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GENERATORS

MODELS E3L, E3LM and E3N

1. GENERAL

The generator is a shunt-wound twe pole machine,
arranged to worl In conjunction with a regulator unit
(see SECTION L-3) to glve an output which is de-
pendent on the state of charge of the battery and the
loading of the electrical equipment In use. When the
battery is in a low state of charge, the generator
gives a high output, whereas if the battery Is fully
“¢harged the generator gives only a trickle charge to
keep the battery in a good condition without over-
charging. [n addition, an increase of output is given
to balance the current taken by the lamps when in use,
Models E3L and E3LM are similar in construction and
both have a 60 watt output. The constructional
difference between the two models is in the shape of
the drive-end bearing retaining plate; Model E3L Is
designed to fit on to the engine crankcase and Model
E3LM to be the upper portion of the ‘Magdyng’,

Model E3N is identical In diameter and construction

to the two previously mentioned medels, buc differs Flg. 1
in overall length and output, The output 15 45 watts
and the overali length is * less than that of Models Varlous drive-and bearing retaining plates

E3L and E3LM.

2. TEST DATA
Cutting In Speed Field Brush
Models (generater cold) Qutput Test Reslstance Spring
Tenston

E3L

1050-1200 r.p.m. at 7 volts 8.5 amps. at 1850-2000 r.p.m. 2.8 ohms 16-20 oz

E3LM at 7 volts, *
E3IN . 12501500 r.p.m. at 7 volts 5 amps at 2100-2300 r.p.m. 3.2 ohms 16-20 oz.

at / volts. }

* On resistance load of 0.82 ohm. t On resistance load of 1.4 ohms.
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3. ROUTINE MAINTENANCE

(a) Lubrication

No lubricatlon Is necessary as the ball bearings are
packed with H.M.P. grease which will last until the
machine is taken down for a general overhaul, when the
bearings should be repacked. Thin lubricating oll,
if allowed to reach the bearings, will soften the grease
and eventually cause the bearings to run het,

{b) Inspection of Commutator and Brushgear
About once every six months remove the cover band
for inspection of commutator and brushes, The brushes
are held In contact with the commutator by means of
springs. Move each brush to see that it is free to slide
in its holder; if it sticks, remove It and clean with a
cloth moistened with petrol. Care must be taken
to replace the brushes in their original positions,
ctherwise they will not ‘bed” properly on the com-
mutator. |If, after long service, the brushes have
become worn to such an extent that the brush flexible
is exposed on the running face, or if the brushes do
net make good contact with the eommutator, they
must be replaced by genuine Lucas brushes. The
caommutator should be free from any trace of oil or
dirt and should have a highly polished appearance.
Clean a dirty or blackened commutator by pressing a
fine dry cloth against it while the engine is slowly
turned over by means of the kick starter crank, (It
fs an advantage to remove the sparking plug befare
deing this.) If the commutator is very dirty, meisten
the cloth with petrol.

4, SERVICING

(a) Testing in position to locate fault in charging
cireuit

In the event of a fault in the charging circult, adopt
the following procedure to locate the cause of trouble.

(i) Check that the generator and regulator unit are
connected correctly, The generator terminal ‘D'
should be connected to the regulater unit terminal
‘D' and generator terminal ‘F' to regulator unit
terminal *F'.

(1) Remove the cables from the generator terminals
‘D’ and 'F' and connect the two terminals with a chort
length of wire.

(1) Start che engine and set to run at normal idling
speed.

{ly) Connect the negative lead of a moving cail volt-
meter, callbrated 0—10 volts, to one of the generator
terminals and connect the positive lead to a good
earthing peint on the generator yoke or engine.

Reverse voltmeter connections on negative earth
machines.

T

Fig. T Tasting brush spring tension

{v) Gradually increase the engine speed, when the
voltmeter reading should rise rapidly and without
fluctuation. Do not allow the voltmeter reading to
rlse above 10 volts and do not race the engine in an
attempt to increase the veltage. o Is sufficlent to run
the generator up to a speed of 1,000 r.p.m. If there s
no reading, check the brush gear, as deseribed In (vi)
below, If there is a low reading of approximately
} volt, the field winding may be at fault (see Para. 4 ﬁd).
If there is a reading of approximately 1} to 2 volts,
the armature winding may be at fault (see Para. 4 ().

(vi) Remove the cover band and examine the brushes
and commutator. Hold back each of the brush sprln?s
and move the brush by pulling gently on its flexible
connector. If the movement is sluggish, remove the
brush from its holder and ease the sides by lightly
pelishing on a smooth file. Always replace brushes in
their original positions, If the brushes are worn se
that they do not bear on the commutator, or If the
brush flexible is exposed on the running face, new
brushes must be fitted,

A mmbt
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Test the brush sPrin§ tension with a spring scale,
The correct tension is 16—20 oz, and new springs must
be fieted If the tenslon s low.

If the commutator is blackened or dirty, clean it by
holding a petrol moistened cloth against it while the
engine is turned slowly by means of the kick start
(with sparking plug removed),

Re-tast the generator as in (v) above. If there is still
no reading on the voltmeter, there is an internal fault
and the complete unit if a spare Is available, should
be replaced. Otherwise the unit must be dismantled
(see Para. 4 (b) for internal examination,

(vii) If the generator is In pood order, restore the
original connectlons. Connect regulator unit terminal
‘D' to generator terminal 'D’, and regulator terminal
'F* to generator terminal 'F'. Proceed to test the
regulator as described in SECTION L-3 Part A.

{b) To Dismantle

Remove the generator from the motarcycle. Te
detach the generator from a Magdyno, unscrew the
hexagon-headed nut from the driving end cover and
slacken the screws securing the band clip.

Proceed to dismantle as follows:—

() ©On models E3L and E3N, remove the securing
nut from the drive end of the shaft, and withdraw the
gear with the aid of an extractor. On model E3LM,
bend back the tag on the washer 'B’ locking the screw

'‘A’. Remove this screw, withdraw the gear 'C' from
the shaft with the ald of an extractor and remove
the key(s) ‘D' from the shaft.

(i) PRemove the cover band 'H', hald back the brush
springs and lift the brushes from their helders.

(i} Take out the screw ‘)’ with spring washer, from
the centre of the black moulded end cap ‘G’. Draw
the cap away from the end bracket, take off terminal
nuts 'F', and spring washers, and lift the connections
off the terminals.

(iv) Unscrew and remove from the drive end bracket,
the two through bolts ‘L’ securing the drive end
bracket *N' and commutator end bracket ‘Q' ta the
yoke 'M’. Held the nuts ‘K’ at the commutator end
while unscrewing the bolts, and take care not to
lose the nuts.

{v) Draw the drive end bracket complete with
armature ‘E’ cut of the yoke.

(vi) Remove the nut ‘R’ and press the armature out
of the drive end bracket by means of a hand press,
When removing the armacture from an E3L generator
fitted with a rubber oll seal ‘S’ take great care not to
damage the sealing lip.

(vil) Remove the bearing retajning plate ‘P’ from the
drive end bracket (secured by three screws on E3L
and E3N medels, or two screws and long threaded bolt
on EILM models).

SCREWS SECURING BEARING

RETAIMING PLATE

ITTETTTIVETTY

B U@m  ORIVING CND BRACKET

SCREW SECURING

COMMUTATOR EMD BRACKET (j) END CAF

)

§ \\\\\\\\‘\\\\\\\\\\\\\\\\\\\\f\'\\\'\'\\‘.\\\\\\‘\\\\‘\\\\‘.\\\\\\\\

@_ .

Ay )

BCRE W SECURNG - ()]
DRIVING GEAR LOCKING
WASHER

////////W .

®

THROUGH BOLT NLT

Fig. 3 Dismantled viaw of Model EILM
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(vili) Take out the screw securing the green field coil the bulb lights, there is an earth between coil and
lead with the yellow sleave to commutator end yoke.

bracket and remove the end bracket ‘QQ" withdrawing
the connectors through the slot in the Insulating plate.

(ix) Unscrew the three screws securing the insulating
plate to the commutator end bracket and remove the
plate complete with brushgear. ] _alnt
EARTHED b, y T~~~ yNSULATED
BRUSH S W BRUSH
(c) Commutator

Examine the commutator. If it is in good condition, o] :

it will be smooth and free from pits or burned spots. LEAD (GREEN) "l gl — - FIELD COIL

Clean with a petrol-moistened cloth. If this is in- YELL Ow 8LLEVE .

effective, carefully polish with a strip of very fine

glasspaper while rotating the armature, To remedy a

badly worn commurtator, mount the armature with

or without the drive end bracket in a [athe, rotate at

high speed and take a light eut with a very sharp tool.

Do not remove more metal than is necessary. Polish Flg. 5
» the commuytator with very fine glasspaper.

Generator connactions

In cither case, unless a replacement generator Is
available, the ficld coil must be replaced, but this should
Dnéy bnla ali::empted if a wheel-operated screwdriver

and pole shoe expandar are at hand, the jatter bein
INSULATOR FEGMENTS INSULATOR espegially HECESSEI:)I to ensure that there will be ng
alrgap between the pole shoe and the inner face
of the yoke,

To replace the field coil, proceed as follows:-

RIGHT WAY WRONG WaY

i '”5 POLE SHOE RETAINING SCREW

Fig. 4
Method of undercutting commutator Insulation

FIELD COIL

DOLLE BHOE
Undercut the insulatjon between the segments to a ||'||
depth of 1" with a hacksaw blade ground down until : : |%
it is only slightly thicker than the insulation, ,y(frtr., ||l!.

Y il
(d) Field Coil

Measure the resistance of the field winding by means
of an ohm meter. If this Is not available, connect a
b-volt D.C. supply with an ammeter in series across
the ¢oil. The ammeter reading should be approxi-
mately 2.1 amps, fer models E3L and E3LM and 1.8

amps for E3N, Mo reading on the ammeter indicates Fig. &

an open cireuit in the field winding, Pole shoe expander

To check for an earthed coil, connect a mains test (i} Unscrew the I:OIE shoe retaining screw(s) (Fig. 6)
lamp between one end of the coil and the yoke, IF by means of the wheel-operated screwdriver.,
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(i) Draw the pole shoe and field coll out of the yoke
and lift off the coil.

(ifi) Fit the new field coil over the pele shoe and
place it in position inside the yoke. Take care to
ensure that the taping of the ficld coli Is not trapped
between the pole shoe and the yoke.

(iv) Locate the pole shoe and field coil by lightly
tightening the fixing screw(s), insert the pole shoe
expander, open to its fullest extent and tighten the
screw(s). Remove the expander and give the screw(s)
a final tightening with the whecl-operated screwdriver.
Lack the screw%s) in position b{; caulking, that is, by
tapping some of the metal of the yoke into the slot
in the head of the serew(s).

%9) Armature

he testing of the armature winding requires the use
of a voltdrop test or a growler. If these are not avall-
able, the armature shouid be checked by substitution.
Ma attempt should be made to machine the armatyre
core or to true a distorced armature shaft,

() Bearings

Ball bearings are fitted to both the commutator and

drive end brackets. When the bearings become worn

to such an extent that they allow side movement of

the armature shaft, they must be replaced. To replace

the ball bearing at the commutator end, proceed as

follows:—

{) Remove the screw from the end of the armature

shaft and using a calllper type extractor, draw the

bearing off the shaft.

gi) Wipe out the bearing housing and pack the new
earing with H.M.P, grease,

(iii) Positlon the bearing on the end of the shaft and

press it squarely home, applying pressure on the Inner

Journal of the bearing.

Fig. 7 Whesl-oparated screwdriver

To replace the ball bearing at the drive end, proceed
as follows:

() Remove the bearing rctaining plate from the
drive end bracket as previously described.

(i) Press the bearing out of the end bracket, using
a metal drift locating on the inner journal of the
bearing. Wipe out the bearing housing and pack the
new bearing with H.M.P, grease,

{iv) Position the bearlng in its housing and press it
squarely home, applying pressure on the outer journal
of the bearing.

Flg. 8 Removing the ball race

(2) Reassambly

In the main, the reassembly of the generator is a
reversal of the operations described in paragraph 4 (b),
bearing In mind the following points:—

(T}  The field coil lead fitted with the short length of
yellow tubing must be connected together with the
eyelet of the earthed brush to the commutator end
bracket by means of the screw provided.

(i) The second field coil lead must be connected to
terminal 'F' on the moulded cap.

(ii) The unearthed brush flexibic lead must be con-
nected direct to terminal ‘D’ on the moulded end cap.

(iv) Take care to refit cover band in original position
and make sure that the securing screw, when of
flush-fitting pattern, does not short on brushgear.

(v) ©On E3L generators with oil seal, ensure that no
damage has been caused to the seal, otherwise replace-
ment must be made. To remove the oil seal from the
bearing retaining plate, use a metal drift locating on
the outer edge of the rubber seal. Insert a new seal
using a mandre| to press it squarely home.




SECTION L-2 Part A Page 6

LUCAS

WORKSHOP
——— ____ —— ——— _—— e T

INSTRUCTIONS

5. GENERATOR POLARITY

All replacement motor cycle generators are despatched
from the Works suitable for immediate use an positive
earth systems. If the negative terminal of the battery
Is earthed on the machine for which the replacement
generator s intended, it will be necessary to re-
polarize the generator before use to make it suitable
for negative earth.

Similarly, if a generator has been incorrectly connected
on the motarcycle and its polarity has become reversed,
then it must be re-polarized.

To do this, fit the generator to the motor cycle but do
not at this stage connect the cables to the D and F
terminais. Temporarily connect a length of wire to
the battery positive terminal and hold the other end

of this wire In contact with generatar terminal F for
a few seconds only. This serves to re-polarize the
generator; the temporary connection can now be

removed and the original cables connected to D and
F terminals,

The practice of closing the cut-out points to reverse
the geherator polarity is not recommended as this
method allows a high Initial surge of current from the
battery to pass through the armature, which can
damage the windings, insulation, etc., and result In a
decreased service life of the machine.

Generally speaking, the majority of motor-cycles manu-
factured up to and including 1951 had the negative
terminal of the battery connected to the frame, The
majority of machines in current production have the
positive terminal earthed.

Fig, 2

Replacing the ball race
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MOTOR CYCLE MAGNETOS
MODELS N1, KN1, K1F, K2F and KVF
1. GENERAL starting, VWhen the engine fires and the speed of the

The motor cycle range of general service magnetos
consists of two basic designs, namely, base-fixed madels
and flange-fixed models, All models have wound
rotating armatures and high-cnergy magnets cast
Integral with che bodies. Brief descriptions of current
models are tabulated below:—

M1 Base fixed magneto for use with single-cylinder
engines. B.5.). tapered driving spindle of
centre-height 35 mm. Contact breaker actu-
ated by a tappet and face type cam.

K.N1 Similar to Medel N1, but centre-height of
driving spindle 45 mm.

K1AF Flange fixed magneto for use with single-
cylinder engines. B.5.1 tapered driving spindle,
Contact breaker actuated by ring type cam.

K2F Similar to Model K1F, but designed for use
with twin-cylinder engines, excepting V-twins.

KVF  Similar to Model K2V, but for use anly with
V-twin engines.

Small breathing holes are provided in the bodies of
the above magnetos. These holes should not be
allowed to become blocked.
Ignition timing s cither fixed or variable. When
provision for varlable timing is made, one of two
metheds is adopted. These methods are Manual
Control and Automatic (Centrifugal) Contral. With
the former methed, the cam is moved relative to the
armature, whereas in the latter method the armature
Is moved relative to the drive and for test purposes
these magnetos are regarded as having fixed ignition
timing.
With Manual Control, the position of the contact
breaker cam can be varied by the rider by means of a
Bowden cable connection to a control lever on the
handle bars.
With Automatic Timing Control, the point of firing is
fully retarded at start, and is advanced as the engine
speed increases. This variation is effected by using a
special driving gear carrying an inner plate fitted with
two pins; a weight is pivoted on each pin, and each
welght carries a pivoted toggle lever connected by
a contral spring to a pin at the pivoted end of the
weight. An outer driving plate, secured by a central
bolt to the magneto spindle, is provided with two pegs
on its underside. These pegs locate with heles in the
toggle levers.
When the magneto s statignary, the weights are in
the closed position and the timing is retarded for
i [

drive increases, centrifugal force acting on the weights
overcomes the restraining influence of the spring.
The weights, moving outwards, cause relative move-
ment to take place between the driving gear and the
magneto spindle, and in this way cause the timing to
be advanced. The range of movement s limlted by
stops provided on the driving plate,

The springs selected are matched to suit individual
engine models in order that this form of control will
conform closely to the changing requirements of the
engine,

WEIGHTS

DRIVING
GEAR

OUTER DRIVING
= PLATE

TOGGLE CONTROL
LEVER SPRINGS
Fig. 1.

An automatic timing control mechanism

2. ROUTINE MAINTENANCE
(2) LUBRICATION. To be carried out every 3,000

miles,

(i) Magnetos with Ring Type Cam

Wipe the outside of the magneto to remove dirt of
grease, and then take off the contact breaker cover.
Unscrew the hexagon headed screw in the centre of
the contact breaker and withdraw the contact breaker
from its housing. Push aside the contact breaker arm
retaining spring and prise the arm off its piver, Wipe
away any dirt or grease from the contacts with a petrol-
moistened clath.

If necessary, use a very fine carborundum stone to
polish the contacts, re-cleaning afterwards with a
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petrol-moistened cloth. Smcar the pivot pin with a
little Mobilgrease No. 2 before refitting the contact
breaker arm.

Remove the cam ring, which is a sliding fit in its
housing, and lightly smear inside and outside surfaces
with Mobilgrease No. 2. Both removal and refitting
of the cam ¢an be made easier if the handlebar control
lever is half retarded, thus taking the cam away from
its stop pin. Apply one or two drops of thin machine
oil to the felt cam lubricator in the housing, Refit the
cam, taking care that the stop peg in the housing and
the plunger of manual timing controls, engage with
thelr respective slots,

Refit the contact breaker. This can be made easier
if the contact breaker heel is away from the cam lobe;
turn the engine until this is so. The key on the pro-
jecting part of the contact breaker base must engage
with the keyway in the armature shaft, Refit the
hexagon headed screw and tighten with care, It must
not be slack, necither must undue force be used,

CAM LUBRICATING KEY WAy
WICK

\ )
|

r—

CAM

.J"lu., |I1
e

be removed. Take out the tappet which actuates tha
spring arm and lightly smear it with thin machine oll.
Extract the wire ring and remove the face cam,
Lighl;.zly smear both sides of the cam with Mobilgrease
Mo.

Refit the cam, taking care that the stop peg in the
housing and the plunger of the timing control engage
with their respective slots, Note that a recess js
provided for the ‘eye’ of the wire ring.

Check that the tappet moves freely in the contact
breaker casting.

Thread the special tag washer on the contact breaker
securing screw, and place the flat edge of the washer
against the location provided for it In the contact
breaker casting. Tighten the screw and lock it by
bending the tag washer against one of the hexagon
flats,

Wipe away any dirt or grease fram the contacts with
a petrol moistened cloth. if necessary, use a very fine
carborundum stone to polish the contacts, re-cleaning
afterwards with a petrol moistened cloth,

Refit the spring arm and backing spring. The bent
portion of the spring arm must curve outwards.
Place a lock washer over the fixing screw and tighten.

PROJECTING C'.LIP SECURING
KEY CONTACT
‘ BREAKER COVER
Wy
N/
Fig. 2.

Contace breaker with ring type cam

(i) Magnetos with Face Type Cam

The cam is lubricated by a wick located In the contact
breaker casting. To reach the wick, remeve the
backing spring and spring arm by wnthdrawung the
single securing screw, The wiek is carried in a hollow
hexagon-headed screw which can now be withdrawn,
Take care not to lose the insulating washer or tube,
Moisten the wick with a few drops of thin machine
cil and refit the hallow screw.

At this stage, bend back the brass locking tag from the
hexagon head of the contact breaker securing screw
and withdraw the serew. The contact breaker can now

CONTACT
BREAKER BODY
BACKING LUBRICATING
SPRING
SPRING
ARM CONTACT BREAKER
TAG WASHER SECURING SCREW

Fig. 3,
Cantact breaker for uta with faca type cam

(iii) Bearings
The main bearings of the magnetos arc packed with

grease during manufacture and need no attention
until a general overhaul is vndertaken.

(b) ADJUSTMENTS. Check cvery 3,000 miles.

(i) Setting contact breaker gap

The contact breaker gap must be set to 0.0127.0.015"
when the contacts are fully separated.

To adjust the gap, turn the engine until the contacts
are fully opened. Slacken the locking nut of the
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adjustable contact, and turn the contact by its hexagon
head untif a feeler gauge of appropriate thickness is a
sliding fit in the gap. Tighten the lock nut and recheck
the pap.

(ii)y Adjusting the Timing Control Cable

When manual control of timing is fitted, any slackness
inthe cable can be taken up by sliding the waterproofing
rubber shroud up the cable and turning the hexagen
headed cable adjuster. After adjusting, return the
rubber shroud to its original position over the adjuster
and central barrel.

(¢) CLEANIMG,. To be carried out every 6,000 miles,

Check the contact breaker contacts and, if necessary,
clean them as described in Para. 2 (3). Wipe the
outside of the magnete to remove dirt or grease.
Check the cable adjuster and control barrel (when
fitted) for signs of water ingress,

Remove the high tension pick-up or pick-ups and
polish with a soft dry cloth. The carbon brush must
move freely in its holder and, if necessary, clean it
with a petrol moistened cloth. Should the brush be
worh to within }” of the shoulder it must be renewed.
Whilst the plck-up moulding is remaoved, clean the
slip ring track and flanges by holding a soft dry cloth
against them with a suitably shaped picce of wood
while the engine is slowly turned,

The high tension cable or cables must be kept clean
and dry.

(d) RENEWING HIGH TENSION CABLES

if, on inspection, the high tension cable shows signs
of deterioration, it must be replaced, using 7 mm.
rubber covered ignition cable,

To fit a new high tension cable, bare the end for about
i", thread the knurled moulded nut over the cable,
and thread the bared cable through the washer
removed from the old cable.

Bend baclk the strands radially, and screw the nut
into the pick-up moulding.

HT CABLE

CABLE
STRANDS

WASHER

MOULDED
NUT

Fig. 4.
Renewing H.T, or ignitlon cut out switch cable

(e) RENEWING TIMING CONTROL CABLE

The Bowden timing control cable (when fitted) should
be renewed if it becomes frayed, otherwise moisture
may enter the contact breaker housing.

To do this, slip back the rubber shroud and, by means
of the hexagon at the base, unscrew the control barrel.
If the cable and the plunger to which it is attached are
now pulled upwards, the cable nipple can be disen-
gaged from the plunger slot.

Soften the solder and remove the nipple.

Thread the new length of cable through the rubber
shroud, cable adjuster, control barrel, sealing washer
and restoring spring. Solder the nipple to the end of
the cable. Engage the nipple with the slot in the
plunger and screw the control barrel into the body,
ensuring that the scaling washer is correctly fitted
between the barrel and the body.

Take up any slackness in the cable by means of the
adjuster before refitting the rubber shroud in position.

(f) CONTACT BREAKER SPRINGS

Correct contact breaker spring pressures, measured
at the contacts, are 18-24 oz, with ring typs cams and
28-36 oz. with face type cams.

3, SERVICING

(3) TESTING MAGNETQ IN POSITION ON ENGINE

To locate cause of misfiring or failure of ignition, check
as follows:

() Remove the sparking plug or plugs from the engine.
Held the end of the H.T. cable about }” from the
cylinder block and crank the engine. If strong and
regular sparking is produced the fault lies with the
sparking plug or plugs which must be cleaned and
adjusted or renewed.

(if) f no sparking is produced, examine the H.T.
cable and, if necessary, renew it as described above
in Para. 2 (d).

(iil) Very occasionally, the fault may be due to a cracked
or punctured pick-up moulding, This type of fault is
not casily detected by inspection, and a check should
therefore be made by substitution,

(iv) If an ignition cut out switch is fitted, disconnect
the cable at the magneto and retest. If the magneto
now functions normally the fault Is in either the
cable or the cut cut switch. Correct by replacement.
(v) If the magneto has recently been replaced or
removed, it may be incorrectly timed, Refer to the
engine makers’ instructions, and check,

(vf) Check the contact breaker for cleanliness and

correct contact setting as described under Main-
tenance.

If the cause of faulty operation cannot be traced from
the foregoing checks, the cause may be an internal
defect in the magneto. The magneto should therefore
be removed from the engine for dismantling.

BTl HapE
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SPRING
CONTROL CABLE
PLUNGER ™. ftf) STOP

7 CONTROL:

EARTHING BRUSH

PICKUP
MOULDING

NAME PLATE’

'y

_ 2 P
m

AND HOLDER

BREAKER
BODY
g

W ~--- SCREW SECURING
CONTACT BREAKER BQDY

LT 1 - i "EL?"‘uur
CAM BARREL \W«\%\‘«W\\
WIRE RING @8 - ' I} =
E
"""" ==
CONTACT ‘
BREAKER

SAFETY GAP SCREW

Fig. 5.

Typical base fixed magneto, dismantled

(b) DISMANTLING

Important:

The following dismantling, testing and reassembly
procedures must be carried out while working at a
clean bench,

() Remove the carthing brush and (when fitted)
the safety gap screw or screws. Failure to remove
these parts will cause damage to the armature, when
the latter is withdrawn from the magneto body.
The earthing brush is under the nameplate at the
contact breaker end of base-fixed magnetos, and near
the flange at the driving end of flange-fixed magnetos,

A safety gap screw (when fitted) is recessed in the base
at the driving end of singla-cylinder base-fixed mag-
netos — a second earthing screw being fitted opposite
to the first, in the case of twihnv:ylindger models, The
safety gap screw In single-cylinder flange-fixed mag-
netas is fitted in the underside at the contact breaker
end — a second screw being fitted [n the upper side,
in the case of twin-cylinder models.

() Remove the H.T. plck-up moulding or mouldings,
taking care to retain the gasket for use when re-
assembling,

(#if) Remove the contact breaker and cam as described
in Para, 2 (a).

(iv) If manual ignition timing control is fitted, remave
the rubber shroud, cable, cable adjuster, control
barrel, sealing washer, plunger and restoring spring as
described in Para. 2 (e).

(v) Take out the screws securing the contact breaker
housing te the magneto body and unscrew the pillar
carrying the cover retaining spring. The contact
breaker housing is now free to be withdrawn from the
magneto body, but care must be taken to retain the
sealing gasket and shims for use when reassembling.

{v]) Withdraw the armature from the magneto body.
The high-energy magnet in the latter does not need
a keeper across it; although a very small amount of
energy Is lost at the first removal of the armature,
subsequent remevals do not affect it.

Do not place the magneto body or armature near
to iron filings, always work on a clean bench.

§w‘i) Examine the armature for signs of damage. A
aulty winding or condenser can only be detected by
the tests given later,

parns T mave
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SAFETY GAP
SCREWS

oyl

FLINGING PLATE

Fig, &,

Typical flange fixed magneto, dlsmantled

(viin) It is important that the two ball bearings sup-
porting the armature are in good condition. These are
packed with greasc during manufacture and will stand
an almost unlimited period of normal running. If,
however, the shaft is bent, the bearings may begin to
fail and need replacing.

The balls and cages can be pulled off the inner races
without difficulty, and the inner races removed from
the armature shaft using an extractor. The outer races
can be remaved with an expanding collet type extractor
or by the use of a tool as shown in Fig. 7.

(ix) Examine the slip ring and moulding. If these
show signs of burning, tracking or other damage, a
new slip ring unit must be fitted. To do this, remove
the bearing adjacent to the slip ring, shims, grease
flinging plate and defective slip ring unit,

Note: When removing the inner race, the extractor
must bear on the brass shaft extension and

not an the electric contact or on the insulator
inside the shaft, A disc of appropriate dla-
meter can be placed across the face of the
shaft extension.

Carefully straighten the wire coming from the arma-
ture and check that it is clean. Fit the new slip ring
moulding on the shaft, taking care that the wire enters
the hole in the slip ring boss, and that it goes fully
home without bending. Seal the wire Into the boss
with varnish; a spccial air drying varnish is used
during manufacture, though shellac may be used If the
former is not available,

Refit the grease flinging plate, the correct number of
shims, and the inner race of the bearing.

(c} TESTING THE ARMATURE

(i) Checking Continuity of Primary Winding and
Insulation
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Fig. 7.
Removing bearing cuter race

A continuity check of the armature primary winding
can be made using 0—10 amp. ammeter and a twao-volt

supply, c.g. a tapping across one cell of a lead-acid
battery,

Screw the contact breaker retaining screw for a small
distance into the end of the armature shaft.

Mote: If the screw is screwed right home in the case
of base-fixed magnetos there wiil be a danger
of contacting and damaging the condenser.

Connect one terminal of the battery to one terminal
of the ammeter,

Connect the second battery terminal to the metal
body of the armature,

Contact the secand terminal of the ammeter with the
screw [n the armature shaft.

The ammeter should indicate approximately 4 am-
peres. If a current differing appreciably from 4

amperes is indicated, a replacement armature must be
fitted.

An insulation test, using a 500 volt insulation tester,
should give a reading of not Jess than 10 megohms.

(i} Simple Check of Secondary Winding

If test apparatus Is not avajlable, leave the connections
as described for the primary winding continuity check
and proceed az follows:

Take a 15" length of HT. cable and bare one end for
about 1" and the other end for about 4”,

Wrap the longer bared end about the slip ring brass
insert, taking care not to damage or scratch the brush
track, Holding the other end about 4" from the
armature shaft, flick the end of the wire from the
battery against the armature shaft.

Failure to spark indicates a fault either in the armature
windings or in the condenser. In either case a replace-
ment armature must be fitted.

11
i \ I
R BAYTERY
AMMETER ( 2-VOLT TAPPING |
i HT caBLe }
1
™ 1
N
[}
e { §
e b= ) o "
= -
TS
o B SCREW

ARMATURE

Fig. 8.

Connections for primary winding continuity test (additional
connection for secondary winding sparking test shown in
broken line)

(i} Checking Performance and Insulation

Connect in series an 8 volt accumulator, e.g. a tapping
across four cells of a 12-volt lead-acid battery, acontact
breaker actuated by a four lobed cam having a 45°
closed period, and the armature primary winding —
the contact breaker-to-primary connection to be at
carth potential. Connect a 0.2 mfd. condenser across
the contact breaker contacts.

Connect a high tension cable between the brass slip
ring insert, taking care not to damage or scratch the
brush track, and cither a 3-point spark gap or a
rotary gap set to 14 k.v.

Run the contact breaker cam at 750 r.p.m. to give
3,000 operations of the contacts per minute.

Regular sparking should occur. Explore the taped
surface of the armature windings with an earthed
pointer. Ne flash-over must take place.

If the windings are in order, sparking can occur even
if the condenser inbuilt with the armature is defective.
Disconnect, therefore, the external condenser. If
sparking now ceases or is irregular, the internal
condenser is defective and a replacement armature
must be fitted.

(iv) Checking Maximum Primary Running
Current

If a satisfactory performance is not obtained in the
foregoing test, measurement should be made of the

-
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* Connections for performance check of armature, using a
separately driven contact breaker (earthed probe, and connec-
tions for checking primary winding running current, shown In

hroken lina)

maximum primary running current. To do this,
include in the primary ¢ircuit @ moving coil ammeter
having a full scale deflectlon of not more than 5 am-
percs, together with a variable serics resistance of
approximately 5 ohms and of suitable current rating,

Run the contact breaker as before and adjust the
varlable resistance until occasional missing occurs,
i.e. when the armature is just failing to produce a
regular spark. The ammeter should then indicate a
current of not more than 1.2 amperes. If a current
reading differing appraciably from this figure is given,
the armature must be replaced.

Mote: Under no circumstances must the condenser
or ity connections be disturbed.
It is Important, when carrylng out either of
the forcgoing tests, to maintaln a constant
8 volt supply and a constant cam speed; also,
that the armature is free from external mag-
netic fields, e.g.. it must not be tested on an
iron bed plate or bench.

{d} REASSEMBLY

(i} Cleaning and refitting bearings and oil seals
The inner and outer bearings are matched and care-
fully run-in during manufacture and it is essential that
neither the cages nor the races become interchanged
end for end during reassembly, As 3 precaution,
remave, clean and replace the bearings one at a timea.
It should be possible to withdraw the bearings without
effort,

The cages should be washed in clean petrol and
afterwards dried, The jnner races should not be
removed from the armature shaft unneccssarily.

When an inner race has to be removed, It can be
refitted using a hand press and a length of tubing fitted
over the shaft and locating on the race, Lightly pack
the cages with high melting point grease, before
refitting them to the inner races. If the outer races
have been removed, place a new oil s2al in the bearing
housing at the driving cend of the magnete body.
Press the outcr races inta their housings with a
mandrel of the type shown in Fig. 10, taking care that a
serrated insulated washer is positioned between each
race and its housing. More than one insulated washer

- %J; e

6"

4
176
D B |y S
o 13—
Fig. 10,

Mandral for fitting bearing outer raza

may be used to ensure a tight fit of the race in its
hausing.

MNote: Oil seals may be cleaned only in light lubri-
cating oil, not in potral or paraffin,

{li) Check that the sllp ring moulding and insert
are clean, and that che interior of the magneto body is
free from swarf, etc, Insert the armature into the
body, shaft end first, :

(it) Refit the contact breaker housing, taking care
that the ¢nd plate shims are in position, and tighten
thc securing SCrews,

{lv) Check the armature for end fleat, It sheould
rotate freely when turned by hand but no end play
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should be present. !f necessary, add or remove shims
behind the contact breaker end plate until correet
armature rotatjon is obtained,

5hims are avallable of 0.003” and 0.005" thickness.
The actual amount of end float allowed depends an
the type of cam fitted, With ring type'contact breakers
an end float of 0.001" te 0.005" is allowed. With face
type contact breakers, an armature end float of 0.001”
to 0.003" is permitted,

{v) Refit the cam and contact breaker as described
in Para. 2 (a) and set the contact gap to 0.012" to
0.015" with the contacts fully open. Refit the contact
breaker cover.

(vi} Check that the H.T. pick-up or pick-ups are clean
and that the H.T. brush moves freely In its holder.
Lightly smear the seating surface of the magneto body
with grease before fitting the ¢ork washer and screws.

(vii) Check that the carthing brush or brushes move
freely in their holders, and rofit.

(viii) Refit the safety gap screw or screws, The
distance from the tip of a screw to the slip ring should
be 61—7) mm. Refit the name plate if removed.

(i%x) Refit auto-advance unit (when carried).

Note: When refitting or replacing an auto-advance
unit, do not press the unit right home on the
armatyre driving taper, but allow the retaining
bolt to de this as it Is tightened. In this way,
the danger of locking the retaining bolt before
the auto-advance unit s fully engaged on the
taper, or of accidentally cngaging the extractor
left hand thread with the retaining bolt, will

{x} Remagnetisation. Normally, remagnetisation
will not be necessary but, should it be considered so,
full instructions will be found in Section D-6 of the
Lucas Workshop Manual,

(xi) Carry out the tests and inspections specified
below. In the event of a magneto failing to perform
satisfactorily any of these tests, it must be returned
to the Works for examinatjen,

Endurance Test

With the contact breaker cover in place, run the
magneto for one hour at 3,000 r.p.m. with the H.T.
cable or cables connected to an B k.v. annular spark

Eap-

Inspection

After the above run, disconnect the magneto and
examine it as follows:—

Remove the pick-up or pick-ups and check for signs
of sticking brushes, and for flashover or of fouling
against the slip ring moulding.

Examine the slip ring for signs of flashover, burnt ar
rough track, presence of swarf or of eccentricity,
Remove the contact breaker cover and check as
follows;—

Ring type ¢ams: The contacts should be in line and
the maximum gap te be 0.012" to 0,015, The earth
brush, when fitted, should be free to mave in its
holder. The contact breaker arm must be frec to rock
on its pivot, All screws must be tight, and the contaces
must not begin to open before 3 after the magnetic pull.

Face type cams: The contacts should be in line and

be avoided. the maximum gap to be 0.012" to 0.015". The tappet
must move freely in its halder. All screws must be
tight.
Remove the earthing brush and check that it is free
INSULATING to move in its holder.

WASHER

OUTER JOURNAL OF BEARING

Fig. 11.
Pusition of sarrated Insulating washer

Check for excessive end float or any binding of the
armature.

Safety Gap Test

If the magneto is fitted with a spark gap or gaps,
remove the H.T. cable and run for 30 seconds at
1.000 r.p.m. in the case of magneto models N1 and KN1,
or at 1,800 r.p.m. In the case of magneto models K1F,
K2F and KVF,

Inspection

After the above run, remove the H.T. pick-up or
pick-ups and examlne for signs of tracking or flashover
at the slip ring.

High Speed Test
Connect the H.T. cable or cables to a rotary gap,

pamTH L mace
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set as shown In SB 222 Section 4 to 8 k.v, using a 24
mjcro-mha load, Remove the contact breaker cover,
No missing must occur over a speed range of 1,000—
3,000 r.p.m., Wvatch the contact brcaker gap for
excessive sparking,

While running at 3,000 r.p.m. the primary winding
should be short-circuited at Jeast six times, by touching
the rotating contact breaker with an earthed cable.

Low Speed Test

Connect the H.T. cable to a 3-point spark gap set to
5.5 mm. Use independent spark gaps in the case of
twin-cylinder magnetos. Not mere than 39, missing
must occur at the following speeds:—

Models N1 and KN1 130 r.p.m, (advanced)

170 r.p.m. {retarded)
Models K1F and K2F
Fixed Ignitlon or Auto-Advance 130 r.p.m,

Manual Control 110 r.p.m. (advanced)
150 r.p.m. §retarded)

Model KYF 130 r.p.m.

Automatic Advance Characteristics

These figures, when applicable, will be provided by
the Service Department on recelpt of the model and
service number of the magneto,
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MOTOR CYCLE MAGDYNOS

MODELS MOIL and MN2L

1. GENERAL

The magdyno is a base-fixed magneto-and-generator
unit, the body of the magneto portion being arranged

* to carry a standard strap-fixed generater of the patterns
described in Section L-2 Part A. A shock absorbing
drive is arranged between the magneto and generator
portions. Two magdyno models are produced, the
magneto portion of cach having a wound rotating
armature and a high-encrgy magnet case integral with
the body. These models are:

MOIL Magneta portion designed for use with
single-cylinder engines. Contact breaker
actuated by a tappet and face type cam.
Magdyno includes generator model E3L,

MMN2ZL Magneto portion designed for use with
twin-cylinder epgines. Contact breaker
actuated by ring type cam, Generator as
fitted to MOIL,

LOCKING MUT

FENSION FABRIC [ GENERATOR
SERING N ~ PINION

LOCKING WASHER FRESSURE RIMG

Fig. 1
Exploded view of generator drive

The shock absorbing drive is incorporated in the larger
of the twa pears which transmit the drive from the
magnete shaft to the gencrator, and is shown exploded
inFig. 1. This drive, whilst permltting maximum gener-
ator output to be obtained, reduces peak shock loadings
on the teeth of a bakelised fabric type gear to a mini-
mum value. The drive is taken from metal gear centre
A, keyed to the magneto shaft, to fabric gear rim B
by means of pressure ring C and tension spring D,
A peg projecting from gear centre A prevents relative
movement of the gear centre and tension spring D.
In the event of a back-fire or an electrical short-cireult,
slip will occur between the contacting surfaces of fabric
gear B and gear centre A_

2. ROUTINE MAINTENANCE

(2) LUBRICATION
To be carried out every 3,000 miles, see Section
L-5, Part A, Para, 2(a).

{b) ADJUSTMENTS
Check every 3,000 miles, as deseribed in Section
L-5, Part A, Para. 2(b).

() CLEANING
To be carried out every 6,000 miles, see Section
L-5, Part A, Para. 2{c).

(d) RENEWING HIGH TENSION CABLES
See Section L-5, Part A, Para. 2(d).

(2) RENEWING TIMING CONTROGL CABLE
See Section L-5, Part A, Para, 2(c).

() CONTACT BREAKER SPRINGS
See Section L-5, Part A, Para. 2(f,.
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3.
(a)

(b)

SERVICING

TESTING MAGDYNO IN POSITION ON ENGINE
Te locate cause of misfiring or failure of ignition,

check as described in Section L-5, Part A, Para, 3(a).

DISMANTLING

Impaortant:

The fellowing dismantling, testing and rcassembly
procedures must be carried out while working at
a clean bench.

The gencrator and magneto portions, can be
separated by withdrawing the generator securing
nut G and slackening band clip securing screws H,
see Fig. 2.

(i)

Remove the driving end cover 1, by unscrewing
the four countersunk securing screws, and bend
back the tags of locking washer E.

Whilst slackening securing nut F, the spindle can be
prevented from turning br using a special tool as
shown in Fig. 3. The tool consists of a U-shaped
length of }in. dia. mild steel red, the limbs being
fin, long and 3&in. between centres. Remove nut
F, locking washer E, tension spring D, pressure
ring C, and fabric driving gear B,

On single-cylinder models, take off contact breaker
cover !, spring arm K, and unscrew the contact
breaker securing screw L. Withdraw contact
breaker body M from the armature shaft, Spring

out the wire ring N and lift cut cam O and plunger
P.

Exploded view of typical single-cylinder magdyne
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On twin-cylinder models, unscrew the hexagon tapered shaft on which it fits. Remove the cam

headed screw in the centre of the contact breaker ring which is a sliding fit in its housing.

and carefully prise the contact breaker off the

(Hi) Remove the H.T. pick-up moulding or mouldings
R, taking care to retain the gasket for use when
reassembling. Unscrow and withdraw the earthing

USE TOOL IN THESE LOCATION brush holder §, also shown in Fig. 4.
HOLES TO TIGHTEN LOCKING NUT
S Release the contact breaker end plate W by with.

drawing screws T, earthing terminal U and piilar V.,
The contact breaker end plate, together with
shims X can now be removed.

(iv) In order to detach the armature from gear centre
A, tap the driving end of the shaft with a rawhide
mailet, The armature can then be withdrawn from
the magneto body. The high encrgy magnet in the
latter does not need a keeper across it; although a
very small amount of energy is lost at the first
removal of the armature, subsequent removals do

USE TOOL IN THESE ﬁ_f;:f not affect it.
. HOLES WHEN
UNLOCKING Do not place the magneto body or armature

near to iron filings, always work on a clean
bench.

(v} Examine the armature, bearings and slip ring as
Flg. 3 described in Section L-5, Part A, Para. 3b. (vii-ix).

Generator drive locking tool
(¢) TESTING THE ARMATURE
See Section L-5, Part A, Para. 3c (i-iv).

TIMING CONTRGL
PLUKMGER

BT L OCKING

EARTHING s D WASHER

BRUSH

p

Y
ADVANRCEC
& RETARD S5TOP

CAM RETATMING (I_‘l
RIMG

Fig. 4 Fig. 5
Earthing brush withdrawn Contact breaker end plate and tIming contral mechanizm
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(d) REASSEMBLY

(i} See Section L-5, Part A, Para. 3(d), noting that
safety gap screws and oll seals are normaily not
fitted to magdynos,

An exception to the above rule will be found in the case
of magdynos MN2 Part Nos. 46021 and 46077, These twa
models were fitted with a special drive end pilate incor-
porating an oil seal, See para, 3{e) for detalls of che special
reassembly procedure to be fallowed when rafitting these
end plates,

(i) Assemble the drive, keying gear centre A on to the
spindle and refitting fabric gear rim B, pressure
ring C, tension spring D, locking washer E and
locking nut F.

(ii) Check the drive slip-setting, as shown in Fig &,
With the gear locked, the drive should slip when a
torque of 4-10 Ib.-ft. is applled through a 12in,

LOCKING PLUG FOR
FABRIC GEAR

e

Fig. &
Mathod of checking generator drive

horizontal lever secured to the magneto spindle,

If slipping occurs below 4 Ibs. or above 10 |bs., a
new tension spring must be fitted.

(iv) Remagnetisation. Normally, remagnetisation
will not be necessary but, thould it be considered
so, full Instructions will be found In Section D-6
of the Lucas Workshop Manual,

(v) Carry out the tests and inspections specified below,
In the event of a magdyne failing to perform satis-
factorily any of these tests, it must be returned
to the Works for examinatjan,

Endurance Test

With the contact breaker cover in place, run the
magdyno for one hour at 1,600 — 1,800 r.p.m, with the
H.T. cable or cables connected to an 8 k.v. annular

spark gap.

Inspection
As Section L-5, Part A, Para. 3d (xi).

High Speed Test

See Sectlon L-5, Part A, Para, 3d (xi).
Mo missing should occur (when the control is advanced
or retarded) at 3,000 r.p.m,

Low Speed Test

Connect the H.T. cable or cables to a 3-point spark gap
set to 5.5 mm,

Use independent spark gaps in the case of twin-cylinder
magdynos. Not mare than 5 per cent missing must
occur at the following speeds:—

Retarded
160 r.p.m.

Advanced
10 r.p.m.

E— 0'69 Q" o T

R

0050

i
-
—-J 0580 1e—

DiR

Fig. 7
Mandrel to expand oil seal
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(e} REFITTING DRIVE END PLATES INCORPOR-
ATING AN OIL SEAL

The internal diameter of the oil seal is less than the
diameter of the driving sprocket boss. The oll seal
must therefore be expanded, by the use of the
mandre| shown in Fig. 7, before refitting the
sprocket.

To refit the sprocket, praceed as follows:

Remove the drive end plate from the magdyno,
and tnsert the mandrel from the armature side,
as shown I[n Fig. 8. The main shank of the
mandrel is of the same diameter as the external
diameter of the sprocket boss. The end of the
mandre|, however, has a reduced diameter, and
locates with the inside of the boss, The mandrei
will therefore open the oil seal and allow the
sprocket to be pressed into position in the end
plate without damage to the seal.

Remaove the mandrel, and refit the drive end

. plate to the magdyno.

Fig. 8
Replacing driving sprocket with mandral in pasition
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1. GENERAL

Coil ignition equipment fitted to motor cycles com-
prises an ignition coil and a contact breaker, and in
the case of twin and four cylinder machines, a high
tenslon distributor.

Figs. 1 and 2 illustrate the distributor types in most
common use. Model D1AZ is arranged for flange
fixing, and has the maln shaft carried on two bearings,
a bronze bush at the driving end supplied with lubri-
cant from the engine, and a ball bearing above the
cam, carried in a bridge piece forming part of the
» contact breaker plate, An adapter fitted to the end
of the shaft above the ball bearing carries a standard
type moulded rotor arm.

Model DKX is manufactured for single, twin and
four-cylinder machines. It has a moulded contact
breaker base, and the shaft i3 carried in two porous
bronze bushes. Twin and four-cylinder units have
high tension distributer rotors fitted on an extension
of the cam spindle, the moulded distributor cover
carrying electrodes in the usual manner,

SCREWS SECURING

COMTACT |
BREAKER ~
P IVOT

LUBRICATOR

it

Fig 1. Contact breakar, Model DK X,

Mounted immediately beneath the contact breaker
base is an automatic timlng <ontrol mechanism,
consisting of a pair of spring-loaded governor welghts
linked by lever action to the contact breaker cam,

At low engine speeds, the spring force maintains the
cam in a position in which the spark is slightly retarded,
Under the centrifugal force Imparted by increased

engine speeds, the governor welghts swing out agalnst
the spring tensjon, to advance the cam apd thereby
the timing of the spark te suit engine conditions at
the greater speed, It should be noted that in the case
of Model D1A2 the moulded rotor arm is connected
directly to the shaft and not to the cam as on Model
DKX and it Is not possible, therefore, to cause move-
ment of the cam by turning the rotor arm by hand.

DISTRIBUTOR

Fig. 2. Distributor Modcl DIAZ,

The ignition coil consists of a laminated core around
which are wound the secondary and primary windings,
Cne end of each winding is connected to the CB
terminal, the other end of the secondary winding is
connected to the high tension outlet and that of the
ptimaty winding to the 5W terminal. The coil
assembly {s wax-impregnated, and the sealed metal
case is filled with an insulating compound.
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2, ROUTINE MAINTENANCE

(a) Ignition Coil,

The only maintenance necessary is to keep the coil
casing clean and free from oil and water, paying
special attention to the moulding at the terminal end,
and to check the terminal connections for tightness
from time to time.

(b) Distributor.
(i} Lubrication. To be carried ocut every 3,000 miles.

Cam. 3mear the surface of the cam very lightly with
Mobilgrease Mo, 2 or, if this is not available, clean
engine oil may be used.

Cam begring. Remove the screw fram inside the rotor
bore and apply a few drops of thin machine oil to the
tapped hole thus exposed,

Contact breaker pivot. Place a small amount of Mabil-
grease Neo. 2 or clean engine oil on the pivot on which
the contact breaker lever works,

Shaft. When a lubricator Is fitted In the shank of the
unit, add a few drops of thin machine oil,

Automatic Timing Control.

Madel DKX: Unscrew the two screws securing the
contact breaker base plate to the distributor body
and lubricate the timing contrel mechanism with thin
machine oil, paying particular attention to the pivots.
Refit the base plate.

Model D1A2: Take the distributor off the machine
and remove cover and rotor. Inject a small quantity
of thin machine oil through the aperture between
¢am and contact breaker base plate.

NO GREASE OR OIL MUST BE ALLOWED TO
GET ON OR NEAR THE CONTACTS: WHEN
CARRYING OUT THE FOREGOING PROCEDURE.

(i) Cleaning. Ta be carried cut every 6,000 milas,

Wipe the inside and the outside of the cover moulding
with a soft dry cloth. On twin and four eylinder units,
pay particular attention to the spaces between the
metal electredes, and check that the small carbon brush
maoves freely in its holder.

Examine the contact breaker, The contacts must be
free from grease or ail. If they are burned or blackened,
clean them with a fine carborundum stone or very fine
emery cloth, afterwards wiping away any trace of
dirt or metal dust with 2 petrol-meistened cloth,
Cleaning of the contacts is made easier if the contact
breaker lever carrying the moving contact Is removed,
To do this, unscrew the nut securing the end of the
contact breaker spring, and remove the nut, sprin
washer and bush, Lift the contact breaker lever o
its bearing. After cleaning, check the contact breaker
gap setting.

(iii) Contact breaker setting.

Contact breaker gaps should be checked every 3,000
miles. if the gap is allowed to decrease below the
specified setting, rapid and excessive pitting and piling
may occur,

Turn the engine until the contacts are seen to be fully
opened and check the gap with a gauge having a
thickness of .0M0-.012in. (except for four-cylinder
units manufactured 1952 onwards which must be
0M4-Méin.). If the gap Is correct, the gauge should
be a sliding fit, but if the gap varics from the gauge,
the setting must be adjusted.

To de this, keep the engine in the positlon glving
maximum cantact apening and slacken the two screws
securing the fixed contact plate. Adjust the position
of the plate until the gap is set to the thickness of
the gauge and tighten the two locking screws,

With D1A2 units, while checking the gap, the driving
dog must be fitted or the shaft must be properly
supported at the base of the body.

(e) High Tension Cables.

Examine the high tension cables, Any which have the
insulation cracked or perished, or show signs of
damage in any other way, must be renewed,

3. SERVICING

(a) Testing in position to locate ignition fault.
If a failure of ignition or misfiring occurs, first make
sure that the trouble is not due to defects in the
engine, carburettor, petrol supply, sparking plug, etc.
If necessary adjust the sparking plug gap to the setting
recommended by the motor cycle manufacturer,
Ensure also that the battery is not discharged.

ﬁ) Examine the high tension cable{s). If the rubber
shows signs of deterioration or cracking, the cable
should be repewed,

(ii) Test each plug and high tension cable by remaving
the plug and allowing it to rest on the cylinder head
and observing whether a spark occurs at the points
when the engine is turned, |t should, however, be
noted that this is enly a rough test, since it is possible
that a spark may not take place when the plug is under
compressiof.

(1) Examine the contact breaker, checking the gap
setting and measuring the contact breaker spring
tenslon. This should be 20-24cz. measured at the
caontacts.

(iv) Switch on the ignition, turn the engine and
observe the ammeter reading, If an ammeter reading is
given which rises and falls with the closing and opening
of the contacts, then the low tension wiring is in
order, If the reading does not fluctuate in this way
a short circuit In the low tension wliring is indlcated,

VWhen no reading is given, a broken or |oose connection
in the low tension wiring is indicated.
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(v) To trace a fault in the low tension wiring, switch
on the ignition and then turn the engine untll the
distributor contacts are opeéned. With the aid of a
voltmeter (0-10 volts), proceed to make a point-to-
point check around the low tension circuit in the
following manner {note that some . machines may
have a wiring layout different from the example
quoted, and the appropriate wiring diagram should
pe referred ta).

Lead from the unearthed battery termingl to terminal B
on ammetear,

Connect voltmeter between ammeter terminal B and

earth; no reading indicates faulty lead or loose

connections.

Ammeter,

Connect voltmeter to the second ammeter terminal
and earth. No reading indicates faulty ammeter.

Lead (purple) between ammeter and ignition switch.
Connect voltmeter to terminal A on igpition switch

and earth. MNe reading indicates faylty lead or lcose
connectjons,

Ignitien switch.

Cennect voltmeter to terminal |G en ignition switch
and earth. Mo reading indicates fault in switch.

Lead (white) between ignitien switch and ignition coil.
Connect voltmeter to ignition coil terminal ‘SWV' and

earth. No reading indicates faulty lead or loose
connectlions.

Ignition coil.
Connect voltmeter to ignition coil terminal *CB' and

earth. Mo reading indicates that fault ligs in the coil
primary winding.

Lead between ignition coll and contact breaker.

Remove the lead from the terminal on the contact
breaker, and connect voltmeter between the end of
this lead and earth. No reading indicates faulty lead
or loose connections. Reconnect lead.

Condenser.

Connect the voltmeter across the contacts. If no
reading is obtained, disconnect the condenser and test
again. If 2 reading is now given, a new condenser
(0.2 microfarad) is required.

(vi) if the primary circuit is in order, the secondary or
high tension clrcuit can be checked as follows:—

Remaove the high tension cable from the plug (in single
cylinder engines) or the centre distributor terminal
(twin and four cylinder engines). Switch on the
ignition and turn the engine until the contacts close. .
Flick the contact breaker lever open while the high Fig. 3. Model DIAZ-dismantled.
tension lead from the coil is held about J in. away
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from the cylinder block. If the ignition equipment Is
in order a strong spark should be obtained. If no
spark is given, it indicates a fault in the ¢ireyjt of the
secondary winding of the coii and the coil should be
replaced,

(b) Dismantling the Distributor.
(i} Mode| D1A2. {(Fig. 3).

Spring back the securing clip and remove the moulded
COvYLr,

Lift the moulded rotor arm ‘A’ off the top of the
spindle,

Take out the screw ‘B’ and spring washer from the top
of the spindle. The adapter ‘C’ can now be withdrawn.
Remove the nut ‘D' and spring washer from the
terminal of the condenser 'E’. Take the nut 'F', spring
washer, flat stee] washer and insulating bush from the
pillar *G'. The metal strip connector ‘H' to the
condenzer can now be removed, Lift the end of the
contact breaker spring ‘I' from the pillar.

Take out the screw °J', spring washer and flat steel
washer from the plate carrying the fixed contact.

Unscrew the two terminal nuts ‘K’ and remove,
together with spring washer, flat steel washer and
insulating bush ‘L', The terminal bolt ‘M, connecting
link and insulation strip can now be removed. Take
out the two screws ‘O together with spring washers
which secure the contact breaker base plate to the
distributor body. The contact breaker base, together
with cam ‘P', spindle and automatic timing control
‘Q’ can now be removed. Press the shaft and timing
control from the bearlng in which it is held.

The automatic timing control should not be dis-
mantled unnecessarily, If it Is desired to dismantle
the mechanism, carefully note the position of the
varieus compenents in order that they may be refitted
correctly.

(i) Model DKX. (Fig. 4).

Spring back the securing clips and remove the moulded
cover. Lift the moulded rotor arm off the top of the
spindle (twin and four-cylinder units), Withdraw the
two screws ‘A’ together with the spring washers,
when the contact breaker base can be lifted off,

To remeove the moving contact, unscrew the pyt 'B'
on the pillar *C’ and remove the nut, spring washer
and bush, The contact breaker spring ‘D’ can then be
lifted off and the contact arm lifted from Its pivot ‘E’.

The fixed contact is carried on a plate ‘F* secured by
two screws. The condenser can be removed when its
terminal nuts and single securing screw are removed.
The shaft ‘G’ carrying the cam 'H’ and automatie
timing control *1* can be removed when the driving
dog is taken off.

The automatic timing control should not be dismantled
unnecessarily. If it is desired to dismantle the mechan-
ism, carefully note the position of the various com-
ponents in order that they may be refitted correctly.

(c) Bearings.

Badly worn bearings are usually indicated by the
maximum opening of the contacts varying considerably
as the shaft is slowly rotated by hand, while side
pressure is applied to the cam.

Fig. 4, Model DKX-dizmantled,
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Porous bronze bearing bushes should be inserted in
the body on a highly polished shouldered mandrel,
which on withdrawal will give the finished bore
diameter without machining. Before use, these bushes
should be stored in a covered container, and fully
covered with oil of a grade equivalent to Mobiloll Arctic
or other good thin mineral oil. The minimum time of
soaking should normally be 24 hours; in cases of
extreme urgency, this pericd may be shortened by
heating the cil to 100" C., when the time of immerslon
may be reduced to 2 hours.

The ball bearing in the D1A2 may be removed by
means of a normal type of extractor.

(d) Contact breaker,

VWhen trimming a palr of contacts, It I3 not essential
to grind down a slightly pitted contact, but only to
remove excess metal from the piled contact. Should
the pitting and piling be found excessive, a replacement
contact set, comprising both fixed and moving contacts
should be fitted. Before despatch, replacement con-
tacts are glven a protective coating of oil which should
be removed with a petrol-moistened cloth before
fitting.

(e) Reassembly.

Reassembly Is a reversal of the dismantling procedure
described in para. 3 (b). Mote that an insulating washer
must be placed over the contact breaker pivot before
the moving contact is fitted.

INSTRUCTIONS

fan g Mo



PART

General Description of the Lucas Range of Alternators
and their Functions in Service

ALTERNATOR MODELS
Old Range (RM13-14-15 - 5AF)

Motor cycle alternators comprise a six-pole permanent
magnet rotor and a six-limbed laminated iron stator. The
rotor is driven by an extension of the engine crankshaft
while the stator is located in the crankcase or chain case.
The rotor has an hexagonal steel centre, eath face of which
carries a high-energy magnet keyed to a laminated pole tip,
as shown in Fig, 1. The six pole tips are riveted to brass ¢nd
plates. This assembly is cast in aluminium and then mach-
ined to give a smooth externat finish. Five-inch diameter
stators, of differing thicknesses, have been used for all
models except RM 14, for which thick, intermediate and
thin hexagonal stator packs of 57" A/F (53" spigot dia.)
were used.

Two rotor tengths are used. Alternator, modet RM13/15
utilises the RMI13 stator pack with the longer rotor as
fitted in model RM 135, in order to obtatn output character-
1stics intermediate between these two,

LAMINATED POLE TIP

Pull F‘ ;:
A .( M‘\\\\ MAGNET
‘H‘Th__

Fig. 1 View of retor, sectioned

The same rotor and stator sizes are used in model SAF
(Fig. 2) scooter alternator but, in this case, the rotor is cast
integral with the engine flywheel and cooling fins. This
flywheel, when fitted to 6-volt units, carries an inertia ring
while, in 12-volt units, a ring gear is fitted for engagement
with the starting motor, model M3,

Fig. 2 Alternator model SAF, stator and flvwheel assembly

Models RM14 and RM15 (Figs. 3 and 4) are fitted to
large capacity machines having high top gear ratios while
the remainder are fitted to small capacity machines having
low top gear ratios.

EXTERNAL SPIGQAT
LOCATIONS

T LAMINATIONS

QUTPUT CABLE

Fig. 4 Alternator model RM 15, with rotor withdrawn

New Range (RM13 - 19 - 20/19)

Models RM18, 19 and 20/19 comprise a new range of
alternators superseding models RM13, 13/15, 15. The new
alternators differ from each other in thickness (the rotors
of RM18, RM19 and RM20/19 containing approximately
25, 32 and 45 iron laminations, respectively, with the
associated stators having approximately 14, 16 and 26),
and from the previous range in respect of rotor diameter-
the latter now being 0°165” (4'2 mm.) greater in diameter
and able to accept driving shafts of up to one inch (25-4
mm.} in diameter.

STATOR
.

BRASS
ENDPLATES

STEEL
CENTRE

ALUMINIUM ___.
CASTING

Fig. 5 Alternator model RMI8

Model RMI18 supersedes RM 13 and is normally fitted
to small capacity machines having low top gear ratios,
whilst RM 19, superseding RM13/15 and 15, is for larger

Page 5
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machines. Model RM20/19 is to accommeodate additional
current consuming equipment, such as two-way radio,
fitted to special purpose machines — particularly as used by
military forces and road patrols of the Police, Automobile
Association and Royal Automobile Club, Other versions
of the new range include units wound to provide A.C.
ignition, with or without the direct lighting of head, tail
and stop lamps. .

Rotors of the new range are straight-sided like those of
former models RMI12 and 14 but can be distinguished
from them by being 0-414” (10-5 mm.) smaller in diameter.
The steel centre of models RM13 and 15, on the other
hand, were recessed on the side that carried the Company’s
name. See Fig. 6.

The new stators, while carrying the usual coil cheek
retaining tags, also exhibit a small tongue at the side of
each pole core. See Fig, 7.

@)

Fig. 7 Alternator stators (a) new type (b) old type

Function

Today, motor cycle alternators are designed, either, to
provide battery charging through a full-wave bridge-
connected rectifier, in conjunction with magneto or coil
ignition — when (with coil ignition) provision is also made
for emergency starting in the event of a flat battery and
even for restricted running without a battery —or to

provide an A.C. energy transfer ignition system with direct
lighting.

A.C, IN\PUT

D.C.
OQUTPUT

Fig. 8a  Selenium metal plate rectifier (new type)

Alternators and battery D.C. lighting, with magneto
or D.C. coil ignition, are normally specified for Roadsters,
while alternators for direct A.C. lighting and A.C.
energy transfer ignition are normally specified for
Competition machines. A few alternator equipped
machines were made in which both battery lighting and
energy transfer ignition were combined. However, this
practice was discontinued due, mainly, to the problem that
the then existing sizes of alternators presented of providing
adequate ignition timing ranges with ample capacity for
battery charging.

Two typical motor cycle rectifiers are shown in Figs.

8(a) and &(b).
Alternators for Battery Charging

When no lights are in use, the rectified output of the
alternator is sufficient only to supply the ignition coil and
to trickle charge the battery. On turning the lighting
switch, the output is automatically increased to meet the
additional load. On some machines (usually those fitted
with magneto ignition) an increase occurs both when the
parking light is switched on and again when the main bulb
1s brought into use. On other machines (usually of low
capacity and with coil ignition, or with low speeds engines
and heavy electrical loading) an increase occurs only when
the main bulb is switched on. Details of the alternative
circuits involved are given in the section on “Working
Principles™.

Fig. 8b  Selenium metal plate rectifier (old type)
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Aiternators for A.C. Ignition

Alternator models for A.C. ignition are used, together
with a contact breaker unit and a special energy transfer
ignition coil, model 2ET or 3ET - the four-limb stator
winding of the alternator and the ignition coil primary
winding being electrically matched. The alternator supplies
a pulse of energy to the ignition coil primary winding
each time the contact breaker contacts open. These low
tension pulses are converted by the ignition coil to the high
tension voltages required at the sparking plug. This form of
ignition combines the good top speed characteristics of the
magneto with the good low speed performance of the
conventional ignition coil.

Fig. 9 Model 2ET coil (left) and model 3ET coil (right)

The remaining stator limbs are wound to provide
alternating current for a direct lighting set, or rectified
current for battery charging. Stop-lights are fed, either,
from two coils of a four-coil ignition winding or from
independent coils.

ROUTINE MAINTENANCE
Alternator

The alternator, having no rotating windings, com-
mutator, brushgear, bearings or oil seals, requires no
maintenance, apart from an occasional check of the snap-
connectors in the three output cables to ensure that these
ar¢ clean and secure,

To obviate metal contamination of the rotor, stator and
windings, the chain case ol should be changed as regularly
as 1s recommended by the motor cycle manufacturer. This
procedure is particularly important if the stator carries
ignition windings.

If removal of the rotor becomes necessary for any
reason, there will be no necessity to fit magnet keepers to
the rotor poles. On removing a rotor, wipe off any metal
swarf that may have been attracted to the pole tips and
put the rotor in a clean place.

Rectifiers

Selenium plate types: These rectifiers require no main-
tenance, apart from an occasional check of the cables and
the securing nut.

The nuts that clamp the rectificr plates together must
never under any circumstances be turned, the clamping
pressure having been carefully set during manufacture to
give the correct rectifier characteristics.

When tightening rectifier fixing nuts, the plate assembly
must never be gripped by hand in an attempt to prevent
turning. Instead, two spanners must always be used -
one being applied to the fixing nut and the other to the
hexagonal part of the mounting stud or, in earlier types,
to the backing nut.

The 2BA nuts shown in Fig. 8(a) must never be
disturbed.

Silicon Diode Types: These rectifiers do not require any
maintenance and, provided they are are mounted in such a
position as to allow plenty of cool air to flow between the
plates on which the diodes are attached:; these circular
plates are in effect a heat-sink, they will give a long
trouble-free service life.

Fig. 10 Stlicon diode rectifier with Lucar terminals

Zener Diode — Baitery Charge Current Controller (when
fitted : As with the silicon rectifiers, the main thing is to
see that the mounting plate or heat-sink is positioned so
that it has plenty of cool air flowing across it. It should
also be kept as clean and as dry as possible. No other
maintenance 1s required.

g EARTHING

STUD g

Fig, 11a {left) Zener Diode, model ZD715 (part no. 49345)
Fig. 11 (right) Clipper diode, model CD4008

Clipper Diode — Voltage Stabiliser

The same maintenance instructions given for the
Zener Diode apply to the Clipper Diode, Provided it is
mounted on a suitable heat-sink, in a good flow of cool air,
it only requires to be kept clean and dry in order to give a
long trouble-free service life.

Like most semi-conductor devices, the Clipper Diode
1s heat sensitive and has a maximum working temperature
which must not be exceeded. In this case, 239°F. (115°C.)
1s the safe upper limit. This means that the Diode must be
mounted on an aluminium or copper plate which will act
as a heat-sink. The heat-sink, to be effective, must be -&”
(1.59 mm.} thick, while the plate area will depend on the
maximum output of the alternator as follows:—

Up to 21 watts: 27 x 37 (50.8 x 76.2 mm.).

Up to 25 watts: 3" x3” (76.2x 76.2 mm.).

Up to 30 watts: 3" x 4”7 (76.2 x 101.6 mm.).

Care should be taken to see that the mounting stud is
not overtightened when bolting to the heat-sink. The
Clipper Diode should not be used with alternators having
outputs greater than 30 waltts.

Page 7



PART 2

Working Principles

HOW AN E.M.F. IS PRODUCED

When a conductor is moved through a magnetic field an
electro-motive force or E.M.F. is induced into it. If the
conductor forms a loop or closed circuit, an electric current
will register on a sensitive meter connected across the
conductor. When the conductor is moved downwards, as
shown in the illustration Fig. 123, the needle swings in a
direction corresponding to the direction of current flow.

Fig. I2u

Fig. 12b

If the conductor is moaved upwards, Fig. 12b, the needle
will swing in the opposite direction, indicating that the
current flow is also in the opposite direction.

The amount of movement of the needle will depend
upon the speed at which the conductor 1s moved up and
down, and the density of the magnetic field. The same
effect can be obtained by moving a magnet in and out of a
coil of wire, Fig. 13.

Induction wilt again take place and current flows in the
wire coil. This time, because the coil consists of several
turns of wire, instead of one single conductor, the induction
will be increased, thereby giving a greater output. The
sensitive meter, if connnected across the ends of the coil,
will register in exactly the same manner as it did with the
single conductor.

il
-~

il

F.

Fig. 13

t

Fig. 14
A SIMPLE A.C. GENERATOR

Figure 14 shows an A.C. generator in its simplest form,
The coil has now been wound round a piece of iron which
forms a yoke. The yoke helps to concentrate the magnetic
field around the coil. In the centre of the yoke a bar magnet
is made to rotate.

The direction of the magnetic field will change every 180°
of rotation of the magnet. In the left hand illustration the
north pole is at the top, but after the magnet has rotated
180°, the south pole is at the top. The magnetic field has
been reversed. The direction of current flow in the coil has
also been reversed. Induction has taken place due to
movement of the magnet in close proximity to the coil, and
alternating current has been produced.

Exactly the same thing happens on & larger scale, with
the LUCAS range of single-phase A.C. generators. The
current generated in the coils is vsed for lighting, and
ignition purposes, etc.

The principle of operation of the early LUCAS inductor
type generator is the same as that of the present day rotat-
ing magnet type, the difference being in the method used
to achieve this,

In the inductor generator (IA45) the coils and magnets
are stationary and a six-pole, laminated steel rotor, fixed to
the engine crankshaft, is used to cause the flux reversals
(Fig. 15a).

The RM range of generators uses a magnetic six-pole
rotor to cause the flux reversals, Fig. 15b, the coils are
stationary, being fixed to the stator assembly.
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(ot

.. Fig.15b
THE SINE WAYVE

The sine wave shown in Fig. 16 is simply a representation
of the sort of current output from an elementary alternator.
It shows the current output during one complete revolu-
tion of the bar magnet alternator in Fig. 14.

Fig. I

The vertical line represents the amount of current in
amperes, which is positive, above the neutral point or
horizontal line; and negative below the neutral line. Start-
ing from the left side, we divide this line into 360°, that is,
one complete revolution of the bar magnet. From 0° the
current gradually builds up to its maximum value at 90°;
then gradually reduces, being zero again at 180°, It now
carries on in the negative direction, reaching a maximum
at 270°, then gradually reduces again, becoming zero at
360°, This cycle is repeated as long as the magnet is
rotated.

RECTIFIER FOR BATTERY CHARGING

Because of the alternating characteristic of the current
produced by the alternator it cannot be connected directly
to a battery for charging purposes. A battery can only be
charged by a D.C. or unidirectional current. If a battery is
to be charged by the alternator, then a rectifier must be
incorporated in the circuit.

| UN-RECTIFIED (/\

us I VAN RECTIFIED /]

Figs. 17a (top) and 17b (hottom)

A rectifier is a device for converting an alternafing
current, Fig. 17a, inio a unidirectional current either by
the suppression or inversion of alternate half-waves, Fig.
17b.

Both selenium plate and silicon diode type rectifiers are
used with LUCAS A.C. sets. The formation of a selenium
element is shown in Fig. 18. It consists of a stecl base plate
with selenium. A metal alloy is then sprayed on to the
selenium, forming what is called a counter electrode. This
combination of base plate, selenium and counter electrode
has the property of allowing current to pass in one direc-
tion only, that is, from the base plate to the counter
clectrode. In practice, there is a smail reverse current
leakage, but from our point of view it can be disregarded.

SELENIUM
Bast_ | MMl .| COUNTER
PLATE ELECTRODE
COUNTER
DIRECTION | N ELECTRODE
CURRENT

Fig. 18
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With rectifiers of this type in the circuit, the generator
can be connected up to charge a battery. The alternating
output, which in effect would try to flow round the circuit,
first in a clockwise direction and then in an anti-clockwise
direction, becomes D.C. or unidirectional, and current
therefore will always flow through the battery in one and
the same direction, Fig. 19, The negative half waves, which
are shown below the horizontal dine, Fig. 16a, have been
suppressed, and only the positive half waves above the line
are allowed to pass through the rectifier and round the cir-
cuit. This arrangement is known as half-wave rectification.

In using this method of battery charging however, one

half-cycle of our generator output is unused. In practice
this problem is overcome by the use of a full-wave rectifier.

e
HII—=F={"~
Fig. [9

FULL-WAVE RECTIFICATION

A full-wave rectifier consists of four elements, of the type
shown in Fig. 18, connected so as to allow the full cutput
from the alternator to pass through to the battery.

The illustrations in Fig, 20 show the bridge connected
rectifier as it is called, connected in ¢ircuit with an alterna-
tor and battery. The left hand illustration (g) shows the
circuit when current is flowing in a clockwise direction; the
right hand illustration () an anti-clockwise direction. With
this arrangement the full output from the generator is
utilised. That is, both the positive half waves and the
negative half waves are used to charge the battery. The
efficiency of this type of rectifier is affected by the amount
of tension on the plates, which are held together by a bolt
and self-locking nut, The tension on this bolt is set correct-
ly before leaving the works, and should not be tampered
with in service.

Another type of selenium plate rectifier, used with the
earlier model 1A45 and RM12 alternators which have a
centre tapped winding, is the two element type illustrated
in Fig. 21,

Although structurally different from the bridge con-
nected type, it performs a similar function, rectifying the
full alternator output for battery-charging purposes.

o

Selinium plate rectifiers have now been superseded in
service by the Silicon Diode rectifier. The silicon diode
bridge rectifier incorporates four diodes, each mounted on
a small eircularplate which in effect constitutes a heat-sink.
In appearance this type of rectifier resembles the small
circular plate selinium rectifier, and in fact performs
exactly the same functions. It is, however, much more
robust and less prone to damage. A typical silicon diode
bridge rectifier is illustrated in Fig. 22,

Fig. 22 Silicon diode bridge rectifier

CONTROLLING THE ALTERNATOR OUTPUT

The simple generator which has been described on page
8 is of course not satisfactory for normal requirements,
and in practice contains not one, but several coils, each
consisting of many turns of wire assembled to the stator,
and the bar magnet becomes a multi-pole unit. The ampere
output from such a machine is considerably more than
would be obtained from the machine with the single coil
and bar magnet. Some form of output control is necessary,
otherwise the generator output would remain at a maxi-
mum irrespective of load requirements and the battery
would eventually become overcharged.

Inductor Generator 1A45

With the inductor generator, the method of output
control is quite simple, A wire resistor, wound on a
porcelain former is connected across the generator coil,
as shown in Fig. 23,

The resistor is switched in or out of circuit automatically
by operation of the lighting switch. When the resistor is in
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circuit part of the generator output is dissipated in heat,
reducing the amount of current which flows into the
battery and thereby avoiding overcharging.

Because the resistor is controlled by the action of the
lighting switch it will ouly be in circuit when it is required.
With the lighting switch in the OFF position the resistor is
in circuit and so reduces the generator output. When it is
in the PILOT or HEAD position, an increase in load, the
resistor is out of circuit allowing an increase in output to
compensate for the increase in load.

TELLOW

HALF-CHARGE A£55TOR

PURPLE [

§

arF,

v Fig. 23

Rotating Magnet Generators

Rotating magnet generators are also controlled by the
action of the lighting switch, but instead of a resistor being
used to reduce or control the output, the generator
windings themselves are used.

The alternator stator, on the rotating magnet type,
carries three pairs of series connected coils, one pair being
permanently connected across the rectifier bridge network.
The purpose of this latter pair is to provide some degree of
charging current for the battery whenever the engine is
running, Connections to the remaining coils vary accord-
ing to the positions of the lighting and ignition switch.

With the ignition key in the IGN position, the basic
output control circuits for rotating magnet alternators are
as shown in Figs. 244, b and c.
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Fig. 2da  Lighting switch in the “‘off”*" position

With the lighting switch in the OFF position, the output
control coils are short circnited, as shown in Fig, 24a, and
the alternator output is regulated to its minimum value by

interaction of the coil flux, set up by the heavy current
circulating in the short-circuited coils, with the flux of the
maguet rotor. Trickle-charging is provided by the per-
manently connected charging coils,

NoTE: Or some machines taking the RM 13 this arrange-
ment has been modified, so that in the OFF position the
control coils are not short-circuited but open-circuited, as in
the PILOT position, giving an increased charge rate Jor
normal running conditions.

In practice, this is achieved by taking out the link between
terminals 5 and 6 on the lighting switch. This should be done
in every case when servicing the earfier machines. The link is
now omitted on production machines taking the RMI3
A.C. set.

In the PILOT position, Fig. 24b, the control coils are
disconnected and the regulating fluxes are consequently
reduced. The alternator output therefore increases and
compensates for the additional parking light load.
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HEAD ‘
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Fig. 24b  Lighting switch in the “Pilot™ position

In the HEAD position, Fig. 24c, the alternator output
is further increased by connecting the control coils in
parallel with the charging coils. Maximum output is now
obtainable,

.

WG RECTIFIER
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Fig. 24c  Lighting position in the **Head" position

Special Control Applications

A.A, and Police machines fitted with two-way radio
incorporate a separate *boost™ control switch. This switch
can be used at any time, irrespective of the position of the
main lighting switch. When in the “boost” or closed
position maximum output is obtained from the alternator,
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see Fig. 25. When the switch is open the output from the
alternator is dependent upon the position of the lighting
switch,
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“BOQSTER’ SWITCH IN
(<LOSED) BOOST POSITION

Fig. 25 Circuit with “Boost™ switcl in ** Boost™ position

The output of the earlier model RMI12 series *C”

. machines is also controlled by varying the connections of

the windings, through the action of the lighting switch,

but the connections differ from those of the RMI13 and
RMI14.

Six leads are brought out from the RMI12 series “C”
alternator, making the arrangement of the connections a
little more complicated. However, the same principles
apply, the coils being short-circuited or open-circuited as
required, and the resultant interaction of the coil and rotor
fluxes regulating the output accordingly.

The connections, with the lighting switch in the OFF,
PILOT and HEAD positions are shown in illustrations
Figs. 26a and b.

Fig. 266  RMI2-Series “C>. Arrangement of coils with
lighting switch in “off* or “pilot” position

G

Fig. 26b  RM12-Series “C”. Arrangement of coils with
lighting switch in “head” pasition
EMERGENCY STARTING

Motor cycles fitted with the alternator-rectifier battery
charging system are normally provided with a means of
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starting the engine in the event of an otherwise healthy
battery becoming badly discharged. For this purpose, a
three-position ignition switch is used, labelled “Ign.”,
“Off" and “Emg.”. On switching to “Emg.” and kick-
starting the enging, the battery receives a charging current
and, after a while, the ignition switch should be turned
back to the normal running position *“Ign.”. (With the
circuit as used on single-cylinder machines and on twins
fitted with two ignition coils, the appropriate time to
change back to normal ignition is indicated by a tendency
for the engine to misfire, due to the rising battery voltage
being in opposition to the alternator voltage — thus a
steadily reducing amount of cnergy is available for
transfer to the ignition coil).

The emergency starting feature also enables short
journeys to be made (if absolutely unavoidable) without
battery or lighting. This is done by connecting the cable
normally attached to the battery negative terminal to an
earthed point on the machine and kick-starting the engine
with the ignition switch in the “Emg.” position, Fig. 27,

EARTHED TQ
MACHINE

BROWN LEAD
FROM AMMETER

=
/]

CONNECT THIS LEAD
TO {EAATH)-—FRAME
OF MACHINE

Fig. 27 Connections for running in “EMG” position without battery

Thus, a rider can make for home even if his battery has
failed completely or has been pilfered. It must be empha-
sised, however, that continuous running under these
conditions will result in badly burnt contacts in the
distributor or contact breaker unit and cannot therefore
be recommended.

Single-Cylinder Machines

When current flows through the windings in the direc-
tion indicated by the arrows in Fig. 28 and the contacts
are closed, the main return circuit to the alternator is
through one arm of the rectifier bridge. At the instant of
contact separation, the built-up electro-magnetic energy of
the alternator widings quickly discharges through an
alternative circuit provided by the battery and the ignition
coil primary winding. This rapid transfer of energy from
the alternator to coil causes H.T. to be induced in the
ignition coil secondary windings and a spark to occur at
the plug.

When using a machine for trials or competition pur-
poses, fitted with an RM alternator, and no lighting is
required, the battery can be removed and the machine
run continuously in the EMG position, providing the
cable normally connected to the battery negative terminal
is re-connected to an earthed point on the machine, see
illustration in Fig. 27.
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Fig. 28 Emergency Starting Circuit — Single Cylinder Machines

,. The inductor generator 1A45, when connected for
emergency start, has a conventional circuit, illustrated in
Fig. 29. Tt will be seen from the ilfustration that the
ignition coil primary winding, and the contact breaker are
connected in series.

-

Fig. 29 1445 — Connected for emergency starting

Also, the resistor is not connected in circuit allowing the
full output to be utilised for ignition purposes.

G4 G2

Fig. 30 1445 — Connected for use without battery

As with the RM12 circuit, the battery does not receive a
charge whilst running in the emergency position, so it is
necessary to switch back to the IGN position if lighting or
horn are to be used.

If it is required to use the machine for trials or competi-
tion purposes and no battery or lighting is required, then
the circuit should be re-connected as shown in the illustra-
tion, Fig, 30,

Twin-Cylinder Machines (single ignition coil and
distributor)

From Fig. 31 it will be seen that for twin cylinder
machines the ignition coil primary winding and the con-
tact breaker are connected in series, and not in parallel as
for single cylinder machines. The adoption of this conven-
tional practice permits a slightly more simple harness and
switching system to be utilised. It is, however, unsuitable
for use with single cylinder machines due to *idle”
sparking occurring before the contacts separate. Twin
engines when fitted with a distributor containing {wo
electrodes, are unaffected by this premature sparking.

With single cylinder machines connected as shown in
Fig. 28 “idle” sparking occurs after the contacts have
separated and so does not affect these engines.

wG RECTIFER
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IGNITION COLL

——

CAPACITOR
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Fig. 31 Emergency starting circuit —- twin cylinder machines
with H.T. distributor. The H.T. coil and contact-breaker are
connected in the conventional manner

Since with the emergency start circuit the battery
receives a small charging current, causing the battery
voltage to rise quickly, the machine should not be run,
under normal conditions, continuously in the emergency
start position, because the rising voltage of the battery
opposes that of the alternator and gradually effects a
reduction in the energy available for transfer to the
ignition coil.

This reduction in spark energy will cause mis-firing to
occur, which will, in fact, remind the rider that he has
omitted to return the ignition key to the IGN position.

When using a machine for trials or competition pur-
poses, fitted with an RM alternator, and no lighting is
required, the battery can be removed and the machine run
continuously in the EMG position, providing the cable
normally connected to the battery negative terminal is
re-connected to an earthed point on the machine, see
illustration in Fig. 27.
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Fig. 32 RM12— Series “C”. Connected for emergency starting

RMI12 Series “*C” (Six Lead) - The circuit for emer-
gency starting on this alternator differs from that used with
the later machines. The arrangement of the stator coil
winding differs; six leads are brought out instead of three.
It is used in cenjunction with a centre tapped rectifier
(Fig. 21) and a resistor is connected across the alternator
to allow for continuous running in the EMG position.

A disadvantage with the RMI2 layout is that the
battery does not receive a charge whilst the machine is
being run in the emergency start position and, without a
battery, it is not possible to use the lighting or horn. The
illustration in Fig. 32 shows the emergency start circuit
layout for the RM12 Series “C” alternator,

As with the RM13 and RMI14 sets, the brown lead
connected to the battery negative terminal should be
reconnected to an earthed point on the machine, for trials
or competition purposes, as shown in Fig. 28.

Twin-Cylinder Machines (twin ignition coils and
twin contact-breakers)

With the ignition switch in the normal running position
IGN, each coil, with its associated pair of contact-breaker
contacts, serves one of the cylinders — each functioning as
an ordinary battery coil ignition circuit. On switching to
EMG, however, one of the ignition coils functions on the
energy transfer principle.

The illustration (Fig. 33) shows the circuit used for
emergency starting, With this circuit the No. | contact-
breaker is arranged to open when the alternating current
in the windings reaches a maximum in the direction shown
by the large arrows. The circuit functions as follows:

With the contacts closed the main return circuit to the
alternator is then via one arm (element) of the rectifier
bridge and the closed contacts. In effect the four output
control windings have been short-circuited allowing a
heavy current to build up and circulate through them.

At the instant of contact separation this built-up
energy quickly discharges through an alternative circuit
provided by the battery and primary winding of the No. 1
or EMG ignition coil. The rapid transfer of current from
alternator to ignition coil primary results in H.T. being
induced in the secondary winding and an efficient spark,
at the plug.

The efficiency of the energy transfer ignition is quite
high because the alternative circuit through the battery,
when the contacts are opened, is virtually a short-circuit
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Fig. 33 Emergency starting circuit — Twin eylinder machines
(with twe ignition coils and dounble contacr-breaker unit)

path owing to the fact that the “flat” battery has little or
no potential difference across it. Therefore, very little
energy is lost at this point.

However, due to the fact that the current surges do pass
through the battery, and the fact that the two permanently
connected charging coils are also in circuit, the battery
begins to build up a potential difference across its termi-
nals until, after several current pulses, assuming the
engine has fired and is running on one cylinder, it gradually
effects a reduction in the amount of energy available for
transfer to the ignition coil. This reduction in spark energy
will cause misfiring to oceur, which in the event of the rider
omitting to return the ignition key from position EMG to
TGN, serves as a reminder to do so. The contact points will
be badly burnt if the rider prolongs running in the EMG
position.

Another feature of the system is that coil No. 2 even-
tually comes into operation during emergency starting, so
that after a few seconds running on one cylinder, number
two cylinder cuts-in and the engine functions as a normal
twin-cylinder unit. The fact that it will operate on both
cylinders after a few seconds does not detract from the
statement, made in the previous paragraph, about the
rising battery voltage causing misfiring to occur,

Although the No. 2 coil “*SW* terminal is linked to the
same feed cable as the “SW”’ terminal of No. 1 coil, it does
not pass any of the energy transferred from the alternator,
during the “‘energy transfer” pulse, as at this particular
instant the No. 2 contact-breaker points are open, open-
circuiting the No. 2 coil primary circuit. It is fed eventually
however, because the battery voltage or potential difference
builds up due to the current from the alternator passing
through it, causing the battery to assume a stronger
polarity characteristic. And therefore, in between the
No. 1 coil being fed by energy pulses from the alternator,
the No. 2 coil will, when its associated contacts close,
receive current direct from the battery which is gradually
becoming charged. This results in the engine firing on both
cylinders, It will not run at full power until switched to the
IGN position, because the energy now available for the

Page 14



PART 2

-

Working Principles

Rectifiers should be kept clean and dry and so fitted as
to allow air to circulate freely through the plates for
cooling purposes.

Dirty or Corroded Battery Terminals

Battery connections should be kept clean and tight,
particularly the one made to the frame of the machine.
It is also important to keep the top of the battery clean
and dry.

Sulphated Battery

A sulphated battery is usually the resuit of lack of
maintenance, i.e., failure to maintain the electrolyte at the
specified level, and allowing the battery to remain for long
periods in a partially charged or discharged condition. A
regular check on each cell should be made to see if it
requires “topping-up” and if necessary distilled water
should be added to the electrolyte to bring it up to the
correct level.

A.C. IGNITION

An alternator designed for A.C, ignition has the
ignition generating coils connected in series with each
other and with the primary winding of a special ignition
coil. The earlier model coil is known as the 2ET, the
current model is called the 3ET, (Figs., 35 and 36).

These special ignition coils employ a closed iron circuit
and have a primary winding whose impedence is closely
matched to that of the ignition generating coils of the
alternator. As a result of this electrical matching the
ignition performance combines the good top speed
characteristics of the magneto with the good low speed
performance of the conventional ignition coil.

Fig. 35 Model 2ET Ignition Coil

Fig, 36 Model 3ET Ignition Coil

The A.C. ignition system functions as follows:

The contacts of a contact-breaker unit or distributor are
connected in parallel with the ignition coil primary wind-
ings, since one end of the stator winding, one end of the
ignition coil primary winding and one side of the contact-
breaker is earthed, as shown in Figs. 37 and 38.

Closure of the contact-breaker contacts short-circuits
the ignition coil primary winding and, at the same time,
creates a closed circuit of the stator ignition windings. As
the magnet rotor turns, voltages are induced in the stator
coils giving rise to alternating currents during the period
that the contacts are closed. At the instant of contact
opening, however, a pulse of electro-magnetic energy
{developed in the stator during the contacts closed period)
1s discharged through the ignition coil primary winding.
The effect of this energy pulse in the primary winding is to
induce a high tension voltage in the ignition coil secondary
winding which is then applied either directly or by way of
a distributor to the appropriate sparking plug.

Timing considerations

Since the magnetic rotor of the alternator is keyed or
otherwise located on the crankshaft, the magnetic pulse
in the alternator stator, which produces the energy pulse
to feed the ignition coil primary winding, must be timed
to occur at the firing point of the engine.

IGNITHON
COoIL

CONTACT BREAKER LIGHTING

SWITCH

| TAlL

SPARKING ‘

PLUG
A

ML
=

—=—ENERGY TRANSFER IGNITION-—= ~— DIRECT LIGHTING -——

Fig. 37 A.C. ignirion and direct lighting
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The magnetic pulse occupies several degrees of crank-
shaft (and therefore of rotor) rotation. A fairly wide
angular tolerance would thus be available for a fixed
ignition engine,

However, it is desirable with most four-stroke engines
to incorporate an ignition timing control (usually centri-
fugally operated) giving a range of advanced and retarded
sparking. The magnetic relationship of the alternator rotor
to its stator must therefore be governed by this fact,
namely, that the engine firing point will vary by several
degrees between the fully retarded starting condition and
the fully advanced running condition.

This is exactly the same problem which obtains with a
manually controlled magneto and gives rise to the same
characteristics, i.e., the available sparking voltage for a
given kick-start speed reduces progressively with the
amount of retard angle. A magneto, however, is a sell-
contained unit and will produce a spark however grossly it
may be mistimed to the engine. This is because a magneto
contact-breaker is always in correct relationship to the
magnetic geometry of the unit. With an alternator, how-
ever, the position of the magnetic rotor with respect to the
stator, and to the engine piston at the instant of firing, is
pre-determined by its located position on the engine
crankshaft.

The range of retarded magnetic timing that can be used
with a particular engine depends in part on that engine’s
startability, since the required plug voltage is influenced by
many factors of engine design. The speed at which it can be
kicked over in attempting to reach this voltage will depend
on piston and bearing friction, kick-starter ratio, etc.

The characteristics reproduced in Fig. 39 show how the
avatlable plug voltage varies with different magnetic timing
positions and for different speeds of rotation. The reference
point is known as the Magnetic Neutral position, when the
interpolar gaps of the rotor are situated on the centre-lines
of the stator limbs.

It will be seen that whilst the optimum magnetic posi-
tion is some 4° past the Magnetic Neutral at 200 rev/min,
it changes to some 12° past at 2,000 rev/min, due to
distortion of the magnetic flux.

It will also be seen that the sparking performance
deteriorates rapidly a few degrees before the Magnetic
Neutral position. Hence commercial tolerances on key-
ways, etc., dictate the inadvisability of approaching too
near to this critical point in the advanced or running
position of engine timing,

As previously stated the extent to which the retard
timing can be used depends on plug voltage requirements
at starting and on kick-starter speed.

For example, if the required plug voltage is 6 kilo-volts,
the retarded timing would be restricted to about 20°
(engine) if the kick-starting speed was to be limited to
200 rev/min — in practice, a fairly low speed. On the other
hand, at the fairly normal kick-starting speed of 400 rev/
min, a timing range of some 30° could be accommodated
with plug voltages up to about 8 kilo-volts.

It will be appreciated, therefore, that accurate ignition
timing is an important requirement in the operation of an
energy transfer system. The optimum conditions are
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Fig. 39 Curves showing how sparking plug veltages depend on
magnetic Himing and kick-starting speeds

determined by the engine designers during the develop-
ment stages and these conditions should always be main-
tained in order to ensurc the highest performance, both
from the engine and from the ignition system designed to
work with it,

1t will also be appreciated that amateur tuning, depart-
ing from the designers’ recommendations, cannot be
expected to improve a highly developed engine. Indeed,
some harmful results may occur. For this reason, indiffer-
ent sparking outside the prescribed range will almost
certainly indicate tampering and may well serve as a
warning to the would-be tuner.

ZENER DIODE CHARGE CONTROL

The new LUCAS Zener Diode Charge Control for
12-volt alternator equipped motor cycles eliminates over-
charging of the battery and permits the use of extra acces-
sories such as flashing direction-indicators and a fog or
long range driving lamp. With coil ignition machines,
four coils of the conventional aiternator are permanently
connected across the rectifier. With magneto ignition,
two coils are so connected. The Zener Diode is conmected
in parallel with the 12-volt battery (or two 6-volt batteries
connected in series) between the ignition coil feed-wire
terminal of the ignition switch and the Diode heat-sink,
which is at “earth™ potential.

EARTHING
STUD

Fig. 40 Zener Diode
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FUNCTION OF ZENER DIODE AS A CHARGING
CURRENT REGULATOR

The illustrations in Fig. 41 show how the Diode is
connected inte the alternator circuit, Bearing in mind that
it is in parallel with (or shunted across) the battery, it
operates as follows:

Assuming the battery is in a low state of charge, its
terminal voltage (the same voltage is across the Diode)
will also be low, therefore the maximum charging current
will flow into the battery from the alternator. At first none
of the current is by-passed by the Diode, the latter being
non-conductive due to the low battery terminal volts.
However, as the battery becomes recharged its terminal
voltage rises until, at approximately 14 volts, the Zener
Diode, which up to this point has opposed the passage of
current, becomes partially conductive, thereby providing
an alternative path for a small part of the charging
current. Further small increases in battery voltage result
in large increases in Zener conductivity until, at approxi-
mately 15-volts (the on-charge voltage of a fully charged
12-volt battery), about 5 amperes of the alternator output
is by-passing the battery. The battery will continue to
feceive only a portion of the alternator output as long as
the system voltage is relatively high.

Depression of the system voltage, due to the use of
headlamp or other lighting equipment, causes the Zener
Diode current to decrease and the balance to be diverted
and consumed by the component in use. If the electrical
loading is sufficient to cause the system voltage to fall
below 14-volts, the Zener Diode will revert to its high
resistance state of virtual non-conductivity and the full
generated output will go to meet the demands of the
battery.
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Fig. 41  Maroreyele alternator civeuits with Zener Diode Charge
Control

To prevent overleoading of the Zener Diode (which has a
nominal current rating of 5 amperes) some form of switch-
ing is still required. In lighting switch positions “Off” and
“P” four coils of the stator are permanently connected
across the rectifier for coil ignition circuits, and two coils
for magneto circuits. In the “Head” position full alternator
output is obtained by connecting all six coils across the
rectifier. This is shown in Fig. 41. The Zener Diode is
normally connected so that it is switched *“in” and “‘out”
of circuit by the action of the ignition switch.

Some 1966 motorcycles already incorporate another
variation of the Zener Diode Charge Control. All six coils
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are permanently connected to give a continuous maximum
output, there is no provision for varying it through the
action of the lighting switch. In this application the Zener
Diode is mounted on a heat-sink of approximately 36 sq.
in. in area, which is positioned so that the maximum
amount of air can flow over it. The alternator coil con-
nections, on earlier machines, are made by joining together
the external cables Green/Black and Green/Yellow.
Eventually these connections will be made internally, on
the stator windings. Page 84 shows the complete wiring
circuit for this new system. Simplified switching and
wiring circuits are possible with this arrangement, as com-
pared with earlier systems,

Caution

Do not attempt to convert existing machines to this new
system, unless the Zener Diode is first mounted on a heat-
sink of not less than 36 sq in, and can be positioned on
the machine so that the maximum cooling effect is obtained.
It wruest nor be fitted in any position where the air flow is
poor, otherwise premature failure of the diode will ensue.

(A) (e

OFF
»

7 ®PILOT

®HEAD

Fig. 42 Latest alternator circuit with Zener Diode Charge
Comtrol, full output from coils “ A, ' B” and *'C” is obtained
irrespective of position of lighting switch

Conversion of existing 6-volt alternator equipped
Motorcycles to 12-volt — With Zener Diode Charge
Control

Full details for carrying out the conversions are given in
Pubiication No. 2380, available on request, together with
a list of all of the various models of motor cycles, which
can be converted to this new method of charging control.
General details of the equipment required are given on
pages 28 to 31L.

CLIPPER DIODE — VOLTAGE STABILISER FOR
MACHINES FITTED WITH DIRECT LIGHTING
SYSTEMS

A common fault experienced with machines equipped
with Direct Lighting is the blowing of bulbs. This may be
due to faulty dipper switches. causing momentary voltage
surges, bad connections or indefinite earths, or purely
excessive voltage generation caused by improper design
probably amplified by wide production tolerances in the
manufacturing of the generator units. Whichever is the
cause, the Clipper Diode will effectively protect the bulbs
against filament failure. The diode will not offer protection
against vibration, filament fractures or faulty bulb manu-
facture.
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Fig. 43 Clipper Diode

The diode is wired into the circuit so that when the
lights are switched on, the generator is also feeding the
diode. This can be achieved by connecting either into the
Tail-lamp feed or the wire supplying the Dipper Switch.
If no Dipper Switch is used, the connection would be
made directly to the Headlamp bulb feed.

Function of Clipper Diode as a Voltage Stabiliser

The Clipper Diode, as its name implies, limits or clips
the positive and negative peaks of the generated voltage
when it exceeds a certain maximum level, and in effect
maintains or stabilises the system voltage at a constant
safe value. It can be likened to an opened switch, in its
non-conductive state, until the generated voltage exceeds
the required system voltage, then it automatically closes,
becomes conductive, dissipating the excess power in the
form of heat. The Zener breakdown voltage of the diode
15 9 — 11 volts.

It should be remembered that the Clipper Diede is in
effect two Zener Diodes in a back-to-back arrangement, as
both positive and negative voltage pulses need to be
limited.
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INCREASED CHARGING RATES — 6-VOLT A.C.
EQUIPPED MACHINES

During the winter months, when motor cycles are used
mainly for short journeys, and parking lights are used
more frequently, motor cyclists find, that on A.C. equipped
machines, it is sometimes difficult to maintain the battery
in a fully charged condition,

It is not possible o increase the maximum output of the
alternator (i.e., when the lighting switch is in the head-
lamp position), but an increase in output is obtainable in
the “ofl” and “pilot” switch positions. This is achieved
simply by interchanging the green and yellow {or mid
green) and green and black {or dark green) leads at the
snap connectors where the alternator leads join the main
harness.

A greatly increased charge rate is obtained with the
alternative connections and we do, therefore, recommend
that they are used only whilst making short journeys
during the winter months. If a Tong journey is necessary.
the original connections should be restored.

It is appreciated that changing the leads at the connec-
, tors is not entirely convenient. Fortunately, it is possible to
modify the wiring to incorporate a switch for this purpose.
The wiring modifications are simple, although differing
slightly, according to the type of ignition switch fitted to
the machine. In each case, however, the same switch,
part number 31757, is required. This switch has “Lucar™
type terminals, so that “Lucar™ connectors will also be
required. Connectors and plastic covers can be obtained in
packets of 10 under part number 54942078 and 54190042
respectively.

Machines with PRS8 Lighting/lgnition Switch or
63SA or 88SA lgnition Switches

Remove the alternator green and yellow (or mid
green) lead from terminal 16 on the lighting/ignition or
ignition switch, and connect instead to terminal No. 2 on
the changeover switch. (See diagram 1). Connect a new
lead from terminal No. 3 on the changeover switch to
terminal No. 16 on the light/ignition or ignition switch.
Remove the alternator green and black (or dark green)
lead from the rectifier terminal, but do not remove the
other lead at this rectifier terminal which is connected to
the lighting switch,

Connect the Jead removed from the rectifier to terminal
5 on the changeover switch and a new lead from terminal
No, 6 on same switch back to the rectifier terminal from
which the alternator lead was removed.

Machines fitted with PR1/2 Ignition Switch

The same instructions as above apply, except that the
alternator green and vellow {(or mid green) lead is removed
from terminal 11 of the PR1/2 switch. (See diagram 2.).
This lead is still connected to terminal No. 2 on the change-
over switch, whilst the new lead from terminal No. 3 on
the switch is now connected back to terminal No. 11 on the
ignition switch,

Special Notes:

Due to the type of connections employed on the 63SA
and 88SA switches, we recommend that to make these
alterations the lead is cut a few inches from the ignition
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switch and the new connections made with the ajd of snap
connectors.

C_h_angc;ove_:r switch must be in the normal charge
position if it 1s necessary to start the machine in the
emergency position, although once the ignition switch has
been turned to normal ignition position, the changeover
switch can be returned to the high charge position.

IGNITION WARNING DEVICES

Many motor cyclists would like some form of warning
device which would indicate that the ignition has inad-
vertently been left on, a state of affairs which usually
results in a flat battery,

With motor cycle A.C. circuits it is not possible to fit,
at reasonable cost, an ignition warning light which will
function in exactly the same manner as on D.C. equipped
mfiChil‘lés. But, if a warning light is connected in parallel
with the ignition coil, it will remain on as long as the
ignition switch is on and would, therefore, provide a
reliable warning.

Simple to install, the warning light body is earthed to
the frame of the machine and the single lead is connected
to the feed lead which connects the ignition switch to the
ignition coil. Either the ignition switch or coil terminal
would be suitable connecting points.

WIRING MODIFICATIONS —WHEN CON-
VERTING A.C. EQUIPPED MACHINES FROM
COIL TO MAGNETO IGNITION

Some owners preferring magneto ignition modify their
coil ignition alternator equipped machines to magneto
operation. However, it must be remembered that it is still
necessary to turn the ignition key to the “on” position on
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converted machines before the alternator can charge the
battery. This could easily be overlooked, and as continuous
running in this condition will almost certainly damage the
rectifter, we recommend the following wiring modifications
depending upon the type of lighting/ignition switches.

Machines fitted with PRS8 combined Lighting/
Ignition Switches

Remove the Brown/Purple or Purple lead from terminal
No. 13 on switch and connect into switch terminal No. 12.
Remove the lead from terminal 18 and connect instead
into terminal No. 16.

Machines fitted with 635SA or 885A separate Lighting
and Ignition Switches

Disconnect the Brown/Purple or Purple lead joined to
terminal 13 on ignition switch and connect to the lead
joined to terminal 12.

Disconnect the lead at terminal 18 and connect now to
terminal 16.

Note:

Due to the type of connections employed on these
5w1tches, we recommend that to make these alterations,
tle lead is cut as close to the switch as possible, and new
connections made with the aid of snap connectors.

Machines fitted with 41SA Lighting Switch and
PR1/2 Ignition Switch
Move the Brown/Purple or Purple lead from terminal 2
to terminal 4 on the ignition switch, and similarly move the
Green and Yellow lead from terminal 11 to terminal 13.
Once the appropriate modifications have been made,
the ignition switch will no longer be operative.

RM11 ALTERNATORS

Both the RM12 Series “A™ (four lead) and Series “C”
(six lead) alternators are now obsolete, but the stators are
still being serviced on a repair only basis.

However, it has been necessary to use currently avatlable
cable, in order to keep costs to a reasonable figure,

In cases where the stator has been repaired, the new
leads should be connected to the main harness, in accord-
ance with the following instructions:

RM12 Series “*A’’ four lead Stator

RM13/14/15 ALTERNATORS

When these alternators were introduced, the three out-
put cables were Light Green, Mid Green, and Dark
Green,

It was observed that, after long service, these colours
were affected by oil and atmospheric conditions, and it
became difficult to distinguish the individual colours. To
assist identification, the Mid Green cable was modified to
Green and Yellow.

Later, for the same reasons, it was decided to modify
both Light Green and Dark Green cables to Green and
White, Green and Black respectively.

Original Intermediate Later

Light Green Light Green Green and White
Mid Green Green and Yellow Green and Yellow

Dark Green Dark Green Green and Black

FITTING A “LUCAR” SERVICE CONNECTOR

STAGE |.

THREAD THE INSULATING
COVER OVER THE CABLE

STAGE 2.

STRIP INS3ULATION NEATLY FROM
CONDUCTORS

STAGE 3.
FEED CONDUCTORS THROWGH ..
APERTURE & GRIP CABLE
FIRMLY IN TAGS

New Stator Lead connect Existing Main
Colour to Harness Cable Colour
Purple Purple STAGE 4.
Tan Red i corerons ex
Light Green Yellow SPREAD FLAT
Mid Green Green

RM12 Series ““C”” six lead Stator

New Stator Lead connect Existing Main

Colour to Harness Cable Colour

Purple Purple

Brown Buff

Light Green Yellow

Dark Green State or Grey

Mid Green | Green

Tan |*

*Connect these leads to Green by using the existing double snap
connector,

STAGE 5
SOLDER SECURELY &
NEATLY TO
CONNECTOR

DO NOT ALLOW
SOLDER TO RUN
FREELY THROUGH §
APERTURE

STAGE &

ALLOW THE JOINT TO COOL THEN
SLIDE THE COVER OVER THE
CONNECTOR
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USING THE MACHINE FOR TRIALS OR
COMPETITION PURPOSES

If the machine does not incorporate A.C. ignition, it can
be used without a battery, and in the EMG. position,
provided the lead which comes from the main harness and
connects to the battery negative terminal, is earthed to the
frame of the machine.

If an 1A45 alternator is fitted, re-connect leads as shown
in Fig. 30.

PRS8 SWITCH — CONNECTIONS

The connector linking terminals “5” and “6” of this
switch must be discarded if no connector was fitted be-
tween these terminals on the original switch.

Single-Cylinder Machines

The wire-link connections of this switch are arranged to
control A.C. Lighting-Ignition Sets as fitted to single-

cylinder machines.

Twin-Cylinder Machines

If this switch is required to control an A.C. Lighting-
Ignition Set on a multi-cylinder machine, one of the wire-
link connections must be modified as follows:

(i) Disconnect and remove the wire which passes across
the back of the switch from Terminal 14 to Terminal
19,

{(ii) Shorten this wire and re-connect it between Terminal
14 and Terminal 15.

WARNING — USE OF D.C. SUPPLY FOR
CONTINUITY TESTS

Under no circumstances should a D.C. supply be used
for checking the continuity of the stator windings, unless a
bulb of low wattage or resistor, is used in series with the
test leads.

SECURING A SILICON DIODE RECTIFIER

The central fixing bolt
of the rectifier must make

electrical contact with the \___ T
frame of the motor cycle. S

When tightening a rectif- Qi '%Lm&

ier hold the spanners as (o)

shown in the illustration —  ~SULUNOTILLLS

nuyimi
P
CED
i

right. Never disturb the
selk-locking nut which
clamps the plates
together. If the plates are twisted the electrical connect-
ions will be broken. Note that the fixing bolt and nut are
+x28 UN.F. thread and are both marked by circles
to indicate this thread form.

Fitting Model 41SA Service Replacement Lighting
Switch—Part Number 31763

This switch can be used to replace Model 41SA Lighting
Switch, Service Number 31754,

It will be seen that this switch has six terminals whereas
the original switch had only four terminals. When fitting
the new switch, the extra two terminals, numbers “6” and
*“7”, are not used — the remaining four terminals being
connected up in the same manner as the original switch.

Fitting Model 41SA Service Replacement Lighting
Switch—Part Number 31676

This switch can be used to replace Model 41SA Lighting
Switch, Service Number 31626, fitted to some 1956/57 Nor-
ton and Ariel Single and Twin Cylinder Motor Cycles.

It will be seen that this switch has six terminals whereas
the original switch had only four terminals. When fitting
the new switch, the extra two terminals, numbers “6” and
*“7’, are not used —the remaining four terminals being
connected up in the same manner as the original switch.

Wiring Connections when fitting PRIj2 - 34095 in
place of PRI/1 - 34088

(As used with A.C. lighting-ignition set RM12 fitted to
Triumph 5TAC motor cycles 1952/53, frame numbers
33868 — 35334 inclusive).

This 14-Terminal Ignition Switch, PRI/2 34095, is an
authorised replacement for the 9-Terminal Ignition
Switch, PRI/1 34088, originally fitted to the above motor
cycles. Terminals 3 — 14 and 2 - 6 — 8 on the new switch
are linked. External connections must be made as follows:

Cable Terminal on Terminal on

Colour Old Switch New Switch
Green 2 2
White 10 3
Grey (Slate) 3 7
Red 4 11
Light Blue 6 13
Purple 1 15

Fitting Model PRI/2-34093 Service Replacement
Switch

{As used with A.C. lighting-ignition sets RM13 and
RM14).
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Single-Cylinder Machines

The free end of the link shown attached to Terminal 6
must be connected to Terminal 15,

Multi-Cylinder Machines

The free end of the link shown attached to Terminal 6
must be connected to Terminal 8.

Fitting Model PRS6 - 34087 to Triumph Series “A”
Machines

Remove the link connected between terminals “4” and
“6” before fitting to a Triumph Series “A” machine.

Velocette Scooter 1961 — Alternator Wiring
Connections

All Velocette scooters have the alternator cables con-
nected Green/Yellow to Green/Black; Green/Black to
Green/Yellow, to give a continuous maximum charging
rate. This is normal procedure and is carried out on the
production line at Veloce Ltd.

METHODS OF ADJUSTING THE DAYTIME
CHARGE RATE ON RADIO-EQUIPPED MOTOR
CYCLES

Six-volt battery charging requirements of motor cycles
are normally met by fitting an alternator {or a dynamo})
having a maximum output of some 9% to 104 amperes. If,
in addition to the usual electrical equipment, radio
communication apparatus is fitted, some five or seven extra
amperes are required to operate the receiver and up to
twenty-one to operate the transmitter. The receiver often
represents a constant running load on machines used for
road patrol duties.

WIRE
LINK

The running conditions of radio equipped motor cycles
vary from high-speed long-distance daylight patrol work to
slow-running localised duties involving long periods of
night parking. Conditions of the first kind call for a small
trickle charge while those of the second demand the
highest possible boost charge whenever the engine is
running. A high degree of charge-rate flexibility is there-
fore essential if the generator output is to match all service
needs and thus ensure satisfactory battery performance
and life. LUCAS alternators have this flexibility. They are
designed to provide five alternative daytime charge-rates—
the most suitable being selected by interchanging certain
external connections. It should be noted that regardless of
the charge-rate selected, the maximum output is always
developed in the lighting switch position “Head"”.

The adjustments are simple to make but the responsi-
bility for making them should rest with the Maintenance
Personnel who, being familiar with the running conditions
and the state of the batteries on machines in their care, are
best placed to judge when modifications to the charge-
rates are necessary. In the event of doubt, however, advice
should immediately be sought from the world-wide Lucas
Service Organisation,

ALTERNATOR SNAP HARNESS
CABLES CONNECTCRS CABLES
i S
' el il LIIIIII!I]IIJ|||IIII|lf‘lllIl]lllhr

LIGHT GREEN (LG}

LIGHT GREEN {iG)
GREEN,WHITE {GVY)

GREEN,WHITE (GvY)

| T TV I

GREEN/YELLOW (G}

GREEN/TELLOW (GY)

%ﬁnunn.nmnnnu““nun..-

DARK GREEN (DG) DARK GREEN (DG}

GREEN:BLACK GREEN/BLACK
Fig. 45

The alternator stator carries three pairs of series-
connected coils. The output in the lighting switch positions
“Off” and “Pilot” is adjusted by varying the number of
coils connected across the rectifier and battery and either
shorting or open-circuiting any remaining coils, according
to the tabulated instructions opposite. The number of coils
connected across the rectifier and battery can be varied by

ALTERNATOR RECTIFIER
CCOILS LGorGW AND BATTERY
(8) (<)

1ia) 1
518 |

GY DG or GB

SHORT-CIRCUIT CURRENT
iN CoILS (A)AND (B)
REDUCES OUTPUT FROM
colLs {C) By MAGNETIC
INTERACTION

Tl

Fig. 46
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transposing connections between the alternator and the
wiring harness at the snap-connectors. Any remaining coils
can be shorted or open-circuited by inserting or with-
drawing the wire link shown connecting the lighting switch
terminals “5” and *“6" in Fig. 44.

How to make an adjustment

If the state of charge of a battery appears consistently to
indicate that the daytime charge-rate is either too high or
too low, proceed as follows:

(i) Examine the alternator cables where they join the
wiring harness and make a note of the colour of each
cable as it enters and leaves its snap-connector.

=

=
(A) (B) {C)
L — —
NO CURRENT FLOWS (N — | ! ’ ! Ht"

COILS (A]anD [B) ALLOWING
INCREASED QUTPUT FROM

LG or GW LG or GW

R TIETITTITEETIIT S I TR TV T T )

LG — Gy
- L L.
1 ..
- 1L
DG er GB DG ar GB
Fig. 48
(iiy Examine the lighting switch and see if terminals “5"

(iii)

and “6” are linked,

Refer to the table below and note that the five
alternative methods of connection are given in
columns 1 and 2 -line 1 producing the minimum
ouput and line 5 the maximum.

(Some idea of the effect of each method can be
gained by reference to columns 3 and 4. Similar
effects can be obtained with other alternators in the

coiLs {C) Lucas range. Reference to the theoretical circuit of
Fig., 47 cach method is made in column 3),
Alternator Lighting Switch Model RM14 Qutput in amperes at: Schematic
Connections Terminals *5” and ‘¢’ 2,000 r.p.m, 5,000 r.p.m. Diagram
1 2 3 4 5

1 AsFig. 45 Linked 24 -29 2:75 - 325 Fig, 46

2 AsFig 45 Not linked 375425 45 - 50 Fig. 47

3 AsFig 48 Linked 5-25-575 625- 675 Fig. 49

4 As Fig. 48 Not linked 65 - 70 75 - 80 Fig. 50

5 As Fig. 51 Not linked 85 -90 9-5 -10-0 Fig. 52

NOTE

The output of alternators connected as in Figs. 46 and 49 increases in the switch positions “Pilot™ and “Head”.

When connected as in Figs. 47 and 50, an increase occurs only in the switch position “Head”. When connected as in Fig.

52 maximum output is developed in all positions of the switch.

This latter method of connection is recommended for any small capacity motor cycle carrying a radio receiver, Even
though the receiver be of low power and limited range, it does represent a steady additional drain on the battery — a drain
to be balanced from the ouput of a single small alternator. If the amount of night riding is considerable, it may also be
necessary to arrange for systematic recharging from a separate supply,

Disconnect at the snap connectors the PURPLE, GREEN and YELLOW cables, but leave the
BI.UE cable connected for ignition purposes. The above readings should be obtained from a satisfactory

alternator,

Page 24



PART 3

General Servicing Information

(iv) Identify the method of connection used on the
machine by comparing it with those given in columns
1 and 2, and reconnect the alternator and switch to
obtain the next higher or lower charge-rate, as
required.

T

Lm'Hu-

If, after a representative trial period, the alternator
output still does not match the running conditions, repeat
the above procedure,

SR

LI'I'HI'-

EFFECT SIMILAR TO
FIG.46 BUT OUTPUT
GREATER

Fig. 49

EFFECT SIMILAR TO
FIG. 47 8UT OUTPUT

GREATER

Fig. 50
LG or GW — LG or GW
w lulunx“““‘.-...n.
GY GY

DG or GB m./::;:

IS TN T RN L,

ek L1V G g

DOUBLE SNAP-CONNECTOR
REQUIRED HERE

Fig. 51

a

MAXIMUM OUTPUT
FROM ALL COILS

—

[ e

Fig. 52

THE DOUBLE GENERATOR CHARGING
SYSTEM

Some machines intended to carry radio communication
equipment are fitted by the motor cycle manufacturers
with the LUCAS Double Generator System in which the
combined outputs of an alternator and d.c. generator are
fed into a 6-volt battery. A typical wiring diagram for a
coil ignition machine fitted with this system is given in
Fig. 53 and that for a magneto ignition machine in Fig. 54.

The system comprises a crankcase-located Model
RM13, 14 or 15 alternator with its magnet rotor carried
on and eriven by an extension to the crankshaft, and a
Model E3L generator mounted either separately and
driven at engine speed or forming part of a standard
magdyno.

In general, the normal electrical demands are met by the
rectified output of the alternator whilst any additional
radio loading is met by the generator. The alternator
output is controlled by the lighting switch in the usual
manner and, depending on the alternator and switch
connections, increases automatically in the switch positions
“Pilot” and “Head”. The generator output is under
compensated voltage control.

HEADLAMP
MAIN
BULB

CONTACT
BREAKER
- EY ]
B
coL CBY =
B e .
SW!-I WHITE -
= [z T
=
RECTIFIER E / \\
ST paaw serew -] TOF
Sk — * o
PRFLE E .
o " OYNAMO
—— c ol Im =
THE (M
2 -
ALTERNATOR < sm
N T 3
. F8f SNAP
h © COMNECTORS
; - o
. 1 wow

G- YOUT

1 —y
s STOP LAMP

SNAP HORN PUSH
SWITCH CONNECTORS

ERLAT]

T STOP-TAIL
| LAMP

Fig. 53 Alternator| D.C. generator and coil ignition

Providing the generators are driven above their mini-
mum “balancing speeds” (when charge and discharge
currents are equal) the battery charging current is addi-
tional to the load current and varies from a trickle charge
of some 1-5~2-5 amperes into charged batteries to 3-5 -
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5.0 amperes into discharged batteries. These combined
charging rates are substantially constant for all sizes of
battery and, as mentioned above, lamp switching and
compensated voltage control cause the output {rom the
generators to increase automatically and balance the load
as each item of equipment is switched on.

On leaving the motor cycle manufacturers, the alter-
nator terminal connections are arranged as in Fig. 44 and
the lighting switch terminals “5”" and *“6” are not linked.
However, the charge rate can be varied to suit individual
requirements as previously described.

High-Output Alternators

Unless special reasons exist for retaining model E3L
generator and its associated control box, as in certain
export orders, motor cycles requiring additional electrical
generating capacity are now fitted with a single high-
output alternator and rectifier,

Models 63SA and 88SA Switches

These small switches each comprise two separate light-
ing and ignition portions having, together, virtually the
same terminal numbering as the larger combined ignition
and lighting switch model PRS8 shown in the wiring
diagrams in Figs. 53 and 54. Terminal connections are
made by crimping or soldering.
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Fig. 54 Alrernator! D.C. Generator and Magneto Ignition

Adjustment of Alternator Output

Removal of the wire link shown in Fig. 44 is applicable
only to model PRS8 switches, since, with models 63SA
and 88SA, the cable from terminal 18" shown in Fig. 53
is taken to terminal ‘5" and not to terminal “6”. The
same increase in alternator output can however be
obtained with switches 63SA and 88SA by cutting and
taping-up the cable from terminal “4”’. About 11" should
be left attached to the switch to allow for any future
re-conngction.

Note

Terminal **4” (or, in switch models U39 and 415A, No.
“77) is only used with 3-rate charging systems, i.e., where
an increase in alternator output occurs in the Parking
Light position, When used, terminai “*4” (or “77, U39
and 41SA)} must be disconnected before attempting the
wiring modifications shown in Figs. 48 and 51, should the
higher outputs obtained with these latter methods of
connection be required.

Cable Colours
Cables formerly coloured Light Green are now White-
with-Green.

Cables formerly coloured Dark Green are now Green-
with-Black.

LIGHTING PORTION VIEWED

FROM FRONT OF SWITCH FROM BACK OF SWITCH
! i
2 3 |
@ ? T S I
;% |
i
5 .
-7 "’}L’i‘( “14C _—A*‘””iof\?
ue ‘ ®7 150 18
9 O
10 ‘
16 | 17
8 L
LIGHTS OFF IGN. ON

e . 50 | Ol
i 3 sl
B
PARKING & TAIL IGN. OFF

.
i F 13 T 12
.q’? .:5 Q/i
'i_ .PB 40 "l""ﬁ 9

n} |

Q
[ ]
16
B X 17
HEAD & TAIL : EMG, ON

Fig. 55 Internal switch connections of model PRSS Switch,
(Applicable also to modefs 6354 and 8854}
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Fig. 56  Double Generator installation with Alternator, Magdyne
and, either model U39 or 41 85A Lighting Switch,
{(Note: Cable LG connected to terminal “*7" on
3-rate charging systems to give lowest ourput)
(see Fig. 46)

Fig. 57 Double Generator installation with Alternator, D.C.
generator, Magneto and, either, Model U39 or 4154 Lighting
Swirch. Also, alternative connections for Twin Windtone
Horns and associated relay (suitable only on donble
generator machines)

NOMINAL QUTPUT OF MODELS RM13, RM13/15, RM15, AND SAF ALTERNATORS

Alternator Output (Rectified) in amperes at:
Alternator Lighting Switch PRSS - Schematic
Connections | Terminals °5” and ‘6'* 2,000 r.p.m. 5,000 r.p.m. Diagram
1 3 4 5
RM13/15 RMI13/15
RM13 5AF SAF RMLi35 RM13 5AF SAF RMI15
{6-volt) | (12-voit) {(6-volt} | (12-volt)

71 As Fig. 45 Linked 1-75-2:0 |2-25-2-5 [1-25-1-5 {2-25-2.5 (2-75-3-25)275- 3-25|2-5 -3-0 |3-0 — 3-5 | Fig. 46
2 As Fig. 45 Not linked 30 -325]|3:25-3-5 |2:0 -2:25|375-4-0 [4-25-4-75{4:5 ~ 5-0 |3-75-4-25|4-75- 5-25| Fig. 47
3 AsFig. 48 Linked 3-25-35 |45 —4-75(3-0 -325|50 -5-25(5-75-625|6:0 — 65 |525-5-75|60 —~ 65 | Fig. 49
4 As Fig. 48 Not linked 5-25-5'5 [375-6-0 |3-7540 |625-65 |70 -75 |75 - 80 |65 -7-0 (75 — 80 | Fig. 50
5 As Fig. 51 Not linked 70 -7-25|7-75-8-0 |50 -5-25(8-25-85 | 90-9-5 |9-5 -10-0 |80 -8-5 |95 -10-0 | Fig. 52f

*For U39, 41SA, 63SA and 88SA equivalents, see page 26 and Fig. 56 caption, L
+The connections shown in Fig. 52 are also obtained on operating the Maximum Charge Rate Switch fitted to certain single-alternator
motor cycles equipped with two-way radio. To avoid overcharging, such switches must only be operated with the radio load connected.
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THE CONVERSION OF EXISTING 6-VOLT MOTOR CYCLES TO 12-VOLT
ZENER DIODE CONTROLLED OPERATION

NEW EQUIPMENT REQUIRED

When converting a LUCAS motor cycle alternator
circuit from 6-volt to 12-volt Zener Diode controlled
operation the electrical units which must be considered
are: battery, Zener Diode and its associated heat-sink,
rectifier, ignition coil, distributor (or contact breaker unit),
lighting equipment, and any extra electrical accessories
that may be fitted, Each of these units is considered
separately below,

Battery

12-volt motor cycle batteries are available but, another
method of obtaining a 12-volt supply is to put another
G-volt battery in series with the existing one. Providing
the two batteries are of the same type and capacity, and the
old one is in a charged and healthy condition, this arrange-
ment will function satisfactorily. The lowest suitable
battery capacity is in the region of six or seven ampere-
* hours. Two batteries, model MK9E/2, connected in series
would give a 12-volt capacity of TAH. Two of these
batteries occupy approximately the same space as one
PU7E battery.

Two MLOE batteries could be used. These have a
capacity of 12 ampere-hours at the 10-hour rate, but as
they are larger the problem of accommodating them on the
motor cycle will be greater. For sidecar use, one of the
smaller car batteries such as model BHNSA/7/8 could be
installed in the sidecar boot.

Ampere-
Battery Voltage Hour Dimensions in Inches
Model per Capacity

Unit (16-Hour
Rate) Length | Width | Height

MKJYE/2 6 7 a3 142 5

MLYE 6 12 441 22 53
BHNS5A/7/8 12 18 15 5% 7%
PU5SA 12 8 5§ 3% 5%

Zener Diode and heat sink

A stud-mounted Zener diode, Part Number 49345 will be
required. The diode must be bolted to a heat sink (cooling
fin) to prevent its working temperature from rising above
the designed operating range. The heat sink must be made
of copper or aluminium sheet of approximately 16 8. W.G.
(15" thick), have an area of 25 square inches, and be as
square as space limitations permit. In practice, it is found
that an area of 6” x 41" (as shown in Fig. 58) can most
readily be accommeodated. The diode must be mounted as
near to the centre of the heat sink as possible. Care must be
taken to see that the metal of the heat sink is *flat around
the diode fixing hole to ensure maximum heat conduction
from the diode. The diode fixing nut should be tightened to
a torque between 24 and 28 1bfin. Care should be taken not
to exceed this figure otherwise the fixing stud may shear.

I e I A
: }
|
FIXING HOLES | 2k
TO SUT |
R -

- 2l
o ;
O / |
\
LSIAFIXING HOLE  MATERIALD 16 SW.G.
O e ALUMINIUM
OR COPPER

Fig. 38 Qurline and dimensions of typical heat sink
Jfor Zener Diode

Rectifier

Over the years several rectifiers have been used on
alternator equipped machines but only the latest design,
Part No. 49072, is definitely suitable for use with Zener
diode charge control. This is a black silicon bridge unit,
introduced in April 1962, which functions equally well in
either 6 or 12-volt circuits. If the existing rectifier i1s a
square selenium unit, Part No. 47132, or one of the
carlier selenium types, it should be removed and Part
No. 49072 fitted. Lucar terminals, Part No. 54942078,
and insulating covers, Part No. 54190042, will be required
for connecting up the new rectifier.

Ignition Coil

The existing ignition coil will be a 6-volt unit. This must
be replaced by a 12-volt unit.

Replace model MA6 with MA12, Part No. 45101, or
model LA6 with LA12, Part No. 45141,

Capacitor

The capacitor fitted in contact breaker unit model 18D1
and distributor model 18D2 is unsuitable for use with
12-volt ignition coils. It must therefore be removed and
a new capacitor, Part No. 54441582, fitted externally.

All other capacitors are suitable for 12-volt operation.

Horn

Several 12-volt horns are available, including a 12-volt
version of the original horn fitted (probably high frequency
horn model 8H), the more powerful high frequency
model 6H, and the car type windtone horn, model 9H,
which can be used either singly, or as a matched low and
high note pair. If a pair of windtone horns is fitted, it will
be necessary to use a relay to limit the current passing
through the horn button contacts.

*Ensure that the washer is fitted immediately under the nut and not between the
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Horn model 8H: Part No. 70164

Horn model 6H: Part No. 70159

Horn medel 9H, Low Note: Part No. 54068009

Horn model 9H, High Note: Part No. 54068008

Relay model 6RA: Part No. 33188 (For use
with two windtone horns)

Headlamp ‘

On machines fitted with 7-inch left-hand dip light units
(Marked “RIGHT HAND DRIVE™), replace the bulb
with Lucas No. 414, 12-volt 50/40 watt.

On machines fitted with 7-inch vertical dip light units
(Marked “MOTOR CYCLE”), replace the bulb with
Lucas No. 446, 12-volt 50/40 watt, OR

(a) Retain existing light unit and fit bulb No. 446,

[2-volt 50/40 watt.

The total driving lamp(s) loading should be between 50

and 75 watts,

On machines fitted with 53 inch vertical dip lights
(Marked “MOTORCYCLE LIGHTWEIGHT”) replace
the bulb with Lucas No. 446, 12-volt 50/40 watt.

Replace parking light bulb with No. 222 12-volt 4-watt.

.- Twelve-volt speedometer bulbs are obtainable from
Smiths Motor Accessories Ltd.
Stop-Tail Lamp

1f the bulb holder is designed to accept non-reversible
bulbs, use No. 380 12-volt 6/2] watt (with indexed pins).
If the bulb holder accepts reversible bulbs, fit bulb No.
381, 12-volt 6/21 watt (but be careful to insert the bulb
the correct way round).

Sidecar Lamp

For the Lucas Sidecar Lamp Model 569, use bulb No.
989, 12-volt 6-watt.

Electrical Accessories

The manufacturer of any electrical accessories fitted to
your machine should be consulted about their suitability
for 12-volt operation before connecting them to the
converted circuit.

In the case of lamps, it will of course only be necessary to
fit a suitable 12-volt bulb.

INSTALLING THE NEW EQUIPMENT

With the exception of the battery and the Zener diode,
the new equipment will replace existing units and fitting
should present no difficulty.

Battery

Accommodating an extra battery on the motorcycle will
probably be the most difficult problem to solve. Un-
fortunately, as each machine requires a different approach,
it is not possible to make any comprehensive recommend-
ation. The following suggestions may however be
helpful:—

On machines equipped with the black “"Milam” cased
PU7E battery the problem can be solved by using two
MKO9E/2 batteries which occupy approximately the same
space. Where a plastic cased MLSE battery is in use, it
may be possible to accommodate a further MLOE battery
alongside the original or at some adjacent position.

Note:

The earlier versions of some machines now equipped
with MLSE batteries were originally fitted with PUTE

batteries. In such instances, it may be possible to obtain
the original PU7E battery carrier through your motor-
cycle dealer.

The batteries could also be mounted in the boot of a
stdecar or in a suitably modified pannier.

Care must be taken to ensure that batteries are fixed
firmly, as insecure mounting will almost certainly cause
failure due to vibration. If the two batteries are mounted
side by side, a sheet of thin rubber should be placed
between them to prevent chafing, as shown in Fig. 59.

Zener Diode

The diode and its heat sink must be mounted so that a
good air stream passes over both sides of the plate to
ensure efficient cooling. At the same time its location
must be such that the diode will remain reasonably dry
and clean.

On many machines these requirements will be met by
mounting the heat sink underneath the front of the petrol
tank, on the tank mounting bracket. Efficient operation
of the diode depends upon the existence of a good earth
connection. The use of a separate cable link between the
heat sink and the frame of the machine is therefore
recommended.

Caution:

The body of the Zener diode is made of copper to
ensure maximum heat conductivity. This means that the
fixing stud has a relatively low tensile strength, and should
not be subjected to a tightening torque greater than
28 1bf in.

CONNECTING-UP

Connection of the new units into the circuit must now
be undertaken. (All additional cable used in the con-
version should be 28/.012%, or equivalent).

Battery

The two batteries should be connected in series by
means of a short link wire which must join the ““4ve”

s

terminal of one battery to the ““—ve” terminal of the
other, as shown in Fig. 59.

The remaining ““-+ve” terminal should be connected
to the Red earth wire, and the *“—ve” terminal to the
Brown/Blue feed wire to the ammeter or lighting switch.

o [FT 1T I
TG E?;'R'I'I-| O O O
JemeR, [[167W =

TC AMMETER

BROWN /BLUE @
| R

Fig. 59 Two six-volt batteries connected in series
Jor rwelve-volt operation

+
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ALTERMNATOR SNAP HARMESS
CABLES CONNECTOQRS CABLES
WHITE /GREEN - WHITE/GREEN

.M&WU.

GREEN/YELLOW GREEN/YELLOW
- Lo
frever Y
GREEN /BLACK GREEN/ BLACK
|
NI E N VPN P F RN A “‘w;;.u;.&%-
WHITE/GREEN WHITE /GREEN
e
GREEN/YELLOW GREEN/YELLOW
" FENTE N NN lll!\ljltlllllm
GREEN/BLACK GREEN /BLACK

®

Fig. 61 Alternator to wiring harness connections
(a) for coil ignition and (b) for magnero ignition machines

MAINTENANCE

Providing the diode and its heat sink are kept clean, to
ensure maximum efficiency, no maintenance will be
necessary, Maintenance of the other items of equipment
listed in the conversion is dealt with in Booklet No. 2644
which will be supplied upon request.

SPECIAL ALTERNATOR STATOR WINDINGS
FOR AMERICAN TERRITORIES

Lucas alternators are designed to develop current out-
puts to meet differing conditions of machine usage and
electrical loading. Thus “high™ and “low” output versions
of each standard alternator are manufactured, and all are
covered in the following tables. In addition, mention must
be made of the special “low-low” output alternators fitted
to certain motor cycles exported to American territories
whose stator windings are designed to obviate over-
charging under “Turnpike” riding conditions. Stators
produced for this duty are stamped with one of the follow-
ing Part Numbers: 47171 or 47183, and were fitted on
machines up to 1963. These Part Numbers can be seen on
removal of the primary chain case. If your machine is
equipped with one of these alternators, you must reconnect
the cables as shown in Fig. 61(a) and, if fitted, disconnect
the short circuit connection, as shown in Fig. 60.

Right-hand dip headlamps

On machines fitted with right-hand dip headlamps
{(marked “LEFT HAND DRIVE”), replace the bulb with
Lucas No. 355, 12-volt 42/36 watt.

1966 TRIUMPH T20SS

How to modify the wiring for trials and scrambles
work

This machine is equipped with an alternator having a
stator wound with three pairs of coils. The output from the
alternator, controlled by the lighting switch, depends on
how these sets of coils are interconnected. A higher output
is given when the headlamp is switched on and a lower
output when the parking light only is used. The smaller
output is also given in the switch “OFF” position for
feeding the ignition coil, stop-light and battery.

However, if the lighting equipment should be removed,
for trials and scrambles work, even less current will be
required from the alternator, in fact, just enough to supply
the ignition coil and to trickle-charge the battery. To meet
this latter condition, provision has been made to enable
the owner to make a simple modification to one of the
cable harness connections. The modification consists of
withdrawing a cable fron one snap-connector and inserting
it into another, as explained below.

On inspection, it will be seen that three cables are
brought out from the alternator, and these are coloured
White-with-Green (terminating in a double snap-connec-
tor), Green-with-Yellow and Green-with-Black (terminat-
ing in a triple snap-connector). At the snap-connectors
these cables are joined, colour for colour, to three similar
cables from the harness loom. In addition, a fourth cable,
coloured Green-with-White, is brought out from the loom.

For running with lighting equipment fitted, this fourth
cable GW must be inserted in the unoccupied portion of
the triple snap-connector (see Fig. 62), but, whenever
the lighting equipment is removed, cable GW must be
withdrawn and plugged into the unoccupied portion of
the double snap-connector. This will serve to reduce the
alternator output to the correct value, when the lighting
switch is in the “OFF°’ position, as the alternator control
coils are in effect short-circuited. Failure to carry out this
modification, when running without lighting equipment,
could result in an over-charged battery, with possible
damage to the machine,

Note

The three portions of the triple snap-connector are
electrically separate, but the two portions of the double
connector are electrically common.

MAIN HARNESS

ALTERNATOR
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RM12 ALTERNATOR — CONVERTING SERIES “B” MACHINES TO SERIES “C”
INCLUDES LATEST IMPROVYEMENTS FOR “EMERGENCY” RUNNING

As a direct result of service experience with the new
“six lead” RMI2 alternator it seemed desirable that
provision should be made for continuous operation in
the “EMG” switch position. A revision to the equipment
was therefore made.

It permits the continuous use of the machine in the
“EMG” switch position with full engine performance.
Previously it was not possible to do this because the high
speed ocutput from the alternator series “B” was too
great. This latest improvement protects the electrical
circuits from accidental misuse of the “EMG” switch and
also helps where riders wish to use the machine temporarily
without a battery for “trials”” or other sporting events. [t
should be pointed out that the battery cannot be charged
in the “EMG” switch position and, without a battery, it
is not possible to use the lighting or horn.

N.B.: Where the equipment is run temporarily without a
battery ALWAYS connect the brown battery lead
in the harness to earth.

We supply complete kits (Part No. 047504) to our

Service Depots so that they can arrange to convert all the

machines now in service.

FITTING INSTRUCTIONS
There are four stages in the procedure:

1. Fit new rotor.

2. Fit new resistor and bracket and resistor leads.
3. Modify the alternator feed cables.

4. Fit new switches and switch harness.

Fitting New Rotor

(@) Remove exhaust pipe from L.H. side of motor
cycle (alternator side).

(b) Remove foot rest.

(¢) Remove foot brake pedal-by removing brake
pedal retaining nut and sliding the brake pedal
off the pivot.

(d) Take off the chain case — remove screws around
case and genily ease off the cover, faking care not to
damage paper gasket. (If gasket is damaged a new
one must be fitted}.

LUCAS R.M.12

- ALTERNATOR UMIT.

“\\ . showing the Rotor eyad
¢~ to the shaft and the

Stator positiehed in the

... chaincase cover.

=

Fig. 63

(¢) Remove rotor fixing bolt —engage top gear and
hold back wheel while unscrewing bolt - this
prevents the engine shaft turning.

(/) Remove rotor — this is a tight fit on the shaft, and
must be gently eased off with a large sprocket
drawer or two suitable levers.

(g) Fit new rotor.

Reverse above procedure for re-assembly — remem-
ber to bend up the locking washer tag against
rotor fixing bolt.

{h) Replace chain case cover —tighten screws evenly
and refill with half-pint of SAE 20 engine oil.

{/} Finally replace the foot rest and brake pedal.
Smear the brake pivot pin with medium grease and
tighten the lock nut securely.

Fitting New Resistor

() Run the sleeved resistor cables from the nacelle
over the top of the main harness to the resistor
mounting bracket under the saddle.

(») Unbolt the rectifier mounting bracket and turn it
over (see illustration), take care not to lose the
distance piece under the front fixing bolt.

{¢) Connect red and blue leads to resistor and fit in
position shown.

(d) Make sure resistor has a good ecarth by removing
any enamel under the fixing bolt.

Reconnecting Alternator Leads

(¢) Remove both green and both red leads from the
connector block under the saddle. Using the
double snap connector provided, connect the green
and the red lead from the alternator to the green
lead in the main harness. Tape up the red lead in
the main harness which is no longer required. (See
inset illustration, (Fig. 64.)

TAFE UP Y=y
RED LEAD o

NEW ALTERMATOR COMNECTICNS

RE-POSITIONED RECTIFIER AND RESISTOR

Fig. 64
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Fitting New Switches and Switch Harness

(@)
(b)
(c)
(@)

()

(5
()
()

(0
()

(k)
()

(m)
()

()

(P
(@)
(r)

16)]

(r)
()

(v)
(w)

()

Disconnect negative battery lead.

Remove light unit.

Disconnect speedometer drive cable and bulb

holder then remove speedometer from the nacelle.

Remove the clip holding the cabte harness to left

side fork leg. ‘

Remove the existing switches from nacelle, unscrew

lock nuts and pull switches forward, clear of the

nacelle.

Disconnect the main harness leads from the two

five-way connectors.

Disconnect blue lead from lighting switch (terminal

3).

Disconnect orange lead from ammeter.

Disconnect brown leads from horn and ammeter.

Cut off black lead going to lighting switch close to

the earthing-evelet which fastens under the speedo-

meter securing bolt.

The two switches can now be completely removed.

Connect new switch harness to main harness —

(colour to colour); tape up red lead in main

harness — no longer required.

Connect blue lead from dip switch to terminal (3)

on lighting switch.

Connect maroon lead from terminal (1) on lighting

switch to speedometer illumination bulb holder

{remove holder from the old switch harness).

Connect brown leads eyelet to ammeter, left hand

terminal looking into the nacelle.

Connect loose end of brown lead to horn,

Connect orange lead to other ammeter terminal.

Connect resistor red and blue leads to the appro-

priate terminals on the snap connector block.

Fit new switches in nacelle.

Clip harness to left hand fork.

Refit speedometer in nacelle, and connect up

speedometer drive; make sure that the black earth

ltfald eyelet is clamped in position under the fixing
olt.

Replace speedometer bulb holder in its housing.

Make surc that no switch wires or terminals are

touching the speedometer or fixing bracket.

Replace light unit.

l | : : — WORES 7O $ COMMECTED WiaN RY TS

TN

SCHEMATIC DRAWING OF NEW HEADLAMP HARMELS AND {WITCHEL

Fig. 65

{(v) Reconnect the battery lead and test the circuit in
each switch position,
TEST EQUIPMENT REQUIRED
In order to carry out our recommended service tests,
the following mstruments are required:
1. A.C. voltmeter, scaled 0~ 20 volts (moving coil).
2. D.C. voltmeter, scaled 0 — 20 volts (moving coil).
3. D.C. ammeter, scaled 0 — 20 amps. (moving coil).

4. A 1 ohm resistor (non-inductively wound on a hollow
asbestos former).

5. A 12 volt battery, 50 ampere-hour (approximately).

High grade moving coil meters should be used with a
clear scale, so that the meter can be read accurately to a
quarter of a volt, or ampere.

The 1 ohm {non-inductive) resistor should be capable of
carrying approximately 10 amps, without overheating.

HOW TO MAKE UP A ONE OHM RESISTOR

The 1 ohm resistor must be accurate otherwise correct
voltage (or current) values will not be obtained.

A suitable resistor can be made from 4 yards 18 S.W.G.
(-048” dia.) NICHROME wire together with two flexible
leads and suitable crocodile clips, see Fig. 66.

Fig. 66
To Calibrate

Bend the wire into two equal parts.

(@) Fix a heavy gauge flexible lead to centre bend of the
wire, and connect this lead to the positive terminal
of a 6-volt battery.

() Connect a voltmeter across the battery terminals.

(¢) Connect an ammeter to the battery negative post.

{d) Take a lead from the other terminal of the ammeter,
connect a crocodile clip to it, and connect to the free
ends of the wire {(which should be twisted together).

{(¢) Move the clip along the wire, making contact with
both wires until the discharge reading on the ammeter
exactly equals the number of volts shown on the
voltmeter. The resistance is then 1 ohm.

() Cut the wire at this point, twist the two ends together
and fix a second heavy gauge flexible lead.

(g} Wind the wire on to a hollow asbestos former 2” dia.
(approximately).
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The foregoing gives a general description of the test
equipment required and it would perhaps be helpful to
mention here that there are a number of compact portable
test sets on the market suitable for this class of work.
The manufacturers of this equipment will undoubtedly be
pleased to supply you with all relevant information upon
request.

If any difficulty should arise however, or should you be
undecided as to the capabilities of a particular set we shall
on receipt of a post card be very pleased to help and advise
in your choice of the correct equipment.

SWITCH CONTINUITY TESTS

A 36-watt lighting bulb with leads attached to it can be
used for checking the continuity of lighting and ignition
switches. Internal connection diagrams for the various
types of switches used with the alternator systems are
shown on the wiring diagrams contained in this book.

Switches can be checked without the need for removing
them from the machine, and if advantage is taken of the
fact that harness connections are made to snap connectors
external wiring and switch continuity can be established at
the same time. Alternatively, remove the switches from the
machine and bench test individually.

A 6-volt or 12-volt supply can be used for testing to
ensure that switch contacts are working correctly under
load. A fault such as a high resistance connection may not
be apparent if the switch is not tested with a load current
approximately that which it normally carries during use
in service.

TESTING PROCEDURE
Until completely conversant with alternator sets it is

advisable to carry out all testing progressively in the

following sequence: . )

Test (1} Test the set overall by checking the current input
to the battery. Check that battery is in a good
state of charge. If battery is faulty it must be
temporarily replaced with a good one before
testing.

Test (2) Check the output from the individual sets
of generator coils.

Test (3) Test the rectifier.

Test (4) Test wiring and continuity through switch
positions,

IMPORTANT

All Lucas A.C. sets use a POSITIVE EARTH battery
system, i.e., the battery POSITIVE lead is connected to
the frame of the machine. Both selenium and silicon
rectifiers and semi-conductor devices, if fitted, will be
irreparably damaged if the battery is incorrectly connected.

FITTING A CLIPPER DIODE

To ensure maximum life and efficiency from this diode
read the following instructions before attempting to fit it
to a machine.

Fitting the Dicde to a Heat Sink

The diode should be mounted onto a metal plate (heat-
sink) made from either aluminium or copper, (the metal
plate should be free of paint to allow metal-to-metal
contact), the minimum dimensions of which are {5 in.
(1.58 mm.) in thickness measuring 1% in. x 1} in. (38.10 x
38.10 mm.). A & in. {(4.76 mm.) hole should be drilled in
the centre. The plate should then be fixed to the machine

in any cenvenient position which allows free passage of
air around the diode and plate when in motion. Do not
position the unit too close to the ground as it may be
subjected to dirt and water thrown up by the wheels. En-
sure that the plate is properly earthed to the machine. A
separate earth lead should be fitted if there is any doubt as
to the plate being earthed properly through its fixing bolts.

As an alternative method, the diode could be mounted
in the headlamp shell, which would in effect act as a heat-
sink. But, only if the radius of the shell is such that when
the diode is fitted the whole area of its base is in contact
(flat onto the metal shell) with the shell. A suitable hole,
% in. (4.76 mm.) in diameter should be drilled near the
bottom of the shell and the diode placed in position, (with
any paint removed so that a metal-to-metal contact is
achieved), so that the mounting stud protrudes on the out-
side of the shell.

CAUTION:

The Diode fixing nut must be tightened to a torgue
between 8 and 12 Ibf in (0.092 —0.138 Kg-m). Care
should bhe taken when tightening as the copper (threaded)
fixing stud will easily break if oversiressed.

Soldering a length of Cable to the Diode Terminal

The exact length of cable required wil! depend on where
the diode has been positioned. To solder the cabie to the
diode terminal a small (instrument type) soldering iron and
resin cored solder must be used. Also, a thermal shunt, such
as a pair of long-nosed pliers should be used, to grip the
diode terminal during soldering, to prevent the possibility
of damage due to excessive heating.

Connecting the Diode into Circuit

The main point to remember when connecting the diode
into circuit is that it must be connected on the lamp (bulb)
side of the lighting switch and no¢ the alternator side. If
connected to the alternator side of the switch it will be
subjected to continuous full loading, with consequent
reduction in service life, instead of only being loaded when
the lights are switched on. This can be achieved by con-
necting either into the Tail-lamp feed or the wire supplying
the Dipper Switch. If no Dipper Switch is used, the
connection would be made directly to the Headlamp bulb
feed.

DIP BEAM

70

]
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§-VOLT AC - 1
GEN ERATOR
/ DIPPER
i \ SWITCH @ READLAMP
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/ LIGHTING 2
SWITCH MAIN BEAM
(E\ I
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F-TT - CLIPPER
= ! DI ODE
¥ =
7
&) ’/B \L
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TAIL LAMP

————— ALTERMNATIVE CONMNEXION

Fig. 67 Method of connecting Clipper Diode in circuit

Note: Fault Diagnosis

A faulty Clipper Diode is self-evident as premature bulb
failure, when operating the dipper switch, will ensue.
Before fitting a replacement check that wiring connections
are clean and tight, particularly the earth cable.
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Checking D.C.

Input to Battery

TEST 1. Ammeter coniected in series with main lead and battery.

TEST 1

EARTHED /

TO MACHINE

If battery is in poor
condition or low Switch Reading Amps.
state of charge use Test | Position | at 3,000 r.p.m.
TEST 2.
OFF 3-0 (min.)
1 PILOT 5.0 (min.)
HEAD 2-5 (min.)

CONCLUSIONS FROM THESE TESTS

Test 1. If meter readings are as stated, the charging
circuit and alternator are satisfactory,
No reading; check the generator.
A low reading can be caused by a faulty battery.
Proceed with Test 2. If readings stil! low check
battery with hydrometer and discharge tester.
A high reading, 2 — 3 amps above values given, in
the “OFF” position may be due to an open-circuit
half-charge resistor, which should be checked, or
to one cell of the battery being short-circuited. If
Test 2 readings are satisfactory, then check the
battery.

TEST 2. Disconnect main lead from battery. Connect 1 ohm
resistor in place of battery. Keed ignition coil separately from
battery. Turn ignition switch to IGN position.

EARTHED

TEST 2 \/1\ TO MACHINE
ce ?w\ : S
B W, e
e

IGNITION
COIL

(ORIGINAL ' 5V ™ CABLE
PISCONNECTED} 1

b.c. 1 OHM

VOLTMETER LOAD
RESISTOR

Switch Reading Volts

Test | Position at 3,000 r.p.m.
OFF 4-5 (min.)
2 | PILOT $:0 (min.)
HEAD 55 (min.)

Test 2. If meter readings are lower or higher than values
stated, check the generator.
No reading on meter, check the rectifier.

IMPORTANT

Inaccurate readings can be due to faulty wiring, bad
connections at the snap connectors, Make a quick visual
check of all connections before proceeding with the tests.

Remember it is no use carrying out Test 1 if the battery is
faulty or in a low state of charge, if in doubt proceed with
Test 2.
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Testing the IA45 Alternator on the Machine,
using an A.C. Voltmeter and 1 Ohm Load Resistor

PART 4

G4 G2 YELLOW
é §
£
Test Individual Ceil Check (disconnect G2 and G4)
G1 AND G4 23 (min.)
3 Gl AND G2 23 (min.)

Voltmeter and Resistor

Volimeter Reading

Test Connected Across at 4,000 - 5,000 r.p.m.
1 Gl AND G2 45 (min.)

G1 AND G3 85 (min.)
2 G2 AND G3 85 (min)

Test | NO READING SHOULD BE OBTAINED WITH
| VOLTMETER CONNECTED ACROSS ANY ONE
4 LEAD AND THE GENERATOR STATOR (EARTH)

Disconnect at the snap connectors the Purple, Green, and Yellow cables, but leave the Blue
cable connected for ignition purposes. The above readings should be obtained from a satisfactory

alternator.

CONCLUSIONS FROM THESE TESTS

(@) 1If a reading is obtained in Test 4, a coil or cable is
earthed. Check coil lead and terminal plate.

(5) 1f no reading is obtained in Test 4 but very low
readings in Tests | and 2, a short circuit across an
internal connection of a coil can be suspected. Test 3
should then indicate the faulty coil, If very low
readings are obtained from both coils in this test
the alternator is most probably severely demagnetised.

(¢) A reading of approximately 25 to 3-5 volts in Test 1
will normally be obtained if the rotor has been
withdrawn and replaced. Remagnetisation is required.

NOTE

IMPORTANT

If the alternator voltage is excessive, do not immediately
assume it is over-magnetised. First check for poor earths
and for badly soldered and loose connections. A badly
earthed rectifier will give the same apparent effect as an
over-magnetised generator.

As snap connectors are used on the set it is quite
possible that they have not been pressed firmly together
and it is advisable that these are checked if voltage
readings are considerably higher than the values given.

When carrying out Test |, and G4 is brought out as a
separate cable, a temporary link should be connected
between G4 and G2 on the alternator terminal plate.
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PART 4

Rectifier—Bench Testing

CHECKING FORWARD RESISTANCE
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greater than 2-5 volts.

V1 — will measure the volt drop across the rectifier cell, which should not be

V2 — must be checked when testing the rectifier cell, to make certain the sapply

voltage is 12 volts on load.

It is essential that the supply is kept ar 12 volts for these rests.

FORWARD RESISTANCE TEST

Test 1. Connect negative lead to rectifier case. Connect positive lead to each cable connector in turn;
reading on V1 should not be greater than 2.5 volts. Keep the testing time as short as possible

to avoid overheating the rectifier cell.

BACK LEAKAGE TEST

Test 2. Connect positive test lead to case; negative test lead to each cable connector in turn. Reading

on VY1 should not be below 10 volts.

CONCLUSIONS FROM THESE TESTS

If the voltage reading, in Test 1, is exceeded on either
rectifier cell, the unit is aged and should be replaced.

If the reading in Test 2 is well below 10 volts, on either
or both cells, the rectifier is shorted internally and should
be replaced.

DOUBLE BANK RECTIFIER (47094) USED WITH
THE RM12 SERIES “A”

The test procedure and figures for this rectifier are as
quoted in the above tests. But it will be necessary to
disconnect the two leads which are connected to the
rectifier fixing bolts, before testing the two units separately.

IMPORTANT

There are two types of Westinghouse rectifiers in
service on LUCAS sets. The original having low voltage
plates being identified by the figures 2L stamped on the
case, the other which has high voltage plates being
identified by the figures 12L.

The values guoted in the above tests are for the high
voltage rectifiers 720, When testing a low voltage rectifier
2L the Forward Resistance reading should be the same
but the Back Leakage figure can be down to 9 volts,
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PART 4

Circuit Continuity through Switch Positions

TO TEST IGNITION SWITCH

1. (Connecting charging circuit to battery).

Connect red voltmeter test lead to earth.

Connect black voltmeter lead (with 1 ohm load in
parallel) to single shap connector containing green
cable from alternator.

Switch ignition on when battery volts should register
on D.C. voltmeter. ’

TO TEST HALF-CHARGE SWITCH AND
RESISTANCE

2.

Disconnect the two cables (purple and yellow) coming
from the headlamp into the snap connectors. Tempor-
arily connect the purple cable to the single snap
connectors containing green cable.

Connect black voltmeter lead (and 1 ohm load in
parallel) to the yellow cable.

Leave ignition switch “ON".

With light switch off, battery volts should register on
D.C. meter and zero volts with the light switch in Pilot
or Head position,

3, The two remaining cables are from the rectifier which
can be tested from this position by carrying out the
procedure given in the Rectifier Test.

CONCLUSIONS FROM THESE TESTS

1. No voltage or low voltage in Test 1 indicates open
circuit or high resistance connection in switch or wiring
from switch to alternator.

2. No reading in “OFF” position indicates open circuitin
resistance or switch which would give high charge in
off position,

3, Faulty rectifier or rectifier cable connections would
result in no charge.
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TEST PROCEDURE

SERIES ‘A’

LOCATIONS

LAMINATED |RON
RINGS

CABLE COL EI |

LUCAS RM12 MOTOR CYCLE ALTERNATOR - SERIES *A°

SERIES C’

FIVE HOLES FOR FIXING BOLTS

LUCAS RM12 MOTOR CYCLE ALTERNATOR - SERIES *C’

RMI2 ALTERNATOR SET




PART 5
Checking D.C.

Input to Battery

TEST 1. Ammeter connected in series with main lead and battery,

TEST § @
EARTHED /

TO MACHINE

9

¢

If battery is in poor
condition or low Switch Reading Amps.
state of charge use Test | Position | at 3,000 r.p.m.
TEST 2.
OFF 2-5 (min.)
1 LOW 2-5 (min.)
HIGH 3-8 (min.)

CONCLUSIONS FROM THESE TESTS

Test 1. If meter readings are as stated, the charging
circuit and alternator are satisfactory.

No reading; check the alternator.
A high reading can be due to a short-circuited
battery cell.

A low reading can be caused by a faulty battery.
Proceed with Test 2. If readings still low check
battery with hydrometer and discharge tester.

Test 2. If meter readings are lower or higher than values
stated, check the alternator.
No reading on meter, check the rectifier.

TEST 2, Disconnect main lead from battery. Coennect 1 ohm
resistor in place of battery. Feed ignition coil separately from
battery. Turn ignition switch to IGN position,

EARTHED

TO MACHINE
TEST 2 /]\
N Yar—

IGNITION
COIL

(ORIGINAL *SW* CABLE
DISCONNECTED)

Switch Reading Volts
Test | Position at 3,000 r.p.m.

OFF 2:0 (min.)
2 LOW 30 (min.)
HIGH 4-0 (min.)

IMPORTANT

Inaccurate readings can be due to faulty wiring, bad
connections at the snap connectors. Make a quick visual
check of all connections before proceeding with the tests.

Remember it is no use carrying out Test 1 if the battery
is faulty or in a low state of charge, if in doubt proceed
with Test 2.
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PART 5

Testing the RM12, Series “A” or Series “C” Alternator on the Machine,
using an A.C. voltmeter and 1 Ohm Load Resistor

1 ohm RESISTOR

YELLOW
LTI
E RED
)
{0
g GREEN
=L e
PURPLE

SERIES *A’ (Four Lead)

1 obm RESISTOR

YELLOW
D
1)
GREEN

..

E PURPLE
=K
. -

(SLATE) GREY
\ - BUFE

— L.

SERIES *C* (Six Lead)

CONCLUSIONS FROM THESE TESTS

Low reading on any coil indicates partially earthed or
shorted turns. Zero reading will indicate open-circuit or
earthed coil,

If all coils read low, partial de-magnetisation of rotor
may have occurred as a result of faulty rectifier. Check
rectifier, and battery earth polarity before replacing rotor.

A reading between any one lead and the generator
stator indicates an earthed coil. Replace stator or locate
the earth fault by iselating and testing the individual coils.

Yoltmeter and Resistor Reading Volts
Test Connected Across at 3,000 r.p.m.
1 YELLOW AND RED 80 (min.)
2 | GREEN AND PURPLE 80 (min.)
YELLOW AND PURPLE
3 WITH GREEN AND 60 (min.)
RED JOINED
TOGETHER
PURPLE AND GREEN
4 WITH RED AND 5-5 (min,)
YELLOW JOINED
TOGETHER
ANY ONE LEAD
5 AND GENERATOR NO READING
STATOR (EARTH)
Voltmeter and Resistor Reading Volts
Test Connected Across at 3,000 r.p.m.
1 YELLOW AND RED 7-25 {min.)
2 | YELLOW AND BUFF 7:25 (min,)
3 GREY AND BUFF 7-25 (min.)
4 GREEN AND PURPLE 7-25 (min.)
ANY ONE LEAD
5 AND GENERATOR NO READING
STATOR (FEARTH)

IMPORTANT

With the engine running at 3,000 rev./min. approx., the
output voltages are steady, and even if the engine is
running a few r.p.m. faster or slower the values stated in
the tests will be obtained from a good alternator.
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PART 35

Rectifier—Bench Testing

/ﬂ;!l\ gTi'
2

v g'S

Q Vz:l'

7N i -
No/ N/

+

AAAAMAN——

1 OHM RESISTOR

CHECKING FORWARD RESISTANCE

CHECKING BACK LEAKAGE

et

;-D‘—l-‘ I‘“‘—I_ﬂ-’!"--"

— | :

—+ M 1

T —— P+

| : - I

1 Pa_l H
e e I bbbt
b

greater than 2-5 volts.

V1 — will measure the volt drop across the rectifier cell, which should not be

V2 — must be checked when testing the rectifier cell, to make certain the supply

voltage is 12 volts on load.

It is essential that the supply is kept at 12 volts for these tests.

FORWARD RESISTANCE TEST

Test 1. Connect negative lead to rectifier case. Connect positive lead to each cable connector in turn;
reading on V1 should not be greater than 2:5 volts. Keep the testing time as short as possible

to avoid overheating the rectifier cell.

BACK LEAKAGE TEST

Test 2. Connect positive test lead to case; negative test lead to each cable connector in turn. Reading

on V1 should not be below 10 volts.

CONCLUSIONS FROM THESE TESTS

If the voltage reading, in Test 1, is exceeded on either
rectifier cell, the unit is aged and should be replaced.

If the reading in Test 2 is well below 10 volts, on either
or both cells, the rectifier is shorted internally and should
be replaced.

DOUBLE BANK RECTIFIER (47094) USED WITH
THE RM12 SERIES “A”

The test procedure and figures for this rectifier are as
quoted in the above tesis. But it will be necessary to
disconnect the two leads which are connected to the recti-
fier fixing bolts, before testing the two units separately.

IMPORTANT

There are two types of Westinghouse rectifiers in service
on LUCAS sets. The original having low voltage plates
being identified by the figures 2L stamped on the case, the
other which has high voltage plates being identified by the
figures 12L.

The values quoted in the above tests are for the high
voltage rectifiers /2L. When testing a low voltage rectifier
2I. the Forward Resistance reading should be the same but
the Back Leakage figure can be down to 9-volts.
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PART 5

Testing the External Wiring Circuit on RM12 Series ‘C’ Sets

USING D.C. YOLTMETER WITH 1 OHM LOAD
IN PARALLEL

1. Connect red test lead to EARTH.

2. Disconnect six alternator cables from main harness
(located under saddle).

Test Alternator Wiring through lgnition Switch

3, With ignition switch OFF connect black test lead to
each of the six main harness cables.
Voltmeter should read zero on all six cables.

4. With ignition switch ON, repeai operation as above.
Voltmeter should read battery volts on GREEN cable.
Remainder zero,

NOTE

Test Alternator Wiring through Headlamp Switch

5. With ignition switch still ON, operate lighting switch
to “Head” position. Battery volts should also register
at BUFF cable.

Test Alternator Wiring through Switch in

“Emergency Start” position

6. Turn ignition switch to emergency position when there
should be no voltage reading at any of the six connec-
tions.

These tests are to be carried out in the case of “No
Charge” or “No Emergency Start” if previous tests have
been carried out and all is in order.
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PART 5

Testing the ‘High’ and ‘Low’ Charge Switch Circuits

USING D.C. VOLTMETER WITH 1 OHM LOAD
IN PARALLEL

1. With the aiternator leads still disconnected, disconnect
the battery,

2. Connect the red lead to positive terminal of battery.

3. Connect a wander lead to negative, battery terminal.

4, Use the negative lead from voltmeter and wander lead
to make the following continuity test,

TEST A

Continuity through light switch cables and light switch
in the “OFF” and “LOW?” positions, with the ignition
switched on.

Connect test leads to yellow and grey cables which
should be common and register approximately battery
volts.

TEST B
Continuity through cables and light switch in the
“HEAD?” position, with the ignition switched on.
Connect test leads to grey and purple cables. If correct,
meter should register battery volts.

NOTE

TEST C

Continuity through cables and ignition switch in the
“EMERGENCY START” position.

Connect test leads to purple and grey, purple and red,
grey and red leads from resistance which should all be
common and register approximately battery volts,

TEST D
Repeat the operation for red and blue leads from
resistance which should read battery volts if correct.

Incorrect switching of these cables will cause incorrect
charging rates, i.e., failure of yellow and grey to link
together will cause high charge rate with headlight
switch off.

In the case of incorrect switch it is necessary to remove
the switches from panel and check connections and if
necessary the switch itself.
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PART 6

TEST PROCEDURE

CABLE COLOURS
LIGHT GREEN
DARK GREEN

MIDDLE GREEN
or GREEN &
YELLOW

LAMINATED
IRON RINGS

LUCAS RMI3 MOTOR CYCLE ALTERNATCR

RM13 - RM13/15 - RM14 - RM15 - RM18 - RM19 - RM20/19 - 5AF - 9AF
ALTERNATOR SETS (6 and 12-volt)
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PART 6 Checking the Rectifier D.C. Current Output
— on the Machine

A.C.INPUT
TO BATTERY . R\
RED
TGO ALTERNATOR
’ 104" ON
LIGHTING
SNAP CONNECTORS SWITCH
TO ALTERNATOR
4 T0°7°ON_LIGHTING
’ SWITCH
SILICON DIODE RECTIFIER SELENIUM RECTIFIER
. The latest tvpe of rectifier, fitted on current
machines is a Silicon Diode type, The terminal
arrangement is the sane as for the Selenium tvpe
NOTE
SEE TEST DATA CARD IN REAR COVER POCKET
FOR LIST OF APPROPRIATE TEST VALUES
T om /W
- MOUNTING
% .- sTup
j —

[~ TEST AMMETER
INSERTED HERE

HEAD {
L]

GfY

AMMETER
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Checking the Rectifier D.C. Current Output

— on the Machine

TEST PROCEDURE

(a)

(6
(c)
(d)

(e)
(f)

First check state of charge of battery on machine. If it is not in a healthy, well-churged condition
it must be temporarily replaced with a fully-charged one, before testing.

Remove cable(s) from the centre terminal of rectifier.

Disconnect Zener Diode, when fitted.

Connect ammeter Black lead to cable(s) removed, and ammeter Red lead to rectifier centre

terminal,

Start engine and run at 3.000 rev/min.

Note reading on ammeter, with the lighting switch in the “OGfi™, ““Pilot™, and

Readings should approximate the values

(See inside rear cover for Test Data Card).

TEST CONCLUSIONS

If the ammeter registers the value stated for the equip-
ment, the charging circuit and alternator are satisfactory.

No reading on the ammeter indicates either a faulty
alternator or rectifier. To find out which is at fault apply
the individual tests for the alternator and rectifier.

A faulty battery can cause “high” or “low” readings.
If reading is “high” it can be due to a short-circuited
battery cell, a “low” reading can be caused by a sulphated
battery or faulty connections, or result from partial
de-magnetisation of the alternator rotor.

IMPORTANT

No readings will be obtained if any wiring connections
are open-circuited. Tnaccurate readings can be due to
faulty wiring such as poor earth connections, or “snap”’
connectors.

SERVICE NOTE

Remember that some alternator sets are connected to
give a two-rate output while others are connected to givea
three-rate output. In practice, this means that the actual
values registered by the ammeter will differ slightly in the
“off” and “pilot” positions, according to which wiring
arrangement is used.

“Head” positions.

given in the test data card for the appropriate aiternator.

PART 6
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PART 6

Alternators — Coil arrangements and connections
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PART 6

For checking with A.C. Voltmeter and 1 Ohm Load Resistor

TEST PROCEDURE
(@) Disconnect the alternator cables, at the snap connectors where they are joined to the main harness.

(b)) Connect the A.C. voltmeter, with 1 ochm load resistor in parallel, across the alternator coils in the
order detailed for the particular model under test. (See test data card in pocket of rear cover).
The engine of the machine should be run at a constant speed, at approximately 3,000 rev/min,
while making the test. The motor cycle should be on its rear stand, with Top Gear engaged. The
speedometer can be used as a guide as to engine speed, a 45 mile/h reading approximately an
engine speed of 3,000 rev/min. If a tachometer is fitted to the machine then an accurate assessment
of engine speed is possible,

I-OHM
LOAD
RESISTOR

ALTERNATOR CABLE HARNESS ALTERNATOR TO MAIN HARNESS SNAP CONNECTORS
CAN BE FOUND: @& UNDER THE SADDLE.
OR © BETWEEN GEAR BOX & FRAME
OR © UNDERNEATH CRANKCASE

TEST CONCLUSIONS

A. A low reading on any group of coils indicates partially
earthed or shorted turuos.

B. A zero reading on any group of coils will indicate an
open-circuit coil.

C. If all coils read low, partial de-magnetisation of rotor
may have occurred as a result of faulty rectifier. Check
rectifier, and battery earth polarity before replacing
rotor.

D. A reading between any one lead and the generator
stator indicates an earthed coil. Replace stator or
locate earth by isolating and testing individual coils.

NOTE

With the engine running at approximately 3,000 rev/
min the oufput voitages are steady, and even if the engine
is running a few rev./min. faster or slower the minimum
values given in the Test Data Card will be obtained from
a good alternator.

If the machine is not fitted with a rear wheel stand it will
be necessary to find some other means of getting the rear
wheels clear of the ground so that the engine can be run
with top gear engaged.
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PART 6

Checking Rectifier in Position on Machine

DISCON NECT GREEN/BLACK
BROWN /BLUIE
BROWN/BUJE OR BROWN/WHITE 10 BATIERY OR BROWN WHITE
GREENJWHITE .. .. LEAD
— %7;9 TO ALTERNATOR PR
REEN — [ i\ A, MoUNTING STUD
©  BATTERY

CENTRE TERMINAL

%gﬁ\iﬂm

CENTRE
TERMINAL

i
| i i)
[ S ] v
[ !
Ll ] SILICON DIODE LOAD
RECTIFIER HAS A RES ISTOR
SIMILAR TERMINAL
SELENIUM RECTIFIER ARRANGEMENT

TEST PROCEDURE
(a) Check that alternator cables are correctly connected to main harness.

(b) Disconnect Zener Diode, if fitted.

(¢} Disconnect cable(s) from rectifier centre terminal, and Green/Yellow cable at snap-conneciors.
With a “jumper™ lead connect Green/Yellow to Green/Black at rectifier or snap-connector
(this is done to ensure alternator will give its full output).

(d) Connect D.C. voltmeter and load resistor, Red lead to rectifier mounting bolt (Earth), Black lead
to rectifier centre terminal.

(¢} Run engine at 3,000 rev/min {approximately 45 mile/h in top gear). Meter reading should
approximate the value given for each model Alternator in the A.C. meter test, in which the
connected across all six coils i.e., White/Green with Green/Black to Green/Yellow.

CONCLUSIONS
If reading approximates value stated, rectifier is satisfactory.

A low reading can result from a bad earth connection between rectifier and frame of machine.

A very low reading indicates a faulty rectifier, remove for bench testing.
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PART 6

Rectifier (Selenium or Silicon Diode Types) — Bench Testing

CENTRE OR NO.2 TERMINAL

SILICON DIODE
RECTIFIER

[-OHM RESISTOR

12-VOLT Al
BATTERY, | | =
APPROX,
50 AMP - |
HOUR -

O+
=

1]

V1 — will measure the volt drop across the rectifier cell, which should not be

greater than 25 volts.

V2 — must be checked when testing the rectifier cell, to make certain the supply

voltage is 12 volts on load.

CHECKING FORWARD RESISTANCE

CONCLUSIONS FROM THESE TESTS

Test 1. If the voltage reading on V1 is more than 23 volts
for selenium rectifier, or more than 1-5 volts for
silicon diode rectifier, on any cell, it is aged and
the rectifier should be replaced.

Test 2. 1If the voltage reading on V2 is well below 11 volts
for selenium rectifier, or not zero for silicon diode
rectifier, on all cells, then the unit is faulty and
should be replaced.

It is essential that the supply is kept at 12 volts for these
tesis.

FORWARD RESISTANCE TEST

Test 1. Connect test leads in turn across terminals 2 and 1
(Bolt and 1, Bolt and 3, 2 and 3. Reading in all
positions should not be greater than 2.5 volts for
Selenium types. For Silicon Diode types the read-
ing should not be greater than 1.5 volts. Keep the
testing time as short as possible to avoid over-
heating the rectifier cell.

BACK LEAKAGE TEST

Test 2. Proceed as for Test 1, and test each cell in turn,
but reverse the test leads. Reading on V1 should
not be less than 11 volts for Selenium types, and
zero for Silicon Diode types.

IMPORTANT

Before fitting a replacemeant rectifier check the following
points;
1. Check that battery is correctly connected, POSITIVE
to EARTH.

2. Check rectifier visually for signs of damage.

NEVER disturb the tension of the nut which holds the
elements together on the through bolt of selenium plate
rectifiers. The efficiency of the rectifier depends upon the
correct tension of the plates. The tension of the nut is set
before leaving the works, and cannot be adjusted correctly
in service.
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PART 6

Checking the Zener Diode on the Machine (when fitted)

D.C. VOLTMETER SCALE
O-18 OR 20 VOLTS

AD

RED LEAD

+
DISCONNECT FROM

WHITE OR BROWN /BLUE

LUCAR
_ BLACK LEAD
(T | RED LEAD

ZENER DIODE
ZD715{12-voLT)

T SINK ) <
BOLTED TO
FRAME OF MACHINE
+ 0O-5 AMPS(MIN)
LI L J
-—r

w SEPARATE EARTH LEAD

TEST PROCEDURE

Disconnect the lead from the Zener Diode and connect ammeter (in series) between the Diode
Lucar terminal and lead previously disconnected. The ammeter red or positive lead must connect
to the Diode terminal.

Connect D.C. voltmeter across Zener Diode and heat-sink, The red or positive lead must connect
to the heat-sink which is earthed to the machine frame by its fixing bolts and a separate carth
lead. The black lead connects to the Lucar terminal.

Ensure that all lights are “off , start the engine, and gradually increase engine speed, while at
the same time observing both meters.
NOTE

Tt is essential that the batteries are in a good condition and in a reasonably good state of charge.
If battery condition is uncertain, it should be temporarily replaced by a good battery for this test.

It may be necessary (particularly on magneto equipped machines which have only two coil charging)
to reconnect the alternator for six coil charging or maximum output, i.e., join the alternator Green/
Black and Green/Yellow leads topether at the snap connectors.

(i) When the voltage across the Zener Diode reaches 12.75 volts, the Zener current ammeter must
indicate zero.

(i) Increase engine speed until a Zener current of 2 amperes is indicated on the ammeter. At this
value a satisfactory Zener Diode should cause a reading on the voltmeter of between 13.5 and
15.5 volts.

TEST CONCLUSIONS

If the ammeter in test (i) registers any current at all before the voltmeter indicates that the
voltage across the Zener is 12.75 volts, then a replacement Zener Diode must be fitted.

If test (i) proves satisfactory but in test (ii) a higher voltage than that stated is registered on the
voltmeter, before the ammeter registers two amperes, then a replacement Zener Diode must be fitted.
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2ET and 3ET Ignmition Coils — Spark Performance Test Circuat

PART 6

12-VOLT BATTERY

LUCAS
+ - -

PRIMARY EARTH TERM INAL_

- M ok Ak = o -

3-POINT ROTARY SPARK GAP
SET TO BMM.APPROX 14 KV

2ETIGNITION COIL

TEST CONTACT BREAKER

+—ang—
O OHM RESISTOR
}_ IS5 WATT

TEST EQUIPMENT REQUIRED

A four lobe D.M. type contact-breaker having closed periods of not less than 42° and having an
operating range up to 750 rev/min. is required. Also, a 12-volt battery, a 3 point rotary spark gap and a
1 ohm resistor approximately 15 watt.

TEST PROCEDURE

{a) Connect the 12 volt battery, contact-breaker, and 1-0 ohm resistor in series with the coil primary
winding. Circuit polarity should be such that the negative side of the battery is connected to the
earthed end of the primary winding.

(/) Connect, with a “jumper” lead, the spark gap electrode that is farthest away from the ionising
electrode, to the negative side of the circuit.

{¢) Connect the H.T. lead from the ignition coil to the 3 point spark gap, to the main
electrode nearest to the ionising electrode.

(d)} Run the contact-breaker at 750 rev/min, when regular sparking should occur between the main
electrodes when they are set to 8 mm. (approximately 14 kV.). Do not continue this test for longer
than 30 seconds because arcing at the contact-breaker points will be fairly heavy, due to the slow
running speed and low value primary resistance.

TEST CONCLUSIONS
Intermittent or no sparking, replace the coil.
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PART 6

Circuit Testing

USING D.C. VOLTMETER WITH 1 OHM

LOAD IN PARALLEL

1. Disconnect alternator leads from main harness. All
other cables, and battery, to be connected as normal.
Connect voltmeter across battery (which should be in a
well charged state) terminals, note the reading and
proceed to 2.

Basic Charging Circuit
2.(a) Connect voltmeter red lead to earth.
() Connect black lead to centre terminal on rectifier.
(¢) Turn ignition switch to “IGN™ position; lighting
switch to “off”.
(d) Reading on voltmeter should be not more than
1.0 volt below reading obtained in (1) above.

If a zero reading is obtained at rectifier centre terminal,
check continuity of wiring circuit back through ignition
switch to battery. A reading of more than 1.0 volt below
the reading in (1) above, indicates high resistive or bad
circuit connections.

Charging Control Circuit
TEST 1 — Low Output Position

{Applicable to machines with Green/White lead at
switch, and a link between switch terminals 5 and 6)

3. (a) Bridge together the centre and Green/White
terminals of the rectifier.

(h) Connect D.C. voltmeter (with 1 ohm resistor in
parallel), black lead to Green/Yellow cable from
ignition switch, red lead to earth.

(¢) Lighting switch in the “off” position.

{d) Ignition switch in the *“‘on™ position.

(¢) Reading on meter should be not more than 1-0 volt
below reading obtained in (1) above. See note 1.

TEST 2 — High Output Position
{Applicable to all machines).

{f) With voltmeter connected as in Test 1, bridge
together the centre and Green/Black terminals of
the rectifier.

(g) Lighting switch in the “Head™ position.

(k) Ignition switch in the “On’” position,

{i) Reading on meter should not be more than 1-0 volt
below reading obtained in (1) above. See Note 1.
A reading which is more than 10 volt below that

obtained in (1) above, indicates high resistive or bad
circuit connections.
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NOTE 1

If Green/White lead is connected to terminal 4 on the
PRSS, 63SA and 88SA switches, or terminal 7 on U39,
41SA. If no lead is fitted at 4 or 7 a zero reading will be
obtained.

Emergency Start Circuit
{(Twin cylinder machines with distributor)
4.{a) Disconnect alternator leads at the snap-connectors.

(b) Connect Green/Yellow lead from switch to rectifier
centre terminal, by means of a “‘jumper” lead.

(¢} Open distributor contacts,

(d) Connect voltmeter with 1 ohm load, red lead to
garth, black lead to “SW* (or “—") terminal of
ignition coil.

(e} Ignition switch in “EMG’’ position.

(/) Reading on meter should not be more than 1-0 volt
below reading obtained in (1) above.

(Single Cylinder Machines and Twin Cylinder
Machines without Distributor, i.e., Twin Cail and
Twin Contact-Breakers)

5.{a) Alternator leads still disconnected.

() Distributor or contact-breaker contacts open.

(¢} Connect D.C. volimeter with 1 ohm load, red lead
to earth, black lead to “SW* (or “—") terminal of
ignition coil.

(d) Ignition switch in “EMG” position.

(¢) Reading on meter should be not more than 10 volt
below reading obtained in (1) above.

(f) Connect Green/Yellow lead from switch to rectifier
centre terminal, by means of a jumper lead.

{g) Move voltmeter black lead from “SW” (or “—7)
terminal to “CB” (or “°") terminal.

(h) Ignition switch still in “EMG” position.

(Y Reading on meter should be not more than 1-0 volt
below reading obtained in (1) above.

If a zero reading is obtained check wiring and connec-

tions for continuity.

A reading which is more than 1-0 below that obtained in
{1) above indicates high resistive or bad circuit connections.

NOTE 2
These tests are to be carried out in the case of “No

Charge” or “No Emergency Start” if previous tests have
been carried out and all is in order.

Remember, it is important that both ignition timing and

rotor timing are correct for efficient operation of Emer-
gency Start.




PART 7

Location and Remedy of Faults

Although every precaution is taken to eliminate all
possible causes of trouble, failure may occasionally
develop through lack of attention to the equipment, or
damage to the wiring. The following pages set out the
recommended procedure for a systematic examination to
locate and remedy the causes of some of the more probable
faults. The sources of many troubles are by no means
chvious, and in some cases a considerable amount of
deduction from the symptoms is needed before the cause
of the trouble is disclosed.

IGNITION CIRCUIT (see note, Substitute Ignition
on page 58)

Engine will not start in IGN position

(a) Turn switch to EMG position, If the engine will now
fire, the alternator and rectifier are operating correctly
and the indication is a discharged battery; this can be
confirmed by poor light from the lamps and hydro-
meter readings below [-200. Recharge the battery if
necessary.

(h) Remove the H.T. cable from the sparking plug
terminal and hold it about {-in. away from some

« metal part of the engine while the latter is slowly
turned over. If sparks jump the gap regularly the
ignition equipment is functioning correctly. Check for
engine defects or examine sparking plug.

(¢) 1f sparks do not occur in test (5), check for a fault in
the low tension wiring, i.e., from battery to switch,
coil and contact breaker. If the wiring proves to be in
order, examine the contact breaker; if necessary clean
the contacts and adjust the gap setting.

Engine will not start in EMG position (if provided)

() Removethe H.T. cable and test as described under (b}
above: if sparks appear, then the trouble is due to
engine defects, etc.

(k) If the ignition equipment is not operative in the above
test, check the snap connectors, rectifier connections
and other wiring. All connections must be clean and
tight.

{¢) Examine the contact breaker; if necessary clean the
contacts and adjust the gap setting.

(d) Make sure ignition timing is correct to engine maker’s
specification.

{e) See that the alternator stator is fitted the correct way
round on the engine shaft.

Engine misfires
(@) Examine the contact breaker; if necessary, clean the
contacts and adjust the gap.

(M Remove the sparking plug (or each plug in turn), rest
it on the cylinder head and observe if a spark occurs
at the plug points when the engine is turned. Irregular
sparking may be due to dirty plugs, which may be
cleaned and adjusted, or to defective high tension
cables. Any cable on which the insulation shows signs
of deterioration or cracking should be renewed.

(¢} If sparking ts regular at each plug when tested as
described in (b), the trouble is probably due to engine
defects, and the carburetter, petrol supply, etc., must
be examined.

(¢} 1f misfiring occurs after the engine has been running
for some time, check that the ignition switch is in the
normal IGN position. If run continuously in the
EMG position, the rising voltage of the battery may
eventually cause misfiring to occur.

A.C. IGNITION
Important

1. Keep the contact breaker clean and its maximum
opening correctly set to 0.014” -—— 0.016".
2. Keep the sparking plug electrodes clean and correctly
set.
3. Keep to the manufacturer’s timing instructions.
Reparding notes 1 and 3 above, it is the magneto per-
formance or spark energy developed by the alternator (in
addition to the piston-to-spark relationship) that is in-
volved. Since the rotor is keyed to the engine crankshaft,
which, in turn, s coupled through the connecting rod to
the piston, any movement of the piston whilst timing will
affect the position of the crankshaft, and hence the mag-
netic timing position of the rotor. Thus the maximum
magneto performance of the alternator can only be ob-
tained with accurately set contact breaker and timing,

Engine will not start, difficult to start or misfires

@) Remove the H.T. cable from the sparking plug and
hold the cable end about 1" from the cylinder block.
Sparks should jump this gap regularly when the
engine is turned at kick-start speed.

() If sparks are obtained, check the sparking plug, reset
and clean, or renew as necessary.

{¢) If no sparks are obtained, inspect the H.T. cable and
renew, as necessary. Check contact breaker gap
setting.

{(d) If the sparking plug, H.'l. cable and contact breaker
gap setting are satisfactory, check for engine defects,
faulty fuel supply, etc.

MAGNETO IGNITION
Engine will not start ar difficult to start

(@) See that the controls are correctly set for starting,
petrol turned on, etc.

(/) Turn off the petrol tap. Remove the sparking plug
(or plugs), and place on the cylinder head. If a spark
occurs regularly at the plug points when the engine is
slowly hand-cranked, the magneto is in order. Look
for engine defects and check ignition timing.

(¢) 1f a spark does occur in (b), disconnect the high
tension cable from the plug and hold the cable end
about {” from a metal part of the engine. If a spark
occurs regularly when the engine is cranked, the plug
is faulty. If there is no spark, disconnect the high
tension cable at the magneto, replace with a new
length of cable and test again as before.

{d} Should there still be no spark, possible causes of
trouble are: contact breaker gap out of adjustment or
contacts dirty; contact breaker rocker arm sticking;
or, with rotary armature magnetos, pick-up brush
worn or broken, or slip ring track dirty. Remedy as
described.

Engine misfires

(@) Check asinpara. (6) and (¢) above to eliminate engine
defects, faulty high tension cable and sparking plug.

() Check magneto as in para. (d) above.
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PART 7

Location and Remedy of Faults

CHARGING CIRCUIT
Battery in low state of charge

(@) This state will be shown by poor or no light from the
lamps when the engine is stationary, with a varying
light intensity when the motor cycle is running.

() If the engine starts and runs in the EMG position,
this indicates that at least one plate of the rectifier is
functioning correctly. But it should be checked.

(c) Check the condition of the battery with a hydrometer.
Top up, if necessary, and have battery recharged.

(d) Check wiring from battery to switch, rectifier and
alternator, tightening any loose connections or
replacing broken cables.

Excess Circuit Voltage

(@) This will be indicated by burnt-out or blackened
bulbs, and possibly poor engine performance due to
burned ignition contacts.

(#) Examine all wiring for loose or broken connections.
(¢) Check the earthing of battery and rectifier.
(d) Examine the battery for broken internal connections.

(e)' If the ignition is affected, clean the contact breaker
contacts or if necessary renew them.

THE BATTERY POSITIVE (4ve} TERMINAL
IS EARTHED TO THE MACHINE. UNDER
NO CIRCUMSTANCES MUST THE NEGATIVE
(—ve) TERMINAL BE EARTHED.

NOTE: MACHINES WITH A.C. IGNITION

LIGHTING CIRCUITS

Failure of lights (machinery stationary)

(@) If only one bulb fails to light, replace with new bulb.

(b) 1f all lamps fail to light, test the state of charge of
battery, recharging it if necessary either by a long
period of daytime running or from an independent
electrical supply.

(¢} Examine the wiring for a broken or loose connection,
and remedy.

Lamps light when switch on, but gradually fade

Test the state of charge of the battery, recharging if
necessary.

Brilliance varies with speed of motor cycle

Test the state of charge of the battery, recharging if
necessary.

Lights flicker

Examine the wiring for loose connections, or short
circuits caused by faulty cable insulation.

Headlamps ilumination insufficient

(a) Tf the bulb is discoloured or filaments have sagged as
a result of long service, a new bulb of the same type
should be fitted.

(b) Check the setting of the lamp.

SUBSTITUTE IGNITION EQUIPMENT

If an A.C. ignition machine cannot be started in order to carry out the test procedure, first check that
the ignition timing and contact-breaker setting are in accordance with Manufacturer’s recommenda-
tions. If they are satisfactory, and the ignition coil is suspect, a substitute ignition system can be
connected to enable further tests to be carried out.

The procedure is as follows:—
Obtain a 6 or 12-volt battery and a standard type motor cycle ignition coil.

Connect battery Positive to frame of machine (Earth}.
Negative to substitute ignition coil (“SW” or “*—ve”).

Connect coil (“CB” or “-ve”’) to motor cycle contact-breaker.
Remove existing cable from contact-breaker.

Start engine and proceed with tests.
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PART 7

Location and Remedy of Faults

Although every precaution is taken to eliminate all
possible causes of trouble, failure may occasionally
develop through lack of attention to the equipment, or
damage to the wiring. The following pages set out the
recommended procedure for a systematic examination to
locate and remedy the causes of some of the more probable
faults. The sources of many troubles are by no means
obvious, and in some cases a considerable amount of
deduction from the symptoms is needed before the cause
of the trouble is disclosed.

IGNITION CIRCUIT (see note, Substitute Ignition
on page 58)
Engine will not start in IGN position

(@) Turn switch to EMG position. If the engine will now
fire, the alternator and rectifier are operating correctly
and the indication is a discharged battery; this can be
confirmed by poor light from the lamps and hydro-
meter readings befow 1-200. Recharge the battery il
necessary.

() Remove the H.T. cable from the sparking plug
terminal and held it about §-in. away from some

. metal part of the engine while the latter is slowly
turned over. I sparks jump the gap regularly the
ignition equipment is functioning correctly. Check for
engine defects or examine sparking plug.

(c) If sparks do not occur in test (b), check for a fault in
the low tension wiring, i.e., from battery to switch,
coil and contact breaker. Tf the wiring proves to be in
order, examine the contact breaker; if necessary clean
the contacts and adjust the gap setting.

Engine will not start in EMG position (if provided)

(@) Remove the H.T. cable and test as described under (b}
above: if sparks appear, then the trouble is due to
engine defects, etc.

() If the ignition equipment is not operative in the above
test, check the snap conneciors, rectifier connections
and other wiring. All connections must be c¢lean and
tight.

(¢} Examine the contact breaker; i necessary clean the
contacts and adjust the gap setting.

(d) Make sure ignition timing is correct to engine maket’s
specification.

{¢) See that the alternator stator is fitted the correct way
round on the engine shaft.

Engine misfires

{(¢) Examine the contact breaker; if necessary, clean the
contacts and adjust the gap.

(/) Remove the sparking plug (or each plug in turn}, rest
it on the cylinder head and observe if a spark occurs
at the plug points when the engine is turned. Irregular
sparking may be due to dirty plugs, which may be
cleaned and adjusted, or to defective high tension
cables. Any cable on which the insufation shows signs
of deterioration or cracking should be renewed.

(c) If sparking is regular at each plug when tested as
described in (b), the trouble is probably due to engine
defects, and the carburetter, petrol supply, etc., must
be examined.

{d) If misfiring occurs after the engine has been running
for some time, check that the ignition switch is in the
normal IGN position. If run continuously in the
EMG position, the rising voltage of the battery may
eventually cause misfiring te occur.

A.C. IGNITION
Important

1. Keep the contact breaker clean and its maximum
opening correctly set to 0.014” — 0.016”.
2.  Keep the sparking plug electrodes clean and correctly
set.
3.  Keep to the manufacturer’s timing instructions.
Regarding notes | and 3 above, it is the magneto per-
formance or spark energy developed by the alternator (in
addition to the piston-to-spark relationship) that is in-
volved. Since the rotor is keyed to the engine crankshaft,
which, in turn, is coupled through the connecting rod to
the piston, any movement of the piston whilst timing will
affect the position of the crankshaft, and hence the mag-
netic timing position of the rotor. Thus the maximum
magneto performance of the alternator can only be ob-
tained with accurately set contact breaker and timing.

Engine will not start, difficult to start or misfires

a) Remove the H.T. cable from the sparking plag and
hold the cable end about ” from the cylinder block.
Sparks should jump this gap regularly when the
engine is turned at kick-start speed.

(h) If sparks are obtained, check the sparking plug, reset
and clean, or renew as necessary.

(¢} If no sparks are obtained, inspect the H.T. cable and
renew, as necessary. Check contact breaker gap
setting.

(¢} 1If the sparking plug, H.T. cable and contact breaker
gap setting are satisfactory, check for engine defects,
faulty fuel supply, etc.

MAGNETO IGNITION
Engine will not start or difficult to start

(@) Seec that the controls are correctly set for starting,
petrol turned on, etc.

(A Turn off the petrol tap. Remove the sparking plug
{(or plugs), and place on the cylinder head. If a spark
occurs regularly at the plug points when the engine is
slowly hand-cranked, the magneto is in order. Look
for engine defects and check ignition timing.

(¢} Yf a spark does occur in (b), disconnect the high
tension cable from the plug and hold the cable end
about 4” from a metal part of the engine, If a spark
accurs regularly when the engine is cranked, the plug
is faulty. If there is no spark, disconnect the high
tension cable at the magneto, replace with a new
length of cable and test again as before.

{(d) Should there still be no spark, possible causes of
trouble are: contact breaker gap out of adjustment or
contacts dirty; contact breaker rocker arm sticking;
or, with rotary armature magnetos, pick-up brush
worn or broken, or slip ring track dirty. Remedy as
described.

Engine misfires

(@) Check as in para. (b) and (¢) above to eliminate engine
defects, faulty high tension cable and sparking plug.

(b) Check magneto as in para. {d) above.
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PART 7

Location and Remedy of Faults

CHARGING CIRCUIT
Battery in low state of charge

{a) This state will be shown by poor or no light from the
lamps when the engine is stationary, with a varying
light intensity when the motor cycle is running.

(b) If the engine starts and runs in the EMG position,
this indicates that at least one plate of the rectifier is
functioning correctly. But it should be checked.

(¢} Check the condition of the battery with a hydrometer.
Top up, if necessary, and have battery recharged.

{d) Check wiring from battery to switch, rectifier and
alternator, tightening any loose connections or
replacing broken cables,

Excess Circuit Voltage

(¢) This will be indicated by burnt-out or blackened
bulbs, and possibly poor engine performance due to
burned ignition contacts.

(&) Examine all wiring for loose or broken connections.
(¢} Check the earthing of battery and rectifier.
(d) Examine the battery for broken internal connections.

(&) If the ignition is affected, clean the contact breaker
contacts or if necessary renew them.

THE BATTERY POSITIVE (4-ve) TERMINAL
IS EARTHED TO THE MACHINE. UNDER
NO CIRCUMSTANCES MUST THE NEGATIVE
{(—ve) TERMINAL BE EARTHED.

NOTE: MACHINES WITH A.C. IGNITION

LIGHTING CIRCUITS
Failure of lights (machinery stationary)

{a) If only one bulb fails to light, replace with:new bulb.

(b) If all lamps fail to light, test the state of charge of
battery, recharging it if necessary either by a long
period of daytime running or from an independent
electrical supply.

(¢ Examine the wiring for a broken or loese connection,
and remedy.

Lamps light when switch on, but gradually fade

Test the state of charge of the battery, recharging if
necessary,

Brilliance varies with speed of motor cycle

Test the state of charge of the battery, recharging if
necessary.

Lights flicker

Examine the wiring for loose connections, or short
circuits caused by faulty cable insulation,

Headlamps illumination insufficient

(a) 1f the bulb is discoloured or filaments have sagged as
a result of long service, a new bulb of the same type
should be fitted,

(#) Check the setting of the lamp,

SUBSTITUTE IGNITION EQUIPMENT

If an A,C. ignition machine cannot be started in order to carry out the test procedure, first check that
the ignition timing and contact-breaker setting are in accordance with Manufacturer’s recommenda-
tions. If they are satisfactory, and the ignition coil is suspect, a substitute ignition system can be
connected to enable further tests to be carried out,

The procedure is as follows:—
Obtain a 6 or 12-volt battery and a standard type motor cycle ignition coil.

Connect battery Positive to frame of machine (Earth).
Negative to substitute ignition coil (“SW" or “—ve”).

Connect coil (“CB” or “-|-ve”') to motor cycle contact-breaker,
Remove existing cable from contact-breaker.

Start engine and proceed with tests.
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LUICAS
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AND
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FOR
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A.C. EQUIPMENT
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PART 8

1A45 — B.S.A. Bantam, Brockhouse Indian Brave, Dot and O.E.C. Machines
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THEORETICAL DIAGRAM
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PART 8

[A45 — B.S.A. Bantam, Brockhouse Indian Brave, Dot and O.E.C. Machines
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PART 8

RM12 Series “A” — Triumph 5 T.A.C. Engine and Frame Nos. 33868 — 33334 (inc.)

JELLOW

verow | r

Rto 1 _RED

ALTERNATOR

Nl
n T ammbie

GRETH GREEN

PURPLE

sunepe | —
LT

b
b~

PURFLE

BATTERY

O ||
TAIL N

SPEEDOG— AMMETER 'GNITION
PILOT RECTIFIER COIlL

GBE_, TO HEADLAMP ¥ (I)GREEN
GREEN () ®
@ LIGHT gLUE o
() I IGHT o

PRI. SWITCH

PRSS6 SWITCH.

[

TECHNICAL DIAGRAM OF « THE RM 12 ALTERNATOR CIRCUIT ' USED ON
TRIUMPH 5 T.A.C."" MOTOR CYCLES

(The Alternator is single wound and a double plate full wave rectifier is incorporated in the circuit)

THEQRETICAL DIAGRAM
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PART 8
RM12 Series “A” — Triumph 5 T.A.C. Engine and Frame Nos. 33868 — 35334 (inc.)
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PART 8

RM12 Series “C” — Triumph S T.A.C. Engine and Frame Nos. 35335 — 44821 (inc.)
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THEORETICAL DIAGRAM
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PART 8

RM12 Series “C” — Triumph 5 T.A.C. Engine and Frame Nos. 35335 — 44821 (inc.)
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PART 8
RM12 Series “C” — Triumph 5§ T.A.C. Engine and Frame Nos. 35335 — 44821 (inc.)
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RM13 — B.S.A. CIIG, Triumph “Terrier” and “Tiger Cub”

PART 8
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PART 8
RM14 — Triumph 5 T.A.C. and 6 T.A.C. Engine Nos. 44822 (onwards)
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PART 8

RM14 — Triumph 5 T.A.C. and 6 T.A.C. Engine Nos. 44822 (onwards)
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PART 8

RM13 — Brockhouse Indian Brave, Enfield Clipper or any Single Cylinder Machine
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PART

RM13 — Brockhouse Indian Brave, Enfield Clipper or any Single Cylinder Machine
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PART 8

RM14 — Separate Lighting-Ignition Switch Circuit
for use on Twin Cylinder Machines
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PART 8
RM13 or RM14 — Circuit used on Single or Twin Cylinder Machines

using Magneto Ignition
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PART 8

Typical Two Charge Rate Control Circuit for a Twin Cylinder Machine
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PART 8

Arrangement of Internal and External Connections
for 63SA and 88SA Lighting and Ignition Switches
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PART 8

t for Zener Diode Charge Control System
with Twin-Coil Ignition and Twin Contact-Breakers

ircul

Typical Wiring C
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PART 8

Typical Wiring Circuit for Zener Diode Charge Control System
with Twin-Coil Ignition and Twin Contact-Breakers
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PART 8

System

ing
with Twin-Coil Ignition and Twin Contact-Breakers

t for Three-Rate Charg

reul

Typical Wiring C
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PART 8

System

ging

t for Three-Rate Char
with Single Coil Ignition and Contact-Breaker

wrcun

Typical Wiring C
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t for a 12-volt Two-Rate Charging System
cted) Ignition Coils and Single Contact-Breaker

A Starting Motor and Flashing Light Indicators are also incorporated

-

IrCHl

Typical Wiring C
eries conne

with Twin (s
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PART 8
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PART 8

t for Twin-Cylinder A.C. Ignition with Twin-Energy

Transfer Ignition Coils and Double Contact-Breakers —No Lights

Ircui

C

Typical Wiring
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PART 8

le Cylinder A.C. Ignition with Single Energy

ing

it for Si

ircm

Typical Wiring C

ith Stoplamp

g wi

Transfer Ignition Coil — Provision for Direct A.C. Light
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PART 8

Zener Diode Charge Control Circuit with Alternator

Permanently Connected for Full Output
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A.C. Lighting Equipment.

Typical Wiring Circuit for Twin Cylinder A.C. Ignition with Twin Energy PART 8
Transfer Ignition Coils and Double Contact-Breakers — Full Direct
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