinder to crankcase—250 ‘and 350 c.c. 3d.
Joint Washer for cylinder to crankcase—500 c.c. ... 3d.
Washer for carburetter stub—f” smgle sprmg 3d.
Joint Washer for carburetter 3d.
Washer for exhaust pipe .. 4d.
Washer for cylinder bolt—crankcase end—250 and 350 c.c. 8d.
Washer for cylinder bolt—crankcase end—>500 c.c. 8d.
CRANKCASE ASSEMBLY.
Crankcase—driving side—250 c.c. 56/6
Crankcase—driving side—350 c.c. 56/6
Crankcase—driving side—500 c.c. 63/6
Crankcase—timing side—250 c.c. 73]6
Crankcase—timing side—350 c.c. -73/6
Crankcase—timing side—>500 c.c. 83/6
Timing Cover 32/-
Body for oil pump 23/6
Cover for oil pump 6/-
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Part No.
5430
5431
5475
4133
ULS11
5354
5557
5552
5433
5313
5318
5434
5435
5436
5437
5438
5439
5443
5327
5323
5324
5325
5326
5319
5320
5321
4A1-GP
5553
5554
2392
2394
5322 }
5330
5331
5446
5447
5470
5408
5445
5347
5340
5341
5342
5343
5344
5339
5345
2346
5348
5349
5350
4A1-EP
5351

5291
5353

4174
5355
5356
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CRANKCASE ASSEMBLY.

Description Price, each
Disc for breather . 24 5d.
Plate for main race—tlmm" srde—250 a.nri 3::[} c.c. 4/-
Plate for main ra.ces—tmlmn' side—500 c.c. 4/-
Screw for plate . 4d.
Ball Race—250 c.c. and 350 c.c. o 15/6
Roller Race—outer—driving side—250 and 3;:0 c.C. 16/-
Itoller Race—outer—driving side—500 c.c. 18-
Roller Race—outer—timing sid 10/6
Gland for bearing—-driving side ... 8d.
Screw for tachometer gland flange and base plate 4d.
Gland Flange for tachometer shaft 2/6
Gland for tachometer shaft i & s =T 6d.
Base Plates for tachometer gear box 4/6
Screw for tachometer gear box ... 4d.
Nut for magneto spindle 2/-
Gear for magneto 10/-
Sleeve for magneto oil seal i T sz s 2/-
Spring for oil seal 8d.
Dowel for magneto 4d.
Strap for magneto vos wex - _— 1/6
Bar for magneto stra.p—drllled 4d.
Bar for magneto strap—tapped ... 4d.
Clamping Bolt for magneto strap 6d.
Crankcase Stud—magneto szde—ulong—‘?s{] ‘and 350 c.c. 10d.
Crankcase Stud—magneto side—short—250 and 350 c.c. ... 8d.
Crankcase Stud—bottom—250 and 350 c.c. 5d.
Nut for studs—§” B.S.F. 3d.
Crankcase Set Bolt—magneto st:ra.p—-Sﬂli} c.c. 10d.
Crankcase Set Bolt—sump—500 cc.. 8d.
Screw for timing cover—short ... 4d.
Screw for timing cover—long 4d.
Scavenge Filter and Drain Plug ... 4/6
Idler Gear . 9/6
Spindle for idler gear aur - cas o e /-
Key for scravenge driving gear ... 3d.
Grub Screw for magneto strap—250 and 350 c.c. ... 5d.
Oil Feed Jet—kbig end ... 3/6
Gear for driving oil pump 11/6
Oil Pump Gear—scavenge drwmg 3/6
Oil Pump Gear—feed driven 3/-
0il Pump Gear—scavenge driven 3/6
Bush for oil pump gear.. 1/4
Spindle for oil pump dnven gears 3/6
0il Pump Gear—feed driving 6/6
Bush for oil pump gear—feed driven 1/4
Bush for oil pump gear—scavenge driven 1/4
Bush for oil pump driving gear and idler gear blank 2/-
Bush for oil pump driving gear and idler gear——cpen 2/-
Stud for oil pump f - 5d.
Nut for oil pump stud—}” B.S.F. 1d.
Dowel fur o1l pump 5d,
Split Pin for oil pump driver gear spmdle——nlg" dia. x 17 long 1d.
Plug for timing cover—pump spindle i 3d.
Plug for oil holes scavenge pick up big end feed, cyiinder
cross hole . 34d.
Plug for oil pressare release hole.. 3d.
Plug for distributor hole 3d.
Spring for oil pressure release valve 5d.
sgrege t:oo:-w.u’qo:oo’oo? se ey veteelestectests : s o’ot:-n’oo’ﬁ»:oo:n:oozu:n:n:"'» I
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CRANKSHAFT ASSEMBLY.

Part No. Description Price, each
5357 Valve for oil pressurc release 1/4
5378 Dowel—timing cover to crankcase &8d.
5455 Plunger for oil flow indicator 4d.
5404 I3ush for oil flow indicator plunger 1/4
5471 Stud for frame fixing—short 5d.
2472 Stud for frame fixing—Ilong 8d.
500 Nut for fixing studs—loose 3d.
2449 Nut for fixing studs—fixed . 3d.
5563 Dirain Serew for oil sump—300 c.c. 4d.
5473 Spanner for cylinder head fixing bolts—250 and 350 c.c. ... 2/-
5474 Spanner for valve clearance adjustment ... 1/-
5556 Spanner for cylinder head fixing bolts— 500 c.c. ... 2/6
6447 Crank Disc and Spindle—driving side—2350 c.c. ... 40/-
6440 Crank Disc and Spindle—driving sidle—350 c.c. ... 42/6
7160 “Crank Disc and Spindle—driving side—500 c.c. ... 46/6
6448 Crank Disc and Spindle—timing side—250) c.c. 40/-
6441 Crank Disc and Spindle—timing side—350 c.c. 42/6
7161 Crank Disc and Spindle—timing side—500 c.c. 46/6
6444 Connecting Rod—with race assembled—250 c.c. ... 30/-
6439 Connecting Rod—with race assembled—350 c.c. ... 33/6
6455 Connecting Rod—with race assembled—500 c.c. ... 36/6
5421 Bush for connecting rod big end—fitted to rod ... 20/-
5338 Cage for big end rollers—250 c.c. and 350 c.c. 32/-
5541 Cage for big end rollers—500 c.c. 37/6
R100 Rollers for big end—}” dia. §“ long—250 c.c. and 350 c.c. ... 3d.
R101 Rollers for big end, .20” dia. " long—3500 c.c. ... 3d.
5333 Nut for driving sprmket 10d.
K100 Key for driving sprocket—No. 11 Woodruff 3d.
5422 Crankpin—250 c.c. and 350 c.c. ... 12/6
5542 Crankpin—-500 c.c. 14/-
5423 Nut for crankpin 1/6
5353 Plug for T.S. disc pin ... 3d.
5424 Pinion for magneto and oil pump drive ... 6/-
5334 Bevel for crankshaft ... 18/-
5425 Key for pinion and bevel 4d.
5360 Nut for bevel ... - 8d.
5426 Nut for D.5. main ra.t,es 3/~
5544 Spacing Collar for pinion washer—3500 c.c. ; 8d.
5448 Roller Race—inner—driving side—250 and 350 c.c. 8/-
5546 Roller race—inner—driving side—500 c.c. 9/-
5543 Roller Race—inner—timing side—500 c.c. 6/6
5449 Roller Spacing Sleeve—driving side—250 and 350 c.c. 4/6
R102 Rollers for driving side bearing— " dia. X " long—250 c. C
and 350 cc. .. 3d.
R103 Rollers for drwmg side I:-earmg—{‘g” dia. x ﬁ” long-—ﬁﬂD c.c. 3d.
6443 Piston—250 c.c. 21/6
6446 Piston—350 c.c. 24/-
6456 Piston—500 c.c. 26/-
9429 Gudgeon Pin—250 cc. ... 4/6
5452 Gudgeon Pin—350 c.c. ... 5/6
9549 Gudgeon Pin—500 c.c. ... 6/-
5423 Circlip for gudgeon pin—250 c.c.. ; 3d.
5453 Circlip for gudgeon pin—350 and '500 c.c. 3d.
4949 Piston Ring—compression—250 c.c. 2/-
9451 Piston Ring—compression—350 c.c. 2/4
2550 Piston Ring—compression—500 c.c. 2/6
5500 Piston Ring—scraper—250 c.c. ... 2/4
2498 Piston Ring—scraper—350 c.c. ... 2/6
951 Piston Ring—scraper—500 ¢.c. ... 3/-
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VERTICAL SHAFT ASSEMBLY.

Part No. Description Price, each
6437 Housing for vertical shaft bevel—top 10/6
6438 Housing for vertical shaft bevel—bottom : 21/-
5298 Housing for vertical shaft ball race—top—250 and 350 c.c 10/-
6453 Housing for vertical shaft ball race—top—500 c.c. 12/6
52949 Housing for vertical shaft gland—bottom ... 4/6
5297 Cover Tube for vertical shaft—250 and 350 c.c. ... 3/6
5534 Cover Tube for wvertical shaft—500 c.c. ... 4/6
5336 Bevel and vertical shaft—top ... 20/-
5402 Vertical shaft—250 and 350 c.c. ... 8/6
5533 Vertical shaft—>500 c.c. ... 9/6
T'L58 Ball Race for vertical shaft 12/6
5405 Bush for vertical shaft—top 4/6
5406 Spring Ring for vertical shaft housing 6d.
5412 Driving Tongue for vertical shaft 3/6
5413 . Bolt for top ball race housing ... 6d.
5414 ~ Spring for vertical shaft gland ... 8d.
5416 Gland for vertical shaft &d.
5315 Stud for vertical shaft housing—- bottom ... 4d.
4A1-EP Nut for stud—3}" B.S.F.. 2d.
5477 Locating Tube for Sprln" well dram lmnt washer——ESﬂ c.c.

and 350 cc. ... 3d.
5418 Bush for vertical shaft—bottom 4/6
5335 1evel and wvertical shaft—bottom 20/-
5536 Sleeve for oil drammg top ball race hcusmg—SﬂD c.C. 1/6
5538 Gland for oil drain in top ball race housing—500 c.c. 3d.
5540 Spring for oil drain in top ball race housiag—3500 c.c. 4d.

WASHERS FOR “MANXMAN'' ENGINE SPARE PARTS.

CAM CASING ASSEMBLY.

5361 Tab Washer for camshaft 3d.
5364 Packing Washer for bevel 6d.

5370 Washer for exhaust lift lever s 10d.

AGS163D Spring Washer—}" double 3d.
AGS162E Spring Washer— " single 2d.
2382 Washer for banjo id.
5386 ‘Washer for rocker ; 10d.
IN4751  Washer for camshaft ca.smg boll ... 1d.
5372 Joint for support bearing housing ... 3d.
5373 Joint for rocker cover ... 3d.
5374 Joint for bevel cover 3d.
-5375 Joint for top bevel housing to cam casmg 3d.
5376 Joint for camshaft casing to cylinder head 3d.
5377 Joint for rocker pin bushes 2d.

VERTICAL SHAFT ASSEMBLY.

5403 Adjusting \Washer for vertical shaft bevels—graded thickness—

stages, .002—.0837 to .1037 - 1/6
5407 Joint Washer—ball race housing to bevel housmg top 3d.
5478 Joint Washer—Dball race housing to head—250 and 350 c.c. ... 3d.
5410 Joint Washer—gland housing to bottom housing ... 3d.
0411 Joint Washer—bottom housing to crankcase e 3d.
5415 Washer for gland 8d.
AGS163D Spring Washer for $tud.—-}” double s 3d.
$537 Joint Washer for oil drain in top ball race housmg——SOD .. 34d.
5539 Washer for gland for oil drain in top ball race housing, 500 c.c 3d.
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WASHERS FOR ** MANXMAN "' ENGINE SPARE PARTS.

CRANKSHAFT ASSEMBLY.

Part No. Description Price, each
5361 Tab Washer for bevel .. 3d.
5364 Packing Washer for crankshaft bevel 6d.
5427 Washer for pinion—250 c.c. and 350 c.c. ... 10d.
5543 Washer for pinion—500 c.c. 10d.
5450 Roller Spacing Washer—driving side—250 and 350 c.c. 3/6
5547 Roller Spacing Washer—outer—driving side—500 c.c. 3/6
35548 Roller Spacing Washer—centre—driving side—500 c.c. 3/6

CRANKCASE ASSEMBLY.

5432 Washer for bearing gland—driving side 1/-
AGS162C Spring Washer for screw—2BA single 1d.
AGSI163E Spring Washer for studs—+" double 3d.
5440 Washer for magneto oil seal " 1/-
5441 Gland Washer for oil seal 3d.
5555 Washer for sump set bolts—500 c.c. 1d.
5444 Washer for filters s 2d.
AGS163D Spring Washer for oil pump stuci—-i-’ double 2d.
5454 Washer for oil flow indicator plunger = 1d.
1415 Double Spring Washer—§" flat section t}"pﬁ 2d.

‘* MANXMAN " ENGINE SPARE PARTS.

SPECIAL PARTS CXR.

5494 Cylinder Head ... ... 140/-
5485 Cylinder 63/6
5482 Inlet Valve 9/6
5490 Inlet Valve Guide 5/6
6451 Piston 28/-
5488 Crank Disc and Pm—drwr.ng side 50/-
5489 Crank Disc and Pm—-tlmmg side 50/-
5483 Crankpin 2 13/6
5491 Camshaft Ca.smg 49/-
5497 Crankcase—timing side ... 76/-
3401 Plug for Crankpin 3d.
4184 Plug for cylinder oil hole—p:stnn feed ... 2d.
5506 Plug for exhaust lift hole i 3d.
5615 Valve Spring Collar—top 3/6
5616 Valve Spring Collar—bottom 1/9
5617 Valve Spring—outer £ 1/6
5618 Valve Sprlng—-mtermedlate 1/2
5619 Valve Spring—inner 10d.
IXOCHITN pregeageaiasieslestaslesleslatsslalessalsalealeelenlenlenle sl ”’"’u: peepeelealealasl COCC XX



PRI TR, JHPC_ A T N T, S R L R, TR T TR, FU PO PR PR, R P, U IR P PR R TR R R R TR R R R
,.:‘ .:H:-‘ ‘:“:‘ s e e L S Ml b bl Al ML ML .‘-0.* L 0.“.“‘"‘.4.. RS A L L M LK ¢.“.+ b ed s e L]

«“« MANXMAN "' ENGINE SPARE PARTS.

SPECIAL PARTS BRR.

Part No. Description Price, each
3401 Plug fer Crankpin S e B 3d.
4184 Plug for cylinder oil hole—piston feed ... 2d.
5481 Inlet Valve 10/-
5483 Crankpin 13/6
5484 Cylinder i 56/-
5486 Crank Disc and Spindle—driving side ... 46/-
5487 Crank Disc and Spindle—timing side 46/-
5490 Valve Guide—inlet o 5/6
5491 Camshaft Casing 49/6
5492 Crankcase—timing side ... 76/-
6450 Piston 25/6
5493 . Cylinder Head ... ... 133/6
5506 Plug for exhaust lift hol 3d.
5615 Valve Spring Collar—top 3/6
5616 Valve Spring Collar—bottom 1/10
5617 Valve Spring—outer ces 1/6
5618 Valve Spring—intermediate 1/2
5619 Valve Spring—inner 10d.

SPARES AND REPAIRS.

A large portion of our Works is devoted to holding a stock of replacement parts
for all models of our manufacture, and for the repair and overhaul of customers'’
machines at the hands of an expert staff.

In order to facilitate delivery of SPARES, the following points should be
observed :—

(1) The engine number should ALWAYS be quoted, with all its symbols, particu-
larly the prefix letters, thus C.X.320 (which will be found stamped on the top
front crankcase bolt lug), together with the frame number on near side of
head lug.

(2) According to usual business methods, we must be in receipt of remittance before
dispatching parts; time will be saved by sending the correct amount with
order,

(3) Customers claiming free replacement of parts under our guarantee, must_return
the alleged defective parts for our examination, carriage paid ; and must, in
addition to the engine number, quote also the date of purchase and name
of dealer.

REPAIRS are always executed ‘as speedily as paossible, consistent with good
workmanship. Wlien sending a machine to us for overhaul or repair, full instructions
should always be sent in advance, stating definitely whether work is to be put in
hand, or whether an estimate only is required. In the latter case, the machine is,
upon receipt, carefully examined and a full report and estimate sent. This last
may be treated as an invoice, and remittance to cover will save delay when the
machine is ready for despatch. If an estimate has been asked for, work is not
started until we are in receipt of definite instructions to proceed.
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SPARES AND REPAIRS.

The following points should be noted :—

(1) In the event of damage to one side of an engine crankcase, it is essential for
the other side to be returned to us with the order, since the two halves have to be
machined up together to secure correct alignment of the cylinder faces.

(2) The above remarks apply also to flywheels.

(3) It is impossible for us to supply a crankcase other than complete with timing
bushes and certain other fittings.

(4) Carriage in all cases is to be paid by the customer ; packing material is free,
but cases are charged for, and credited if returned in good condition, carriage
paid.

(5) Name of sender should ALVWAYS be attached to any parts sent in to us, quite
irrespective of any correspondence,.

REMITTANCES must, in all cases, accompany orders from customers not
having Deposit Accounts, otherwise a Pro-forma Invoice will be sent, as the invariable
rule in our Repair and Sundries Department is nett cash with order. An approximate
amount for Carriage must be included with remittance.

Cheques and Postal Orders should be made payable to ' The Excelsior Motor
Co., Ltd.,” and crossed *' & Co., not negotiable.”

Prompt delivery of any standard replacement parts can usually be given by
C.0.D. This method of dispatch obviates the rendering of a Pro-forma Invoice and
the consequent delay in awaiting the remittance before the goods can be despatched.

Customers may open a Deposit Account by sending a remittance of not less
than {£2. We strongly advise customers to take advantage of our deposit scheme,
as it prevents the inevitable delay when a Pro-forma Invoice has to be sent, and the
remittance awaited before the goods can be despatched.

ALL GOODS MUST BE SENT TO US CARRIAGE PAID.

All Motor Cycles received by us, except when packed in a crate, are returned by
Passenger Train (Company's risk).

Address all correspondence and goods: ‘* Service Dept.”

When sending Motor Cycles to us by rail, it is advisable to remove all fitments,
such as Head Lamps, Horn, Pump, Tools, etc., as we cannot be held responsil.le for
their safe return.

In the case of overseas cable orders for spares, it is only necessary to quote
part number ; this also applies to telegraph or telephone orders.
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