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L

Insfruction Book) for BIS(A! Motor
Cycles.

1930 to 1936 Inclusive.

FILLING-UP.

The petrol tank capacity varies with different
models. Fill the oil tank, which will be found
either under the saddle, or in the sump or in a
separate compartment in the petrol tank, according
to the model and year of manufacture.

To obtain the most satisfactory service from
your machine, it is most essential to use only
high quality lubricants. This point cannot be
over-emphasized. For correct lubrication we
strongly recommend the high quality oils tab-
ulated below. It is not sufficient merely to
specify the grade but the actual brand required
must be stated. Drzain and refill the oil com-
partment every 1,000 miles on models with
sump and dry sump lubrication. Top up
every 250 miles.

_Wakeﬁeld Vacuum Shell Essolube Price’s
| | | |

Summer Castrol Mobiloil | Aero- | Racer | Motorine

Grand | D ' shell B

Prix | de Luxe

Winter,. Castrol | Mobiloil Aero- | Racer | Motorine
XXL D | shell | |G

I de Luxe

In the case of the 1.74 h.p. two-stroke the engine
is lubricated by the Petroil system, and for this
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purposeé the'lﬁbricatmg- o) Istmixed. with the petrol.
For every gallon of petrol poured into the tank add
1.1/3 charges of lubricating oil from the filler cap
measure.

Check the oil in the gearbox and make certain
that all other parts are adequately lubricated.

CONTROLS.

The carburetter controls are on the right handle-
bar. On some machines the throttle is operated
by twist grip, in which case the air lever is mounted
just above the front brake lever, while on others
without twist grip control the throttle is operated by
the longer of the two levers mounted together
immediately above the front brake lever.

On the left handlebar will be found the ignition
control (either lever or twist-grip), clutch lever and
exhaust valve lifter. This latter control is replaced
by a decompressor on the 1.74 h.p. two stroke.

The twist grips open the throttle, or advance the
ignition by turning towards the rider.

The rear brake is operated by either a left or
right toe pedal on all models except the 9.86 h.p.
S.V. twin, which has a left heel pedal, while the
front brake is operated by a lever on the right
handlebar

The positions of the foot and hand gear control
levers are marked with their appropriate numbers,
i.e., 17 for first gear, etc.

STARTING.

Set the throttle at about one eighth open and the
air lever shut. Move the ignition control to about
one half full advance. Raise the exhaust lifter (or
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decompressor in the ﬂas& b&' 1 73 hip) push )the
kickstarter down as smartly as possible with the
foot, and when it is just over half way down drop
the exhaust lifter.

With the larger engines, first depress the kick-
starter until compression is felt. Then raise the
exhaust lifter and depress the kickstarter about
another quarter of its travel. Allow the kickstarter
to return to its top position, and without rising the
exhaust lifter give the pedal a vigorous kick down-
wards. In cold weather flood the carburetter by
depressing the tickler for a short time only, since
excessive flooding will make starting difficult. Now
move the ignition control to the fully advanced
position. As soon as the engine is warm open the
air lever about three-quarters of its travel. It is
unnecessary to disturb this control unless the engine
knocks when the control should be closed slightly.

GEAR CHANGING.

To obtain first gear, raise the clutch lever fully
and push the gear lever into the forward position
with a hand-change or upwards with a foot-change.
Engage the clutch gently and at the same time
gradually open the throttle. When the machine is
well under way change into second gear in a similar
manner but by declutching again and pulling the
hand lever back or by pushing the foot pedal down,
then into third gear (if four-speed gearbox is fitted),
and finally into top gear. To change down, first
raise the clutch lever, and then move the gear lever
in the reverse order to the above. To change per-
fectly it is necessary to accelerate the engine when
changing down and to slow it down when changing

up.



PG EEHBRICAEION: o\ M5,

A number of different lubrication systems have
been applied to B.S.A. motor cycles and a careful
study of the system applicable to any particular
machine will be amply repaid by increasing the life
of the engine.

PETROIL SYSTEM. The only model on which
this system has been used is the 1930 1.74 h.p.
two-stroke. The lubricating oil (see chart on page
1) is mixed with the petrol, and mixture of the
correct proportions can be prepared conveniently
if the measure combined with the petrol tank filler
cap is used. For every gallon of petrol add
1.1/3 charges of oil. It is advisable to rock the

CHAIN LUBRICATOR 5 @
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ma.chme mdeways or t-‘::r st:lr the mn‘tents c;f the tank
after filling up, in order to mix the petrol and oil

thoroughly.

“SUMP” SYSTEM (Fig. 1). Cast integral with
the crankcase is a sump, the capacity of which
varies with different models. The gear type pump,
driven by skew gearing from the timing side main-
shaft, delivers filtered oil to the big-end bearing,
the oil entering the annular space between the two
rows of rollers and the centre portion of the phosphor
bronze cage.

Any excess of oil is picked up by the flywheel
rims from the bottom of the crankcase and is re-
moved by a scraper acting on the flywheels and
returned to the sump.

The oil supply is controlled by a valve on the
delivery side of the pump on upright engined models,
but on machines with inclined engines the valve is
on the intake side of the pump and is provided with
an extension handle passing in front of the timing
case. For ordinary running this valve should be
opened from half to one complete turn anti-clock-
wise. This setting is only arbitrary and the rider
should find out for himself the most economical
setting consistent with adequate lubrication.

On those models which have an oil pressure gauge,
the normal reading when starting up should be
8-15 lbs. per square inch, and as the oil warms this
falls to 3-9 lbs. per square inch. If the reading
with a normal setting of the oil control falls much
below this it is essential that the oiling system be
checked over, first ascertaining that the sump con-
tains oil.



Oncmodels not'fitted | with-an oil-pressure| gange,
a tell-tale is mounted on the timing cover. This
takes the form of a small spring loaded plunger,
which is forced outwards by the passage of oil, and
so long as the pump is working, the tell-tale should
project about a quarter of an inch. If it moves
out further than this, the setting should be reduced,
but if it moves in and out continuously instead of
remaining stationary, the engine is not receiving
enough oil. Check the oil level in the sump.

An oil level dipper gauge is attached to the sump
filler cap on vertical engined models, the gauge
having pint graduations marked on its flat side.
To test the oil level, wipe the gauge clean, re-insert
it, and withdraw it again, when the oil level will
be clearly marked. On inclined engine models the
dipper gauge is separate from the filler cap, is of
the quick-release type and is fitted on the right-
hand side of the sump. When the oil level falls to
the notch marked 4 or 1 (according to the model)
the sump should be filled up with half-a-pint or
one pint of oil as the case may be. It is of the
utmost importance, however, not to run more
than about 20 miles after the oil level has
fallen to the lower mark (11 on smaller engines
and 2 on larger engines). If this distance is
exceeded engine trouble may occur due to
lack of lubrication.

When an auxiliary oil tank, together with pedal
operated force feed pump, is fitted to the machine,
this provides an additional supply of oil direct to
the piston.

The oil sump should be drained about every 1,000
miles, preferably when the engine is warm and the
filter cleaned. Use flushing oil or thin machine oil
for flushing out the crankcase, but do not use
paraffin.
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GRAVAITY | FEED | |SYSTEM -/ (Figy | 2).| 1930
models only (except twin cylinder models). ~ Oil is
fed by gravity from the tank to the mechanical
pump, which consists of a worm operating in a
fixed sleeve in the timing gear cover. In the same
unit are a tap, and a special sight feed and control
knob.

There are three positions for the tap (a) “Test”
when oil 1s discharged from the spout, (b) horizon-
tally towards the cylinder, when the oil supply is
cut off, and (c) vertically downwards when oil is
delivered by the pump via the control valve and
spout into the sight feed chamber. The tap should
always be turned off when the machine is at rest.
The control knob and the number of drops per
minute should be regulated so that there is just a
puff of bluish smoke from the exhaust when the
throttle is opened suddenly after the engine has
been running slowly for a while.

By fully depressing the control knob while the
engine is running, the whole output of oil from the
pump is diverted to the primary chamn. Lubricate
the latter every 50 miles and do not depress the
knob for more than two or three seconds.

An auxiliary hand-operated force-feed pump is
fitted on the tank. This delivers oil direct to the
crankcase and should be used for recharging the
crankcase after draining off old oil and for heavy
work on long hills, etc., when an extra supply of
oil is desirable. It is operated by releasing the
catch fitted to the gland nut; the plunger then rises
under spring pressure, forcing a charge of oil direct
to the crankcase. To recharge the pump, the
plunger is depressed, and if further oil is not im-
mediately required the catch is re-engaged.

Drain off the oil in the crankcase at least every
1,000 miles and recharge with four pumps full of
fresh oil.



Ih the e?ent of the SLght Ieeﬁl chambﬁr becummg
filled with oil, this will probably be due to leakage
of air past the sight feed glass. Removal of the
sight feed cover will allow the excess of oil to drain
into the crankcase, and the cover should then be
tightly screwed down to prevent further leakage.
Examine the leather washers at the top and bottom
of the sight feed glass and make certain that they
are in a satisfactory condition.

@
FROM

Fig. 3.

GRAVITY FEED SYSTEM—1933 to 1936
(except twin cylinder models)—(Fig. 3). Oil is
drawn from a compartment in the petrol tank and
delivered to the engine by a ‘“‘Pilgrim” oil pump
(see note on pilgrim oil pump, page 14), mounted

9



on th{: tlmmg mver A s:ght feed i mmrpmrated
so that the supply of oil can be readily checked
and should be adjusted so that there is just a puff
of bluish smoke from the exhaust when the throttle
is opened suddenly after the engine has been
running slowly for a while,

Beyond seeing that there is oil in the tank, and
taking care to drain the crankcase every 1,000
miles, little attention is required. After draining
give the cylinder a charge of oil (about two tea-
spoonsful) through the sparking plug hole, and
increase the pump control setting for about 50
miles. It is always necessary to give a small
increase in the oil control setting when a journey
at high speeds is undertaken.

GRAVITY FEED SYSTEM—1930 to 1933
(twin cylinder models). The eccentric type oil
pump is mounted on the timing cover and is driven
from the inlet cam. The pump consists of a spindle
having a groove formed round part of its circum-
ference in to which falls a spring loaded plunger,
which forces the oil along a pipe up to the sight
feed situated on the tank and thence to the engine.
The lower end of the delivery pipe from sight feed
to engine enters a distributor of special design
situated on the crankcase between the cylinders
and ensures an equal supply to both cylinders
and pistons. On 1933 models only the delivery
pipe from the sight feed supplies oil direct to the
big-end as shown in Fig. 4.

The supply of oil passing through the sight feed
is controlled by an adjustable valve, which should
be set to pass a steady succession of drops of oil,
sufficient to cause a puff of bluish smoke from the
exhaust when the throttle is opened suddenly after
the engine has been running slowly for a while.

16



ow
=

b

=

Section showing Section of pump
pump drive and chain oiler

Delivery trom
mech. pump s

to sight feed e Feed to
mech.
pump
Pressure feed
to big end
bearings

e | e




Care-should” be'taken 'to eliminate air leaks-from
this system and all unions, etc., between tank,
pump, sight feed and engine should be quite air
tight. In the event of a collection of oil in the
sight feed, which fails to clear itself, the non-return
valve—eonsisting of a small pen-steel disc situated
under the sight feed—should be cleared of any dirt
or congealed oil which may have accumulated.

A front chain lubricating device is incorporated
in the pump unit and consists of a knob, which,
when depressed, diverts the oil supply from the
pump to the primary chain. The latter should be
lubricated in this way every 50 miles, the knob
being depressed for not more than two or three
seconds.

An auxiliary hand-operated force feed pump is
fitted to the sight feed on the tank., This supplies
oil direct to the crankcase through the sight feed
and should be used for re-charging the crankcase
after draining off old oil and for heavy work on
hills, when an extra supply of oil is desirable.

Drain-off the oil in the crankcase at least every
1,000 miles and recharge with four pumps full of
fresh oil.

GRAVITY FEED SYSTEM—1934 to 1936
(twin cylinder models) (Fig §). The duplex
“Pilgrim” oil pump (see note on Pilgrim oil pump,
page 14) is supplied with oil from the compartment
in the tank, as with the earlier system. One pipe
is used for the supply of both pumps, which are
otherwise quite distinct. The outer pump, with its
control at the front supplies the big-end bearing
and other parts, while the inner pump, with its
control at the rear, supplies the front cylinder.
Each control is adjustable and turning anti-clock-
wise increases the flow. The oil can be seen flowing

12
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in the small chambers visible through the openings
at the top of the pump, the chambers being adjacent
to their respective controls. The rate of flow should
be adjusted to suit the general conditions of use.
There should be just a puff of bluish smoke from
the exhaust when the throttle is opened suddenly
after the engine has been running slowly for a while.
It is always necessary to give a small increase in
the oil control setting when a journey at high
speeds is being undertaken.

Drain the crankcase at least every 1,000 miles,
give the cylinders two teaspoonsful of oil through
the sparking plug hole and increase the oil supply
for about 50 miles.

13



PILGRIM 'OIL PUMP. ‘The phinger-is operated
by the driving worm, and at one end there is a cam,
which is formed on the face of the end cover on
earlier models, but is on the plunger itself on models
manufactured during the latter half of the 1936
season. The plunger bears against the cam (later
models against a small pin), through the agency of
a spring, which causes the plunger to reciprocate,
and its two parts (one at each end) are situated so
that at the correct moment during the rotational
and reciprocating motions of the plunger, oil supplied
from the tank is pumped via the beak into the sight
feed, and thence to the engine.

Should it be found necessary at any time to remove
the pump plunger, damage will result if an attempt
is made without first removing the worm. It is
important that when re-assembling, the plunger is
replaced in the same position and direction as
removed.

It is essential that all joints in the pump are air
tight and that the joint between pump and engine
is made oiltight by means of a paper washer, care
being taken to ensure that the oil hole between
pump and engine is kept clear. The latter instruc-
tion will not, of course, apply to the duplex type
of pump, but the foregoing description applies
equally well to both types of pump.

“DRY SUMP” SYSTEM (Fig. 6). The oil con-
tainer is separate and the gear type pump is driven
from the timing side mainshaft by worm gearing.

The oil which drains to the bottom of the crank-
case is picked up by the flywheels and returned to
a reservoir at the rear of the crankcase by the action
of a scraper on the rims of these.

14



THe Yol §upply; 15 \TeguIated By, A-¥alve b the
timing cover {except on” 1936 models i which’case
no valve is fitted). It is so arranged that the
extension on the control knob, by coming into
contact with the timing cover, is prevented from
unduly rotating in either direction, so that it is
difficult to over or under lubricate. Normally this
control is set so that the valve is opened from half
to just over one complete turn by rotating the knob
in an anti-clockwise direction.
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The oil flow is indicated either by a tell-tale on
the timing cover, which should project about a
quarter-of-an-inch when the oil is circulating or by
an oil pressure gauge in the tank, the normal read-
ings on which should be 8-15 lbs. per square inch
when cold, and 3-9 lbs. per square inch when warm.
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If the tell<tale mowves in-and out|eontinuously instead
of remaining stationary, or if the oil gauge reading
falls much below normal, it is essential that the
oiling system be checked over, first ascertaining
that the sump contains oil.

ROCKERS. When grease gun nipples are fitted to
the overhead rocker spindles, lubrication of these
points should be carried out regularly. Use a high
melting point graphite-impregnated grease, such as
Acheson’s ““Gredag,”” grade 33. Force grease into
the bearings until it oozes out at the sides of the
rocker. Grease every 250 miles.

The rockers on certain machines are automatically
lubricated from the engine by means of a direct
feed from the oil pump. This system of lubrication
is easily identified by the small pipe, which leads
from the timing case, to the top of the rocker box
and is used on 1935 models B35-3 (2.49 h.p. O.H.V.
de Luxe) and B35-4 (3.48 h.p. O.H.V. de Luxe),
and all 1936 models with dry sump lubrication.

PUSH ROD ENDS. Remove rocker box cover
and turn the engine until the valve is open. Apply
engine oil to the push rod end thus exposed. Do
this weekly.

CYCLE PARTS. It is of the utmost import-
ance that the hubs and steering head should
be greased every 500 miles., The brake cams
should be greased every 1,000 miles, but avoid over
lubrication of these parts together with the hubs,
since any excess of grease may reach the brake
linings and impair their efficiency.

The front fork links should be greased every 250
miles, while the foot gear change (if fitted) and the

15



clutchoperation’ (onlater models only) should) be
greased every-'1,000-miles. :

A few drops of oil should be given to the control
levers, exposed cables, brake rod joints and gear
change (hand operated).

For correct lubrication we recommend the
hlgh quality greases tabulated below.

Wakefield Vacuum Shell Essolube Price’s
' i
i ‘.
Castrolease | Mobilgrease Shell | Esso ' Belmoline
Heavy No. 2 Retinax | Grease ‘ D

CHAINS. The front chain is lubricated from the
crankcase by an adjustable valve on the left side,
on models with “sump’’ and ““dry sump’’ lubrication.
Oil is fed from this valve through a hollow stud
into the chaincase, where a trough is provided to
collect the oil. If the lubrication of the engine is
by gravity feed to the pump, the front chain is
lubricated by depressing the control knob on the
pump for two or three seconds with engine running
when the engine’s supply will be diverted to the
chain. On machines fitted with a Pilgrim oil pump,
the front chain is lubricated from the crankcase by
a non-adjustable valve on the left side, from which
the oil is fed through a hollow stud into the chain-
case.

It is advisable to remove the chains periodically,
and thoroughly lubricate them. Clean them in
petrol or paraffin, allow to dry and warm them
gently in a mixture of grease and graphite. When
cool, wipe off the excess lubricant and replace the
chains. Make sure that the open end@of the

spring fastener is at the rear of direction of
travel of chain.

17



GEARBOX, _To fill the gearhox with, oil,\remove
the fillerplug, which will-be found-either-at the rear
on the right hand side or at the front on the top.
If the gearbox is of the type thatis fixed with a bolt
above and below, there will also be an oil level plug
in the gearbox end plate on the right, which should
also be removed.

Pour oil into the gearbox until it overflows from
the level plug and on models not fitted with a level
plug, fill with oil to the level of the spout. When
filling, work the kickstarter once or twice in order
to remove any air bubbles, and do not forget to
replace all plugs before running.

Inspect the oil level every 500 miles and after
every 2,000 miles drain and flush the gearbox with
paraffin, and refill with engine oil. Should leakage
occur due to wear, etc., use heavy gear oil.

RUNNING ADJUSTMENTS.

TAPPET CLEARANCES. Particular attention
should be paid to the valve clearances, the settings
of which should be checked periodically and are
given on pages 45-48. Set the piston at the top of
the compression stroke. This can be checked by re-
moving the sparking plug and feeling the position
of the piston while rotating the engine a little in
either direction. This can be done when the
machine is on the stand, by engaging a gear and
turning the back wheel. Note that when the piston
is at the top, the valves are closed, and neither one
nor the other is opened by a movement backwards
or forwards. Always check the clearances with the
engine cold.

18
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(Fig. 7) hold the tappet head and
release locknut B with another spanner
by turning clockwise. Then hold the
tappet stem by means of a spanner on
the flats at C and obtain the required
clearance by screwing head A4 up or
down. Now lock B against 4 and
again check clearance. Replace the
valve cover.

On O.H.V. Models remove the
rocker box cover by releasing the
spring clips. On certain 1935 and
1936 models the inlet wvalve rocker

Fig.
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ontly s enclosed, and( the “oover i taken off by
removing.thel two fixing screws. \"Undo-thellocknut
A (see Figs. 8 and 9) and turn the square end of the
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screw —B- until- the —correct clearanceis -Obtained.
Tighten the locknut and check the clearance again.
Replace the rocker box cover.

ADJUSTMENT OF ROCKERS (Fig. 9). Re-
lease locknut C and turn the adjusting nut D in a
clockwise direction until it just becomes tight.
Slacken back about one-third of a turn and tighten
locknut C. Hexagon E should not be touched
unless it is desired to remove rocker spindle when
locking stud F must also be released.

BRAKES. A wing nut at the rear end of the
brake rod effects the rear brake adjustment. The
front brake is adjusted by a screwed sleeve nut cn
the cable stop, mounted on the front forks. Tighten
the knurled locknut after adjustment.




CLUTCH OPERAT ION;' Th.e ad] ustment Bhﬂuld
be set s6 that there is a little free movement between
screw I and rod H (Fig. 10). If thisis not so adjust
the central screw F, having first released the lock-
nut, and use the knurled thumb nut G, as a final
adjustment only. The ball thrust should be lubri-
cated regularly; in the case of the exposed operation
type, oil every 250 miles, but the totally enclosed
type should be greased about every 500 miles.

FRONT FORKS. Keep the link bolts just tight
enough to eliminate side play. To adjust, release
the nuts on the left-hand side, screw up the bolts
on the right-hand side, and re-tighten the nuts. It
is better to release the shock absorber before ad-
justing the links.

FRONT FORK SPRING. To replace the fork
spring, first place a box under the engine so that
the front wheel is clear of the ground. Take off
the nut from the top spring retaining bolt, remove
the two top link bolts, and the links. The spring
will then be clear of the frame, and by removing
the pin and nut on the bottom fixing, the spring
can be taken off complete. To remove the scrolls,
hold the bolts tightly in a vice, and punch the end
of the spring to wind it off. When replacing, the
spring can be wound on the scroll by hand.

1.74 h.p. two-stroke only. Lift the front wheel
clear of the ground as previously explained, and
remove the front fork top link bolt. This will allow
the forks to swing forward. Unscrew the locknut
on the rear top fork link bolt, and unscrew the latter
sufficiently far to allow the left hand link to be
swung up, thus releasing the ‘““eye’ at the top of
the spring. Remove the nut underneath the bottom
spring bracket and the spring can then be lifted out.

22



STEERING “DAMPER."On “4il—excépt —the
smallest models a B.S.A. steering damper is fitted
to the lower end of the steering stem yoke, and the
pressure i1s adjustable by means of a knob, mounted
on the top of the steering head. The pressure
should be increased with a sidecar combination,
when it will eliminate the tendency to “handlebar
wobble,”” and reduce steering drag, while with a
solo machine it will ensure stability at high speeds
on rough roads.

STEERING HEAD. To adjust the steering head
place a box under the engine and take the steering
damper knob off (if fitted). Loosen the clip and
then gently tighten the top adjusting nut until
there is no perceptible shake in the head. If over
adjusted the races will be damaged. Tighten
the clip nut and replace the damper knob.

SHOCK ABSORBER. To adjust the amount of
friction it is only necessary to screw the wing nut
(or in some cases a large thumb nut) to the left or
right as the case may be. On some of the smaller
models no provision is made for hand operation
and on these machines the adjustment is as follows:
Slack off the rear nut on the left side of the fork
and then screw up or unscrew the bolt to give more
or less friction as required, finally locking up the
left-hand nut again.

HUB ADJUSTMENT—Ball and Roller (Fig. 11).
The hubs should be tested frequently for side play
and adjusted if necessary. Remove the wheel and
then slacken off the locknut 4 and turn the bearing
nut B gently. When the play is all taken up un-
screw the nut B about one-third of a turn, or until
play can just be felt when the spindle is rocked

23



sideways, and -npon| tightening the locknut 4 ) see
that-this pla}r is-not all taken vy “Fhe- adjustment
will be correct if there is just perc:&ptlble side
play in the bearing as measured at the wheel
rim. Do not screw the bearing nut B up too tight
when making the jieliminary adjustment or the

Fig. 11

rollers and race may be damaged. The 1930 and
1931 models are not fitted with locknut A4 and
adjustment is made direct with the bearing nut.

DETACHABLE REAR WHEELS. Three diff-
erent types of quickly detachable rear wheels have
been used on B.S.A. motor cycles and an inspection
of the rear hub will show the rider which of the
following types is fitted to his machine.

On all models fitted with quickly detachable rear
wheels, the rear guard is hinged to facilitate removal
of the wheel, the hinged portion being held by the

24
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in the lower rear stays correctly.
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Fig. 12,

Dog Coupling Type (Fig. 12). To remove the
wheel it 1s only necessary to unscrew the wheel
bolt C on the right-hand side of the hub and draw
this nearly out. Then, using the projecting bolt
as a handle, slide it to the rear, carrying with it
the distance piece D. When this is drawn clear, the
wheel should be moved bodily to the right, until it
clears the driving dogs and it can then be with-
drawn to the rear. Adjustment of the wheel bearing
is carried out in a manner similar to that described
in the previous paragraph, except that while the
adjustment is being made the hollow spindle must
be held by a spanner on the flats £E. The chain-
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whegl ]:ﬁe&rmg Isz aﬂjusted when rbmnved irnm,*the
frame. A special tool in the kit is used to hold the
centre portion to the dogs on the drum, while the
adjusting cone is turned to a suitable position after
releasing the locknut, which is situated immediately
behind the cover plate. Do not adjust too tightly.

A
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Fig. 13

Three Peg Coupling Type (Fig. 13). To remove
the wheel, first detach the three retaining bolts
round the hub centre. Then remove spindle C and
distance piece D, and withdraw the hub to the right
from the pegs. The wheel can then be taken out
rearwards. Adjustment of the wheel bearing is
carried out as above.
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Fig. 14.

Serrated Centre Type—9.86 h.p. only, 1931-1935
(Fig. 14). To detach rear wheel, withdraw central
bolt from right-hand side and remove packing sleeve.
Pull the wheel gently towards the right-hand side
of machine when it will drop out of engagement
with the serrated chain wheel. In replacing the
wheel thoroughly clean the serration on both hub
shell and chain wheel and well coat both with grease.
To detach the front wheel, first disconnect the front
brake rod fork end. Then unscrew the nut on the
left-hand side of the hub bolt, preventing the latter
from rotating by means of a spanner on the right-
hand end. Pull out the bolt and the wheel will be
free to drop out. Do not lose the distance piece
which goes between the hub and the wheel bracket
on the left-hand side. When replacing the front
wheel, be sure that the brake cover plate stud
engages with the slot on the inner side of the wheel
bracket. Push the bolt partly through the hub,
place the above-mentioned distance piece in position,
then push the bolt right through and screw up the
nut on the left-hand side. To lubricate the rear
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spr nu,l:et b81rmg on) thls mﬂdel a:fter detaghing the
wheel as previously described, the hole E (Fig. 14)
should be filled with grease, so that when re-assem-
bling the wheel in position, on screwing up bolt A4,
the grease is forced up the passage I to the ball-
races. This bearing should be adjusted when
removed from the frame. The centre portion 1is
held, while the adjusting cone is turned to a suitable
position, after releasing the locknut situated im-
mediately behind the cover plate. Do not adjust
too tightly.

CUSH DRIVE. The cush drive (when fitted) is
mounted on the engine shaft and the spring tension
can be adjusted by the two ring nuts, which hold
the spring.

FRONT CHAIN. The chain tension should be
inspected occasionally and on mudels with totally
enclosed primary chains, an inspection cover 1s fitted
on the chaincase for this purpose. To adjust the
chain, the gearbox must be moved backwards or
forwards, to tighten or loosen the chain as the case
may be. If the gearbox bolts are both below the
box, release them and move the gearbox by means
of the screw adjuster (which will be found at the
rear on the right-hand side) until the chain has
half-an-inch movement up and down at the centre,
for all positions of the sprockets. Make sure that
the nuts are tight, after completing the adjustment.
If the gearbox bolts are situated above and below
the gearbox the screw adjuster will be found at
the top of the box, on the right-hand side. The
method of adjustment is the same as for the previous
type of gearbox.

CLUTCH. All B.S.A clutches are of the dry
multi-plate type and occasionally should be dis-
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mantled | and ‘thoroughly cleansed'-by means ¢f a
stiff brush and petrol, to remove all trace of oil and
grease.

Should the clutch be found hard to operate, the
spring pressure may be reduced by withdrawing
the ring nut, but not to such an extent as to cause
clutch slip.

4

S |
—e

Fig. 15.

1.74 h.p. Model only (Fig. 15). The clutch is of
the three-plate type and the pressure, imposed on
the discs by six springs, is controlled by the ring
nut, which should be screwed further on to the
shaft, when the clutch tends to slip.

Two, Four and Six Plate Clutches (Fig. 16).
These clutches are similar in construction and only
differ in the number of plates and the method of
applying pressure to the members. In the case of
the two plate clutch, the pressure on these members
1s imposed by eight springs, the intensity being
controlled by the centre ring nut, while on the
four and six plate clutches the pressure is imposed
by one large spring at the centre.
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Tq'di"snia.n i;le; fizst unscrew the four futs 'ratsiiﬂing
the-cover, ‘remove the latter and thenunscrew the
ring nut. Note the order in which the steel plates
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Figs. 16 and 16A.

are arranged so that they can be assembled in the
same order. When re-assembling, the spring pres-
sure has to be overcome before the central nut can
be engaged on its thread. To enable this to be
done, a thread 5/16 dia. x 26 T.P.I. has been formed
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in the sma.ll ﬂentl‘e nut intn whmh a, setse:rew
(supphe.d in the tool klt) may be engaged when the
clutch operating rod has been removed. It will be
seen that by means of the nut D (Fig. 16A) and
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Fig. 17.

washer E, the nut B may be forced up to the threaded
portion F against the pressure of the spring 4.
When in this position, if the nuts D and B are now
turned together, the latter nut will engage on its
thread. Refit the cover and make sure that the
nuts are tight.
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Seven Plate Ghitchl (Fig. /17). “Tnspeétion| ofthe
diagrams will show that the clutch operates in a
similar manner to the above, except that when
dismantling after taking off the conical cap, there
are two locknuts on the mainshaft which must be
removed, before releasing the central ring nut. To
re-assemble, remove two of the engine timing case
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Fig. 18.

cover screws, thread these through the spring thrust
plate, and screw into the clutch end plate, until
the ring nut can be screwed on to the sleeve. When
the end of the sleeve just protrudes through the
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Reﬁt
cnmcal cap and’ ma,ke stire” th:a.t the nuts are t‘i“ght

Eight Plate Clutch (Fig. 18). The clutch is
similar to the six plate clutch, except that it is
totally enclosed by a cover which is held in position
by screws, and the spring pressure is not adjustable.
The ring nut, therefore, must always be screwed
up tight.

REAR CHAIN. The rear chain adjustment is by
means of a cam on the rear hub spindle. Slacken
off the brake rod flynut or uncouple the toggle end,
according to model, and undo the brake cover plate
anchor nut. Now release the spindle nuts or in

the case of models with detachable rear wheels, the
knock out spindle. Rotate the hub spindle by
means of a spanner on the small square on the left
side, until the correct tension is obtained. The
chain should have three-quarters of an inch freedom
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at the- Gen’tr&MakE sure thatth.tsm {:@rmct for
all positions of the sprockets and that the cam is
against its stop. Tighten the left-hand spindle nut
first and then the right-hand nut or knock out
spindle. Fasten the brake cover plate anchor nut
and replace the toggle end or screw up the flynut
as the case may be. Adjust the brakes to suit
the new position of the rear wheel.

9.86 h.p. (1930-1935). Slacken the hub spindle
nut on each side of the wheel and release the lock-
nuts 4 on the adjuster (Fig. 19). Turn nuts B
alternately, one half turn at a time, until about
half-an-inch sag can be felt in the chain through
the inspection hole (rear chaincase models only).
Retighten spindle nuts and locknuts A4.

VALVE TIMING. Rotate the engine until the
engine shaft pinion tooth with a small dash mark
on it is pointing towards the inlet cam pinion.
Insert the inlet cam pinion so that the space marked
with a dash meshes with the tooth on engine shaft
pinion also marked with a dash. The exhaust cam
pinion should then be inserted so that the space on
it marked with a dot will mesh with the tooth marked
with a dot. This latter marked tooth will be either
on the engine shaft pinion or on the inlet cam
pinion according to model and year of manufacture.

MAGNETO TIMING. Release the magneto
pinion and set the piston at top dead centre of the
compression stroke. On 1930 to 1933 models inclusive,
the ignition is timed in the fully retarded position
(see pages 45 and 46). For 1934 models onwards pro-
ceed as follows. Rotate the engine backwards and
measure the distance the piston descends from
the top of its stroke. Set the contact breaker to
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002111 ga.p mth the 1gn1tm,t,1 mnt:rnl :Ln, the: fully
advanced position and re-tlghten the magneto
pinion. The correct distances of piston travel from
T.D.C. for the various models are shown on page 45.

MAGNETO OR MAGLITA CHAIN Remove
the chain cover plate and release the nuts at the
side of the magneto base plate. Move the unit
until the play in the chain is not more than one-
eighth of an inch. Check this dimension after
tightening the base plate nuts and for all positions
of the sprockets.

GEARBOX.

All B.S.A. gearboxes are of the constant mesh
type and gear changes are effected by means of
sliding dogs operated by forks on a separate control
shaft. The selection mechanism is located by a
spring loaded plunger inside the box.

FOOT GEAR CHANGE-—separate unit type
(Fig. 20). The only attention apart from lubrica-
tion, likely to be required is the replacement of a
broken spring. Remove nut S, take off the large
washer behind it and replace the nut to hold the
mechanism together while removing the pedal.
Draw off pedal A using an extractor screw in the
tapped hole in the pedal and remove the screws
holding cover T in position thus exposing the
springs. Remove broken springs and fit new spring
with the aid of a pair of pliers. To dismantle the
mechanism completely proceed as above and having
taken off springs and screw U, withdraw the re-
maining parts from the fixed shaft cover, taking
care not to lose the plunger and spring at O. Wher
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aq:embhng ﬁr“ I‘E’Pla'ce tatehét pla.te Fophd 4ach
of pawl arms in turn and make certain that the
pawls are in line with the ratchet plate. Place the
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spring loaded plunger O in its socket and slide the
operating plate over the shaft. Replace springs M
and N as described above and refit cover, pedal,
washer and nut.
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FOOT GEARCHANGE -enclosed in gearbox
(Fig. 21). In general the previous instructions
apply to this type except in the following particulars.

e

Fig. 21.

In order to remove the gearchange mechanism it
is necessary to remove first the gear pedzal (attached
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by splmea a.nd pmch bolt) and then th.e E!.I“th
Detach the clutch operating “cable, and undo the
gearbox cover nuts four of which are at the back
of the casing. Remove the cover complete with
kickstarter, leaving the gearchange mechanism in
position. This can be withdrawn complete after
releasing the central spindle nut at the rear of the
casing.

GEARCHANGE CONTROL (HAND). Move
the selector lever on the gearbox towards the rear
of the machine until the spring plunger inside the
gearbox can be felt to have registered with its
recess. Uncouple the toggle end from the tank
operating lever and move the latter so that it is
just free from the end of its quadrant. Adjust the
length of gearchange rod as follows, according to
model and year of manufacture. Slacken off the
toggle end locknut and screw the toggle end farther
on or off the rod as required and when the toggle
end pin can be inserted in the operating lever,
re-tighten the locknut. On some models the togzle
end itself is not adjustable, but the gearchange rod
incorporates a sleeve with left and right-hand
threads. It is only necessary to slacken off the
locknuts at each end of the sleeve, turn the sleeve
nut to give the requisite length of rod and re-tighten
the locknuts. It should be borne in mind that the
lower locknut has a left-hand thread.

SIDECAR ALIGNMENT (Fig. 22). Lay a
wooden straightedge A4—B against both wheels of
the motor cycle and a similar straightedge C—D
against the sidecar wheel. Make certain that the
machine is upright or leaning outwards slightly by
adjustment of the seat pillar connection and then
adjust the sidecar until points 4 and C are half-
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an qnc.h closer tﬂ-gf:ther tha| pmnts B a.mi B |After
tightening up the rear connection to the chainstay
slacken back the nut by half a turn before fitting
its split pin to enable the ball joint to work. The
ball connection should be lubricated with oil
occasionally.

FRONT WHEEL. QEAR WHEEL

0 PR m e

SIDECAR WHEEL
Fig. 22.

SPARKING PLUG. Dismantle occasionally for
cleaning. Hold the plug body in a vice and unscrew
the gland nut by means of a box spanner. Clean
the insulation at the top of the central electrode
by means of a rag dipped in petrol. Do not use
a file or emery paper. Scrape the interior of the
metal body clear of carbon and re-assemble the plug
using only sufficient force on the gland nut to make
the joint gas tight. Adjust the gap if necessary
to .018in. by bending the side electrodes towards
or away from the centre electrode. The latter
must not under any circumstances be bent
towards the side electrodes.

DECARBONISING THE ENGINE.

The need for this operation is a tendency to
“pink’ and a falling off in performance, and should
be carried out as indicated
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Two- Btrﬂke Mﬂdel Every lﬂﬁﬂ mﬂés
Models up to 350 c.c. Every 2,000 mﬂes
Models from 500—1,000 c.c. Every 3,000 miles.

DISMANTLING. Remove the petrol pipe, spark-
ing plug and exhaust valve lifter cable, or in the
case of the 1.74 h.p. the decompressor cable. Now
detach the exhaust system by removing the clip
brackets situated on various points of the system,
and pull the exhaust pipe forward until it is clear
of the cylinder exhaust port.

Unscrew the ring nut on the top of the carburetter,
withdraw the slides and tie them up out of the way.
In the case of a stub fitting carburetter remove it
by unscrewing the clip portion of the connection
between the carburetter and cylinder. On a flange
fitting carburetter undo the two nuts on the flange.

To remove the rocker box on O.H.V. models,
unscrew the four attachment bolts, two of which
are on the nearside and two on the offside. Now
remove the push rod tubes, together with the push
rods, by unscrewing the large nuts at the base of
the tubes. Next, remove the cylinder head by
unscrewing the two pillar nuts on the nearside and
two nuts on the offside. Before removing the
rocker box on the 595 c.c. O.H.V. it is necessary
first to undo the lower push rod tubes, and lift the
push rods off the tappets with a screwdriver. The
push rods and tubes can then be removed complete.
The head is held by five bolts threaded up through
the cylinder barrel, and a special spanner is pro-
vided to undo these.

The 1932 4.99 h.p., 5.59 h.p. and 9.86 h.p. S.V.
models and all S.V. machines manufactured after
this year are fitted with detachable cylinder heads,

and to remove them it is only necessary to undo
the fixing bolts It is not necessary to remove the
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cylinder barrel’ ol ‘thesel machines' ot on ‘the (OH.V.
machines unless it is desired to inspect the piston
rings, but with all other models remove the barrel
by unscrewing the three or four nuts as the case
may be which hold it to the crankcase. Lift the
cylinder up and forwards into the front angle of
the frame and then turn the engine forwards until
the piston comes out of the bottom of the cylinder,
steadying the piston as it emerges so that it does
not fall over and get damaged when it comes clear
of the cylinder. Mark the inside front of the
piston to enable it to be re-assembled in the
original position.

Before removing the valves on O.H.V. models,
it is advisable to free the split cotters from the
spring collar by placing a block under the valve
head and striking the collar a sharp blow with a
hammer. Insert the hook of the valve removal
tool through the sparking plug hole, and after
compressing the spring, remove the split cotters
thus freeing the valve. To remove the valves of
S.V. models, it is only necessary to compress the
spring by pressing on the spring cotter with a
screwdriver or other tool and remove the cotter.
In the case of non-detachable cylinder heads, valve
removal will be facilitated if a piece of wood of
suitable thickness is inserted between the wvalve
head and cap.

DECARBONISING. Carefully remove the carbon
from the cylinder head, valve pockets and passages.
In the case of S.V. machines fitted with non-detach-
able cylinder heads, a sharp long-handled screw-
driver will be found suitable, while rifler files are
the best means of scraping carbon from the valve
passages. Wipe the cylinder thoroughly with a
clean but oily rag, to remove all traces of carbon
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ront i el 430 ot (i park i ana
finally wipe clean. ' N

Scrape all carbon off the top of the piston by
means of an old penknife or similar tool, and finish
by lightly polishing the piston top with fine emery
paper

GRINDING-IN VALVES. Do not attempt to
grind in a badly pitted valve, since excessive
valve grinding causes the valve to become
pocketed with a consequent loss of power.
Send it to the B.S.A. Service Department to
be refaced and on its return a slight amount
of grinding in will make a good face.

To grind-in a valve proceed as iollows:—Lightly
smear valve grinding compound on the face of the
valve and return it to its seating. On O.H.V,
models hold the end of the valve stem by means
of the special tool supplied in the kit (on S.V.
models use a screwdriver in the slot provided in
the valve head) and rotate the valve alternately
clockwise and anti-clockwise by a turn of the wrist,
at the same time applying pressure to the valve
seat. Continue until the valve face shows a smooth
surface all the way round. After grinding-in remove
all traces of compound from the valve seating.

DECOMPRESSOR—1.74 h.p. Remove the valve
by withdrawing the split cotter pin which holds the
operating arm at the end of the stem, and examine
the seating. If this is slightly pitted, leakage of
compression is certain to occur, and the valve
should be ground in as above

Piston Rings. If the piston rings are bright
and quite free in their grooves leave them
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alone )« Tf 'thé rings are stuck, prise them|out very
carefully and clean them.” Scrape any carbon from
the groovesand from the inside and edges of the rings,
and then replace. Any ring showing brown patches
should be replaced by a new one with the correct
gap, which should be .004in. per inch of cylinder
diameter. For example, a cylinder of 3in. diameter
should be fitted with piston rings of .012in. gap.

Valve Guides. These can be removed or inserted
by using a soft copper drift and hammer. When a
new guide has been fitted, recut the valve seats
with a pilot cutter to ensure concentricity of valve
seat and stem.

Valve Springs. These have a tendency to lose
their efficiency after a period of use, and it is
advisable, therefore, to replace them periodically.

ASSEMBLY AFTER DECARBONISING

Before replacing the cylinder pour a small quantity
of engine oil into the crankcase and smear the cylin-
der walls with oil. Lubricate the valve stems and
replace the valves in their respective positions.
Smear the piston sides generously with engine oil
and also the gudgeon pin, and replace on the con-
necting rod. Make sure that the piston is the
same way round as it was when taken off and
that the joints in the piston rings are on
opposite sides of the piston.

Turn the engine until the big-end is slightly
past bottom dead centre. Compress the top
piston ring with the finger and slide the cylinder
barrel (held in the front angle of the frame) on to
the piston. Now compress the lower ring, slide
the barrel down to the crankcase and tighten up
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the nuts .Qqﬁall}'. Replaﬁé. t’ha c-yli_ndm‘ head gasket
and on S.V. models with detachable cylinder heads,
tighten the bolts in the order given in Fig. 23
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Fig. 23.

On O.H.V. models replace the cylinder head and
fit the push rods and tubes loosely in position.
Turn the engine until both tappets are down and
replace the rocker box, make certain that the tops
of the push rod tubes fit in their seatings underneath
the box. Tighten down the push rod tubes and
rocker box. Check the tappet clearances and
adjust if necessary. Finally replace the sparking
plug, carburetter, exhaust, valve lifter cable (de-
compressor cable on the 1.74 h,p.), and petrol pipe.

Re-tighten the cylinder head nuts after
about 250 miles have been covered.

44



- ~USEFUL- DATA.

Tappet | Igni—. Stand- Needle

TITLE Model cl’ance (ins.) tion ard  Posi-
Year No. Inlet Exh’t Setting Jet tion
1430
1.74 h.p. 3-speed......... A30-2 —  — 28 1
2.49 h.p... veenesereess B30-3  .004 .006 70 3
249 bp. OHLY..ereee B30-4 .003 003 § . 70 3
349 hp 5V, i L30-5 .004 .006 58 100 2
3.49 h.p. S.V. iicseeeic 1306 1004 006 50 100 @ 2
4.93 h.p. O.H.V. L1ght S30-19 .003 .003 = & 170 3
4.93 h.p. S.V. Light...... S30-18 .004 .006 2 150 3
4.93 h.p. O.H.V. de Luxe S30-13 .03 .003 s F 10.LE3
4.93 h.p. O.H.V. ......... S30-12 003 .003 =g 170 3
349 hop. QLY. ..o L30-11 -.003 .003 < g 140 3
493 h.p. S.V. de Luxe... S30-9  .004 .006 ~% 150 3
493 hp SY. ...corose. 530-7 004 006 = & 150 @ 3
5.57 h.p. S.V. de Luxe... H30-10 .004 .006 §3 150 3
5.97 Rp'SiV. wsevinnrenss H30-8 .004 .006 2 150 3
770 h.p. SV. weineso E30-14 005 005 95 3
986 Bip, BN, e G30-15 .005 .005 ii0 '3
9.86 h.p. S.V. W.T....... G30-16 .005 .005 110 + 8
1931
2AY P SV, oo eebiiiss B31-1 .004 006 3 . 70 3
240 Hopi OFRN. il B3l-2 .003 .003 58 70 3
249 h.p. 0.H.V.de Luxe B31-3 .003 .003 & > 70 3
349 hp. SV. coceeererns L8140 004 008 Z B 100 4
3.49 h.p. S.V. de Luxe... L31-5 .004 .006 £ 100 4
349hp O.H.V.deLuxe L31-6 .003 .003 £73 140 |
493 hp. S.V. ............ S31-7 004 006 ®5 150 3
5.57 h.p. S.V. de Luxe... H31-8 .004 .006 o5 150 3
493 h.p. OHV. ......... S31-9 003 003 24 170 2
493 h.p. 0.H.V.de Luxe S31-10 .003 .0038 % § 170 2
Tl BV i E31-11 .005 005 §35 80 2
9.86 h.p. S.V. W.T....... G31-12 .005 .005 & 110 3

|
|
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Tappet Igni- Stand- Needle

TITLE Model cl’ance (ins.) tion ard Posi-
Year No. Inlet Exh’t Setting Jet tion
1932
2.49 h.p, OFLY. cviisecs B32-1 .003 .003 3. 75 3
849 hip. SV, .o 1822 0040008 £ 85% o
349 hpl OH. 0. ok L32-3 003 003 & Z 120 .2
3.49 h.p. S.V de Luxe... L32-4 .004 .006 =& 8 1
3.49h.p. O.H.V.de Luxe L32-5 003 003 -2 140 2
3.49h.p. 0.H.V.BlueStar 1L32-5 .003 .003 £73 150 2
499 h.p. SV. ceveeeee... W32-6  .004 .006 55 140 1
4,90 p. BHN., i, W32-7 .003 .008 J§ 170 2
4.99h.p.O.H.V. BlueStar W32-7 .003 003 232 200 2
493h.p. 0.H.V.de Luxe S32-8 .003 .003 % & 140 2
5.57 h.p. S.V. de Luxe... H32-9 .004 .006 §35 120 1
BBBIH. P SIN, huusenaaiis G32-10 .005 .005 & 136 ..
1933
249 h.p. S.V. cceereeeen.. B33-1 004 .006 70 1
249/ h p: OBV il B33-2 .003 003 § 75 2
2.49h.p.0.H.V.BlueStar B33-3 .003 .003 53 120 3
348 hp. O.HV. ......... R334 003 .003 2> 140 2
3.48h.p. 0.H.V.BlueStar R33-5 .003 .003 =& 150 2
498 hp SV i W33-6 .004 .008 S 2 140 1
499 ho. OELV, v W33-7 .003 003 S3 170 2
4.99h.p.0.H.V. Blue Star W33-8 .003 .003 & § 200 2
4.99 h.p. O.HLV. Special W33-9 Nil Nil g & Aiic 4
5.05 1.p. SV, worienirios M83-10 004 008 T § 180 8
5.95 h.p. O.H.V. ......... M33-11 .003 .003 g§ 220 2
9.86 h.p. S.V. Light...... G33-12 .004 .008 2 110
9.88 h.p. SV - Wi ws G33-13 .004 .008 110 1}
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USEFUL DATA
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e —

”P:s‘tdn“[
dist.
Tappet before Stand- Needle
Model clearance T.D.C ard Posi-
TITLE No. (ins.) full Jet tion
Inlet Exh’t ad’'nce
. Year (ins.)
1934
149 h.p. OHNG v X34-0 .003 .003 & 45 —
249 hp. SN e B34-1 .004 006 & 70 2
249 hip CHE-V: wieiis B34-2 003 .003 } 75 2
2.49h.p. O.H.V. Blue Star B34-3 .003 .003 %} 45 4
2.49 h.p. O.H.V. Sports B34-17 .003 .003 } 85 3
348 h.p OLEEN. i R34-4 .003 .003 140 2
3.48h.p. O.H.V. BlueStar R34-5 .003 .003 & 150 2
3.48 h.p. O.H.V. Special R34-6 Nil Nil 3 49 4
4899 hah. SN, cmeienani W34-7 .004 .008 & 140 1
4.899 h.p. O HN. ...iicics W34-8 003 .003 & 170 2
4.99h.p. O.H.V. BlueStar W34-9 .003 .003 § 200 2
4.99 h.p. O.H.V. Special W34-10 Nil Nil £ 59 4
4.98h.p. O.H.V. Vee Twin J34-11 .002 .002 ft: ;Y‘* 80 2
8195 hop. BV, Giiveesess M34-12 .004 .008 % 180 3
L Ve S T e S M34-13 .003 .003 § 220 %
0.86 hip. WT. wscvsie.uiac G34-14 .004 .008 1;;3"1' 180 3
1935 REFEraLis ] ¥ A
LA49 p O V. s X35-0 .003 .003 45 —
249 hop: SV i B35-1 004 .006 3} 70 2
249 hay O EN vvneorsns B35-2 003 .003 75 2
2.49 h.p. O.H.V. de Luxe B35-3 003 .003 3} 110 1
3.48 h.p. O.H.V. de Luxe R35-4 003 .003 } 140 2%
3.48h.p. O.H.V. BlueStar R35-5 .003 .003 } 150 2
U T RS R S W35-6 .004 .008 & 140 1
499 hop, O HV. vovesens W35-7 .003 003 & 170 2
4.99h.p. 0.H.V. Blue Star W35-8 .003 .003 § 200 A
499 h.p. O.H.V. Special W35-9 Nil Nil § 59 4
595 g SV, e, M35-10 .004 .008 § 180 3
5.95 h.p. O.H.V. ......... M35-11 .003 .003 § 220 2
4.98h.p. 0.H.V. VeeTwin ]J35-12 .002 .002 80 2
9.86 h.p. Vee Twin ...... G35-14 .004 .008 4 180 3

47




___USEFUL DATA

L]
-'_ ..-'- N

Piston
dist.
Tappet before Stand- Needle
Model clearance T.D.C. ard Posi-

TITLE No. (ins.) full Jet tion
Inlet Exh’t ad’'nce

Year , (ins.)
1936
2D hop. OBV, ..o X0 003 .003 & 45 —
P 52 5l o e T B1 004 .006 } 70 2
249 hpo OBV, ... B2 .003 .003 } 75 2
2.49 h.p. O.H.V. Light

QLN TN, aan ass is sisiaih B18 003 .003 } 75 2
2.49 h.p. O.H.V. de Luxe B3 002 .002 } 110 3
3.48 h.p. O.H.V.de Luxe R4 002 .002 3} 140 2
3.48 h.p. O.H.V. Compe-

IO s aiees RI19 - 002 002 % 140 2
o448 hop. OH.Y. s.cvuvai R17 003 .003 § 140 2
3.48 h.p. O.H.V. New

Blue Star ..ls%........ R20 003 .003 § 150 2
496 h.p. O.H.V. New

Blie SEar ccccsasssssans 021 003 003 § 190 3
4.96 h.p. O.H.V. Empire

Y T o s v bavie s ns 08 003 .003 § 190 3
3.48 h.p. O.H.V. Empire

o S S AR, B RS 003 .003 g 150 2
400D, SV coiiciian W6 .004 .008 & 140 1
96 pl OB N, ......... Q7 003 003 # 170 2
4.98h.p. 0.H.V.VeeTwin 12 002 .002 ﬂ'l‘;}rl 80 2
290 by BN, wissevasmens NED 004 .008 & 130 2
7.48h.p.0.HV.VeeTwin YI3  .002 .002 " 1;;}'1‘ 160 3

: ft. cyl.
9.86 h.p. S.V. Vee Twin Gl4 .004 .008 5 160 1
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PROPRIETARY INSTRUMENTS,
FITTINGS, AND ACCESSORIES.

No expense 1s spared to secure as standard
equipment the most suitable and highest quality
instruments and accessories. Nevertheless, the
Company’s guarantee does not cover such parts,
and in the event of trouble being experienced the
parts in question should be returned to and claims
made direct on the actual manufacturers, who will
deal with them on the terms of their respective
guarantees, as follows:

Tyres: Messrs. Dunlop Rubber Co. Ltd., Fort
Dunlop, Birmingham,

Saddles: Messrs. Herbert Terry & Sons Ltd.
Redditch.

Electrical Equipment: Messrs. Joseph Lucas
Ltd., Birmingham.

Electric Horns: Messrs. Joseph Lucas Ltd.,
Birmingham.

Speedometers and Clocks: Messrs. Smith’s
Motor Accessories Ltd., Cricklewood, London.

Carburetters and Twist Grips: Messrs. Amal-
gamated CarburettersLtd., Perry Barr, Birmingham.

Tell-tale Buttons: Messrs. Rotherham & Sons
Ltd., Coventry. o

Grease Guns: Messrs. Tecalemit Ltd., Great
West Road, Brentford, Middlesex.

SPECIAL NOTE.

Prompt attention to all claims under guarantee
will be ensured if your covering letter gives—

(1) Make, year, and model of motor cycle.

(2) Date of purchase and name of Dealer from
whom obtained.
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B.S.A. CYCLES LTD., Birmingham, 11.
Directors :
SIR BERNARD DOCKER, K.B.E., ].P. (Chairman).

J. LEEK, c.B.E., J. A. T. DickINsON, 0.B.E., S. F. Digsy.
B.S.A. Cycles Limited reserve the right to alter the designs or
any consiructional detatls of their manufactures at any fime
without giving notice,

Printed in England

Ca239 22-2}-2-1}-1-2%  Copyright B.S.A. Co. Ltd. Reprinted July, 1950.
Reprinted June, 1951

Reprinted July, 1952

Reprinted May, 1953
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