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The purpose of this manual is 1o present the ownar with a
concise and graphic guide which will enable him to tackle any
aperation from basic routineg maintenance to a major overhaul
It has been assumed that any work would be undertaken
without the luxury of a well-equipped workshop and a range of
manulacturer's service tools

To this end, the machine featured in the manual was
stripped and rebuilt in our own workshop, by a team comprising
a mechanic, a photographer and the author The resulting
photographic sequence depicts events as they took place. the
hands shown being those of the author and the mechanic

The use of specialised. and expensive, service tools was
avoided unless their use was considerad to be essential dus 10
risk of breakage or injury. There is usually some way of
improvising a method of removing a8 stubbom component.
provided that a suitable degree of care is exercisad

The author learnt his motorcycle mechanics over a number
of years, faced with the same ditficulties and using similar
facllities 1o those encountered by most owners. |t is hoped that
this practical axperience can be passed on throu gh the pages of
this manual.

Where possible, 8 well-used example of the machine is
chosen for the workshop project, as this highlights any areas
which might be particularly prone o giving rise to problems in
this way, any such ditficulties are encountered and rasolved
before the text is written, and the 1echmgues used to deal with
them can be incorporated in the relevant sections. Armed with

& working knowledge of the machine. the author undertakes a
considerable amount of research in order that the maximum
amount of data can be included in this manual,

Each Chapter & divided into numberad sactions. Within
shese sections are numbered paragraphs. Cross reference
throughout the manual is quite straightforward and logical.
When reference is made 'See Section 8.10° it means Section 6,
paragraph 10 in the same Chapter It another Chapter were
intanded the reference would read, for example, ‘See Chapter 2,
Cacksan 610 All tha photographs are captioned- with a
section/paragraph number to which they refer and are relevant
to the Chapter text adjacent.

Figures (usually line illustrations) appear in & logical but
numarical arder, within a given Chapter. Fig. 1.1 therefore refers
to the first figure in Chapter 1.

Left-hand and right-hand descriptions of the machines and
their companents rafer to the left and right of a given machine
when the rider is seated normally.

Maotorcycle manufacturers continually make changes 1o
specifications and recommendations. and these, when naotified,
are incorporated into our manuals at the earliest opportunity.

We take great pride in the accuracy of information given in
this manual, but motorcycle manufacturers make ahterations and
design changes during the production run of a particular motor-
cycle of which they dao not inform us. No lability can be accepted
by the authors or publishers for loss, damage or injury caused
by any errors in, Of OMISSIONS from, the information given.
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Left-hand view of the Honda CB 750K
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Right-hand view of the Honda CB300F
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Close-up of engine/gearbox unit of the Honda CB750K
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Introduction to the Honda DOHC Fours

Although for many years manufacturers hawe produced In Britain the 750 model was first imported during January
what are virtually replicas of the “Works' racing machines, for 1970, desighated the model CB750

sale to the genersl public, it is true to say that no machineg After a production run of almost ten years, the ubiguitous
captured the interest of the motor cyclist so vividly as the first Honda four cylinder models had begun 1o show their age when
production version of the Honda 4 cylinder. Ajready a legend compared with the dohc four cylinder models offered by the
i racing circles, the Honda 4 had represented 8 Sserous other Japanese manufacturers. This prompted the introduction
challenge whenever i appeared in Intermational events With of the new line of Honda fours, designed 1o lake the configura-
riders such as the late Aob Maclntyre, Jim Redman and Mike tion into the 1980s

Hailwood, the 4 demonstrated its supremacy on frequent A completely new engine gearbox unit is fitted, featuring 8

WL - lm

BB s

-

occasions, irrespective of whather the 125 ce, 250 cc. 350 cc
or 500 cc version was raced. Even the previously unbeaten
multi-cylinder Italian models no longes had things their own
way and were hard put to continug racing under truly com-
petitive 1@rms.

A1 the ond of 1967 Honda withdrew from racing and
commenced work on & road gaing wersion of thair in-line 4.
ccaled up 1o 750 cc. Without guastion it was designed to be the
number one ‘Superbike’. In engine layout it tollowed the lines of
the racing machines closely, a feature heightened by the use of
four separate carburettors and four sets of axhaust prpas and
silencers. two on each side of the machine. A speedomeler
calibrated up to 150 mph and a tachometer with the red band
commencing at B500 rpm completed the ‘streal race gtfect
which led to such a peak of interest that over g1 000 Honda
750 cc 4's were soid in tha USA alone in jus! over threés years

dohc (double overhead camshaft), four-valve head. In addition,
thare gare NUMerous detail refinements and a pomplat

job.

The basic model of the range
roadster version with the traditional fou
system. Thé CB7G50F is the sports version and reflects the
popular "Euro-style integrated tuel tank,
assembly. A less bulky four-into-two exhaust system adds 1o
the weight. In Europe only, there
ove model, an

the image and subtracis from
is the CRO00OF. a larger capacity version of the ab
identical chassiz housing the more poweariul engine

The range s compleied by the CETROK LTD (Limited
Edition) and CB750L Custom  models,
current popularity of factory customised N
rwio models are similar in all major respects and are freated

o e in ihe text

Model dimensions and weights

e re-styling

s the CB750K, a touring
r-imto-four exhaust

side panel and seal

each reflecting the
wotprcycles, These

Overall length CB750K

Db U G-0sC CAEKOWITA CB750K LTD
CB750C:

CB750F:

CBS00F:

Owvarall width CB750K
sI1EROKose CALKOWITA CB750K L

CB750C

CB750F

CB900F

Ovearall haight CBTS50K

WYySekose CAEKOW| TA CB750K LTD
CB750C

CB750F

C8900F

Wheelbasa CB750K
RolsTARW 0%l CB750K LTD:

CB750C

CB750F

CBS00F

=
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H?GD mirm
2290 mm
2300 mm
21956 mm
2240 mm

(87.4 in
(90.2 inj
(0.6 in)
(86.4 n/
(R8.2 in)

B8O mm (34.6 in)
B0 mm (34 .6 ]
919 mm (36.2 ini}
B&ES mm (34.1 in)
795 mm |:'|-1.3 Tnt]

1160 mm
11680 mm
11685 mm
1140 mm
1125 mm
1520 mn
1520 mm
1626 mm
1520 mm
1515 mm

(45.7 in)
(45.7 in]
(45.9 in)
(44.9 inj
(44.3 in}
(59.8 in)
(59.8B in)
(60.1 in}
(59.8 in}
(59.6 in)

800 mm (31.5 inj

Seat heighi CR750K

RYSo Lose S[EDLENIA

Ground cleaaranca

Fi’.?.fi’urf

Dry weight
MBS A [Sucna)

CB750UK

CB750C:
CB750F:

CB90DOF
CBTS50K
CB750K

CB750C:

CB750F
CB900F

CB750K:

CB750K
CB750C

cC8750F:
CBO00F:

LTD

LTD

LTD

785 mm
759 mm
810 mm
215 mm
150 mm
145 mm
1259 mm
140 mm
150 mm

(30.9 in)
(29.9 in)
(31.9 in)
(32.1 in}
(5.9 in)
(5.7 in)
(5.1 in)
15.5 inl}

(5.9 in)

233 kg (512 bl
234 kg (516 1b)
232 kg (511 Ik}
230 kg (507 Ib)
233 kg 1512 bl

Ordering Spare Parts

When ordering spare parts for any Honda model it is
advisable to deal direct with an oMficial Honda agent. who
should be able to supply most items ex-stock. Parts cannot b
obtained from Honda (UK) Limited direct: all orders must be
routed via an spproved agent, even |f the parts required are not
held in stock

Always quote the engine and frame numbers in full,
particularly if parts are required for any of the earlier models.

The frame number is located on the left hand side of the
stearing head and the angine number is stamped on the upper
crankcase. immediately to the rear of the two leht hand
cylinders. Use only parts of genuine Honda manufacture,

Location of frame number

Patiern parts are available, some of which originate from Japan
but in many instances they may have an adverse effect on
performance and/or reliability, Furthermore the fitting of non-
standard parts may invalidate the warranty Honda do not
operate a service exchange scheme.

Some of the more expendable parts such as spark plugs,
bulbs, tyres, oils and greases eilc., can De obtained from
accessory shops and motor factors, who have convenient
apening hours, chamge lower prices and can often be found not
far from home. It is also possible to obtain parts on a Mail Order
basis from a number of spacialists who advertise regularly in the
motor cycle magazines

Location of engine number
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Safety first!

Professional motor mechanics are Iranagd n sale working
proceduregs  Mowewver enthusiastc you may be about gatling on
Wity ot in hand do take the [ore 10 SNsUre that Wr sipterty
s ol put at nsk A moment’s lack of attentyon can rasull in an
pecident  as can Imlure o observe certain  elemeantary
SR aiwr 7] [Tn 108

Thiere will abways be new ways of having accilents, ang thia
{ollowing pomts do mot pretend to be a comprehensive list of all
dangers. They are infended rather 10 make ywou aware of the
nsks and 10 encoursge 3 safety-conscious approach to all work
vou Carmy oOut on your vehicle

Essential DOs and DON'Ts

DON'T start the engine without first ascertaining that the

Iransmission 15 i neulral

DONT suddenly remowve the filler cap from a hol cooling

systam = cover it with a cloth and release the prassure gradually

firsf o Wil Ty |::|'I"'| sralilen) by &5Capmyg codlant

DOMN'T attempt 1o dram ol untl you are sure i1 has cooled

sufficiently 10 avoid scalding you

DON'T grasp any part of the engine exhaust or silencer withiout

fersl Afceflavmrey fhat of o8 :',.l.q!"ll_lﬂll!h,,' CepeH 1O pvons Duarmirigg wiond,

DONT allow brake fluid o antifresze 1o contact the mochinge s

painivwors or plastiic companents

DON'T syvphon toxic liguids such as luel, brake fud o

artifrimere by mouth, or allow them (o remain on your shn

DON'T inhale dust — it may be injurcus 1o health (see AsHDeiros

heachng)

DON'T allow any spilt oil or grease to remamn on the Hoor

v if up straighl away. belorg sGmesnd shps on i

DON'T usa ill-fitting spanners of other tools which may slip and

Calsa iryuny

DON'T attempt to lift a heavy component which may be

beyond your capabilily — get assistance

DON'T rush 1o finish a job, or 1ake unvernfied short culs

DON'T allow children or animals in or around an unsitended

wericle

DON'T inflate a tyre to a pressure above the recommended

maximum, Apart from overstressing the carcase and wheal tim

in axtreme cases the tyvre may blow off forcibly.

DO ensure that the machine is supported securely at all times

This is especially important when the machine 15 blocked up 1o

picl wheel or fark removal

DO 1ake care when antempling o slacken & stubborm nut or

Bolt, It s genarally batter 1o pull on a spanner, rather than push

s0 that if slippage occurs you fall away from the machine rather

than on o i

DD wear eye protection when using power tools such as dnll

sandar, bench gninder 1.

DO use a barriar cream on your hands prior to undertaking dirty

jidis — it will protect your sk fram infechon as well as making

the dirt easier to remove afterwards: but make sure your hands

aren’t left slippery. Note that long-term contact with used

gngine il can be & health hazard

DO keep loose clothing (cutfs, tie etc) and long hake well out of

the way of moving mechamical paris

DO remove rings. wrstwatch etc. before working on the vehicle
especiaily the slectrical system,

DO keep vour work area tiddy — it is only too sasy to fall over

articles left hying around

DO exercise caution when compressing springs for removal or

installation. Ensure that the tension is appled and released in a

controlled manmer, usng sultable tools which preclude the

possibility of the sprng escaping violenthy.

DO ensure that any lifting tackle used haz a safe working load

rating adequate for the job.

DO get someone to check periodically that all is well, when

working alone on the vehicle

DO carry oul work in 8 logica! sequence and chack that

evarything is correctly assembled and tightened afterwards.

DO remember that your vehicle's safety affects that of yourself

and others. It in doubt on any point, get specialist advice.

IF, in spite of following these precautions, you are unfortunate

enough to injure yoursel!, seek medical attention as soon a8s

possible.

Asbestos
Certain fnction  msulating. sealing, and other products -
such as braka limings, clutch linings, gaskals, efc COMERIN

grliesins Exfrennne care - inust be taked 1o avedd inhalatian of
dust frommy sueh products smce i 5 harardous fo health It in
dioihit: asswime that they oo contain ashestos

Fire

Ruemaimlser at gl fimes that petrgl lgazobinel is highly
flgmmable. Never smoke o have any kond of naked thame
around when working on the vebicle. But the nsk does not end
{ Bt i 4 spark caused by an electncal shori-cocwl, Dy Two
metal surfaces contacting each orhar by coreless use of lools
or even by static electricity bullt up In your body under Cariam
conditions. can ignite petrol vapour, which in a confimed space
5 Fughily explosre

Abwavs  disconnect the battery earth (groundl termunal
belore working on ary part ol the luel or electhcal system. ang

purgett ek spilling foed an 108 ot @ngirn or axhaus!

It s recommended that a fire extinguisher of a type suitalbile
fi Tuedl and electocal fires s Kapt handy i thie  Qarage o
workplace at all times. Never try 1oextinguoash a fuel or electocal

tire wwith water

Note -""l""r fiRlrEncg Mg o0 torch’ MO rhit rnanual
shouty alwaws he taken (o mean a hangd-hefd Dallteny-opefafed
e pene faergy o Hlashieg il IF 0085 Mot mean 8 weldireig gans My
v Bforewilairgy

Fumes

Canain fumes are highly toxic and can quickly Cause
unconsciousness and even death il inhaled to any extent Potrol
{:I_].q.q.uhltnl viApoul comes inlo. ths category, as do the vapours
from cortain solvents such as trichloroethylens. Any draining o
POUrIng ol such wvolatila fluids should be done inoa well
vaanitdalied ared

When using cleaning fluids and solvents, read the instruc
tons carefully. Never use matenals from unmarked contamerns
they may give ot pmsonous Yapours

Never run the engine ol a motor vehucle in an enclosed
space such as a garage. Exhaust fumes contain carbon mon-
aulde which iz extremely posonous.  you need to run the
g, always dp so in the open air of 81 leasi have the rear of
the yebocle outside the workplace

The battery

Newver cause a spark or allow a naked hight. near the
vehicle's hattery, It will normally be giving off a certin amount
ol hytrogen gas. which s highly explosive

Always disconnect the battery earth |ground] terminal
belore working on the luel or electrical systems.

I possible, loosen the filler plugs or cover when charging
the battery from an external source. Do nol charge at an
pxcessive rate or the battery may burst

Take care when topping up and when carrying the battery
The acid electroivie. even when diluted, 8 very corrasive and
should not be allowed to contact the eyes or skin.é

If you ever need to prepare electrolyle yoursell, always add
the acid slowly to the water, and never the other way round
Protect against splashes by weanng rubber gloves and goggles

Mains electricity and electrical equipment

When using an electnc power tool inspection hight eto
always ensure that the apphance 15 correctly connected to s
plug and that, where necessary, 1 15 properly earthed
(grounded). Do not use such apphances in damp conditions
and, again, beware of creating a spark or applying excessive
heat i the vicinity of fuel or fuel vapour Alsa ensure that the
appliances meet the relevant national safety standards

lgnition HT voltage

A severe electric shock can result from touching certain
parts of the ignition system, such as the HT leads, when the
engine is running or being cranked, particularly il components
are damp or the insulation is defective. Where an electronic
ignition system is fitted, the HT voltage is much higher and
could prove fatal

Routine maintenance

Parodical routine maintenance s essential to kesp the
maoatorcycle i 8 peak and sale condition. Routine maintenance
slen savas money because it provides the opportunity 1o delacl
and remady a fault bafore it develops further and Causes mMore
damage. Maintenance should be pndartakan on ethear 3 calen
dar or mileage basis depending on whichever comes Sooner
The penod betwean maintgnance tasks serves only as a guide
sihce thers are many vanables eg. age ol maching, rding
technique and adverss conditions

The maintenance Instructions ara genefally those rec-
ommanded by the manufacturer but are supplemented by
atditional tasks which, through practical experience. the author
recommends should be carrled out at the intervals suggested
The additional tasks are primarily of a preventative nature.
which will assist in eliminating unexpected failure of a compa-
nent or system, due to wear and tear, and increase safety
margins when riding

Al the maintenance tasks are described in daetail togeThar
with the procedures required for accomplishing them. If necess-
ary, more general information on each topic can be found in the
relevant Chapter within the main Taxt

Although no special toofs are required for routine mainten-
ance, a good selection ol general workshop tools is assantial
Included in the tools must be a range of metnc nng or
combinahon spannérs, a selection of crosshead acrewdrivers,
and two pairs of circhp pliers, oné extermal opening gnd the
ather internal opening, Additionally, owing 1o the exlreme
tightness of most casing screws on Japanese machines, an
impact screwdriver together with a choice of large or small
cross-head screw bits s absolutely indispensabla. This s
particularly so if the engine has not been dismantled since
leaving tha factory

Weekly, or every 200 miles (320 km)]

1 Tyres

Check the tyre pressures. Always check the pressure when
the tyres are cold as the heat generated whan the maching has
been ridden can increase the pressures by as much as B psi,
giving a totally inaccurate reading. Variations in pressure of as
little as 2 psi may alter certain handling characteristics. It is
theretore recommended that whatever type of pressure gauge
is used. it should be checked occasionally 10 ensure accurale
readings. Do not put absolute faith in ‘free air gauges at
garages or petrol stations. They have been known 1o be in error.

Inspect the tyre treads for cracking or evidence that the
outer rubber is leaving the inner cover. Also check the tyre walls
for splitting or perishing Carefully inspect the treads for stones.
flints or shrapnel which may have become embedded and be
slowly working their-way towards the inner surface. Remove
such objects with a suitable toal. The thing for getting stones
out of horses hooves is ideal!

2 Bartery
LT RN i - T T TErY arwl e ||'-|'.'||‘~|‘|‘5 1
T LT L sil] wediteEt Loy it wkae O wWaral 8% thas will
fice the lile of the tattaey 0 the Dannory i rarmdaved tar flling
T e 1 s i T b ibety DeEain i wrbricly alouhil D
raglaced n ihe Saind o351 Lupani wmurirrig that the pipe 8 0ot
kinked o Dlocked. |1 the bri TRV TS esinciod and tha
battery ovarheats bor any reason. the pressure produced may. in
GETERTIE %S LiinE - FHi AU gga fo Tadl Aamvdl @ '.I‘L'I-l‘:"!-dl
.-.'|I"':..:-.!-I -.;! Sl acidd 1o be depasited on The electncal
harness anc framo parts

3  Engine ol

Chack the esnging ol levael by masns o! The pSsTICk
incorpoeated in the fill g plug which scraws into tha tett-hand
giche of the crankcass, Whan takmg the raacing do ngl Screw T
plug into the casing. allow il to rest on the nm ol tha hiller
orifice. Replenish the engna ail with ol ol the specified grade
to the measimum lavel on The dipShice

4 Flectrical system

Check that the various bulbs are funchomng propeny
paying particular attanton to fhis rpgr Larmg, 1F 8 possaale that
ane ol thie rear lamp of beake lamp flaments has [ailed but gone
unnoticed. Check that the indicators and horn operate normally
Claan all lenses. I any of the fuses has blown racently, chack
that the source of the problem has been resolved and that the
spare luse has baen rénewed

Carrect engine oil level is between upper and lower marks on
dipstick
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5 Brake fluid
Check the hydraulic fluid jeval in the fronl brake master

cylinder reservor Balome femoving the M'Eﬂf‘r'f:iil' cap and
diaphragm oplace the handiebars in 5u|:.1'| a pﬂ.!rtlcl-r'! that the
rEaaCVOIr I8 approximately vertical, This will prevent spilage. The
fluid should ke belwean the upper and lower lines on tha
rasarvoir body. Raplenish, if necessary, with hydraulic brake
fluid of the carrect specification which is DOT 3 (USA) or SAE-
31703 I the level of fluid in gither of the resarvoirs Is
sxcassively low. check the pads {or wear. [ the pads are not
waorn, suspect a fluid leakage in the system. This must be
rectified immediately. In the case of machines fitted with a rear
disc braoke, check the Huid level as described above. The
reservoir is Iocated behind the right-hand side panel

Top up brake fluad as necessary 1O maintain correct lavel

6 Safety inspection
Give the whole maching o closs visudl iINspec tion, checking

for loose nuts -and fittmas, Irayed mtral cables and damaged
brake hoses @l

Monthly or every B00 mules (1000 km)

Completa all the checks histéed under the previous maintan
ance mlarvdl neading and el prey ol thie tolowing
! Final drive chain: lubrication and agjusiment

The finsl drive chain is of the endless Type, dving no fCdning
link in an efort o ¢ wite any landency Towarnds breakaga.
The rollers are equipped with an U fng at each ind which sesls
the lgbricant inside and prevents the INngress of watar OF
abrasive grit. 11 should not, howaver De. sl pposed that the nesd
far lubrication & lessaned. Un the conlraty freguant bul sparssa
lubrication is essential to minimise wear oehwean the cham and
sprockats. Honda recommend the use ol SAE 80 or 90 gear oil
for chain lubncation, but This sl e of imited value Que 10 thim
speed with which it s Hung oM Conventional aerosol lubncanis
must be svoided because the propaiiant gead wall atiack and
damage the Onings, bul some ¢ § 1he newer tvpes such as PJL
Biue Lable, are sultpble 1of use oo O.ring chains.and are marked
as such.

In particularly adverse weather anditions, or when 1ouring
lubrication should be underiasan maore froquenthy

A final word of caunon; the imporiance ol chain lubncaton
cannol be oversiressed in view ol the Cost of replacement, and
the fact that a considerable amount of dismantling work
|r'|1:3|.u|:1|ng CAAFIFLETECY @I LR L aeppd o Be uncariasean

should replacement be necessary

Adjust the chain after lubrication, so that there is approx-
imately 15-25 mm slack in the middle of the lower run. Always
check with the chain at the tightest point as & chain rarely
wears ovenly during sar.ce.

Adjustment is accomplished after placing the machine on
the centre stand and siackening the wheel nul. so that the
wheel can be drawn backwards by maans of the drawboit
adjusters in the fork ends.

The torque arm nuts and the rear brake adjuster (drum
braked modeis) must also be slackened during this operation.
Adjust the drawbolts an equal amount 10 preserve wheel
alignment. The forks ends are clearly marked with a series of
parallel lines above the adjusters, to provide a simple visual
check

2 Brake wear

Check that when spplied, the rear brake wear indicator is
within the usable range scale marked on the brake plate. The
tront disc brake pads should also be examined for wear, and 10
shis end are marked with a red line denoting the maximum wear
hmit. | necessary, change the pads andior brake shoes,
refarring to Chapter 5 for details. Look also tor signs of staining
on the friction material. This may be caused by leakage from the
fork leg or from the calipar seals; in sither case attention must
be given to locating and rectifying the source of the leak.

3 Wheel condition — wire spoked types

Check the spoke tension by gently tapping each ane with a
metal object. A loose spoke is identifiable by the low pitch noise
generated. I any spoke needs considerable tightening, it will be
necessary o remove the tyre and inner tube in order to file
down the protruding spoke end This will prevent the spoke
trom chafing through the rim band and pigrcing the inner tube.
Ratate the wheel and test for rim runout. Excessive runout will
cause handling problems and should be corrected by tightening
or loosening the relevant spokes. Care must be taken, since
altering the tension in the wrong spokes may crealé more
problems

4  Further maintenance checks

The following areas should be given a cursory check, taking
ramedial action where required. Check the electrical systam,
slus the headlamp beam alignment. Check the various nuts,
holts and screws for security. tightening where necassary.
Chack the front and rear suspension for smoath oparaton.
Check the steering head bearings for free play. Examine all
control cables and hydraulic lines, renewing any which appear
wom or frayad

& monthly or every 3600 miles (6000 km)

Complete all the checks in the preceding maintenance
schedules and then carry out the following.

1 Engine oil and filter renewal

Run the engine until normal operating temperature s
reached to ensurae that the old oil drains quickly and completely.
Place the machine on its centre stand and position a drain tray
ar bowl of about 1 galion capacity beneath the sump drain plug.
Ralease tha drain bolt and filler plug, and allow the engine oil to
dram.

Siacken the oil filter bolt and remove the filter housing and
slament. Note that some residual oil will be releasesd, and some
provision must be made 0 catch this. When all the oil has
drained, clean the area around the drain plug and filter housing,
and the inside of the filter bowl. Refit the drain plug and filter
assembly. Fill the crankcase with 3.5 litre (6.0 Imp pint, 3.7 US
quart) of the recommended engine oll, then run tha engine for
nwo of three minutes, checking for signs of leakage around the
drain plug and filter, Stop the engine and check the ol level,
adding oil where necessary 10 bring the level 1o maximum on
the dipstick
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2 Valve clearances

It is important thal valve clearances be maintained other-
wisa damage, or at best poor performance and noisy operation,
will oceur. To gain access to the camshafts, it will b nacessary
1o detach the fuel tank and the H-shaped camshaft cover to
axpose the two camshalts and their gszociated componanis
Mote that the engine should be cold during the clearance check.

Each vaive is operated by a bucket-shaped foillowweer which
containg a shim to provide the correct clearance betwean il and
the cam lobe. Tha gap should be measured with the peak of the
ram lobe uppermost. at which point it should be possible to
insert a feeler gauge between tha bucket top and the cam lobe.
Tha spacified clearance s

« 005 + D.002)
0.08 L
08 mm _ o, (00030 50501

for both the inlet and the exhaust valves. This gives a
permissible range of 0.06 — 0.1.3 mm {0.002 - 0.005 in) in aach
case

It will be necessary 1o sat the camshafts in the comect
position, as described balow. Working from the right-hand side
of the machine, turm the crankshaft stowly in a clockwise
direction until the index mark on the axhaust camshaft and
aligns with the front section of the gasket face. Check and note
the clegrance of the axhaust valves of cylinders 1 and 3.

Rotate the camshafts through 90° by wming the
crankshaft clockwise through 180°, then repaat the check on
rha fnlel vaives of cylinders 1 and 3.

Turn thae camshafte through another 90° and check the
axhaust valves of cylinders 2 and 4. Finally. rolate the
camshafts by a further 907 and check the clearance of tha inlet
valves of cylindars 2 and 4.

Replenish gnging wit

chipstick

Chiech valve clearamd
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& Carburettor adjustment |
The following points chould be checked. and it necessany,

adjusted. Note that adjustments should not be made by way of
gxparimentation - if gl is well, leave the 1'....|j|r|'_1L.|rﬂ:I1rl|.1'5 alone. In
practice it will be found that carburation g:hustment? are
maintamed with reasonable accuracy over quite long neriods.

Run the enging IH rase the tempeatature to normal, prefer-
ably by riding it for 10 = 15 minutes F’Im_fi the machine on its
centre stand anid allow the engine to dle. Check the idle spead.
which should be 1000 + 100 pm. I necessary, move the
throttle stop scraw 10 bring the idle speed within limits

Carburettor synchronisation requires the use of a8 vacuum
gauge set |1 this ic not available, do not attempt adjustment,
but take the machine to a Honda dealer 1o have this operation
carmed ol

I the vacuum gauge set s avalable, proceed as follows.
Reimove the diualseal and petrol wank o that access can be
ganed to the carburellons Using a8 suilable length of feed pipe
reconnect the peirol ank with the carburetiorns, 50 that the
EIL'”I'_rl flow can be manianmed The getrol Lank must b FJ"EI.EEI:I-
ahove the lovel of the carburettons Connect 1he vacuum gauges
fio HheE g

Start the engine and atlow it to run untl norm sl working
(emperature has besn reached This should take TU 15
minutes. Sat the throttle so that an eng:na spead of 1000 +
100 rpem is mantaned. f the readings: on fhe vacuum gauges
wary tiy more than 60 mm Hg {2 .4 in Hg) it will be necessary 10
adjust the synchromising screws 1o bring the carburettors within
rmits. Nore that of the resdings on the QRGeS fluctuate waldhy,
[t & likaly that the gaugiss require hadavier camping Bafer 1o thae
it ynufacturar $ iNsIruch pILiNgG up Procedurss

The N huretter (second from lefl] is regarded as the
base (nsttumant 1That s, i s non-30 gaatable and the ramainmng
thise carburetiors must be adjusted 1o i1 Honda produce a8
snecinl combined screwdriver and sucket SpaTInG! for daaling
with the synchronising scréws P an number 07908~ 4220100
its use makes the procedura easier. but i1 18 nol pssantial
Clacken the locknul of 1he bOjusler concarned. then Lurn the
s pauns reading. Wihean the reading

lRTTer. ol fhee ey o

is as close as possible to that of the No 2 carburetior holid the
adustor screw ool retighien the Incenul, HEepaatl the procedurs
of Thé remamimg

T check the opsration ol the throttle Twistgrp ard cables
fuir ey T il f anal Bl the #ng to wlle wntil ol s1alis
fue o The bt Fe THis pie it aupendguent “l.!l.]lji-"'l-u

P WL 1 | 1 afm it ted

e Aboul 4 & mm ree play

I flanged sitoe Cosrse adjustment can be
mndle by il L fpy PhiE  pEgQaned  armorur
Further fine poljusts | nacke by mapns of the uppar adjusiel
7 Side stand: pad rendwa

I haa i i f p rubber pad which sl
rmtunily wedr down with use. LDk fhe pad condibon and
romess it e T o roesec] woah hirve The old pad can Da
i iy i o The single setmineng Dol and the thsw item
fiiten Dy Tver g the dhamaniling Sequance

Yearly or avery 7200 miles (12000 kml

.5 ¥t e EEra T lsteect afy BFhEE  PEEEDLS Sectinns

Ty TR
! Renew he sparking oS

7 Renew the awr filter etement

Im @cirdefacer the macihns st De vaEn 4 ClosEe wisieal
examination, checking the numerpus detads not covered by the
aormal mamianance schedule, Lheck [or sgns of corrosion o
FuSiug araund the TramHe A Lysil | arts. Laking the appropriale

rarmedlia| JCTan sl e Tl o

PoBLY DL I
00D REPLACE

WEAR LINE
CINIA ZULYUIA

Checking side stand pad wear

Additional routing mamnmtenance

|  Brake pads: exarmnation and replacement

The rate of brake pad wear s dependent on the condiions
under which the maching operates, weight carriad and the style
of il consaguently it S difficult 1o sdvise on ipﬂt"i'ﬂ
nspection intervals. Whiatever inspection interval is chasan baar
i mind that the rate of wear will not be constant.

To check wear an the front brake pads pxamine the pads
through the small window in the main caliper units. If tha red
mark on the periphery of any pad has bean reached, both pads
\n that se1 must be renewed. Tha rate of wear of the two sets
are similar so it is probable that they will require renewal at the
samea time in any Ccase

Check the rear brake pad wear after removing the plastic
-aliper cover from position, If the red tongues on the pads have
closed together sufficiently that they are within the area marked
red on the calipar, they must be renewed

2 Brake pad renewal

Remove each brake set individually. using an rlenncal
procedure as follows

Unscrew the two bolts that pass into the calipar body and
sacula the body to the support bracket Lift the caliper body off
the suppor! brackel, stll interconnected with the hydraulic hose

Lift the old pads out. Install the new pads and also tha shim
which fits against the outer face of the outer pad. The shim
must be fitted so that the arrow 15 N0 the foreard-most position,
pointing 0 an upward direction Refit the caliper halves and
replace the socket screws. It may be necessary to push the
caliper cylinder piston imwards 1o give the necessary clearance
If required, the bleed screw on the caliper can be slackenad at
the same time as the piston is pushed inwards. This will allow
5 small amount of fluid 10 seep out and the piston to move
Place a rag around the bleed screw o prevent the fluid leaking
anto the caliper unit. Operate the brake lever, after pad
replacement. 1o check free movement of the pads and to allow
the pads to self-adjust.

2 Rear brake adjustment — drum brake models
Adjustment of the rear brake should be camed out whan
required. the intervals baing depandent on riding slyle arwd
usage. The adjustmaent IS carried out by turming the nul on the
raar end of the brake operating rod. Precise adjustment 15 a
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matter of personal choice but it shouid be ensured that the
brake does not bind when the foot pedal is in the fully returned
position. A brake wear indicator is fitted to the brake acluating
grm on the back plate. If, when the brake is applied fully, the
arrow on the arm is in line with the casl-in index mark on the
back plate. the brake linings are worn sufficiently to require
ranewal

4 Clutch adjustment

In common with brake pad wear, clutch wear and the
resultant necessary adjustment depends on operating condi-
tions and the style of riding. Adjust the clutch, when necessary,
as follows.

Check the clutch free play at the ball-end of the handlebar
lever. The levar should move 10 — 20 mm (§ = § in} before the
clutch begins to lift. i the free play is incorrect, the cable may
be adjusted by means of the adjuster screws at both ends of thes
cable. The lower adjuster is used for coarse adjustments and the
upper adjuster for finer running adjustments. If the upper
adjuster threads project more than 8 mm (0.3 in} from the lever
stock. there is some danger of the adjuster breaking out of the
stock boss. To prevent this, screw the adjuster in fully and then
make the adjustment for free play only using the lower pdjuster
1o take up the excess slack.

L

Clutch adjustment mechamsm tor coarse adjustments
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Quick glance

maintenance adjustments and capacities

Engine/transmission oil capacity
DAY s

AR O CRUMINODR s s e s A e

Sparking plug Q8P .. s

Front fork oil capacity
N s A T AR b e L b b e TS T

At n*l chil‘“ P R e e e N e R e e e T e L e En t e L e s A

Tyre pressures
Front:
CB7E0 K. LTD o) Fociiiiiiimimisinimisinisri i
Rear (solo):
CB750 pra-1980 antl F ......commmimmmmmsrmsresssssss
CB750 K 19B0 and LTD ... vmmmesensssiecssasens
o - LT o [ S
Rear (with more than 90 kg [200 Ib] load):
P ITNOCIIES o iiiiin i i s ns'sn b bbb b e b e

4.5 litre {7.92 Imp pint/4.7 US quartl
3.5 litre (6.00 Imp pint/3.7 US quart)

0.6 - 0.7 mm (0.024 - 0.028 in)

175 cc
166 cc

28 psi (2.0 kg/em?)
32 psi (2.25 kg/em’)

32 psi (2.25 kglem’)
28 psi (2.0 kg/em®)
36 psi (2,50 kg/cm’)

40 psi (2 80 kglem®)

Recommended lubricants

Components Lubricant
Engine/transmission
General, all-TEMPErature USE ..........coiicsmsssisssmirsssess SAE 10W/40
ABowa TRUL (BDIPE] o i ilisirs i i i s b s i SAE 30
=107 10 + VB (152 — BDPF) iiiiiimbiirmiiiiiis SAE 20 or 20W
Above —=TI0U TYBYE) ciisinnareiianimmmsimssiidamsmmi SAE 20W/50
Batow DPC ATZ ) rsrianmiominmmmssimrisisssissitss SAE 10W

Eront BRIl s i i il e i,

General lubrication ......................... = SRR el

WVHOBE BT IME s i S e L S e

Swinging arm ............ N ———-s

Component lubrication during engine reassembly

O, RIENAY - cocciiiini it cicinima e s R b R S oq

Automatic transmission fluid (ATF)
SAE B0 or 80 gear oil

Light machine oil

High melting paint grease

High melting point grease

Molybdenum disulphide grease

Tools and working facilities

The st priocity when undertaking maintenance o repair
wiork of any sort on a motorcycle it to have 8 clean. dry. well-
it weorking area. Work carned out in peace and guielin the well-
ardered atmosphere of a good workshop will give more
satisfaction and much better results than can usually be
achieved m poor working conditions: & good workshop  maust
hawve 8 Clean tat workbench oFf 3 solidly’ comatructed table of
convenienl working haight. The workbench or table should be
eguipped with a vice which has a jaw opening of at lgast 4 n
(106 mm), A set of jaw covers should be made from saft metal
such as alumimum allay of copper. or from wood, These covers
will mimimise the marking or damaging of soft or delicate
components which may be clamped in the vice. Some clean,
dry, storage space will be regquired for tools, lubricants and
dismantled components. It will De naoessary dunng & mapor
pverhaul o lay out anging gesrbos componants for anamination
and to keep them whece they will remain undisturbed Tor as
long as is necessary. To this end o s recommendsd that a
supply of mital or plastic containers ol sultable sipe B collegted
A supply of clean, lint-frée. rags for claéaning purposes and soma
nEWSpapers, othar rags o paper lowels lor mopping up
splllages shouwld 3ls0 be kept I working on g hard congrete Noor
note that both the lloor and one's knees can be protected from
oil apillages and waar by cutting opan a large cardboard box and
spraading it flat on the floor under the machine or workbench
Thig also helps to provide some warmith in winler and o prevent
the loss of nuts. washers. and other tiny components which
have & lendency 1o disappear when dropped on anything other
than a perfectly clean, flat, surface

Unfgrtunately, such working condifions are not always
available to the home mechanic. When working In poor condi-
tions il s assential 10 toke extra time and care 1o ensure that the
componenis being worked on are kepl scrupulously clean ane
10 #énsure that no components or tools are lost or damaged

A selection of good tools s a fundamental requiremant for
anyone contemplating the mantenance and repair of a motor
vehicle. For the owner who does nol possass any, thai
purchase will prove a considerable axpense, offsetting some of
the savings made by damng-il-yoursall. However, provided that
the tools purchased meet the relevant national safety standards
and are of good guality, they will iast !pr many years and piova

an extremely worthwhile ineestmen
To help the average ownar to decide which toois are

needed 1o carry out the various 1asks detailed in this manual, we
have compasted three lists of 1ools under the following headings;
Maintenance and mwnor repair, Repair and overhaul, and
Specialired. The newcomer 1o practical mechanics should star
off with the simpler jobs around the vehicle. Then, &s his
confidence and expenence grow, he can undertake more
difficult 1asks, buying extra toals as and when they are needed
In this way, 8 Maintensnce and minor repair 1ol kil can be
built-up nto a Repair and overhau! tool kit over a considerable
period of time without any major cash outlays. The expenenced
home mechanic will have a ool kit good encugh for most regair
and overhaul procedures and will add tonls from the specialized
category when he feels the expanse i jusiified by the amount
of use these tools will be put to

It 1= obwioushy not possible 1o cover The sulpect of 1ools fully
hera. For those who wish to lgarm more about 1oois and their
use there i5 a book entitted Motorcycle Workshop Practice
Manual (Book no 1454) avallable from the publishers of this
manual.

A5 a general rule, it 5 better to buy the more expensive,
good quality tools. Given reasonable use, such tools will tast for
a very long time, whereas the cheaper, poor quality, Hem will
wear out faster and need to be renewed more often, thus
nullitying the original saving., There is &lso the nsk of a poor
Quality tool breaking while in use, causing personal injury or

gnpensive damage 1o the componant being worked on

For practically all 1ools. a tool facior s the best source since
he will have a véry comprehensive range compared with the
Fverage garage or sccessory shop. Having sawd thal, accessory
shops often otfer excellant quality toals a1 discount prices, so it
pays ta shop around. There are plenty of tools around at
reasonable poces. bul always aim to purchase nems which meat
the rolevant nabonal safety standards. If in doubl seek the
adwvice ol the shop proprietor or manager before making a
purchass

The basis of any toolkit s 8 sat of spanners. While open-
gnded spanners with ther slim jaws, are useful for working on
awkwardly positonad nuts, ring spanngrs have advantages in
that thay grp the nut far more positively, There is less risk of the
sganner shpping off the nut and damaging it. for this reason
alone ring spanners sre to be preferred. Ideally, the home
mchamne should acouire a sat of aach, but if axpanse rules this
it oa wet af cambunation sgatners lopdan-ended at one and and
woith a rng of the same sige at the other) will provide a good
compromise  Ancthor item which s so0 useful it should be
congderegd an essantial reguirement lor any home mechanic is
B Aol of socket spannegrs. These gre available in a variety of drive
sizes It i recommended that the 4-inch drive type is purchased
o begin with as although bulkier and more expensive than the
{-mich type the farger size s far more common and will accept
A greater varety of lorgque wreénches extension pieces and
socke! spes The socket set should comprise sockets of sizes
between B and 24 mm, a revaersible ratchet drive, an axtension
bar of about 10 inches in length, a spark plug socket with a
rubber insert, and a umiversal joint. Other anachments can be
added to the sel at a later date.

Maintenance and minor repair tool kit
Sar of spanners 8 - 24 mm
Sat of sockers and attachments
Spark plug spanner with rubber insert - 10, 12, or 14 mm
as appropriate
Adiustable spanmer
C-spanner/ pin spanner
Forgque wrench (same sire drive as sockets)
Ser of screwdnivers (flat bladel
Set of screwdrivers (crass-head)
Ser of Allen keys 4 - 10 min
fmpact screwdriver and bits
Ball pein hammer — 2 1b
Hacksaw (funior)
Self-locking pliers - Mole grips or vice grips
Pliers = cormbrnation
Pliers — needife nose
Wire brush [smaif)
Soft-bristled brush
Tyre pumg
Tyre pressure gavge
Tyre tread depth gauge
O can
Fine emery cloth
Funnel imedivm size)l
Orip tray
Grease gun
Ser of feelor gavges
Arake bieeding kit
Strobe timing light
Caontinwity tester (dry batrery and bulb)
aaldering iron and solder
Wire stripper or craft knife
PVC insulating tape
Assortment of sphit pins, nuts, bolts. and washers
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Tools and working facilities

] aul toolkit :
Rﬂp‘lﬁ: ?ﬁ:ﬁ:ﬂﬁh list are virtually essantial for anyone

. j matorcycle and are additional to
ummgtrdaﬁaﬁﬂg:;:n?ning Torx driver bits, T:*.}n-. SCrews
tha tools Elﬂ'l'ﬂ'd on some of the more modern I'I"IEI:I"III"!IEE wheore
m:ifﬁl:: restricted to fastening certain components msi_dg the
engine/gearbox unit. It is therefore recommended that |fh T:.;
bits cannot be borrowed from a local dealer, they are purcha :
individually as the need arises. They are not in rt:‘gular L!E? int E:
motor trade and will theretore only be available in specialist too

shops.

Plastic or rubber soft-laced mallet

Torx driver bits

Pliers — electrician’s side cullers |
Circlip pliers — internal (straight or right-angfed tips are
availabie)

Circlip pliers - external

Cold chisel

Centre punch

Pin punch

Scriber o
Scraper (made from soft metal such as aluminiuvm
ar copper)

Soft metal drift

Steel rule/straight edge

Assoriment of files

Elpetric drili and bits

Wire brush flarges :
Soft wire brush (similar to those used for cleaning swede
shoes)

Sheer of plate glass

Hacksaw (largel

Valve grinding tool

Valve gy compound (coarse and fine)

Stud extractor set (E-Z out)

Speclalized tools o
This is not a list of tha tools made by the machine s

manulacturer to carry out a specific task on a limited range of
modals. Occasional references are made 10 such tools in the
text of thes manual and, in general, an alternative rne_Ih:Jd of
carrying out the task without the manufacturer's tool s grven
where possible. The tools mentioned in this list are t!'msa which
are not used regularly and are expensive to buy in view of their
infrequent use Where this is the case it may be possible to hire
or borrow the tools against a deposit from a local dealer or ool
hire shop, An alternative is for a group of friends or & motorcycle
club 1o join in the purchase,

Valve siving comprassor
Piston nng coMmpressor
Universal bearing pulfer

Cylinder bore honing attachment ffor efectric dritf
Micrometer set -

Vermier calipers

Dial gauge set

Cylinder compression gauvge

Vacuurn gauge set

Multimeter

Owell metertachometer

Care and maintenance of tools

Whatever the quality of the 1ools purchased, then._r will last
much longer if cared for. This means in practice ensuring that a
100! is used for its imtended purpose; for exampie screwdrivers
should not be used as a substitute for a centre punch, or as
chisels. Always remaove dirt or grease and any metal particles
but remember that a light film of oil will prevent rusting i the
tools are infreguently used The common tools can be kept
together in a large box or tray but the more delicate, and more
axpensive, items should be stored separately where they cannot
be damaged. When a ool 1s damaged or worn out be sure 10
renew it immediatety. 1t is false economy to continue 10 use a
waoen spanner o screwdriver which may slip and cause
axpensive damage to the companent being worked on

Fastening Systems
Easteners basically, are nuts, bolts and screws used to hold

1wo or maore parts together. There are a few things 10 keep in
mind when working with fasteners. Almost all of them use a
locking device of soma type. either a lock washer, lock nut,
locking tab or thread adhesive. Al threaded fasteners should be
clean, straight, have undamaged threads and undamagead corn-
ers on the hexagon head where the spanner fits. Develop the
habit of replacing all damaged nuts and bolts with new ones.

Rusted nuts and bolts should be treated with a rust
penetrating Hluid to ease removal and pra_vant breakage. Afrer
applying the rust penetrant. let it ‘work” for & few minutés
before trying to loosen the nut or bolt. Badly rusted fa;tunuru
may have to be chiseled off or removed with a special nut
hreaker, available at tool shops.

Fiat washers and lock washars, when removed from an
assembly should always be replaced exactly as removed.
Replace any damaged washers with new ones Always use a
flat washer between a lock washer and any soft metal surface
isuch as aluminiuml, thin sheel metal or plastic. Special h}lf_h:
nuts can only he usad once or twice before they lose their
locking ability and must be renawed .

if a bolt or stud breaks off in an assembly, it can be drilled
aut and removed with a special ool called an E-Z out. Mast
dealer service dapartments and motorcycle repair shops can
perform this task, as well as others isuch as the repair of
threaded holes that have been stripped out).

Standard torque settings

Spe

be suplsu.-ed according to the table below,

Fastenar type [thread diameter] kgf m
5 mm bolt or nut 0.45 - 0.6
6 mm bolt or nut 08 - 1.2
8 mm bolt or nut 1.8-25
10 mm bolt or nut 3.0-40
12 mm bolt or nut 50 - 6.0
5 mim SCiew 035 - 0.5
B mm SCrew 07 -1.1
6 mm flange bolt ;E - ;;
8 mm flange bolt o

10 mm flange bolt

cific torque settings will be found at the and of the specifications section of each cha

ptar. Where no figure is given. bolts should

bt ft
35-456
6-8
13 - 18
22 - 29
36 — 43
25 - 36
5 -8B
7-10
17 - 22
22 - 29

Chapter 1 Engine, clutch and gearbox

For modifications, and information relating to later models, see Chapter 7
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Specifications

Note: Specifications are given for the 300 model only where they differ from the 750 model

Modal
Engine
s s e R S S e e A L eSO L

Bﬂ I b o b o 0 B B B A 1 T

Strﬂke......--......-..--._....... kb e T L Ll L L L L L LT
MNP o o . S Y
COMPIESSION FRIID ..o b s b s B S s s s s e

il il el PR SRR R D

Valve clearances (engine cold)
I B T R i i o b s s o L i § BN VR

CB750 CBS0OF

Four-cylinder air-cooled dohe Four-stroke
62 mm (2.44 in} B4.5 mm (2.54 in)
62 mm (2.44 in) 69.0 mm (2.71 in)
749 cc (4567 cu in) 901 cc (54.9 cu in)
9.0:% 8.8:1

0.06 - 0.13 mm (0.002 - 0.005 in)

=
b i
]
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Valve timing
Inlel OPENS B it sabssan s ssai s s

intel closas atl e U ERAAESLor ) A A PR
Ekhﬂuﬂ' ﬂp’gns at e e e e LT PR AT T e ey s S L BAR R R P PR B e B S e

ExPaust CIOBES @Y ..ieresormrrreremrrrtassmse i sstbrnissinens bisass L

Valve and springs
Seat angle ... R R S A PR PR PR AR SRR
BT I o i A A S SRS PSS
SBIVICE: HIMVIE ooccicminiiosisssisrsinimpronssspessimratorsss s orsrbis aomn ss svmsts 108 52 s s frsamt
Valve stem OD:
INIBT VBIVE sviiinrireresermsmnmsiorersssssssssasasnmanmrensrteranssesssassasnransd rbssasssssrass
SBIVICE I cooeoeiieeie e s csiesaoseianinsisss st diasanasstaasnsanns sesmnmnre ss 13y asin sss
ExNAUST VAIVE .oovvesiviaiiimsmiionesimisbasb s esisissasssannsnansnsnares
ol L Lo LT 1L T ————————
Valve guide |D:
IRIBE WBIWE eieianiisniiinss s rass s s rantme st v b AT PO A b be s s 58 0Bt
SBIVICE T 1orovrermrserrrrssssmmssnsresssebsbutefbesbbssssnss s ssss badhbndainbibabassntnins
EXIMBUSTE VBV oivvrvoisosrsisrntsnsst ioitisssatahssnaiosi bussmerareseisitissess e
VI JUTEML ooiiivnvrnid srbnre sihmn s fbs 4 id bt bt b e s S A 8RR R A Ry
Stem to guide clearance sarvice limit:
IOIBE MBI (i i bt b i R DT T o
EXPBUBT VBINE oo ceceacciiiniaineasarsrivssnnsmbess sirr s st s b bassadsdbasarmrbasaisbbbsts
Spring free length:
IBBE LORITED . oovn iaoniroras sies vt oubt i sirba oh b o o A e S L4
SEIVICE TN o i darserasisbaiiarsishbanns bbb b b B ams B aa s
Infet Linner) ..o eessmamnesses oL
Service Mt .....ccvemrmrresrees T T y—
EXRBUSE [OUTBT] «ooeiviesssinsssainsiosisssinsssetsnboss bhssssbspissssisssssssinssssrsssnre
SOrvICE HMIE ... rsisarinans
ERIBUBE [IITIBTY oocnsiicisisiiors iprssivirrss sesirinsssmmssistes s s sas a4 094
BOTWICE TN L ccrsinssamsrrisromimissimim sttt s na s e a4 4 S S a ey
Spring pressure at Ipll‘.’lﬁ!d llﬂﬂth‘l
T L o T | VO U PP PP ——

-------------------------

SEW.‘¢H |i|'|'||t ani BN bR RS R R R R R FFY RS e el bRl S -SSR EER AT R T e
Iniﬁ‘ [iﬂnﬂr} e o o B R B BB R bR A R R R R AT AR R RARAR

EEWi:E‘ I||'T|it ......................... R p——————— NS T T T P Y T Bipes
EHhHLI-!! IDUIHF] Bl e o Bl 8 & snzan LT SR ERpRT R A srssEssssEs

Service [Imit .....ooocovinmeirerrrsisies s b e i R Prrreees
E R LBIET THUPMBEY e v b e s sk sl i e i it

S'HWEW Hmit e i it o e 8 o e R B R R AR B R i mE R R R

Cam followers and camshafts

Carm Tolowsr O i i iaiisinissssnsssbasssss s s srerss israss
PR BT i i i T i s A AT ST
Cam follower bore ID e PR e
Service limit .. g -
Cam follower tu hnrn rnmtirnurn duurunc-u R
Camshaft overall I!'nmﬂhl

infet .

S L USRI ——
Elhﬂu'lt e R LR R PR R LA R R B R PR R R R e b L HhEt AmEEEE ErEn eh S

=TT Tad - 1 o 1] SRR PR
Camshatt to bearing cap clearance:
Cap A, E, F 8n L .o ceesnassssssianemem s ssississsss st st mnsnsasanss i
o= ATL L | 1L U i ey
Cap B, C, H BAE J ... eeressrmmesiniasssssmssnisnsass sres sabsast snsassanass .
Service limit ........ b e B L e e
All remaining caps WARR L e A e A PR A B e P
SETVICE T e caesrasara e et s s an i i REP——
Maximum camshaft run-out ...... e Ay R F A

5® BTDC at 1 mm lift,
ER° BTDC at 0 ik

35° ABDC at 1 mm hft,
101¢ ABDC at O 1
35° BBDC at 1 mm lift,
87° BEDC at O likt

5% ATDC at 1 mm lift,
72° ATDC at O tift

g§2° BTDC at O hft
g0° ABDC at O lift

93® BBDC at O lift
52 ATDC at 1 mm lift,
70® ATDC at D lift

457
099 - 1.27 mm (0.039 - 0.050 in)
1.5 mm {0.06 in)

5475 — 5490 (0.2156 - 0.2161 inl
5470 mm (0.2150 in]

5445 - 5470 mm {0.2148 - 0.2154 in)
5440 mm (0.2140 n)

5.500 — 5515 mm (0.2165 - 0.2171 in}
5.540 mm (0.2180 in)
5500 — 5,515 mm (0.2165 - D.2171 in)
5.540 mm (0.2180 in)

0.07 mm (0.003 in}
0.09 mm (0.004 in)

439 mm (1.73 in)
425 mm (1.67 in)
40.7 mm {1.60 in)
39.8 mm (1.57 inl
43.9 mm (1.73 in)
425 mm (1.67 inl
40.7 mm (1.60 in)
39.8 mm (1.57 in]

126 - 146 kg «» 37.5 mm
(27.78 — 32.19 |k % 1.48 in)
12 kg (26.46 Ib)

6.39 - 7.81 kg » 34.5 mm
(14.087 - 17.2181b » 1.36 in)
6.0 kg (1323 1A

12.6 - 146 kg » 375 mm
(27.78 - 32.19 b @ 'liI-EtHI
12 kg (26.46 Ib)

639 - 7.81 kg @ 345 mm
114.087 - 17.21B b = 1,36 in]
6.0 kg (13.23 Ib)

37.972 - 27.993 mm (1.1013 - 1.1021 in)°

27.96 mm (1.101 in) :

28 000 — 28.016 mm (1.1024 — 1.1030 in)

28.04 mm {1.104 in)

0.07 mm (0.003 in)

750 models 900 maodel

97.000 - 37.160 mm 37.420 — 37.580 mm
(14567 — 1.4630 in) (1.4732 - 1.4795 in)
76.9 mm (1.45 in) 37.3 mm (1.47 in}
37500 - 37.660 mm 37.920 - 38.080 mm
(1.4763 - 1.4827 in) (1.4929 - 14992 in)
37.4 mm (1.47 in) A7.8 mm (1.49 in)

0.040 - 0.082 mm (0.0016 — 0.0032 in)
0,13 mm (0.0051 in)

0.085 — 0.139 (0.0033 - 0.0055 in]
0.19 mm (0.0075 in)

0.062 - 0.109 mm (0.0024 - 0.0043 in)
0.18 mm (0.0063 in)

0.05 mm {0.002 in)

10° BTOC at 1 mm bift,
35° ABDC a1 1 muu lilt,

40° BADC at 1 mm lift,

Camshaft chains

Camshaft connecting chain length (see text)
Sarvice himit ... TS PR AR SR A s B BT S
Camshatt drive chain length (See TEXT) ...
Sarvics Bmit .o A A P ST T ISR

Cylinder head

MBXImMUM WATPBHR -oovrrrorrsrsrssressssssasmasarrsrsssssmrasssns

Crankshaft

Big end bearing axial Cl@ErANCE . s
Sarvice himit . e svemr el b A e N i s
Big end bennng rm:lml nlanranm
SETVICE JITHT 1oeeeeesiecrsrrassnsansanmnarman smenerommsssssis i histnsasnsnssararaneseds s ssasiisins
Main bearing rm:lml dﬂmanr.u PV o S e S e e
Service himit .. At Y S LI LT el 1 R e
M aximum manhﬂhaft Fun- uul ...................... S e i e

Primary chain
TP e i kb R A B WY T e ans

Length {see text)

Service himit

Cylinder block
SLANAGIT DOTE BIZB . ovuirriorsrrrssosss smsiamsssmmimmsrsssastassssnsssss rarsssbbvsvseresd

Sarvice Bmi .. T e SRR PR S LA I Tk
Cylinder/piston maximum ClEarance ... s lin

Ovality Bmit i s rerssanssnsn s s mmsessmssrasios L e e

Pistons and rings

Piston DD ...iinnicesesssesmsassssnsssnnns

EEWILE I“"HH R LR L e ) R RS e ariri A B B TR RS RS L ESE L DL R
Piston nngfgmm-u :Inurnncu

T 1eevremrrarsrsnmmnnmmamesnensencmssres cettrassrsarsEsmR b aRaE LS s betarssbs eimegrs et e e b

Sﬂﬁp‘;cﬂ H'I'I'I]l_ e e bR T il
R e v A e T T IE N T r L AR

BEEVICHE TITHE fooirerinemmormssiinrss sainrs e st s bri st 3 4404 i s g s s A PR

Piston ring end gap:
Top and S8cond MNGS ..cveiismsimmm s

GRIVICE THTIIL 1veisrissrsmsostosnorsnrasssissnssssbisns eess parasses pesssabs seserran sasnsass
Ol ring (side raIl) ..ot st
Service Hmit ..o R T
Gudgeon pin 0D ... R S S ——-—
BarVICE DML o ioiciiiiiiiiiamnninnsprrssanss daiibhems ey ahs arumsahs s a4 T QS
Gudg&un pin Dore ... ireeeRFeReSeabARSae St AR R SRR R BTERI PSR OR1

S'E W'cﬂ |imd A me- Frw e EEE R B EEEIET T PR TR rs r e s s SR A

G Uﬂ'ﬂ'ﬂﬂn pﬂ'ln'lﬂtm chafa nl:H e e P SR L LT ETE DL TR LR R Rl
Piston/bore clearance ...

Clutch
T'fpﬂ g o o B L B R AR S N G R R e el S S s e R R R R R AR

No. ol plates:

.
g’laln e T T T T T TN P R T B R RS LR LR e e T R R R L P il sipgEESEIETET Ll

Friction pd'atﬂ 1hnckﬂegs*

T'\I'ﬂE A SR R 0 R R R RS RS e e s S S nn PR R RERA R

WEHI Iim:t e B i 0 R e = B B R A R R R RS A R B S
Tm E b e o e e A W e B B R R R oy R S S S SRR R

Wear hmit ., R S S e U U A O
Plain plate max. warpagﬂ ur e reercb s AT i L v
No. of springs ... R e 3 S e e e e e
Spring preload at spumfmd Iang T R i skis

-

T e TR AR e LR LR LR L bl et e

17670 - 17692 mm (6.917 - 6.926 nl
177.1 mm (6.97 in)
309.05 — 309.35 mm (12.167 - 12.172 in)
311.8 »(12.28 in)

nm

0.10 mm (0.004 in)

0.08 - 0.20 mm {0.002 - 0.008 in)

0.3 mm (0.012 in)

0.020 - 0.060 mm (0.0008 - 0.0024 inj
0.08 mm (0.003 in)

0.020 - 0.060 mm (0.0008 - 0.0024 in)
0.08 mm (0.003 in}

0.05 mm (0.002 in)

750 models 900 model

Hy-Vo Hy-Vo

129.78 - 129.98 mm 1393 - 139.5 mm
15.109 = 5117 in| (5484 - 5492 in)
131 mm (5.16 in 1409 mm (5.558 in}

64 500 - 64.510 mm
(2.6383 - 2.5397 in)
64 60 in (2.543 in)
0. 10 mm (0.004 n)
0.10 mm (0.004 in)

62000 - 62.010 mm
(2.4409 - 2.4413 in)
62 10 mm (2.445 in)
0.10 mm (0.004 in]
010 mm (0.004 in)

64.46 - 64.49 mm
(2,538 - 2.539 in)
B4 .40 mm (2,635 in)

6195 - £1.98 mm
(2.439 - 2.440 in)
61.90 mm (2437 in)

0.016 - 0.045 mm
(0.0006 - 0.0018 in)
0.09 mm (0.004 in)
0.015 — 0.045 mm
(0.0006 - 0.0018 in)
0.09 mm (0.004 in}

0.030 - 0.0O65 mm
(0.0012 — 0.0026 in)
0.09 mm (0.004 in)
0.025 — 0.055 mm
(0.0010 = 0.0022 in)
0.09 mm [(0.004 inl
010 - 0.30 mm 0.16 - 0.30 mm
(0.004 - 0.012 in) (0.006 - 0.012 in)
0.5 mm (0.020 in) 0.5 mm (0.020 in)
0.3 - 0.9 mm (0.012 - 0.035 in)

1.1 mm (0,043 in)

14,994 — 15000 mm (0.5903 - 0.5906 in)
14.98B mm {0.590 in)

15.002 — 15.008 mm (0.5906 - 0.5303 in)

15.05 mm (0.593 in)

0.04 mm (0.002 in) max

0.10 mm {0.004 in} max

750 models 900 model

Wer, multiplate

7
8

3.72 - 3.88 mm
(0.146 - 0.153 in)
34 mm (0.13 in}
3.72 - 3.B8 mm
{0.146 - 0.153 in)
3.4 mm (0.13 in}
0.3 mm (0.012 in}
B

16.6 — 18.4 kg/ 18.3 — 20.1 kg/.
25.0 mm 24.4 — 25.6 mm

(36 .60 — 40.57Ib/ (40.34 - 43.31 It/
0.98 in) 0.96 - 1.01 in}

——wmm wwg = =
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T I e = - —- ——
e —————— 14.9 kg/25.0 mm 17.0 kg/24.4 ~ 26.6 mm R TV T = =
| Service Umit ..o (32.85 Ib/0.98 in) {37.48 1b/0.96 — 1.01 in) g’ gil.mﬁsura o N DU i A P N il fg - gg ﬁ} —ﬁ
| Clutch spring D P T | - 34.2 mm (1.35 E"l 35.1 mm (1.38 !"'} 8 | Neutral SWIlCH o e 16-20 11 - 14
it o oo arr it rmmgmmeeormsy, 388 mm (1.29 i) 33.9 mm (1.33 in} e IS T G, . 35-40 25 - 29
. 1'; Autornatic Hming UMt BOIL ... 33-37 24 - 27
| B1  Starter clutch OIS ..o 26 -30 19 - 22
| Gearbox 760 modals 900 model 51 Engine mounting BORS ... s See Section 45
! TV ooosisissiciariasnsaisaisrersss s ispesss 1SR Mt TaTaTImbasasttmcn atenases 5-speed constant mesh
Primary FEOUCHON FBHIO wwmim et 23811 2.041:1
Gearbox ratios: : e ¢l Carburettors
H S8 - _orrrsveseasssssensasmeaERRASSBR 1 AR SRR 0 2.533:1 {i 1 General description D St motor
! | Ind ..,-p.................,.,_........."H..........."..........--,._..-..............;............ 1.78911 'E':'l GEETI‘:hBHﬂB “ﬂkﬂgﬂ
| t Eld T —— e R L L - L Ry L VT T 1-3‘91 :1 - ThE E‘ngtnu l.ll"ltt fﬂﬂ'ﬂi‘- th. most !iﬁﬂiﬁﬂﬂl‘lt ﬂmct ul -H Altﬂrn-ﬂ'!ﬂr
n ¥ TP b B s 1.160:1 : Honda's large capacity four-cylinder range. and is designed 10 gl CDI pickup assembly %
_ l L 0.964:1 1.000:1 take a now traditional configuration into the 1980s. The units hl  Clutch .
I , E““i r“d‘:j"'::‘ e ebbbrr A4 b i o il sa e R A s s oS S SRR Sggg‘ 0074 gggg‘ T fitted to the various machines in the range are similar in design. .l
gar DACKIBSIY ciciceriinrirrem st s s s st L - ), mm ; - U mm vin number of features in common with the six-cylinder
| (0.0009 — 0.0029 in) (0.0009 - 0.0043 in) :}%,; 3;,2,;”& un;, ; ° 7 3 Operations with the engine/gearbox unit ramoved from
p Service Hmil ..o KR PEPERGELS e ey 0.12 mm (0.005 nl 0.16 mm (0.006 in) The crankshaft is of one-piece construction and runs in five the frame

| Gearbox pinion bore internal diameter:

plain bearings. Similar plain big-end bearings suppon the forged

e 28,020 - 28.041 mm (1.1031 - 1.1040 in) connecting rods. Power from the crankshaft is Transmitted 1 If anention to the major engine assemblies or internals is
SErviCe Il woocmsmssssssssmmsrer s ssssssermm sttt 28.06 mm [1.105 inl ) through a broad Hy-Vo primary chain to a primary shaft required. it will be necessary to remove the unit from the frame
Muinghaft St it 31.025 - 31.050 mm (1.2215. -~ 1.2224 In) mounted immediately behind the crankcase, where it is trans- and carry out further dismantling on the workbench. Major
i SErVICE IIMHT cinmmimsmisrie i sisiss st s 31.07 mm “-123_'”’ . ferred through a rubber-and-vane shock absorber to the primary areas requiring this action are as follows:

Layshaft 18t......ccminrenns 26.000 - 25.021 in (0.8843 - 0.9851 inl drive pinion and clutch, The right-hand crankshaft end supports

SEACE TMIL cooerersceisriniasssirmssssssismpsrmssssssraaassas seassnpmes oo 25.06 mm (0.987 in} the alternator assembly, whilst the starter clutch and CDI al Cylinder head, block and pistons

Layshaft 3rd e e 28.020 - 28041 mm (1.1031 — 1.1040 in] ignition reside at the left-hand end of tha crankshaft, b) Crankshalt assembly

Semvice Imitl .

Service HMit .o SOTRETRSRP—— ssvovesaacssasnphioms pobYH SRS} 3093 mm (1.218 in)
Layshatt 1st gear bush OD .oormmciicnnans e 24.959 - 24.980 mm (0.9826 - 0.9835 in) axhaust camshaft As with most Honda designs, the camshafts f)  Gearbox selectors and pinions
Service Mt ... BRSO D elitatats i st oo e e 24.93 mm (0.281 in) . ara supported directly by the cylinder head material gl Gearbox bearings and seals
Layshaft 1st gear bush L e ssrmivons 22,000 - 22.021 mm (0.B6617 - 0.8670 in) Each of the pent-roof combustion chambers carries two h) Crankcase castlings
S TYRTL T I Ly || (R——————— R L RALEREN ST LRSS 22.06 mm (0.869 in| _ inlel and two exhaust valves, which lessens the reciprocating
il Mainshaft OD at 4th gear Joumal ..o 27.959 - 27.980 mm {1.1007 - 1.1016 inl mass of the valve gear and permits greater inlet and exhaust
: .1 Tt o I L L] | RO ————r e T R T 27.93 mm (1.100 in gas flow for & given bore diametar, 4 Access to engine/gearbox unit internals .
. L“"'::‘:"tnnf — 51,087 — 22,000 rmm (08558 ~ 0.8661 ) Unlike the earlier sohc fours, the new engines feature wet >
BT JOUIMBI (cnrrrremmraenies T L LU AR . — : m iU - W n i ; i
i Eﬁm:.:uufimit e erseansassarentt RS SR SR S R SR 21.93 mm (0.BB3 In) :::Lmﬁ :};ET“H:;? ::: SH?rTﬂ:d::ufx t?::::r;:lﬂm:::hf; ':;:U?E 1 The various intemal components are housed within the
I PR I L T 27.959 - 27.980 mm (1.1007 — 1.1016 in) ! lubrication systam gmslfﬂed 1o the valve gear and camshafts horizontally-split crankcase halves. In order to gain access 1o
|! GBIV BTHR 1evmamereerersr et spaasaststosssimsansssassissiiss 27.93 mm (1.100 in) being by means of a separate external feed “f,,, in preference 10 these components, it will be necessary to remove the unit from
' Pinion to shaft/bush maximum clearance: the gld:¢ designs which employed the 'r?nd-ar head studs as the frame and to separate the crankcase halves, following the
| MINSHER SUVERBR oo icsiisiirmmmasrmrsisissssiasmissssisiisissmmassiia 0.10 mm (0,004 in| brication d e The ekl ,fdf,-, o u?undﬂr st  PTOCOUES deteles i subsequent sections of this Chapter. It
f Mainshaft Sth/bush ... essisiiet bt ssnsnnsate SEp——— 0.12 mm (0.005 inl t: ~an:i1 andumui:n b:rarir': ih:'lls.l ::u oll exitin ﬁhmugh o follows that the crankcase halves must be reassembled before
il Layshaft 1st/bush ... TSI PRSP 0.10 mm (0.004 in) hgl o iet. T Cehrn rgd 5 sadura luba l::a?iﬂn bat m’;’;m" the unit can be installed in the frame. Crankcase separation will
'l LayShaft 18t BUSHSNBM .....ooociveresssisisssmmssssissomissrsmsss s 0.10 mm (0.004 in) 0.06 mm (0.002 in) gt i % 9 be a necessary pracursor 10 work on items b) to h), listed in
. ;a:'!huﬂ ?ri-"sl'l[ait e P T E.E 0l Em.u-m I{E:IEEJf — The clutch and gearbox are built in unit with the engine, Section 3 of this Chapter.
| Sz:‘::'”:ﬂt Claw TTHCKRREED .ociirmmmmsmmessisestsmmismmasstorsiomssemsors: 51 m“m 11302:1:} ‘ = o sharing @ common, horizontally-split :nsir;g. The clutch is of
| 1 O AP TS TP R s pPE oS e PP T p— - . . ntianal multi-pl nstruction. and features on ecial ) :
1 Saelectar fork bore Max 1D s 13.04 mm (0513 in) | ::::Enm\r;ﬂsita al'Til.‘,:tﬂl'Fl"l p:ﬁ;:emdumgnnd II: ubi::-rthu ?untt:';p sl 5 Preparing the machine for engine removal
Selector fm'lr. shaft QD ..ciimuimmme 12966 — 12.984 mm (0.5104 - 0.5112 in) transmission snatch by virtue of its resilient design.
l! Sorvice HmiT . R AR . 12.90 mm (0.508 in) The gearbox is of conventional 5-speed, constant mesh 1  Before commencing work on engine removal, the machine
construction, the gears running in an oll bath which is shared should be carefully cleaned down to remava all traces of oil and

Torque settings

Mainshaft Bth gear bush OD . .. T,

28.07 mm (1.105 in)

90.850 - 30.975 mm (1.2185 - 1.2195 in)

Drive to the double overhead camshafts is by Hy-Vo chain
from the crankshaft centre to the exhaust camshatt. with a
second. smaller, Hy-Vo chain driving the inler camshaft from the

with the clutch and primary drive.
It will be seen that the new type engine units are rather

¢l Primary shaft and primary chain
dl  Main and big-end bearings
g) Gear selector mechanism

road dirt. This will make subseguent operations a lot cleaner,
and will avoid a lot of unnecessary mess in the workshop. Pay

Compaonant kgt m Ibf ft more than an update of the original four-cylinder unit. The particular attention 1o the underside of the crankcases and the
Cylinder head COVET ... 08 - 1.2 6-9 adoption of new designs and materials have resulted in a umit areas around the various mounting bolts, bacause these do not
CamMENaft DRATING CADS ..o ramsismmesssrasssssssninssssaiassms s roisses s 1.2 - 1.6 g - 12 which is bath more powerful and cleaner in operation. It follows normally get cleaned as thoroughly as the rest of the machine.
Cylinder head .. ... S e 3.6 -40 26 - 29 that the incidence of parts interchangeability between the sohc 2 Arrange the machine in the most convenient position in the
{ Camshaft sprockel bolts: and dohc is almost negligible, and care must be taken when workshop, allowing as much room as possible around it. Check
760 models ........ T UT T ST U S —— 22-286 16 - 19 purchasing replacement parts. that the chosen location is well lit, and that the floor area is
: GO0 MORIS . iiiisbiirssmntirsrrsessasiasissssmasmmnasnstassre 18-20 13-15 clean. This will make it easier to retrieve lost nuts or washers
SPATKING PIUDS ..ooviresiorsiissinismscsmrsississsassrasass s AN R R L 1.2 - 1.6 9 - 12 shauld they be dropped. Few owners will possess the luxury of
_ Crankcase bolts ... R See Section 37 2 Operations with the engine/gearbox unit in the frame a workshop-type motorcycle ramp, but this can be improvised
[ ALTEINAIOT TOTOT DO Lovsirisrrsssommssarssssssssnsmsssasmamasassymnsss s csbiises 8.0 - 100 58 - 72 with @ stout wooden bench about 1B inches high, or by using
! Primary shaft bolt ... enemeee ppemsrrr kA RS S ST SRS P 8.0 - 10.0 658 - 72 : ) ) sorme stout wooden planks supported by crates or concrefe
| ESARES il oevevceectnoeenromeoreesemmrersetrap AL s ARG 45-55 33 - 40 1 It is not necessary 1o remove the engine unit from the frame blocks. Above all, make sure that any such arrangement is
Gearbox sprocket. to carry out certain operations, although it may prove easier to stable, because serious injury can result from a machine
750 MOGBIS .....ocovocecirinsrmneritiiens R e N PPN 50-54 36 - 39 do so if saveral tasks need to be undertaken simultaneously. toppling over onto the owner, If necessary, the machine may be

' T IR 1] —— L S AR 45 -55 33 - 40 The following companents can be removed and/or serviced with secured by ropes or tie-down straps for added security.
Connacting rod nuts: the engine in position: 3 Gather together the necessary tools. some clean rags, and
750D models ... o bbb e fErE T E T — 3.0 - 3.4 22 - 25 ﬂ! {:'Il'rll‘ﬂ'fﬂl’ hﬂ'ﬂd COVer 3 drain tray or howl. It is useful to 'Db'lﬁ-lﬂ some small boxes so
S00 L ETH 0 | | T PP T 32 23 bl EEITISI'IE"E that small lﬂiﬂtﬂd p'm can ha kE.p'l tﬂgﬂthﬂ! o aid dent-
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Fig. 1.1 Sactionaqd view of

ification. Cut-down plastic oil containers are ideal for this
purpose. and also make useful dran trays. Before procaeding
further, read through the appropriate Sections so0 that a good
general idea of the procedure is gained.

6 Removing the engine/gearbox unit from the frame

1  With the machine set up as described in Section b, place a
bowl or drain tray of about 1 gallon capacity beneath the
crankcase drain plug. Remove the plug and leave the oil 1o
drain. If the engine is cold, this will take a considerable time,
and can be left to its own devices whilst further dismantling is
undertaken.

2  Turn the fuel tap to the off position, and check that there
are no naked flames in the vicinity of the motorcycle before
prising off the fuel feed pipe at the carburettor.

3 Release the seat latch, and hinge it upwards to gain access
to the fuel tank fixing balt. Slacken and remove the single bolt
to free the rear of the tank. The tank can now be lifted and
pulled rearwards to free the mounting rubbers at the front
Place the tank to one side in a position where it is not likely to
get damaged.

4 The side panels should be released by pulling them frae of

ine/gearbox unit,
TELEKRD) S|t wIEA [SuRLYAY BIEGON

their secuting rubbers. As a safety precauyon, release the
nattery leads, and preferably remove the battery from the
machinge 10 avold accidental shart circuits. Trace the CDU and
alternator leads up from the enging, and separate them at the
appropriate connection block

5 Slacken the hose clips which secure the carburellors at the
marilold adaptors and to the air cleaner hoses, The carburetior
hark can now be disengaged from its rnc:unlfng: stubs and
pulled clear. [t may prova helpful 10 release the air cleaner case
securing screws so that it can be pushed back clear of the
carburettors. Once the carburetiors have been moved about
haliway out, the throttle cables should be released from the
gperating guadrant at the centre, This is accomplished by
slackening the cable adjuster locknuts and setting the adjusters
to give maximum free play. The nipples can then be shd out of
the quadrant and the cables removed. The choke cable should
be released in a similar fashion, and the overflow and vent pipes
guided clear of the frame as the carburettor bank is pulled free.
6 Slacken the nuts which secure the exhaust clamps to ther
cylinder head studs, allowing the clamps and collet halves to
drop clear of the head. The exhaust system can be removed in
rwo sections, after the rear mounting bolts have been released,
On the 750 models, the mounting bolts double as footrest
securing bolts, whilst on the CBS00F, two bolts secure the
silencer to the alloy mounting plate. Nota that the left-hand
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{ 14 chis@ngage Trorm

T, & — i =t . n e down position

300 ; { W i ol conler mounted on the

gred ml pipes. down

nians,. ralpasing the pipes

oHe anine wm 1 1o damage the pipegs by
1 tg- 7y epesd Note that a small
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[
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i ol o short repr-s=21 inkage betwean the pearchange
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! | by B pinch bott 1o the salsgtor shalt sphnes, whilst 8
i stidms b e S TRRA T i Thi Vo H}r!'fr#“i[
i frneg il
K, LEuropnd i3 HTS0UK and the s l.E-‘IEI'DF
| il i et i plates W wmneh the footrests, brake pedal
i AT g s | } gearchange lever are 4l
TRI1| LFTIrE fi gty that the latt-hand plate
i I I e bor the lelt-hand rear
FEITEED b was lount noat o
eilial Vi 1 ihaera [ o 18] b -"l|;||..1_|'| DM 1o
oEivre the casing arowund the ;'-" ite | ha rrgi hand [‘IJH'IE
i muat Bnwever. be ralegsacd provide cleagrance for engine
vl | s oS securod Dy The svwingung arm ol shalt nut and
| the lower amggmeg mounting Dot nut hath of which should be

FErvioss sy 12 [ anty i 3 e HATe "l_l g '.-'-..-Itllt]r.;lwl'l l.-.:'r-l

B 3 Hear ol 1ank is hald by rubber mou et EEI.'.‘LIriﬂﬂ kol

b o brake mmvdciale ol el e 1 =t SCHRE I Y T ALY Lhe
bBraka padal and operatmy rod, unless the latter (5 isConnacted
it thet rear wheea! and -u;.r--.J through piate s removed
| ai. brake switch operating spring must Also ba aiscon-

]

i rear dis¢ brake madels. reiease the two Allen bolts

srcure the rear brake master cylinder to the alloy plate

e Draxa pedal should also be noved atter relegasing 18
1iscl B [2lans iTEEs

asp of the remaimng med the rear hrake pedal

nanae lever and front lootrests should be removed, these

g attached i a similar manner to that descnbed above but

ot the alloy mounting plate. Un all models, the left-hanag

e - Gasing AR | o b remioved -:Ile"I" rl'|!'r!!“,:~ifl-l_:| (%1

Nals e A

Mackan e central sprocket retaiming boll and pull the
wation sprocket glear of its spling ihe chain can be dis

1153 fecarty the sprockel andg WL (o ang 1I3anst 1he upper
bl BOi whilst the sg g1 15 nlaced 1o one side

o remmaining bolt W ML o v quide plate

y e | st (1At buiag i the Ufpar rear

[ @ s ST Daermifil racke Lo psi (hg enging mounting

fiis ik prabylly 1 gl that 8l slectncal ang contro

bles have been disconnected and lodged m a position which
pclE remOva [ s s oty BOOTNE  YAarous

1F i sl hreather nipes. This on il s % arh neavy and bl]“;"p'
will regquire at leaast T ! owve 11 in safety
wring in mind that the dey wasghi pryuncd 200 1bs, 8 jack

{ beneath the ankoase % al | antial Position the

 that the wmaght s taken off i 1 nlhing bolts, and use
L twiece of wood batwaen the jach { tha delicate sump fins

I it @ Figirv@ winl 8 secura by angee prates bolted o the

framt of the crankcase and by three long bolts at the rear and
urtdarside of the umit. Thase should be removed, ensuring that
the anmne remams supported safaly by the jack. The front nght
nand engine plate also serves 1o retan the front of the lower
frame -_1.} which is removed to facilitate engine removal. The
raar Of the removaie secinan | Ml by v Dolts, Wi b showuld
ow be released allowing the secton o be ifed clear

With oné petson on aach sade of the machine, grasp the
prgine umit hirmily, and ¢heck that the waeight can [se taken
oimfortaiily belore attempuing (o 4R the unit claar It was Iound
(o e advisable 1o carry out the kiting operation in iwo slages.
First the unit s hited through the frame. and the left-hand side
rested. whilst the person concerned moves round the lrame.
Tha unit can then b S LI Clo of the frame and |_||.'3|_|;'_|_'_|! on thea

wWreDanc

B.4a Remove side panel and disconnect pickup connector
iarrowed}
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7 Dhsmantin the angine/gearbox unit. preliminarne#s

| Hi i 1ISTT | 1 wiork 5 undertaken, The axiErnog
pLIT f I be tharoudgnhy  cheanzi and

oy " o, i thie contaminmahion of the enRgineg
e Al v 1EX g working a lol rasiet and cloangr. &

| i i uch gs parafhn Eesroseng] Ccan be
R faae | e ) i e tary #ngine deqgreaser such as

TPERL. i | unind] s and roothbrushes 1o work the

G vE T o the war recesses of the engine castings. Take

gater frovm 1he ealecincal componEnts

Tyl i ! The uso ol petrpl {gasohnel 45 a

. i | itedd. because the vapoul

b 1 i i b fnoacs 17 used 8 corhred

) S i Tal+ J i e the umt on the witklEench

R T I i reg for working. Gather a selachion ol

g Iriall 1A re ognu plast s S Al parts can e |__|r*||_|;r-'-!
togertk e Bl Hy ol yhle mannar Some paper and a pen
6 71 Note rearset inkage fitted 1o LR m rrei s 6 12 Remove nght-hantd fodirest plate [where hiteal SO i ut RO to be made dand labels
1P | i b4 BTEL g A F TR AT W 1l rag o disll

o an i
%

& 17 Lower frame section can be removed as shown

K | An assoriment of tools will be require in a cn o those

supplied with the maching {see Working conditions ana Tools’
far detailsl, Unlike owners of most Japanese machines, those
working on the dohc Honda fours do not suffer unduly fram the
normal soft-headed cross-point sSCrews N mMost areas. small
hexagon-headed screws are employed, these being much more
robust In view of this, an approphale Nt driver OF Boe Spannes
will prove invalyable, in additron o ! range of
workshop 1ools

d tetor mmencing work, read through the appropriala
saction s0 that some dea of the necessary procedure can be
gained. When removing the wvarious enging components i
showld be noted thal undue lorce 1S gpldom regquired uninss
specihed. In many cases, 4 COMPOn reluctance 1o De
removed 15 Indicative of an mcorrect approach rarmoval

mathod. H wm any doublt, re-check with The text

8 Dismantling the engine/gearbox unit. réamoving the

cylindar head cover and camshatts

1 This gperation can be tackled with the engine unit instatied
i the frame or removed e Turther Gismaniling 11 sidl m
position in the frame, 1t will be necessary 10 remnuve thas Tual
tank, sparking plug leads and tachomeler dnve cable before

left in poSITON

procasding further The sparkong olugs Showhe] el

to pravent the ingress of dir

:' Remowve 1he Bkt dinder head cover relaining Dois
nating that those on the outer edges of the cover differ from the
four central balts The eover can now be lifted away togethar
wWith its seal The sagal can be lasft an positiomn for re-use it 1t s
undamadgec

1 The rear cam chain guide s secured by a 1otal of three
Bolis, two o which alsa relamn tha Shioel o i ripe Remove
the bolts and lift away the guide followed by the ol Teed pipe
and 15 sealing washears

A | The camshall |"I-."~:-.|-l-¢__; caps arg &atch g e e with an
identification letter indicating its position on the cylinder head.
Thase letters run from A 1o L the letter | being omitted he cap
wihnch incorporalas e T v Mounted
sacond from the left on the exhaust camshall grvel s unmarkead

feam | II-“" s )

homeler e o MeSrhs

Wﬂfklﬂﬂ froom Teft (o rght (vieveed] Trom orhindg Pas

posibons andd Feilars are as fiol e
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Cap pasiiion Marking larter

Ex camshalt LH A
Exr camshaft |5t from l&lt [tachorreter) Liamarked
Es ;,ul_ll-...':.'rl"F o freaer ;'r_'."'.’ H
Ex ramshalt Jrd froin left c
Ex camshalt dith from lelt n
Ex camshaft 5th from left E
In cawnshall [ H F
fry carnghaft 18t from laft ;
In carnshalfl 2nd from left H
In camshalft drd fram feft J
frn carmmshalt dth from left K
In camshaft Sth fram left L

&  When removing the caps. do so in the sequence indicated
below. Note that the cap positions can be identitied by the
corresponding letter cast nto the cylinder head immaediately
balow the camshatts The caps must always be refitted in the
corect position

B Slacken the bolts which retain caps B, C. H and J. The caps
can now be removed and placed 10 one side. I necessary, use
the retaiming bolts to dslodge the caps from the camshah
ourmals Uy phashmg tham o ones Gicla

7 Pull of the soft black plasnc oil pool caps from the four
~entral cylinder head nuts. Release the rear cam chain guide
attachment plate which is located between [he 1wo mam
camsghaft sprockets. It is retained by one bolt at this stage, the
other having been released when the guide was removed.

B It will now be necessary 1o release the pressure from the
two cam chan tensioners. Stan by slackening the front (ex
haust) cam chain tensioner locknut and bolt. This 18 located at
tha front of the cylinder head on one side of the cam chain
tunnel, Once released, the slipper tensioner will bear upon the
shart chain connecting the two camshafts. To release pressure,
use a large screwdriver 1o press on the lower run of the chain,
thus forcing the tensioner back against spring pressure. Hold
this position, and secure the tensioner by tightening the
adjustment bolt. This should leave the connecting chain with a
degree of slack

g The tensioner which oparates on tha crankshalt to exhaust
camshaft chain is locked by the lower of two small domed nuts
located in the gentre of the rear lace ol the &ylinder block
Slacken the nut, then moving 1o the top af the tensioner, wsible
batwean the camshaft sprockets, grasp the top section of the

B Za Rermove the rubber-sealed securing bolis ...

tensione with phars Palt o inwards agamnst spring pressure
and socuie the domed nut Both cam chains should now be
glack

10 Release the circular “inspechon cover Trom the left-hand

cide of the unn w0 reveal the CDI pulser assembly An aperture
n the pulser backplate showves an ndex mark and sequence of
timing  marks, Using a8 sockal o box spanner. tum the
rankshatt until tha 14T mark aligns with the mdex mark If it
proves iirficedt o furn the rankshalt |loosen OF FeEmove the
cparking  plugs 1o release  oylinget comprassion. With  the
crankshatt set as descrnbed above, 1 will ba noted that the lobes
ot both camshaftz on No 1 eyhinder face inwards, and that the
slors in the camshatt end are parallel with the upper jointing
lace of the cylindar head
11 Remova the G K. F and L camshaft bearing caps and place

these 1o one side, together with thelr locating dowels. The inlet

camshalt can now bhe hiftac 37 of the cyhinder head, dis
R THLEES | frcHT fhn EHENT NN ] 1 sl Femoy e

12 Moving to the exhaust camshan one ol the two camshatt
sproceal Securning I 4 SRLT "] | Fol i i i can be
reermiceEl Turmn the oriin It anbclockysae il e epeond
byl Tl T pinid any i oes AT in | I By orLe Sl ai
Tha secorw] baolt cin e b rele

13 Hielaase e remyaiming i crmsan ke i1 amshatt
Ay Caps The eghpus! camshan T T L% I"""lr_iri'““I
froam (i sprocRe] and .,,-i.l.I I vairr anvel pemovindd,. Hislegsas the

sprocket from the cdirve chaean, faking care not o allow the chan
vey fall down into the crankcase, Use a length of wire (o retam
the chain, [t 15 wise 10 mark the Hy-Vo chaing before removal s0
that of they arg 1o b ré-ussd they may be refitted 1o run 0 the
same direction on the sprockets, Reversing the running direc
tion ol a partially worm cham s nol g sormemended

14 If it 158 wished to leave the valve shimming undisturbed, it is
advisabile to cuntrive some means of preventing the shims
escape. This 18 easly donhe by cuttbing twao suitable lengths of
wooden dowel or tubing to be used as dummy camshafts — an
old twoom handle being ideal for this purpose. The dummy
shafts can then be clamped wn place with the camshalt bearnng
caps until attention 1o the valves or Bnims I8 reguired. Alterna
tivaly, obtain amall plastne bags 'or aach of the wuxtean valves,
marking each bag socording to the valve position. and place the
cam fallowear and shirn from each vilve in tha approproate bag
It is essential that the followers and shims are refifted n ther

-

original o atilis

8 25h . and lilt the cylinder head cover away
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B.7 Artachment plate is held by a single boil

B 14 Duymmy camshafts prayvent loss of shims

8 Dismantling the engine/gearbox unit; removing the
cylinder head

1 The cylinder head can be removed after the engine unil has
been removed from the frame {see Section 6). Note that before
the head can be removed, it will be necessary to remove the
camshalts as described in Section 8 of this Chapier

7  HRalease the external oll feed pipe which runs between the
intake adaptars of cylinders 3 and 4. The pipe is secured at aach
end by a hexagon-headed union bolt. Care must be taken not to
1wist er fracture the oil pipe. and to prevent this the banjo umon
should be held with an open ended spanner while the bolt is
released

7 Remove the two rear tensioner lock nuts. These are
disposed vertically between the 2nd and 3rd cylinders. Moving
ta the frant of the unit. remove the two small bolts which secure
the cylinder head to the barrel, These pass upwards Into the
head on either side of the camchain tunnel

4 Trhe cylinder head s retained by a total of twalve (121
domied nuts. Starting with one of the nuts nearast 1o the Cam
chain tunnel slacken them in a diagonal sequeance. mMoving esach
wit by @ fraction af a8 turn 10 ensure thal pressura IS releasad
gradually and &y enly throughout the cyhlinder haad casting
Fallure ta observe this precaution can lead 10 warpage of the
gvlinder head

5 The cylinder head can now be lifted clear of the holding
studs whilst the cam chain is fed through the tunnel, If it proves
ditficult to break the joim batween the cylinder block ana head,
tap gently around the jointing face with a hammer and a
hardwood block. On no account attempt to lever tha head off,
because this will only result in damage to the delicate cooling
fins or mating face of the head or block

10 Dismantling the engine/gearbox unit: removing the
cylinder block

1 Before the cylinder block can be removed, it will be
necessary to remove the engine unit from the frame and then to
dismantle the camshafts and cylinder head. The procedure for
these operations is covered in Sections 6 1o 9 inclusive. Note
that there is insufficient frame clearance o allow the block to be
removed with the engine installed in the frame

7  With the cylinder head removed as described in the
previous section, the cam chain tensioner should be pulled clear
of the cylinder barrel, It is located by two studs. the external
domed nuts having been removed earlier. The cam chain guide
at the front of the cylinder block should be lifted clear of its
locating groove.

3 The cylinder block will now be retained by a single small
bolt which passes down into the crankcase through the cylinder
block flange. The boll should be removed, being located at the
front centre of the block.

4 Al being well, the block should now be free, and will draw
upwards along the holding studs. If it is stuck by the gaskeat, Iry
tapping around the joint using a hide mallet or a hammer and
hardwood block. Take great care not to damage the cooling fins
or castings. On no account use a screwdriver or othar imple

ment to lever the block free, because this will almost certainly
result in damage, leading to oll leakage.

5 As the block comes free, take great care not to allow debris
to fall into the crankcase, especially where it is not intended to
separate the crankcase halves. As soon as there is room, stuff
some clean lint-free rag into each crankcase mouth to catch any
carbon. or in dire cases sections of piston ring. which may fall
as the pistons are released

& The pistons and connecting rods must be suppaorted as they

emerge, and prevented from falling against the crankcase. Once
clear of all four pistons, the cylinder block can be placed to ona

side.
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g.72 Remove the external oil leed pipe

10.2b Chain guide can be lilted away

i funnel

9 4 Slacken domer nuts in a8 diagonal sequence
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11 Dismantling the engina/gearbox unit: removing the
pistons and piston rings

—

i Remowe the circlips from 1he pistons by inserting a screw-
driver {or a piece of welding rod chamfered one end], through
the groove at the rear of the piston Discard them. Never re-use
old circlips duting the rebuild.

a  Using a drift of suitable diameter, tap gach gudgeon pin out
of pasition, supporting each piston and connecting rod in turn.
Mark each piston inside the skirt so that it is replaced in the
appropriate bore. if the gudgeon pins are a ught fit in the
piston bosses, it is advisable to warm the pistons. One way is 1o
goak a rag in very hot water, wring the water oul ardl wrap the
rag round the piston very quickly. The resultant expansion
should ease the grip of the piston hosses on the steel ping

3 Do sot remove the piston rings al this stage: they should be
ieft in place on the pistons until the examination stage.

e

12 Dismantling the engine/gearbox unit: removing the
cluteh assembly

] The clutch assembly can be removed and replaced respec
iive of whether the engine has been remoaved or is in the frame
No preliminary dismantling operations are necessary 10 gain
gecess to the clutch or 11s operahing mechanism, other than the
disconnection of the clutch operating cable, removal of the rear
brake pedal and draining the engine/transmission oll where the
unit is installed 0 the frame : d

2  The clutch cover is secured to the crankcase casting by 8
total of twelve hexagon-headed screws, and can be lifted away
after these have been released. |l the cover is stuck 1o the
gasket, 1ap lightly around the joint with a soft faced mallat or a
hardwood block and hamimer,

7  Slacken the six bolts which retain the clutch ralease plate in
a diagonal sequence, and lift the plate and springs away. The
clutch release bearing and pushrod will remain in position in the
centre of the plate,

4 The clutch centre is secured by a slotted nut, for which a
gpecial Honda tool, No 07716 0020100 is available. A similar
tool can be made up in the workshop using a short length of
thick-walled tubing. Clamp the tube in @ vice, and use 8
hacksaw to cut slots as shown in Fig. 1.2. The shaded area can
then he filed away to leave four projecting tangs. These can be
used to angage the slots in the nut to facilitate removal

Fig. 1.2 Home-made clutch nut peg spanner
DOMONE I ROAOTY Kiwll NAKRETK
STRLEG-LA

E |t will be necessary to contrive some means of holding the
clutch cantre whilst the nut is removed If the engine is in the
frame, select wop gear. and apply the rear hrake or have an
asgistant hold the rear wheal This will hold the centre via the
gearbox and firal drive char

& I the engine unit 1% on the beoch, an old drive rhain can be
wrapped arount the gearbox sprocket and held with a self
locking wrench. Select top gear and vuse the wrench 10 prevent
rotation of the clutch centre whilst the nut s removed. An
aiternative method s to feht the clutch springs with plan
washers in place of the release plate. The clutch assembly can
then be locked through the pomary dnve by passing a bar
through one af the connecting rod eyes and resting each and on
wooden blocks placed on each side of the crankcase moulh
Each method will work equally well. Betore slackening the nul
remember to bend back the locking tab which retains o

7 Alter the socuring nut and tab Wasner have boen removed
by shad off the end of the gearbnx

the entire clutch assembly
mainshaft without further demaniing Leave the assembly
andisturbed until further exgmanalion 15 o rnd

172.7 The entire clutch can now De remaved from shaft
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clearance of backlash between the primary gear teeth is taken naives have bean re joingd  The mian " Wings - thal ey ey N , s Had o ey L e & oagial i ol el v i s e
Fiw T TETS, g al tha Ouba T - crankcase Lenaiatm & i ] Py Dt e AR LTTE: TTHJEH 0 WO ralioning Bolts ol L bl 1T | ims 1% amgd Vi iy et tha CDH pickup (so@
L I_ 1 l. | k™ ™ e '_- .|."|.';1‘f Al . R 2 f G, L I i o 'll'-l:!. :|| s CIN R I. the ol ' "|I_:-I | ot vl II 10l |||l_! il I.h.I I Ca
L i thsmantle the above-mentioned assembly, slacken and b W RE FOATTE I J i i w " f !
; ] 5 ) ) ; F P -:I-I.- Y Pl g Tkl 14 it o & e baea ] ol l.:r-:_u- LoF -_| I i T facturar mamimns thal ik o] -ul.‘l.l-:”ﬂtl-\_l” s
remave the large Allen bolt which retains it 1o the primary shati rin whera 1 enters the starter teh o and CDI pickuo housin
p WIRTE TLBNters the stati N e S MICRUR TOuBiTe. i asible wath the clutch, alternator and stiarter MAOtor in poOsiton,

Lift away thae bolt, tolliowesed by the Belwille washer, A large plamn
wiisher 15 hitted naxt. being located by a dowel pin 1o the

primary deve prmon, The outer gear, primary dnve gear and

Ancl of may (Irove necessary o aver tha motor back against tha but doas not recommend this course of action. It Wwas Tound

O-ning’'s resistance. This must be done very gently o avoid that_ i the case of the machine used for photographic purposes

. » | Clare frasd he motod v B liftad away 1 e
cdamage. Lince freed the moto an be lfted away, together in this manual the altefnator rotar fouled the crankcasa and

spacer can now be slid off the shaft

14 Dismantling the engine/gearbox unit: remowving the
altarnator assembly

1 The alternator assembly can be removed with the engine
wnit i or out of the frame. In the case of the formar, it will be
necessary 1o trace the braided generator output leads back to
the area behind the nght-hand side panel, where they should be
relaasad at the multi-pin connector

2 Slacken and remove the three hexagon-headed screws
which secure the alternator outer cover to the crankcase. The
cover can be Wled away, tegether wath the stator assembly and
pickup brush holoear

3 twall De necessarny o prevent crankshatlt rotation whilst the
rotor securing il is removed

4 It the cylinder head and block have been removed, a bar can
be passed through one of the connecting rod eyes, the ends

with its feed cable

16 Dismantling the engine/gearbox unit: remowving the CD|
pickup and starter motor clutch

1 The CDI pickup assembly and starter motor clutch are
housed beneath the lefi-hand engine outer cover The vanous
COmpanenis -'T'I.i:llp' be removed waith the SrLpre Ii'll11_|'u'l-_'[_1 from
the frame or i position

2 Release the left-band outer cover by removing its eight

relaiming bolts Note that it 15 not TBCEEsArY 10 remowe the

circular inspection cover hirst. The cover will it away complete
with the U pickup statgr This need not be disturbed unless
spacific attention is required, and may be lodped clesar of the
starter clutch waith tha v 1 intact, W the umt s 10 be
dismantled completely trace the COI wirng back lrom the
stator and frae it from it8 gquide clips Tha cover can now ba
placed clear of the unit,

preventad separation (see paragraph 8. Secuon 14)

S

resting agamnst wooden blocks placed on each side of the
crankcase mouth. Altermatuvely, (f only tha alternator requires

3 The COI reluctor and automatae trming unit (ATU) assembly
5 secured to the cgrankshaft end by a single 8 mm bolt. Using
d spanner on the flats provided hold the ATU in position whilst
ils retaining bolt is removed. The assembly can now be pulled

- r._-;‘_.". -

ik 4

14 6a Rear wheel spindle makes effective puller ...

16.2 Remove the outer cover togethar with the ignition pickup 16.4a Release ATU and lift clutch away

4 5b .. note that taper engages nealtly in shaft end
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16.4b ldler shaft and paions can novw ha withdrawre

1B Dismantling the engine/gearbox unit. separaling the
crankcase halves

1 Grart by reamoving the aight bolls whith nass down Hrom thi
UpDer crankCcase half. These are all located arau f rhe raar
gaction of the crankcase. behind the cylinder block gaskel tace
Tha baolts should be slackened in a diagonal seguence Turmng
gach one by aboutl § turn uf vil all pressure has been relgased
This will ensure that no undue Drassure 1= olaced or any one
area and will thus préavant any Friss of warpage

2 Turn the unilt upside Qown supparting it with Do ks al the
rear 1o keep it lavel The unil can sately DE SURREL ried by 1Nne
cylinder block studs at the front, as long as they remain vertucal

anad do not IMmposa any lateral strinn on the studs O The « 38110
7 Remove the sump alter reiehsing (s fourteen halrling DOIS
Pull off the ail strainer, Whnich 15 a | el Fit in 1he projectling nose
of the distributor plate. The platé shoult e released faxt This
being retained by a total of Six LGS The spparate ol pressure
relie! vaive, located forward of the Sisthbuins nlate nepd not De
disturbad at this juncture

o The crankcasn halves areg MOV SELErEL by @ 10141 O Py
taur bolts. These should De raled Tils tacEs wWorking
foa Criss-cross patiern 10 vl 4 v risk of warpage Lwnce al
the bolts have been raleased THeE [OWHE cearnkease ha!! can bhe
lifted away. The jginting compound 15 the mal nces
may lend 10 Make separatnon it { fhis 5 1M iSE Lap
around the Nt wilh 4 soft-taced malial 1o holip break the seal
i necessary, Usa a hammar al § 1 hardwood block aganst tha
more substantial parts of the Casiig il rafully knnck the
lower crankcase upwards D not use levers between the
mating SsSurtaces ol the crankcase halves Thas will lead 1D
damage gl the surfaces af d subsagudnt ol IEanags

—

19 Dismantling the engine/gearbox Uni removing the
gearbox components, crankshaft and primary shatt

——

1 To gain access to the gearbox components crankshaft

assembily or the primary shafi, 't 18 NecessEry 10 remove tha

Caction B and 10 separale ihe

engine unit troam the trame (saf o

crankcase halvas (sée Sections 17 and 1) A the 1OWEer
crankcasa hall is removed (Dwill hie U s that the seiector forks,
drum and sharl e e | LAl glel thie  rErmgengg il ternal
components staying n The nverieil s gy The gear

selector mechanism can be removed with the engine in the
frame, if requirad, but attention 10 the salector drum, forks and
support shaht will necassitate crankcasa separation.

2 Disengage the selector shaft claw from the end of the
selectar drum by pulling it out against spring pressure. The shaht
can now be pulled free of the lower crankcase hall. Slacken and
ramove the shouldered pivot boit which retains the selector
drum detent lever. The return spring should now be released
and the lever lifted away. Remove the balt which retains the
index plate to the selector drum and. The plate can be lifted
away together with the small selector pins, the spacer and the
inner plate.

7 Release the bearing retainer plate which is secured by the
location bolt for the selector shaft centring spring. and by a
single countersunk screw. The latter will be staked into position
and will probably require the use ol an impact driver 1o release
it

4 The selector forks can be released by withdrawing the
support shaft from the casing. Note the pasition of each fork
prior to removal, and then refit them to the support shaft in the
correct relative order to facilitale reassembly,

5 The selector drum can be withdrawn from the casing.
togethear with 11s bearing, which is a light push hit in the casing
hare. The neutral switch contact blade will remain on the end of
the selector drum as it is withdrawn,

6 Moving 1o the upper casing half. attention can be turned to
the gearbox shalts, crankshaft and primary shaft. If the gearbox
pinions are suspected of being excessively worn, the hacklash
hetwean each pair of gears can be measured at this stage, using
a dhal gauge (DTN mounted on a suitable stand. Arrange the
probe of the dial gauge to rest upon ane of the gear teeth, than
sat the gauge at zero. Rock the pinion back and forth and note
tha extent of frea play (backlash). This should not excead 0.13
mm (0.005 in) on any palr of pinions. Any excessive clearance
i indicative of wear, and may require renewal of tha gears
roncarned.

7 Lift the gearbox mainshaft and layshaft assemblias clear of
the casing and place them 10 one side In thair normal operating
position until further attention or reassembly is due. The primary
shaft should be lifted clear of the casing and disengaged from
the primary drive chain. Mark the direction of normal travel of
the primary chain bafore removal so that on reassembly it may
be fitted 1o run in the same direction Reversing the direction of
wravel of a partially worn Hy-Vo chain is not recommended. The
crankghaft can now be lifted away and placed 1o one side.
Check over both bare crankcase halves, and remove any dowel
pins or hall-nngs which may have besn laft behmwd as the
various shafts were removed. (115 a dvicabla 10 mark the vanous
amall parts 10 avoid confusion during reassembly

18 7a Remove the sump trom the underside of the umil

19.2a Disengaqe claw and wthidraw

farrmowedl

nins

solactor shalt assamibly

sogrel grnictinnerr plare

-l':l' :H F‘h_'lll-'l-'-\,ﬂl I.'H atian Bialt I.‘n,l |-|||.l| cerpwg LH] 1O relesnse

18 3¢ Distnbutor plate s secur

'
11T

by six Bolts
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19 7 Remove gearbox shaft, primary shatt and crankshaht

20 Examination and renovation: general

1 Before exgmining the parts of the dismantled engine unit
for wear it is essential that they should be cleaned thoroughly.
Use a petrol/paraffin mix or a high flash-point solvent to remove
all traces of old oil and sludge which may have accumulated
within tha sngma

2  Examine the crankcase castings for cracks or other signs ol
damage. If a crack is discoverad i1 will require a specialist repair.
2 Examine carefully each part 10 determine the extent of
wear, checking with the wlerance figures listed in the Specifi-
-ations section of this Chapter. If there is any question of doubt
play safe and renew

4 Use a clean lint free rag for cleaning and drying the varous
components. This will obwviate the risk of small particles
phstructing the intemal olways. and causing the lubrication
system to hnl

21 Big-end and main bearings: examination and renovation

1 The Honda 750 and 900 dohc models are fitted with
renewable shall-type plain bearings on the crankshaft main and
big-end joumals,

2  Bearing shells are relatively inexpansive and it 1s prudent to

162
Ve

P2

19 5 Withdraw selector drum Troim casing

renew the entire sat of main beanng shells when the angine is
dismantled complataly, especially in view of the amount of wirk
which will be necassary at a latar date it any of The bearings fail
Always renew the five sets of main bearings togeiher.

3 ‘Wear is usually evident in the form of scuffing or score
marks n tha baanng surface. 11 15 not possible to polish thess
marks out in view of the very soft nature of the bearing surface
and the increased clearance that will result, If wear of this
nature is detected, the crankshaft must be checked for ovality
as describad in the following section,

4 Failure of the big-end bearings is invariably accompanied by
a pronounced knock within the crankcase. The knock will
become progressively worse and wvibration will also be ex-
perianced. It is essential that bearing fallure is attendead 10
without delay because if the engine is used in this condition
there i a risk of breaking a connecting rod or even the
crankshaft, causing morg extensive damage

6 Before the big end bearings can be examined the bearing
caps must be removed from each connecting rod Each cap i1s
retained by two high tension bolts. Before removal. mark each
cap in relation to%its connecting rod so that it may be replaced
corractly. As with the main bearings, wear will be ewident as
scuffing or scoring and the bearing shells must be replaced as
four complete sels.

6 Replacement beaning shells for either the big-end or main
bearings are supphed on a salecied fit basis he; bearings are
splected for correct tolerance to fit the original journal
diameter), and it is essential that the parts to be used for
renewal are of identical size

7 Bearing sheils should be selected in accordance with the
size markings on both the connecting rod and crankshall. See

the following table of sizes: | RED. (Tapu KoR 8OWEFD
CRAMKMN O O CODE WO

W 0 CODE)

X 1 2 ' 3

E 5987~ 35584 I 35 G 75—

. 36.000 mm | 35992 mm | 35 984 mm
2 35,000 | N '

3 ]

: z 5o 1 9 008 E (Teliow) | O 1Greenl | C iBrown)
s l_ : - al — - —
= - 39008

W | w oW |2 D iGeaen] | C [Bigwn) | B (Black)
7 P g L :Eﬂ‘lﬂmm :
| Zan 9 016 =1
A 1 3 - tack)

;;l 5] J ]35'”1"* * {Brownl | B [Blac ,- o § Byl

BEARING INSERT THICKNESS:

A (Bluel : 1.502-1.506 mm (0.0581-0.05393 in)
B (Black] : 1.488-1.502 mm (0.0590—0.0581 in)
C (Brown) : 1.494-1 498 mm (0.0588—-0.0590 inl
D (Green) : 1.480-1.494 mm (0.0587-0.0588 in)
E (Yellow): 1.486—-1.490 mm (0.0585-0.0587 in)

Fig. 1.3 Big-end bearing shell selection table
TASLICH Fedcky FANELEK STofY Kok B iveDlL

=

3 The ridlevant crankpin DL {outsioe diameter) code will be
found on T ige ot alternate Hywheels. In the case of the
crankpin, 1t s the numeral (1.2 or 3) that is required, whilst the
main bearnng journal 0D code appears as a letter (A, B or C)
The crankpin QD code 15 cross-referanced with the connecting
rod code (12 or 3) which s marked across the eage of the big
end gve The main bearnng 0D code leter is cross-referenced to
corrgsponding lattars stampoed at the raar of the crankcase [ A
B or C and will be found in the table below. Note that all
crankshall [ournédls may a5 He chegked by ’T'!1E'|35|Irir'lg with a
micrometer This method will permit the degree of wear and
ovality 10 be assessed, by comparing the figures obtainad with

those indicated by the 0D codes

- el Imm i SR
p— o — —_— i —— - e —I. ;
AN JOURNAL 0.0, CODE NO
! g o ——
; A ] C
4 3 s S
15 897 15 B4 IS ATs
W6 (N e W R e | 1S B orem
: ¥V T Ir r = : - + ——
¥a G0
.i l A | " 1 ¥ eilawl | C [Grawnl B (Brown)
15 (K rrum
1 ] 3 2 4 P’ l =y
< A :
| i : C | Gisanl B (Hrown) | A& [Blechk)
¥ 1 & V1R v
. o * & : . | —
16 0
I I # | e A (Hisckl | E (Bluel
(] | 18 028 J_
] L d | = — e ——

MAIN BEARING INSERT THICKNESS

A (Black] 1 498 - 1.502 mm (0.0590-0.0591 n)
8 (Brownl: 11,4041 498 mm (0,0588—-0.0590 in)
C (Greenl @ 1.490 -1 494 mm (0.0587-0.0588 in)
D (Yellow) 1486—1 490 mm (0.0585-0.0587 in)
E (Blue) 1 &5OZ—1.506 mm 10.0591-0.069] inl

=

F|;§|_ 1.4 Mam hl_-q.'lrlr'lg shell selection table o

P i WS AEE NGl FoKBOLEDT
9 The bearing shell thrckness for both the main and big-end
journals is colour-coded. The shells themselves are marked with
a dab of pant on ong adge. the colaurs. and consequently the
gizes corresponding with those given mn the tables above.

22 Examination and renovation: crankshaft assembly

1 Il the main or big-end bearning shells are found to be worn,
the crankshatt journals shouwlc De checked with the aid of a
micromeatar. The journal material will not normally wear at
anything like the rate of the soft bearing shells, but if the engine
has besn run for some time with worn bearings. ovality may
develop. The manufacturer does not specify any ovality toler-

- 2
21.5 Remove big-end sheMs for examination as shown

ance but as a rough guide ovalily uf L1 B omem (0002 i) or
more will warrant remechal action

2 The crankshaft should be checked for run-cut by Supporting
it betweaen.lathe centres or on V-blocks. Arrgnge a dial gauge
{DT1) to rest upon the centre main bearing journal, then rotale
the crankshalt through two compiete revolutions, noting the
range shown on the gauge. This figure should then be halved 10
give the actual run-out higure, The secvice imi for crankshaft
run-out is 005 mm (0,002 in)

3 Thea journal surface showd be checked carafully for signs of
sconng or damage, particularly where badly worn beanng shelis
have been discoverad. If the crankshaft assembly is out of imits
or damaged n any way it will be necessary to renew i1 The
manufacturer does not operateg a senice axchange scheme of
supply undersize bearing shells, so recanditioning by re grinding
the bearing surfaces s nal prad ticable. In some NS1aNCeSs,
l|||1|.-|.|-r'|.1-"r':'. 1':I'u_|--|-r---|.||1._;| COmMmpanees May Mgy Slatee LD @ wl_ull 1]
damaged crankshah

.;1 The clearance B Uween Iy st o

respective jpurmal may be che kel by the usé ol Flastigauge

I bearngs andd thew

lpress gaugael Plastigauge & & gracduated gtripy Of  plastue
maternial that can be compressed benwesan Uwo matmg surtaces
The resulting wulth of tha matanal whan measurcad Wwith a3
micrometar will give the amount of clearance. For exampie il
the clearance n tha bDig-and Dearing & | e measured
Pi.i-!-r'lllll-d:ll.i!' should be used n Hhe foliaww i Imanmed

5 Cut a strip of Plasugauge 1o the widih across the bearing to
he measured. Place the Plastigauge strip across the bearnng
r'llli.lll"ltll &y that it is :_mp,'ll'rl with the crankshaf. Place the
connecting rod complate with 115 hail sheil on the joumal and
then carefully replace the beanng cap complete with half shell
anto the connecting rod holts. Replace and nighten the retaiming
nuts to the correct torque and then loosén and remove the nuts
and the bearing cap. Without bending O prassing  the
Plastigauge strip. place it at i1s thickest pont Detwean a
micromater and read off the measurement. This will indicate the
precise clearance, The oniginal size and wed lirrit of the
crankshatt journals and the standard and service imit clearance
between all the bearings is given in the specifications at the
beginning of this Chaptes

6 The crankshalt has diilled oil passages which allow oil to be
fed under pressurg 10 the working surfaces. Care must be taken
to clean these out carefully, preferably by using comprassed air.
7 Whaen refitting the connecting rods and shell beanngs, note
that under no cirgcumstances should tha shells be adjusted with
a shim, 'scraped in' or the fit ‘corrected by filimg the connacting
rod and bearing cap or by applying eméary cloth to the bearing
surface. Treatment such as this will end in disaster; it the

21.6 The complete big-end bearing assembly
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bearing fit is not good, the paris concerned have not been
assembled correctly. This advice also applies 10 _Ihu main
bearing shells. Lise new hig-end bolts 100 = the originals may
have stretched and weakened.

g Oil the baaring surfaces before reassembly takes place and
make sure the tags of the bearing shells are located correctly.
After the intitial tightening of the connecting rod nuts, check
that sach connecting rod cevolves freely, then tighten to the
specified torque sethng Check again that the beanng is quite

frae

23 Primary shaft assembly and primary chain: examination
and renovation

1  Power from the crankshalt is rransmitted to the primary
shaft by way of a Morse, ar Hy-Vo, chain. The primary shaft 1s
supported at each end by & journal ball bearing, and in-
corporates a rubber-and-vane type shock absorber. Power from
the primary shaft is 1aken off by 8 pinion on the right-hand and.
This acts as a primary drive pmnion conducting powear 1o the
clutch. If it is required that the primary pinion assembly be
rermaved, refer to Section 13 of this Chapter for details.

2  The primary shalt bearings should be carefully washed oul
with petral or a suitable cleaning solvent, then checked for wear
ot roughness by spinning them Any rough spots or discernible
radial play will indicate the need for renewal. The lefi-hand
bearing can he ramoved alter releasing the oil pump pinian
cirelin. the pinion and its small driving pin, followed by the
bearing rétaining circhp. The bearing should not prove oo tight
a fit on the shaft, and may often ba removed by jarring the end
of the shaft against a hardwood block

3 The right-hand bearing can be removed after dismanthing
the primary pinion assembly, 85 described in Section 13. Do not
omit 1o check the condition of the oil seal which is fitted 10 the
jeft-hand shaft and. I the sealing bp appears marked or
damaged it should be renewed 85 2 maner ol course.

4 The primary shaft shock absorber consists of an outer drum
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with internal vanes which slides over similar vanes on the
outside of a splined centre. RubBer damping blocks are fitted
hetwean sach pair of vanes providing shock absorption in the
event of snatch loadings in either direction, The assembly will
not normally require attention untll the rubber blocks become
compressed after very h igh mileages have been coverad,

& The shock absorber body can be pulled off after the primary
pinion and right-hand bearing have been removed. Tha two
halves of the unit are secured by a circlip and plain washer at
the right-hand end. Once thesa have been removed the centre
of the unit can be driven out, displacing the damping blocks.
6 Check the rubbers for damage of compression. |f the unit is
in good condition, there will be no discemible free play when it
is assembliad, and the rubbers should make the two parts a tight
fit. Any slackness will aliow snatch Ipadings to be transferred 10
the clutch and gearbax, making the machine rather unpleasant
o ride. The unit is reassembled In the reyerse order of
dismantling. If new rubbers prove 1o be a very tight fit, use a
small amount of petrol a5 a lubricant. This will make assembly
much easier, the petrol evaporating off soon afterwards.

7 The Morse type Hy-Vo prnimary chain is automatically
tensioned by a hydrauhc 18NsIDNES mechanism fed by the engine
oil supply. This type of chain is very resistent to stretching and
very high mileages can narmally be covered before renewal 15
necessary. 1he chamn should be checked for wear whenaver the
engine is stripped for averhaul. following the procedure outlined
balow. |f at or near the service hmit, i1 is worthwhile renewing
the chain in view of the considerable amount of dismantling
work that will be required should it prove worn out in the near
future

8 Assemble the chain around the crankshaft and pnmary
shaft sprockets, ancharing the ~rankshaft against suitable s10ps
an the workbanch Attach a spring Dalance L0 the primary shaft
and apply a tension of a6 kg (79 o). With the chain undér
tension, measura the chain length as shown in Fig. 1.7 The
nominal length is 129.78 - 129.98 mm (5.109 - 5.117 in). The
chain must be renewsd when it reaches the servica limit of

131.1 mm (5.16 in)

Teokl | Ak KoRBaWY
Fig. 1.5 Piston and crankshaft assambly

1 Crankshalt & Conpecting rod — 4 off § Main bearing shell — 10 off
2 Pisten ring 5ef o ofl 6 Nut — 8 off 10 O seal

4 Piston — 4 aff 7 Bolt - 8 off 11 Cuciip - 8 off

4 Gudgeon pin — 4 off 8 Big-end bearing shell - 8 off

e ———— - — —
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22 7a Nbte locating tang on big-end bearing shells larrowed)

EE _'IT- l“|'1 fthmal Roves an L0 FOl & = || |I||'|.II Vanrrowit |!:I
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23.20b Lift the pinion clear and displace drving pen

23.2¢ Bearing retaining circlip can now he relgased
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23 2d Bearing is shiding fit on shaft end
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735 Shock absorber can be removed from right-hand end

ELEMeuTY PELEFCADN PIERNOTRE ] i
Fig. 1.6 Primary shaft assembly

I Primary chain 15 Tensioner end piéce 29 Sealing washer

2 Oif pump drive pinion 16 Tensioner spring 30 Bearing locating ring
3 Chain oil df'rﬁ”l"ﬂﬂfﬂf 17 Tensioner prpe 31 R-pm ﬁ

4 Prmary drive pinion 18 Tensioner valve body 32 Ball bearing

5 Coller 19 Stopper 33 O seal

6 Primary shaft 20 Roller 34 Sealing washer — 2 off
7 Shock absorber body 21 Tensioner valve 35 Boft - 2 alf

8 Sheck absorber centre 22 Spring J& Nut

9 Damping rubbers — 8 off 23 Locating pin 37 Split pin

10 Side plete 24 Holt 38 Cuclip

I1 Primary drive sub gear 25 Washer 39 Circlip

12 Belvifle washer 26 Thrust washer 40 Circlip

13 Chain guide 27 Thrust washer 4] Bolt — 2 off

T4 Chann tensioner 28 Washer - 2 off 42 Bearing
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Fig. 1.7 Primary chain wear measurement !
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24 0il seals; examination and replacament

1 Ol seal tailure is difficult to defline precisely. Usually it takes
the form of oil showing on the outside of the machine, and there
is nothing worse than those unsightly patches of oil on the
ground where the machine has been standing. One of the most
crucial places to look for an oil leak is behind the gearbox final
drive sprocket. The seal should be renewed if there is any sign
of a leak,

9 Oll seals are relatively inexpensive. and if the unit is being
overhauled it is advisable to renew all the seals as 8 matter of
course. This will preclude any risk of an annoying oil leak
developing after the unit has bean reinstalled in tha frame.

25 Cylinder block: examination and renovation

I  The usual indication of badly worn cylinder bores and
pistons is excessive smoking from the exhausts. This usually
1akes the form of blue haze tending 1o develop into 8 white haze
as the wear becomes more pronounced.

2  The other indication is piston slap, a form of metallic rattle
which occurs when there is little load on the engine. If the top

af the bore is examined carefully, it will be found that thera IS
a ridge on the thrust side, the depth of which will vary according
1o the rate of wear which has taken place. This marks the [imit
of travel of the wop piston nng

3 Measure the bore diameter just below the ridge using an
internal micrometer, or a dial gauge. Compare the reading you
obtain with the reading at the bottom of the cylinde hore.
which has not been subjected to any pision wear if the
difference in readings exceeds 0.1 mm (0.004 in) the cylinder
block will require boring and honing to the next OVersize

4 | measuring instruments are not available. the amount of
bore wear can be approximated as follows. Ramove the nngs
from one piston (see the following Section), then slide it into its
bore so that the crown is about § in from the top. Measure the
gap between the piston and the bore at 90° to the gudgeon pin
boss. If the gap exceeds 0.10 mm (0.004 in] remedial action
will be required.

E If wear has necessitated re-boring, the work should be
entrusted to a Honda Service Agent or to a competeni
engineering shop. Pistons are available in the standard bore
gize with aversizes of +0.25, +0.50, +0.75 and +1.00 mm
8 Make sure tha extarnal cooling fins of the cylinder block are
free from oil and road dirt, as this can prevent the free flow of
air over the engine and cause overheating problems.

BLOK C(YLIND ROW
Fig. 1.8 Cylinder block — early CB750K

Cylinder barref
Locating dowel — 2 off
Cylinder base gasket
O-ring — 4 olf
Locating dowel — 2 off

tnodn by by~
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5 To measure the end gap, insert each piston ring into i1:_r.

cylindar bore, using the crown of the bare piatm_w to locate _|t

about 1 inch from the top of the bore. Make sure it is square in

the bore and insert a feeler gauge in the end gap of the ring. If D~
the gap is outside the wear limit the ringl(s} concerned must be k

1
1
|

renewed

Piston ring end gap

Nominal ring end gap 1 r
Top and Znd 0.10-0.30 mm 10,004-0.012 in) .
0l contro! 0.30-0.90 mm (0.012 0.035 i} |
Wear lirmit |
Top and 2nd 0.5 mm (0.020 in) ' L
Oil control 1.1 mm (0.043 in) : ;
i & When refitting new piston rings. 1l is also necessary 10 TOP l
check the end gap. If there 1s insufficient clearance, the rings
o will break up in the bore whilst the engine is running and.- cause |
- ' ; pxtensive damage. The ring gap may be increased by filing the | SEBEND
“""" ends of the rings with 8 tine file, though this is not normally
| 25.2 Note honing marks on new bare surface Note O-ring nacassary with new rings of Honda manufacture, i, Pk ol i o
(arrowed| 7 The ring should be supported on the end as muc:hl as ssiabban Aggttgnis S
possible 10 avoid breakage when filing, and should be filed SIDEHAIL i tanen
gsquare with the end Remove only @ small amoun! of metal at
i 26 Pistons and piston nngs axamination and ranovation a time and keep rechecking the clearance in the bore.
B When dealing with piston rings it is advisable tr:: attend to
1 | a rebore DBECOMES necessary, the existing pistons ani one piston at a time 10 preclude the risk _uf nlr'hgs I:H::ng.rriﬂﬂt::li . SPACER
piston rings can be discarded because thay ~ill have o be 1o the wrong r.«.u.'_.1l:-n This wm_ﬂd be undesrt;abﬂ EIEdt ?h;l gsﬂ &
replaced tlu.r their nEw OVersizes have bedded mu.- a parucuiar h-r:.re_lan _ v.rbuu ad -;r:ﬁal:umﬂ ,..__)"'1 B SIDE RAIL
2  Remaove all traces ol carbon from the piston crowns, using pression leakage it hitted _'”EDTT'E““!'- t will E_”mi ' E .. 20 mm G_H MO RE
| a blunt ended scraper 10 avoid Si ratching the surface. Finish off 1wu_cnmpfessmn rings differ n that 1hnE tns rng A ;sarakﬂriujant:;
by polishing the crovwins of aach pision with metal palish, so that profile whilst the second nng 1S mparej a.||: fing | ke
J carbon will not adhere 50 rapidly in the future Navear use emary qna tace and_. this 5huu|_|:.'r tulln arrn_nga :u ace upw ol GAP
.'If cloth on the soft aluminium firted. T+:_~hm1 :u:trc:mr:ln:? is built up from two scrap ’
: ' 1 - | C ; the skirt or lower end of the saparate y 8 X[ ‘ : .
:l:i! jig.t‘:j}rlﬁ:ﬁ.rn T.tjq l;:;[ﬂ:rl:n: }'JIHLZ,'::M“,-."._.;.H Gr scorg marks on 8 ‘When installing the piston rings, of when removing sound
-l! | il_:llh{! m;ug Iq-ﬂ.: -.*a the piston. Damage of this nature will axisting rings for axamination, care should be takan not Lo break

them by spreading the ands too far apart wWith a litile

N necessitame reneawal, i sevears. . . : |
PI 4 The mston nng grs wes may become Pr1.|;|.rr.]l=1’r N use, axpérance the nng gap L.df.'l be gasaed 31';_13!'[ by hand, ju:i: Hﬂﬂur?:
' BlHwWing ".n-- FIngs r-. have g greater si0e fioal 11 the clearance 10 |'1~Err11i‘l removal oOf fitting .ﬁ.l.l_ﬂrnﬂl.l"-"ﬂ"r'. o T—Lur .t :

A E'!-u.'r:-ﬂ".i'.t: A 04 mm (0.004 inl the pistons are Oug for replace metal strips can be placed across the ring grooves and the rings

alid on or off. (See the accompanying illustration).

II ' ment

27 Cylinder head: examination and renovation

Thin metal strips
l' 1  Remove all traces of carbon from the cylinder head using a
blunt ended scraper (the round end of an old steel rule will dol.

. Finish by polishing with metal polish to give a smooth shiny
TOP surface. This will aid gas flow and will also prevent carbon from
adhering so firmly in the future,

— (CHROME - s :
— 2 Check the condition of the sparking plug hole threads. If the
_j PLATED) threads are worn or crossed they can be reclaimed by 8 Helicoil

_ insert. Most motorcycle dealers operate this gervice which I8
| "-5_% o 5 SECOND very simple, cheap and effective.
QIL

1 Clean the cylinder head fins with a wire brush, to prevent
ovarheating, through dirt blocking the fins.

4 Lay the cylinder head on a sheet of § inch plate glass to
check for distortion. Aluminium alloy cylinder heads distort very
sasily, especially if the cylinder head bolts are tightened down
unavenly. If the amount of distortion s only slight, it is
permissible to rub the head down until it is flat once again by
wrapping a sheat of very fine emery cloth around the plate glass
base and rubbing with a rotary motion

& It it proves possible 1o insert a 0.10 mm {0.004 in) feeler
gauge between the glass plate and the cylinder head, the head
is beyond the service limit for distortion and remedial action
must be taken. If only just outside this limit it may be possible
to have the gasket face machined flat, but graat care must be
taken if this action is chosen. Remember that the machining
operation will have some effect on the compression ratio, and
- - might result in the valves touching the piston at high speed. A
963 Check piston surface for scaring and wear specialist machinist should be sought for this type of work.

Fig. 1.10 Remowving and replacing piston

Fig. 1.9 Fiston ning profiles T
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Fig. 1.12 Cylinder head components

1 Cylinder head assembly 12 Carburettor stub 23 Dowel pin

2 Walve guide — 16 off 13 Carburettor stub 24 Dowel pin — 23 off
3 OH wansfer pipe 14 Carburettor stub 25 O-ring - 16 off

4 O deflectar — 2 aff 15 Clip - 4 off 26 O-ring

5 Of deflector cap 16 Clip — 4 off 27 Baolt

& Cylinder head gasker 17 Bolt - 22 off 28 Stud - 8 off

7 Rubber damper — 8 off 18 Bol - 2 off 29 Screw - 4 off

8 Fesed pipe 19 Domed nut - 12 off 30 Screw - 4 off

9 Banjo boll 20 Sealing washer — 12 off 31 Screw — 4 off Sl
10 Banjo bolt 21! Sealing washer — 4 off 32 Sparking plug - 4 off
11 Carburettor stub 22 Thrust washer — 4 off

28 Valves, valve seats, and valve guides. examination and
ranovation

1 Remove the cam followers and shims, keeping them
separate for installation in their original locations. Compress the
valve springs with a valve spring compressor, and remove the
split valve collets, also the oil seals from the valve guides, as it
is best to renew these latter components, Care should be taken
1o avoid damage to the cam follower boras when using a valve
spring compressor. A Honda service tool is available to protect
the soft alloy from scoring (part number 07999 — 4220000). In
the absence of this tool a strip ol plastic or stout card may be
used to line the bare during valve remaval. Do not compress the
springs morg than is necessary to facilitate removal of the split
collet halvas.

2 As each valve and its associated parts is released, place it
in a suitably marked bag or container to ensure that it is refitted
in its correct location. If this precaution is not observed,
compression leakage will be almost inevitable. When cleaning
and examining these components deal with one valve assembly
at a time, for the same reason.

3 Each valve should be cleaned prior to checking for wear.
Carbon depaosits should be removed from the top and underside
of the head, taking care not to score the seating face or stem.
Aemove the heavy carbon deposits using a blunt ended scraper
and then finish off with a fine emery paper. When cleaning the
stam of the valve use only longitudinal strokes and not rotating
straokes. The fine scoring caused by the emery paper may cause
stress failure if it runs around the circumferance of the valve
stam. A highly polished finish is desirable because it reduces the
rate of carbon bulld-up in the future.

4 Examine the valve seating face in conjunction with the
valve seal in the cylinder head, looking for signs of pitting or
burning. This is most likely to be found on the exhaust valves,
because these lead an altogether mare stranuous life than their
inlet counterparts. If the machine has been maintained properly.
thare should be no more than a few minor marks on either face,
but il severe damage is discoverad, remedial action will be
required. Small marks can be removed by lapping as dascribad
below.

5 Walve grinding is a simple task. Commence by smearnng a
trace of fine valve compound (carborundum paste on the valve
seat and apply a suction tool 10 the head of the valve. Qil the
valye stem and inserl the valve in the guide so that the two
surfaces to be ground in make contact with ome another. With
a semi-rotary motion, grind in the valve head to the seat, using
a backward and forward action. Lift the valve occasionally so
that the grinding compound s distributed evenly. Hepeal the
application until an unbroken ring of fight grey martt finish is
obtained on both valve and seat. This denotes the grinding
operation is now complete. Before passing 1o the next valve.
make sure that all traces of the valve grinding compound have
been removed from both the valve and its seat and that none
has entered the valve guide, If this precaution is not observed,
rapid wear will take place due to the highly abrasive nature of
the carborundum paste.

& In view of the number of valves used in these engines, it
may be thought worthwhile purchasing one of the oscillatory
valve lapping tools which have come onto the market in recent
years. This device consists of a sealed gearbox having a driving
spindle on one side and a rubber sucker on the othar. Rotary
movement from an electric drill chuck is converted to the

corract to-and-fro motion at the sucker. These devices are well
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worth having it more than one or two valves are 10 be lapped.
On no account fit the valve stems straight into a drill chuck and
attempt grinding by that method, as this will auickly destroy the
saat, valve and guide.

7 if a reasonable amoumt of lapping fails to produce the
required unbroken seating area on both the vaive and seal, the
operation must be abandoned. Excessive lapping Is time-
consuming and will anly result in & ruined valve seat. Examine
the seating laces very closely. The attempt at lapping will have
hignlighted any pits, and a decision must now be taken on the
hest course of action. Honda advise that the valve should not be
re-faced, and must therefore be renewed il damaged to the
extenl that lapping proves ineffective.

B The valve seats may ba re-cul to remove pitting or to
compensate for poor seating or incorrect seat widths. Note that
if new valve guides are 1o be fined, the seats must be re-cut to
suit. so check valve guide condition before the seats are re-cut
The valve seats are formed by cutting them at three angles to
produce the correct seat width, which is nominally 0.89 - 1.27
mm (0039 - 0.050 in). It should be noted that there is nothing
to be gained by using an excessively large contact area, as this
will laad 10 accelerated wear and pitting, and will impair gas
Hiwy |hr|;_;||u_;|'| tha engine

§ The re-cutting operation requires the use of five separate
cutters of various angles and diameters. These are shown in the
accompanying diagram (Fig. 1.13], along with the appropriate
Honda part numbers. The 32°% and 60° cutters are used first,
and the correct seating width is then obtained by using the 45°
cutter. A word of caution is necessary here, since the valve
seats will only accept a limited amount of cutting before they
hacome unacceptably pocketed. When this happens, the seat is
no longer usable, and as it is integral with the cylinder head this
will require renewal. In view of this risk, and the cost of cutters
(not to mention new cylinder heads) it is strongly recommended
that any re-cutting is entrusted to @ Honda Service Agem. The
above information is therelore given for the benefit of owners
having access to the required tools and the skill 1o use them
safely.

10 The newly-cut seats should be carefully lapped to their
respective valves as described in paragraphs § and 6 above. All
being well, a perfect gas-tight joint should result. If not, it is
likaly that the seating face of the valve is unusable, and the
valve must be renewed.

i1 The amount of valve stem wear must be checked by
measuring the stem with a micrometer. Check the stem in a
number of positions, and note the smallest reading obtained. If
this falls below the service limit, the valve must be renewed,

Valve stem service limit
Inlet Exhaust
547 mm (0.215 in) 544 mm (0.214 in)

12 The internal diameter of the valve guides can be measured
by using ball gauges or a suitable inside micrometer. The
service limits for the guides are as follows.

Valve guide ID service [imit
frlet Exhaust
554 mm (0.218 in) 5.54 mm (0.218 in)

13 The valve stem diameter figure should now be subtracted
from the valve guide 1D figure to give the amount of valve 10
guitde clearance. This should not exceed 0.07 mm (0.003 in) for
the inlet valve or 0.09 mm (0.004 in) in the case of the exhaust
valve. If the 1otal clearance exceeds this, check whether it can
be brought within tolerance by fitting a new guide only. Failing
this, a new guide and valve must be fitted, In either case,
remember that the valve seal must be re-cut

14 If the comrect measuring equipment is not available, check
for wear by placing the valve in its guide and attempting to rock
the valve to and fro. Anything more than barely discernible play
WII! be indicative of unacceptable wear. If present, take the
cylinder head and valves o a Honda Service Agent for
verification of wear.

14 The valve gquides are an interference Nt the cylinder head,
and will require a stepped drift and a cenain amount of skill

during the renewal operation. The stepped drift should have a
spigot of similar size to the valve stem, whilst the larger
diameter should ba slightly less than that of tha valve guide
Support the cylinder head on wooden blocks, so that the

combustion chambers face upwards The valve guidﬂiﬂ] can
now be driven out of the head casting. The new componantis)

can be fitted in @ similar manner, nating that a new O-ning
should be fitted beneath the head of each guide pndr 1o s
being fitted Great care should be taken during both operations,
as the soft alloy head casting and the guides themselves are

easily damagead

15 The guides must be reamed 1o size alter fitting, using the
Honda reamer. part number 07984 - 2000000, or equivalent
to bring the 1D to 5 500 - 5515 mm (0.2165 - 0.21 71 in). The

valve seats must now be re-cut o the new guide as described
in paragriaphs 8 ann b above

18 In view of thg amount of skilled work involved in cylinder
hoatl re neitianing wime thought should b giUEl"l o the
dtermative of entrusting the ob to a Honda Service Agent Baar
im erd ThAEL Sih i spciahist sgquipmant 8% nagded, and is
unlikely 10 warrant purchasing for a one off job. Much of the
cost involved 18 0 (he stripping and redssambily work which is
8 necessary precursor to overhaul. If this stage 1§ undertaken at
home, 4 good proporhon af the toial cost can ba saved.

17 Befors reassambling the valves. chack the spring seats,

springs and rollat halves for signs of wear or damage The valve
springs will take a parmanant sat atter very high mileages, and
will aventually allow valve float o occur at ngh apaads The
free lengths of the springs should be measured with a varniar
caliper and compared with the table below. Springs are
ralatively chieap when compared with the cost of rectitying the
damage that would result from a valve head hitting a piston at
high engine speeds — if in doubt, play safe and renew them

Valve spring free lengrth — wear limits

friner mler 298 mm 1.57 il
grhaust 398 mm (167 in)
Ourer inlet 425 mm (1.67 mj

exhaust 4285 mm (1.67 inl

1B Reassemble the valve and valve springs by reversing the
dismantling procedure. Fit new ol seals to each vaive guide and
ail bath the valve stem and the valve guide, pnor to reassembly,
Take special care to ensure the valve guide ol seal s not
damaged when the valve is inserted. On inspection it will be
gseen that the valve spring coils are more closely wound at one
end of the spring than the other, When installing the springs

28 1a Remove the cam follower and adjustment shim
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98.1b Compress the valve springs and free collg

now be displaced and removed

| hiddves
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Ol seal — 16 off
Inlet carnshaft
Exhaust camshalt
Infet valve — 8 off

WALMR ROIRTA DU | LAWORY
Fig. 1.14 Camshafts and valves

Cam follower bucket — 16 off
Outer spring — 16 off

Inner spring = 16 off

Coliar - 16 off

10 Spring outer seat — 16 off

11 Spring inner seat — 16 off

12 Collet — 32 off

13 Adjustrment shim (pad) — 16 off

o Gy by =
W0 -

Exhaust valve — 8 ofl

ansure that the close wound end faces the cylinder head. As a
final chack after assembly, give the end of each valve stem a
sharp tap with a hammer, to make sure tha split collets have
located correctly.

' 29 Camshafts, cam followers and camshaft drive mechan-
| ism: axamination and renovation

1 Examine the camshaft bearing surfaces for signs of wear or
scoring. This type of damage should not occur, because the
bearing surfaces are supplied with copious amounts of engine
oil during normal funning. If, however, the ol has not baan
changed regularly and the filter has been allowed to become
blocked, the bypass system will circulate unfiltered oil carrying
abrasive dirt particles 1o the bearings. The damage that this may
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J (0.0033-0.0055 in]

I cause will be most evident on the soft alloy bearing surfaces in
the cylinder head and camshaft caps. Little can ba cone in these
cases, except to renew the cylinder head, bearing caps and the
camshafts if these are scored

5 Camshaft runout can be checked by supporting each end of
the camshaft on V-blocks and arranging a dial gauge to bear
upon the centre Deanng journal Runout must not exceed 0.05
mm (0.002 inl.

3 The clearance betwean the camshaft bearing surfaces
varies along its length according to the table below. It can be
measured by using plastigauge in the same way as described in
Saction 22 of this Chapter

Camshaft bearing oil clearances

Cap letter code Norminal Service fimit

A F. Eandl 0.040-0.082 mm 0.13 mm
{0.0016-0.0032 in) (0.0051 inl

Unimarked

ftachameter

drivel, G, D

and K 0.062=-0.108 mm Q.16 mm
(0.0024-0.0043 in) f0.0063 inl

8. H C andJ 0.085-0.139 mm 0.19 mm

f0.0075 in)

4 The camshaft and bearing caps should be free from oil prior
to measurement. Place a strip of plastigauge on top of sach
bearing surface, fit the caps in the correct order and tighten
down to the recommended torque setting of 1.2 — 1.6 kgf m (9
- 12 1bf f1) in a diagonal pattern to preclude warpage. If the
clearancels! proves to be outside the service limit, check
whether renawal of the camshaft({s) will suffice to bring it within
limits. Failing this, camshaft and cylinder head renewal will be
Necessary,

5§ Examine each of the camshaft lobes for signs of wear or
scoring. A worn camshaft will show signs of flats developing on
the peak of each lobe, and the degree ol wear can be checked
by measuring the lobe at its widest point. The service limit for
the inlet camshaft lobes is 36.9 mm (1.45 in] whiist that of the
axhaust camshaft lobes is 37.4 mm (1.47 in).

6 The camshaft lobes bear upon hard steel cam foliowers
running In cylindrical bores above the valves and thus to the
tops of the valve stems. Clearance between the cam and
followars is adjusted by fitting pads of varying thicknesses
between, Worn pads would lead to increased valve clearances.
but this problem is overcome simply by renewing the padis)
concemed. The procedure is coverad in detail in Routing
Maintenance at the front of the manual.

7 There is a small clearance between the cam follower and its
bore 1o allow for lubricating oil. This should not pose a wear
problem given regular oil and filter changes. bul if wear is
avident. the clearance can be checked by measuring the outside
diameter of the cam follower and subracting this reading from
the bore measurement.

Cam follower 0D
Namimal
27.972-27.993 mm
1.7013-1.10271 in)

Wear lrrmut
27.96 mn (1.101 inl

Cam follower bore 1D
Noaorminai
28.000-28.016 mm
f1.1024-1.103C in)

Wear himit
28.04 mm (1.104 in)

Cam follower to bore — maximum clearance
007 mm (0.003 mnl
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8 If the clearance exceeds the maximum figure quoted above,
calculate whether a new cam follower would bring it back
within limits. In the event that this s inadequate, the only
solution is 1o renew the cylinder head. Honda do nol supply
oversize followers, so this cannot be used as a less expansive
altarnative unless the services of a competent engineenng
works are available for the necessary precision machining.

g The camshafts are driven by two separate Hy-Vo chains.
The first of these runs between the crankshaft and the exhaust
camshaft, the second chain running between the exhaust and
inlet camshafts. Spring-loaded tensioners are employed to
compansate for chain stretch, a separate assembly being used
for each chain,

10 The Hy-Vo type chains are well known for their resistance
to stretching, but eventually some wear will take place, with the
ultimate result that the tensioneris! will be unable to com-
pensate for the increased length. The chain lengths should
therefore be checked whenever thay are removed. If the chain
is at or near the service limit it is advisable to renew it to avoid
further dismantling work in the near future

11 Arrange the longer of the two chains (crankshaft to exhaust
camshaft) around the two camshaft sprockets, anchoring one of
these at the warkbench. Using a spring balance. apply a force of
13 kg (29 Ib} and measure the distance shown in Fig. 1.16. If
this axceeds 3118 mm (12.28 in) the chain has passed the
gservice limit and must be renewead,

12 The second, shorter chain (inlet camshaft w0 exhaust
camshaft] is checked in exactly the same way, again with a
torce of 13 kg (29 Ib). In this instance, the measured distance
{shown in Fig. 1.16) must not exceed 177.1 mm (6.97 in). Do
not forget to check the condition of the sprockets, renawing
them along with their chains if worn or chipped.

13 The tensioner mechanisms consist of spring-loaded blades
which take up any normal chain slack. Tension is set auto-
matically by releasing the tensioner lock bolts when the engine

Fig. 1.15 Cam chain tensigner assembly
NAPINAL

is idling to allow the tensioner 1o assume 1§ Cormect position,
the bolts then baing used to secure the setting. On a high

mileage engine, wear in the cam chains and tensioners will |
allow a lot of mechanical noise 1o develop. If the engne was |
naisy prior to dismantling, despite altempts at tensioner adjust- I

ment, check the tensioners’ fibre surfaces for wear. If these are
deaply scored or damaged they should be renewed In conjunc-
tion with their corresponding chain guides. Note that a new
tensioner assembly will not compensate for a worn-out chain

Rt R S : - e

29 6 Cam lobes bear on hard steel adjustment shims

Hracket

Cam chain

Tensroner blade
Sleeve .

Tensioner (mechanism
Spring

Plug

Locknut

Agjuster boli

C-ring

Sprocket

12 Sprocket

13 Cam chain

14 Brndge plate

15 Bolt & =14 _—
16 Boit Exig | Fxll
17 Sprocket bolt - 2 off
18 Sprocket bolt — 2 off
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Fig. 1.16 Measunng the cam chan Wwear
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30 Clutch assembly Bxarmination and reanovanon

——— —_—

| Whith the clulech Fem o as an assembly as descnbed in
Section 12 ol this Chapter further dismantling can take place
on the workbench, Lift away jhe Hanged clulch centre 1O axposa
thie first friction plate. This citfers from the remaindear i having
helical slots i the friction matenal and must be fitted on the
outside of the group with the siots facing the right way. Remaove
the plain and nction plates which follow, There is now a special
spring plate which is in effect two plain plates with a spnng
arrangement batween them 1o assist freeing and to absorb
shocks. Lift away the remaining fricton and plain plates, the
clutch pressure plate, spacer and splined washer. This will leave
the outeér drum with i1s neadia roller bearings.

2 Aher an extended period of service tha clutch friction plates
will wear sufficiently to allow clutch slip 1o occur under hegh
lpads. The friction plates should be checked for wear by
rl‘.r=.;1.:..|,pr|r1[j across tha I|r.|"~r_j matarial UEINg 4 varnier L.':I|I|JET The
nominal thickpess & 3,77 - 388 mm (U 146 01583 in)
Henew the platels] when the waar limil ofl 340 mm 10 13 in) is
fieachad

3 Cluteh slip may also occur on plates within the service
limirg where the foctan surfaca has become glarad '-.J|-:'I.|"IF'IE:| 5
aused by deposits of burmt ol generated by frequent clutch-
shpping, and is often found on Mmachines ndden consistently in
heavy raffic It is permissible to remove the glaoing by judicious
use of abrasive paper, asuming that this does not take the
plates below ther limt, |f this Tails to sobve the problam, check

WA LEWNRTRL
uT

30.1a A, helical-slot friction plate. B shock absarbing plain plate

{
i ban " v | i this Sepho

1 i uiging O overhadthing, whech

ki
i ] 1 i LA I Fiis -\.1:..|-|||' i
; I e i i | Lo gl Mgy regsull N VAT DA
o Tl TN I Slirtace (Hate o« 1 sheet o! plate
aloss amnd check for warpag sing feeler gauges. 111 iS possible
to dsait 8 0.3 mem (0012 faeler gouge. the piateis) must be

RS T LS TTR
by Examine the clutch assembly for burrs or indentation on the
jas of the protrudmg tongues of the Nnserted plates andvor
dos worn an the adges of the outer drum wath which thew
ek Dvie T e N the wningr TN gues D[
the plain clutch pat snd the slots in the clutch inner aruem,
Waear of thus nature will causa clutch drag and siow thisengage-
men! dunng gear changes. snca tha pilates will bacome trapped
and will not free fully whan the clutch is withadrawn A small
amount of wear can ba corrected by dressing with a fine hile;
more axtensve wogr will nscessitate renawal of the worn parts
b s check ot utech spning condiiion can  De made by

measunng the free length The nominal length s A4.2mm(1.35

figage. arralar wWaal 1

i) ard the springs must e renewed when (he service limit of
32 8 mm (129 in) 18 reached 1T possible, chack the sprng
pricload anthe specihied le jth, as detaved an thie ':-;|]|_-r_|1n_'.-31i|:m5
7 The clutch rplease Mechanism ConmsEls of 8 cam-gperated
lmwar mountictd on the insade of the Clutlch Outar l.';'!!iil'lg and
aching on the clutch ridlegse bearing via a mushroom-headed
pushrod. The mechamgm s relatively sturdy and is unhkely to
require attention athar than in the case of obvious breakage.
The moving parts can be gredsed whenever the cover s
removed for attention to the chatch

30. 1b Helical-slot friction plate has extra-wide locating tangs
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30.7 The clutch release mechanism [t rarely requires atlention

Fig

1.17 Clutch — Early CB750K
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31 Gearbox componenis: examination and ranovation

1  Examine each of the gear pinions to ensure that there are
no chipped or broken teeth and that the dogs on the end of the
pinions are not rounded. Gear pinions with any of these defects
must be renewed: there is no satisfactory method of reclaiming
them. Genaral wear will lead 10 backlash developing between
the pairs of gears, and this is difficull to check visually. If
suspected, check the backlash as described in Section 19,

2  Dismanile each of the gearbox shalts in turn, laying oul the
components in the order in which they were removed. In the
case of the mainshaft (input shaft), the 1st gear pinion is
integral, but the remaining gears can be removed after releasing
thee circlips and washers which secure them. The layshaht
(output shaft) can be dismantled in a sirnilar manner, leaving the
secand gear pinion and bearing in position.

1 Check the internal diameter of each gear pinion, comparing
the readings obtained with the service limits listed balow An
internal micrometer or vernier caliper will be required for this
gperaticn

Gearbax pinion internal diameters — wear Wrmis
Mainshalt 4th gear 28.06 mm (1.105 inf
Mainshafr 5th gear 31.07 mm (1.223 il
Layshalr 15t gear 25.06 mm (0.387 |
Layshaft 3ed gear 2807 mm (1.1085 in}

4 Check the various gear bushes Tor wear by measuring the
imternal diameter (1D} and outside diameter (OD). Renew if

— .

beyond the service limit shown below.

Gear bush ID and 0D — wear limits
Mainshaft 5th gear (0D} 30.93 mm (1.218 inl
Layshaft Tst gear (0D) 24.93 mm (0.981 in)
Layshaft 15t gear ID) 22.06 mm (0.863 in)

5 Measure the outside diameters of the mainshaft and
layshaft in the positions indicated in Fig. 1.19. Compare the
readings obtained with the service limits shown below.

Mainshaft and layshaft 0D — wear limits
A and B 27.93 mm (1.100 in)
C 2193 mm (0.863 in)

6 The clearance between each gearbox pinion and the rel-
avant shaft or bush can be calculated from the above. In sach
case the clearance wear limit is 0.10 mm (0.004 in] with the
exception of the mainshaft 5th gear to bush clearance; in this
instance the service limit is 0.12 mm {0.005 n),

7  The gearbox bearings should be washed carefully in clean
petrol and allowad to dry. The condition ol the bearings can be
checked by spinning them to highlight any roughness. Any
discernible radial ploy is indicative of the need for renewal. Very
slight axial play is normal and thus acceptable, but If excessive
will require renewal. inspect the bearing tracks and the balls or
rollers. These will be unmarked and highly polished in & sound
bearing, any surface defects indicate that the bearing is worn
out. Ratain any sound bearing, and lubncate it with oil to
prevent corrosion forming prior to reassembly

25
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Fig. 1.18 Gearbox components — Early CB750K

7 Bin 100 Layshaft th gear o 19 Thrusr washer

2 Needie roller bearing 11 O seal SDaBAx i3 20 Mainshaft 2nd gear pinion
?  Thrust washer 12 Final drive sprocket 21 Thrust washei

4 Layshaft 15t gear pimon 13 Layshaft 22 Splined collar

& Bush 14 Washer 23 Mainshaft 5th gear pimnion
f  Layshaft drh gear pinmon 15 Bolt 24 Mainshaft 3rd gear pirvon
7 Circlip - 3 aoff 16 O-ring 25 Mamshalt dth gear airmign
8  Splined thrust washer — 3 off 17 Bearing locating ring 26 Main bearing

\_ 9 Layshaft 3rd gear pinion 18 Main bearmng 27 Mainshalrt
o  —— = = s ——— e L eE————
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LAYSHAFT

Fig. 1.19 Measuring gearbox shatt wear
Refer to text for deimls

31.4 Check pinion bushes far wear

37 Gear selector mechamsm: examination and renovation

1  Examine the selector forks for wear, noting the surface
finish around the tork ends where they engage with the gearbox
pinions. Wear here is unhkely urless lubrication has been badly
neglected, in which case scoring may be evident. The width of
the fork should be measured for wear, renewal being necassary
if the reading obtained is less than 6.1 mm (0.24 in). Check the
internal bore measurement of each fork. This should not be
greater than 13.04 mm (0.573 in)

? The selector fork support shaft should be examined for
signs ol wear or scoring, and rejected if badly damaged. Check
for straightness by rolling the shaft on a dead flat surface, such
as a surface plate or a sheet of glass. If at all bent, the shah
should be renewed as it will seriously impair gear selection if
refitted. The outside diameter of the shaft can be measured for
wear if there is some doubt as to its condition. It must be
ranawed if worn to 12 .90 mm {0.508 in) at any point. Check the
fit of the shaft in its casing bare. It should normally be a light
sliding fit. Excessive wear will allow movemnent, and thus sloppy
gearchanging action. If the casing has become womn, it may be
necessary 1o have i1 bored out and bushed. This should be left

31.1 Chack ginion teeth for wear or chipping

31.7 Bearings may require puller to effect removal

o a8 compatent enginesnng COmpdany

1 The selector drum is supported by a journal ball bearing at
one end., the other end running directly in the casing. The
bearing does not lead a demanding existence, and is uniikely 1o
warrant attention during the normal life of the engine The same
can be said of the plain end, and neither will require more than
a cursory mspechon for wear or damage.

4 The selector drum tracks, on the other hand, are subjecled
to fairly high loadings at times, and may begin 1o wear after
high mileages have been covered. The grooves should be
examined in conjunction with the selector fork guide pins with
which they engage. It is normal to find polished areas where
pressure has been exerted, but most of the wear will 1ake place
an the comparatively small selector fork guide pin. 11 will be the
latter component that is most likely to require renewal In Cases
where wear 15 severe

£ The selector claw assembly conveys moverment 1o the end
of the selector drum by way of hardened steel pins. These
companents do not sulfer from wear in normal Cifcumslances.,
but should be checked, paying particular attention to the
warking surfaces. If the machine has shown a tendency 10 jump
put of gear, check the detent mechanism, renewing the spring
as a precaution

32.5 Examine selector claws for wear or damage

Fig. 1.20 Gearchange mechanism — Early CB 750K
MECHANIZM ZMIBN BIEEDS ~-

! Right-hand selector fork 13 Return spring

2 Cenrre sefector fork 14 Gear change shaft
3 Lefr-hand selector fork 15 Return spring

4 Selector fork rod 16 Return spring

5 (O seal 17 Spring anchor

6 Change drum centre plate 18 Change drum

7 Change drum cam plate 19 Ball bearning

&8 Collar 20 Washer

9 Callar 21 Boit

10 Change drum retaining plate 22 Screw

11 Change drum stopper arm 23 Haolt Exds

12 Collar 24 Change pin — 5 off

33 Engine reassembly: general

1 Before reassembly of the engine/gear unit is commenced,
the various component parts should be cleaned thoroughly and
placed on a sheat of clean paper. close 1o the working area.

2  Make sure all traces of old gaskets have bean remowved and
that the mating surfaces are clean and undamaged Une of the
best ways 1o remove old gaskel cement is to apply a rag soaked
in methylated spirit or where necessary 2 gasket cement
solvent. This softens the cement allowing it 1o be removed
without resart to scraping and the consequent risk of damage.
3 Gather together all the necessary tools and have available
an oil can filled with clean engine oil. Make sure all new gas_ketﬁ
and oil seals are 1o hand, also all replacement parts required.
Nothing is more frustrating than having to stop in the middie of
a reassembly sequence becausa a vital gasket or replacement
has been overlocked.

4 Make sure that the reassembly area is clean and that there
is adequata working space. Refer to the torque and clearance
settings whenever they are given. Many of the smaller bolts are
aasily sheared if mrer—tightunud- Always use the correct size
screwdriver bit for the crosshead screws and never an ordinary
scrawdriver or punch. If the existing screws show evidence of
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complete sat, using Allen screws in preference 10 cross-headed

SCraws.

& In addition to the above items, it will be necessary 10 oblain

a tube of silicone rubber (RTV] jointing compound. This is used
axtensively in place of gaskets, particularly in the case Df. the
crankcase joint, Also required is a can ol Ir'rlmlrhdgnum duslul—
phide grease (Moly grease) for use as the initial lubricant whilst
the main oil feed is first circulating.

34 Engine and gearbox reassembly: replacing the
crankshaft and primary shaft

1 Check that all the beanng shells are laid oul in the cormrect
order. then refit them to their respective recesses. Ensure that
the locating tang on each shell corresponds with the depression
in which it engages. Ensure that esach shell 1s hirmly located
before proceeding further. Apply a film of molybdenum disul-
phide grease to each of the main bearing surfaces

2  Fit the camshaft chain and primary chain to their respective
crankshaft sprockets, ensuring that the Hy-Vo chains are
refitted in their original running directions. This, of course, does
not apply if new chains are being fitted. Arrange the upper
crankcase half on the workbench in the inverted position. The
rear of the crankcase should be supported by sultable wooden
hlocks to present a level gaske! surface.

3 Lower the crankshaft im0 position, ensunng that nane of
the bearing shells become displaced, Fit a new oil seal to the
nght-nand end of the crankshaft, having first lubricated is
sealing p with molybdenum disulphhde grease. Apply one or
two drops of Loctite or a similar sealantadhesive 1o retain the
seal

4 Place the primary shaft through the primary chain, and then
lower it in position. Check that the bearings locate properly,
noting the hal-ring which locates the right-hand bearing. Do
not allow any form of sealant to get onto the pnimary shaft ol
seal; this acts as part of the lubrication system, feeding oil to the
primary shaft assembly.

5 Fit the large hollow dowel pins at sach end of the
crankcase. Thera are two of these; one 8t each end of the
crankshaft, to the rear of the outer main bearings. Fit a new O
ring to the chain tensioner oil feed joint next 1o the primary drive
chain

35 Engine and gearbox reassembly: rebuilding and firting
the gearbox mainshaft and layshaft assemblies

1 The gearbox shafts should be reassemblaed in the reverse
order of the dismantling sequence. Reference should be made
to the exploded view of the assembly and 10 the accompanying
photographic sequence for details of the disposition of the
vANouUs componenis. Aithq_}ugh reasseambly & generally straight-
forward, the following ponts should be noted

2 When fitting the mainshaft 5th gear bush, note that 11s onl
hole must align with that of the mainshatt. A similar arrange
ment will be found in the case of the layshatt Sth gear pinion
An oil hole is provided to permit a lubrcation feed rom the
shaft to the selector fork groove. Ensure that the holes align
correctly. Check that tha circlips seat squarely in their grooves,
and that they are not slack when fitted. If in doubt. fit new
circlips to preclude failure at a later date.

3 Fit a half-ring in the bearing support boss groove of the
right-hand end of the mainshaft. A halt-ring should also be fitted
to the inner groove of the laft-hand layshaft bearing boss. Note
that the outer groove is provided as a means of location for the
oil seal Fit the dowel pin in position in the right-hand layshaft
bearing boss.

4 Fit a naw, greased, oil seal to the right-hand end of the
layshaft, The twao assembled shafts can now be fitted into the
casing. Check that the half-rings. dowel pin and gil seal locate
properly. and that the gearbox pinions tum smoothly and
avanly.

34 3a Lower crankshaft «nto position, ensunng that seal
engages

) :
i—"ﬂ?.'f-ﬁ_'n..‘ - - .
‘?I";;:n Fl-l the splined thiust washear and secure with circhip 5. 1d Fit 3rd gear pinian. noting that selector groove is fitted

I | L] ~ | T L i R I ey i -
- innarmaost

o
34 85 Fit new ':"_'I' rirg 1o fesivd samt LA el ) 3;’_ 1o Place circlip in groove as E.‘I'I._'u."'-l'l"-

35 1f ., lollowed by splined thrust washer



1E Ja The gearbox lavshatt ang Jrdd gear prmon 15 21

15 1g Fit 5th gear bush. ensunng that ol holes align 35 . 1h Fit the 5th gear plnion

35.2d Fit splined thrust washer

A5 11 .. followed by thrust washer and Znd gear pimon 35.1) Small diame

35.1k Bearing is fitted with sealed face ourwards 35.11 Fit bearing and thrust washer 1o clutch end 38.2e . and secure with circlip 35,21 Fit 4th gear pinion, selector groove inwards
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h. T

35.2¢g Fit bush and layshah st gear pimon

4

35.3a Fit halt nng 10 nght-hand mamshat and lett-hand
layshall bearing bOsses

35.43a Place the assembled layshatt in pasitan

36.2h Neadle roller

35 5b Right-hand layshatt be

35 4dhb

followed by T mains

eaning 15 Trited as shown

yi g s fncated by dowal pan
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36 Engine and gearbox reassembly: rafitting the gear selec-
tor mechanism and primary chain tansioner

e

1 Fit the neutral switch contact o the end of the selector
drum. then shide it into position via the larger bearing boss. Fit
the selector fork support shaft, placing each of the three forks in
position as the shaft is slid into place. Note that the forks differ
in shape, and should be arranged as shown in Fig. 1.20.

2 Position the selector drum bearing retainer and secure it
with a countersunk cross-head screw. This goes at the top right-
nand cormer when viewed from the end of the drum. The
gxtreme lefi-hand end of the retainer is held by the selector
claw centring spring anchor pin. This has a hexagon head with
3 small extension to engage with the spring ends. Note that a
thread locking fluid should be used on both screws prior 1o
fitting, gnd that the countersunk screw should be staked in
position after tightening.

4 Fit the spacer to the end of the selector drum, then posiion
the inner index plate. The latter has a number of holes, one of
which is much closer 1o the centre than the remainder, This
should engage with the locating pin in the end of the drum, Fit
the four pins to the remaining holes, then offer up the outer
index plate. Note that this cannot be fitted incorrectly because
the pins are grouped asymetrically. Fit the central retaining bolt
and tighten down firmly

4 Assemble the detent lever, spacer and hairpin spring on the
pivot bolt, then offer this up 1o the casing. The bolt occupies the
remaining bearing rewginer thread and serves as 8 Means of
retaining it and the detent assembly, Check thaf the detent lever
roller engages with the cam profile on the outer index plate and
that it s under spring preéssure. Tighten the bolt to 1.0 - 1.4 kgt
m (7 - 10.16f fi,

& Lubricate the selector drum tracks with engine oil, then
check the assembly for free operation. Note that neutral can be
found by positioning the drum so that the detent |ever engages
the smallest of the six depressions in the outer index plate
Check that the neutral switch contact is touching the switch
contact pin,

& Check that the gearchange lever shaft oil seal is in good
condition. If in any doubt, renew it as a precaution against
leakage. The seal lips should be coated with grease prior to
fitting the shaft. Take care not 1o damage the seal with the shaft
splines during installation. It is worth wrapping the splines with
PVC tape to protect the seal at this stage. Slide the shaft into
position, lifting the claw mechanism over the end of the index
plate. Check that the centring spring engages with its anchor
pin. Temporarily refit the gearchange lever and chack that all
five gear positions plus neytral can be selected.

7 If the primary chain tensioner has been removed for
sxamination. it must be refited at this stage Place the
iensioner assembly In position in the casing and fir its three
retaining bolts. Fit the spring and plunger into thair housing,
then hinge the tensioner blade info place. On the outside of the
casing. assemble the oil feed pipe and union to the wp of the
tensioner body. Refit the tensioner oil valve, taking care nol o
fracture the short oil feed pipe as it is tightened. It is impaortant
that the intarnal components of the tensioner body and oil valve
are kept clinically clean during reassembly.

37 Engine and gearbox reassambly: joining the crankcase
halves

1 - Clean the crankcase mating faces with high flash-pomnt
cclvent or methylated spirit to remove any residual grease spots
or dust, Coat the lower casing half mating face with a silicone
rubber (ATV) jointing compound, taking care not to obstruct any
oilways.

2 Important note: On no account allow the jointing com-
pound to get near the main bearing shells. A border of about 4
. must be laft clear to prevent the compound finding s way
onto the bearing surface when the casing halves are joined. If
this precaution is not observed the bearing oil feeds may
hacomne blocked, resulting in seizure. Similar care should be
axercised when applying jeinting compound in the vicinity of the
oil jet in tha lower casing half. Refer to Fig. 1.23 for details of
jointing compound application.

3 Set the gear selector mechanism in the 1st gear position,
and sel the gearbox components to st gear by sliding the
layshatt 4th gear into engagement with tha layshaft 1st gear.
The remaining gears should be left disengaged. Lubricate the
mainshaft 3rd gear selector groove and each of the main
bearings with molybdenum disulphide grease.

4 Carefully lower the lower crankcase half onto the inverted
upper half, ensuring that the gear selector forks engage in their
grooves It was found that il 15 necessary 10 restrain the primary
chain tensioner blade as the casing was lowered. This was
accomplished by inserting a finger through the hole in the
casing, and it proved possible 10 prevent the blade pivoting
down. this freeing the plunger and spring. For those possessing
index fingers of the wrong shape or size, a piece of stiff wire
bent at 90° at the end will do quite well. As soon as the
tansioner blade is in contact with tha pnmary chain it can be
released.

5§ The majority of the crankcase holding bolts are fitted from
the underside of the unit, and these should be dropped into
positiogn. The ten bolis which also retain the crankshaft as-
sambly should each have a plain washer fitted, Note that the
threads of these bolts should be lubricated with a smear of
molybdenum disulphide grease. The above-mentioned bolts,
like most of the remainder are 8 mm, whilst a row of & mm
bolts are fitted along the front edge. A single 10 mm baolt is
located at the rear of the casing. Note the wiring chip which
should be fitted beneath the head of the No 24 bolt.

& Aefer to the tightening sequence shown in the accompany-
ing Illustration, and tighten each bolt down to about - ofits
recommended torque satting. Then go over each one again 10
bring i1 up to the lull torque value, The torque sattings are as
shown below.

Crankcase torgue seftings
Al & mm bolts: 1.0 - 1.4 kgf m( 7 = 10 ibf fe/
All 8 mm bons: 2.1 — 2.5 kgf m (15 — 18 Ibf i)
Al 10 mm bolts: 4.5 - 5.0 kgf m (33 - 36 Ibf I

361 Fit neutral switch contact (arrowed) than fit sedector drum

i
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37.4 Hold tensioner blade in position as casing is lowered
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Kwam = J4-15 N

O mm = L

Fig. 1.27 Crankcase bolt tightening sequence
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Stud
Washer

Nut B s

Boht - 2 off

Bolt

Sealing washer
ifway piug
Lower crankcase
Upper crankcase
Bolt — 3 off §x60
Shield plate

Stud - 4 off

Stud - 8 ot
O-ring — 4 off
Boit - 4 aoff

Bolt - 5 off &x80
Boit Kx§3
O-ring

Plug

Dowel pin - 2 off
Oil control piece
Bolt = 4 off

Bolt — 2 off

Baoft — 2 off

Bolr - 10off

Bolt — 3 off

Balt - 2 off

O-ring Fig. 1.22 Crankcases — Early CB750K
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Fig. 1.23 Applying jointing compound to crankcase faces
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38 Engine and gearbox reassembly: refitting the oil dis-
tributor plate and sump

1 Place the oil distributor plate on the underside of the
crankcase and fit its six retaining bolts, Refit the oil strainer
assembly, using a new sealing ring where required. Clean the
sump loil pan) gasket face, taking care nol 10 scratch the
surface. Position a new sump gasket, then offer up the sump
itsel, Tighten the 14 retaining bolts in a diagonal sequence 10
avoid any risk of distortion.

39 Engine and gearbox reassembly: rafitting the primary
drive pinion and clutch assembly

——

1 If the primary drive pimon assembly was removed during
the engine overhaul it must be refined before the clutch is
installed-Fit the spacer to the end of the primary shaft, followed
by the pinion, ensuring that the small locating dowe! laces
putwards. Assemble the large plain washer, nating that i
should engage with the locating pin. followed by the Belville
washer Lock the crankshaft by the same method that was
chasen during removal, then fit and tighten the large-headed
Allen bolt. The bolt should be pulled down very tight If a worgue
wrench is available with the appropriate hexagon key, 3 torqué
setting of B.0 - 10.0 kgf m (60 - 72 If 1) should ba used.

92  Place the plain thrustwasher over the projecting gearbox

mainshaft end, followed by the clutch outer drum. It will be
necessary to turn the crankshaft until the area of the primary
drive pinion where the teeth on the inner and outer sections are
in synchronisation meshes with the clutch drum’s driven gear.
Check that the caged needla roller bearings which support the
drum are in position and are lubricated.

3 Fit the splined washer. foliowed by the spacing collar,
noting that its smaller diameter faces outward. f the clutch
pressure plaie, centre and clutch plates are still assembled, they
can now be fitted as a unit, Alternatively. proceed as follows.
4 Place the clutch friction and plain plates over the splinad
clutch centre, noting that the helically-grooved friction plate
should be fitted first, with the groove inclined as shown in Fig.
1 .17 This is followed by normal plain and friction plates, the
second plain plate being the composite shock-absorbing piate
described earlier in the Chapter. Refer 1o Fig. 1.17 for details of
the assembly ordear Note that it is almaost impossible 10
assemble the clutch plates in the drum prior to fitting the eluteh
centre. as this would make alignment of the internal splines of
the plain plates difficult.

& Place the plain washer and tab washar in position, then fit
the clutch centre securing nut finger tight. Using the method
employed during dismantling, lock the clutch centra and tughten
the slotted securing nul to @ torque setting of 4.5 £.6 kgf m
(33 - 40 Ibf f1). Do not forget to bend up the tab washer.

& Place the six clutch springs in position and offer up the
clutch release plate. Fit the bolts in a diagonal sequence,
tightening each one in turn 10 pravent distortion.

— e — — - e ——— — W
9
|
18
\""\‘1
A —13 10
3
IF]_[-;e ha, F.-'Jn.’
Fig. 1.24 Oil filter, distributor plate and sump
FILTR OLE T, M Skf CLEIOWA | FILTR W5TH PNY
! Sump pan 9 Ol filter assembly 7 O-ring
2 Gaskel 10 Filter chambér I8 O-ring
3 Ol strainer 11 Washer 19 Drain plug
4 Seal 12 Spring 20 Sealing washer
&  Pressure relef valve 13 Bypass valve boil 21 Spit pin
B Spring 14 Adaptor 22 Bolt - 14 off I
7 Washer 15 Clip - 2 off 23 Bolt - 6 off
| 8 Qul distributor 16 Sealing washer - 3 off
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319 2¢ Place the clutch outer drum in posthion

39,34 Fif the splined thrustwasher, followed by . 39.3b ... the stepped spacer as shown

39 7d Fit puter pinion aver projecting shoulder 39.1e Position the large plain washer as shown
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40 Engine and gearbox reassambly: refitting the starter
clutch and automatic timing unit [ATU)

——

1 Check that the three cluich rollers are in position in the
starter clutch body. If any have become displaced, fit the spring
and plunger into its recess and hold it in position with a small
scrawdriver while the roller is fittad. Assemble the clutch body
and starter driven gear, and check that the clutch operates
parmally.

2 Install the starter idler gear and support pin in its recess in
the crankcase. Fit the starter clutch and driven gear assembly to
the end of the crankshaft, ensuring that the driven gear teeth
mesh with those of the idler gear.

3 Offer up the automanc uming unit [ATU], ensuring that the
locating pin at the rear of the unit fits into the siot in the shafi
and. Hold the crankshaft by fitting a spanner on the large
hexagon, then fit and tighten the securing balt to a torgque
39, 4a Assemble the plain and friction plates on the cluteh 39.4b ... noting the position of the shuck absorhing plate selting of 3.3 — 3.7 kpf m (24 - 27 bt hl.

centre ... I 4 Using a new gasket refit the anging left-hand cover,
complate with the CO pickup stator, and tighten s rélaining
bolts: ensure that the wining grommel s corectly located at the
casing jont. Note that the circular inspechioh Cover should not
: : o e o ' he refitited until the valve timing has been set as descnbed n
' ; - & B L _ . % ] Section 44

f
4

?q hb then HL 1480 WwasShar ancl Sa0uring A1) | ’j‘ i

i ) » . .
i » } e - A
40 1e Check that clutch operates smoothly

i

19 6b .. followed by the release plate and push rod A . o r 3

J ! - =l . . "i:. ; .
. 403 d Refit clutch cover plate 40.3 Fit ATU and tighten central secunng bolt

L
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41 Engine and qearbox reassembly . refitting the alternator

i Check that the crankshaft taper and the corresponding
tamEracl boee oF The alternalor rator are free from contamination,
then place the rator in pasibon. It will be necessary 10 prevent
rankshatt rotation wihile the rotor retmining bolt is tightenad
using the same method employed duning removal. Fit the
hearded retaiming Balr and tiohtan 10 B 0O 100 |-.-|:-F'|"I'IIE--H - 712

Fhe outer yer carries the stator and brushes, and can now
be refitted. Check that the brushes are i a serviceable condition
priar 1o installatian, referring 1o Chapter 6 for details. When the
CIVEr i85 1 DoRITon, route the output lead rhrll_ll'_jl__]h the th!'l['f- an

e Cransase

42 Engine and gearbox reassembly: replacing the pistons
and cylinder block

i Hsions [I,I:I ”qu_: ITII..HJIII$ of H'I-t}

G mnkcd AR Py b ciddar (o prevent any displaced componant
frovm acoklentally dropgmng mio the crankcasa

| al ST 'S ir Thi annal arcder with e i marl-_ &
thig piston crown taowarcds the rear of the engine.
1 If the gudgeon pina aca & tiaght fit, first warm the pistons to
paapand the metal Od the gudgeon pins and small end bearing
surfaces. also the miston bosses. before fitting the pistons
4  Always use new circhps, never the ongmals. Always chack
that the circlips are located properly in their grooves in the
mston boss. A displaced circhp will cause severe damage 1o the
cyhndear bhore. and possibly an engina Selrure
5 Place a new cylinder base gaskel |dryl over the crankcase
mouth. Note that an O-ring Is fitted around the four inner rear
cylindar head studs, larger holes in the gasketl will indicate the
correct posiion. Large diametet {_:I'-Iil‘lgs.. are fitted around each
oylindar spago!l whera o protrudes from the cylinder block
gasting. Check that the two hollow dowel pins are in position in
the crankcase 1ac
6 Before the cylinder block is finted, it is essential thal the
camshalt chamn tensioner assembly is in position. I it has béen
removed in the course of overhauling, repesition it in tha
camshalt chain tunnel and fit the two domed retaining nuts
Linger-Light
! LCarelully lower the cylinder block over the holding studs.,
using suitable wooden bilocks to support it clear of the psions
whilst the camshaft chain s threaded through the tunnel
between the bores. This task is best achieved by using a plece
of stift ware 10 hook the chain through, and pull it up through the

41.1b ... and tighten the securing boh

tunnel, The chan mus! engage with the crankshafl drive
so el

H The cyhinder bores have a generous lead in for the pistons
at the botiom, and although it is an advaniage on sn enging
euch a=n thig 10 use a piston nng compressorn, in the absence of
this i1 15 possible 10 lead gently the pistons mto the Iwares,
working across from one swlée. Great care Nas ta ba taken not o
plat oo much pressure on the: titted msion rings When the
pisions hawve finally engaged. remove the rag padding Tram the
erankcase mouths and lower the ¢cyiimder block stll further until
it seals umily on the Dase gaskot

g Take care W anchor the camshall chapn throughoul this
pperation o save the cham dropping down into the crankcase
The cham should be kepnl reasonably 1aut o prevent il fram
bunching around the crankshall sprocket This 158 parhiculary
important f the crankshalt 8 lumed. as the Fain will f8nd 1o
Jatim i lelt fo oots own deyrces Fit andd ighiten the singlg cyl ricden
Baes nut whoch wall Be found 4t e front of the camsha™ chaln

tunnal, 11 required, thera are two Honda service tools which can
b wseliully |--|.|||'.--.l..l;| EFEMGy Ty =1 i ol rapngpmbly’ a8 pair L.If
SN SUpEEan Mlocks LU S 5000 T arvd A DA it psion
FINE) COIMIESs re (017954 47 72000

A1 1a Fit the aitérmator rator 10 the crankshalt 1aper

42.2 Check that 'IN° mark laces towards rear of engine

o il Sl o
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47 3 Warm the piston o ease the fitting of gudgeon pin

42 5 Fit new base gaskel. Note 0 -rings and dowels

43 Engine and gearbox reassembly refitting the cylinder
head

] It the upper camshalt chain 1ensioner was removed r‘r.uting
the averhaul it should be refitted wn the evlinder head prnior (o
the installation of the latter. Once in posilion, depress thae
tensionet blade with the locking bolt slackened (0 achweve the
tensioner's slackést setting, then re-tighten the bolt and _]L“-'h'
nut. Moving 1o the lower tensioner assembly in the cylinder
barrel. tighten both domed locknuts, then slacken ot 'rh_E_ lowwer
of the 11.-;[; Grasp the top of the tensioner blada with pliers and
pull it up against the spring pressure, Tighten the lower locknut
io retain the setling.

2  Chack that the cylinder head and block jointing laces are
quite clean and free from traces of old cylinder head gasket. Fit
the two dowel pins, and than install 8 new cylinder head gasket.
The eylinder head gasket must be fitted with the wider (5 mm|
edges of the individual cylinder periphery seals facirig upwards.
Lower the cylinder head into position. taking care to ensure that
the camshatt chain is fed up through its central aperture. Check
that the cylinder head seats squarely and that tha dc_-weis have
located properly. if necessary, tap the an ol the cylinder head
using a sofi-faced mallel 1o help seat It

42 B Check that rings enter bores squarely

3  Fit the twelve cylinder hea cap nuls, together with a plmn
washer heneath each one. Care should be exercised when
securing the cylinder head, because it can easily become
warped i uneven pressure is applied. The nuts should be
tightened in a diagonal sequence, working from the centre
outwards as shown in the accompanying illustration Start by
tightening the nuts 1o approximately hall the 1.nla.| torgue value,
then go through the sequence once more 14 bring T.hl-? nuts up
1o full pressure. The cylindar head nut torque seiting IS 36-4.0
kgt m (26 — 29 Ibf ), _

4 Fit and tighten the two small boits winch pass upwards inio
the cylinder head from the camshaft chain tunnel flange. F1_1 the
camshaft oil feed pipa n posmion at the rear of the cylindar
block. noting that the pipe 15 routed between the carburettor
adaptors of cylinders 3 and 4. Bear in mind that the well-being
of the camshafts and valve gear is entirely dependant upon 2
reliable oil feed through this pipe and for this rEI.E:EEII'I the union
sealing washers should be renewed as a precautionary mﬁsu;,ﬂ
even if théy appear to be in good condition, Mote also NI“IEI ihe
two union bolts differ in that the oil drilings are of different
sizes. The bolt with the larger hole must be fitted to the upper

ynion, When fitting the bahs, hoid tha unions w1.th a self-locking
wrench so that no Elrﬂiﬁ 5 [HdEEd an the ;}IDF' itself as the bolt

is lightenad.

e B

S O EEIna w—
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Fig. 1.25 Cylinder head nut tighténing sequence
KOLEINCSe DIKRELAN B NAKRETEK
GEQenily

44 Engine and gearbox reassembly: refitting the camshafts
and setting the valve timing

1 Iinstall the cam f(ollowers and adjustment shims In thew
correct locations, | thus has not been done already. [The
followers and hores should be lubricated with engine ol during
installation. Lubnicate the camshaft baaring faces with molyb
denum disulphide greasa.

2 Holding the camshaft chain taut to prevent it from bunching
around the crankshaft sprocket, turn the crankshatt by means of
the large hexagon on the ATU until the 1,4T mark appears in
the timing window, Line the timing mark up against the index
hng on the ouler cover

3 Fit the smallar camshafi connecting chain around the
smaller section of the exhaust camshah sprocket ensunng that
it is installed 1o run in Jts original direction of rotation, The
sprocket should now be fitted to the protruding end of the main
camshart ¢chamn, lakng care not 10 Move ihe crankehaft, Note
that the sprocket has two alignment dats on its left-hand face
these shouldd He .-_|'r|-_-|"||_;||:'l|f‘| M ."1'|l’l‘..1”1,- g0 1hat they arg ||'If,'i:|t'| 1o
the gasket Yace

q Slide the exhaust camshatt (nole fachomeiar drive As
means o wentmcatwon] tWhrough the Cenin at the sprocket
positioning the cam lobes tar the No 1 llsft-hand) cylinder s0
that they face horizontally towards the sparking plug. Fit the A
and E camshaft bearing caps. securing them by fitting the bolts
finger-light. Nole that the arrows On e caps must face
forwards. At this stage, one of the camshalt sprocketl mounting
bolt holes should be accessible and in line with the camshalt' s
threaded hole. Fit a securing bolt, loosely at this stage

5 Fit the D and the unmarked tachometar drive bl:i‘.-r'f‘lg caps
again with the bolts finger-tight. Note that the D beanng cap
has a groove which locates the camshatt

B Turn the crankshaft through 360° (one complete revol
ution) so that the remaining sprocket mounting hole becomes
accessible, Fit the second bolt and tighten it 1o the specified
torque setting. Turn the engine through 360° once more. and
tighten the first bolt to the same torque figure

7 Complete the installation of the camshatt beanng caps, not
forgetting the locating dowels fitted to each one. Note that each
cap has an wentification letter which indicates 115 position (see
Saction B of this Chapter for details). The bearing cap securing
bolts should be tightenad progressively in a8 chagonal sequance
o a torgue setting of 1.2 1.6 kgt m {9 12 bt hi.

8 Set the camshatt chain tensioner by slackemng the lower of
the two can nuts at the rear of the cylinder block, This wall allow
the tensioner to find its own setting, aftar which the nul can De

E
]
5

43 4 Tiahten the vao smiall Dolls 3t froamt af oy i rcher {1 e

re-tightened Check that the 1,47 mark is sull aligned. then re
F Ny

chack that theée cem Inbas O a1 cyhinoer are 1Al ing The
sparking plug. and that the « amshalt sprocket! punch mMarks are

sarallal to the cyline nead gasket face. 1! the shove chacks
pDrove that thie exh@Eus) Y MEnan orrgc iy Limed an oretabhon To
the ecrankshaflt, procesd &8s oescribed balow, ofherwise re-sat

the timing until all of the marks ahgn correctly

9 I the inlet camshalt sprocket was not removed rom the
camshaft dunng dismanthng or overnaul, Iogp the connecting
cam chain arcund the sprocket and lower The assembly into
pOsSIan, ansunng that the No 1 cvhndear cam lobes Tace
towidards the sparking plug and that the punch marks are parallel
io the cvhinder head gaskat tace

10 In cases where the sorockel was rémoved, N1 the cham

around the sprocket s that the punch marks Le parallel 1o the

gaskel face and u hrne with those of the exhaust camephai
sprackal, Fit the acces=ible sprockel boll linger-thvght
11 Fit tha inlet amshatl bDearnng caps ¢ (3 K prml L

II!J']'H-_‘[HII::J Tree FisEmir i el 1 @wrisEriiy o;m 8 I," |.||.: Tar-1! g uence T

1 ¥ 1 & kal m (4 12 g 1) Turs the crankshatt through 34U
and it the remaming camshalt sgrocest bolt, tghlening it EG 1he
gpaciliad M0gus SEiTim i prn e cranssiat !
cOmplele turm anad Ll ¢ ! o kot | fo (e

'Ilij;;l T+ LN

12 D@t the conm 4§ A £l g YT Y HIACH il
the locking Dol To alow Fhi bt b TEREE 3. \NOtLE that thi
chain tension should bE re-checked aftar the engmne as Desn
started). Set up innkshall timing mark once More, and
maka a hireal chack oo th gl 1AaT iminic oS e Eai] bt
13 Fit the block plastic oil deliactor cap on gach of the lwo
cylinder head nuts nearest 10 the camshalt chom tunng! nn e

inlet side of the oviingder haad, Fi& the chain lensoner Support
|
el

plate, securing 11 with 1t58 pght-hand maunting GO oniy. |
the oil feed ppe and cham gude in position. These are retaned

T =]

by the inner DBearing cap bolts 16 the nght of the camsh 1f1
E"-:\'llr.hl":"\.-..[“-':_l O i 17 i L i34 | ™5 .. N rl T :1-"-: -r.l. AT
doubling as the mea f molding the el s sicle Foiho

Support at
14 Primea the recesses pround each vahe wnath gnoerne o

F;un:,r-..-n_'h; lubrication when {he epaine 5 first started. Check the
valve clegrances as descrnibeEn i Aouling Maintenance, and
maka any necessary adjusiments betore proceading further
Check the cylinder hesg cover gaseel or indantalions of Other
damage. Ii
gasket and gasket face and apply & smear ol
arlf_;li'cr irias 1nOrmed Dy e 58m FOIRr . B PNas. |

can now ba refitre

iIF 15 N L [ [ (TN a1 e re =l '._.lr'-._: [ne

e

N
44 b Alignment dots shouid

iie paraliel to gasket lace

|42 -18

44 7 Tighten cap bolls 10 recommeanded OrQue figure

55 ||.l!::|'1:'|1'||:|': oy Tl

i 4 5 Agoomble HEaring cAalls
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o

ol

Ad 10 lnstall the il camshan and Secure the sprocket

Fl
44 13b Fit ol deflector C

44 13a Retit chain guide and oll pipe

45 Refitting the engine and gearbox unit into the frame

1 As mentioned during the engine removal sequenca, the
engine/gearbox unit 15 unwieldy n:::|uir|l_'l|;| at Iqﬂsl two, of
preferably three, people 10 coax it back into pn::riﬂlt_:n. This is
avan more impoftant durng reassembly, as tha unit must_ he
offered up at the right angle. and then rnann:e-.!wad into
position. Care must be taken not 10 damage the finish on the
frame tubes, and it 1S worthwhile protecting these with rag of
masking tape .

2 ) andlelés to say, the unit should be fitted from the right-
hand side of the frame, where the removable lmr-.rm saction
permits clearance, Again, bear in mind that the engine/gearbox
unit is both heavy and awkward 10 Manoauvre, do not take
chances which might result in damage 1o the machine or _rhe
agperator. Note that it is impartant that the ail filter and housing
are left off until the engine is installed =

3 |1 is racommended that a trolley jack is used 10 1a_c|I|E:ne
installation. This will 1ake the weight of the unit whilst the

P

ia. 1.26 Cylinder head cover
i TEH'AFHH GeonILY

Tachomeler driveé gear
{'wn.rnﬁ 4.8 pdlg & x5
- Er2Y8

- E ] '1I1'

+  Retaining bolt — 8 off
2 Seal — 8 off

3 Plug - 4 off

4 Cowver

5 Gasket

4]

1

el
e B N

45.2a Rear lower mounting shpwing removable frame section
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micrnbirg Dodts are rehittea SAhwidvs UsE & WOOden block
batween the crankcase and the jack. Fit the vanous mauniing
bolts and plates in position. 8s shown N the accompanying
photographs. but do not tighten tniem until they are all in place.
Bear in mind the vanious foolresl/brake pagal arrangemenis
tnatured on the differant modals as described in the removal
seguence {aechon G

4 Onee in positipn, the vanous bolts and nuts should be

1 Lll"l':lr'll to the values & e o] 90

.‘I LIFEjuse?  Sel :l...-l"-.l..'l

-'__.';II irrre :' .'J ._' :r|l .h."-' FrY | _r .|l .,‘ -\,:!I '.‘r.l' |'|'_.'
To mm 3.0 o O kiof m _‘_-... ! ..." ey
Id mm 5.5 &5 kgt m (&40 = &7 bt ft)

46 Engine and gearbox unit installation: final assembiy and
adjustmaeant

[ Place the hnal drve cha ver the rear sprockat, and fit it
over the sphned end of the ft. Raefit the bolt, tightening
t to the specihed torque setting Lock the rear wheel by
applying the rear brake whilst gl 15 Lightensad Knock over
the locking washer 1o prévent the nut from Slackemng m use
Mote that the chan gude plate should be 0 posthion at this
stage (see photograph 45 2f) Do not omit to reset the drive

chain tensian by means of the rear wheel Spindle adjusters

. If the oil pump was rmavedd it should ba rafitted at this
M AgE using a new faskel Make sure that tha pump ovrifices and
gasket faces are absolutely clean, and that the locating dowel is
fitted to the lower r||:]h1 hand mounting bhiolt. Rafit the nautral
switch lead clamp to the appropriate oil pump cover bolt
(located nearest the cantre of the cover s vertical column), then
refit the cover and breathar hose

3  Connect the heavy duty starter motor cable to its terminal,
and slide the protective rubber boot over the exposed connec-
tion. Fit the motor to its recess in the upper crankcase and fit
the securing bolts. Reconnect he oil pressure switch lead. Refit
the starter motor cover

4 Refit the aliernator and sprocket covers, ensuring that the
output leads of the former are correcily routed and re-con-
nected at their connector biock Refit the sparking plug leads,
noting that they are numberad 1 to 4. 1 being the left-hand
cylinder. Connect the tachometer drive cable at the cyhnder
head cover and secure the single locking bolt

5 In the case of the CBR00F model, refit the oil cooler
assambly to the frame and refit the pipe unions to the underside

of the crankcase Reassemble the exhaust system in the reverse
order of that described for removal, wsing a new sealing rning m
each exhaust port

] Place the ai cleandgr casing loosely in posiuian in the frame
The mounting bolts should be left slack until the carburettors
have bean fitted. Connect the throttle cables 1o 1he operating
quadrant, and seal the cable outers agamnst Their respeclive
stops. Ad{ust the throttle cable free play to give 2 6 mm
measured 8t the ‘I._ul-:]-'-} end of the thiotthe grip N ralalion TG
the adjacent switch housing. This adjustment can be carmed oul
wiith tha carburattors (st illpdd, bt access Wil e egagiar at ThiE
stage

7 Manoeuvre the carburattor bank nlo position I."H.]'Iﬂlilllg
the aifr cleaner casing shghtly to obtam sutficient cleparance
engage in the rubber mounting

stubs 15 not easy. and will demand a degree of patient

Parsuaching the carburattors 10

manipulation with the aid of a small screwdriver. The operation
s made sasier if an assistant 5 available 1o deal with one side
al the carburettor bank. Tighten the secunng clips. then réepeat
the operatwon with the air cleaner hose connections, Whan tha
arkngetior bank is back in place reposition the air cleaner

inid b

ghtian (1S MOuniling SCraw:

the CDI pickup leads, plus the alter-
nator leads if thasa hava not been htted. Reconnect the battery
inads and check that the alectncal system funchions properly
Pay particular attenlion 1o the rear brake hight switch, whioh
mav be in need of adustment, and to the ol pressure ano
nouteal hight switchas

g Rafit the side panels, then shide the fuel tank into position
ensynng that the mounting rubbers at the front of the tank
pngage correctly. Secure the tank with the single bolt a1 the
ragr, Reconnect the petrol feed pipes o the carburetiors, and
chack that the varous drann and breather hOoS8s are routed
correctly

10 Assemble the ol filter housing with a new hiter slement.
Chack that the O-ring Is in sound condition, and rengw if
necessary, Tighten the hilter housing Dolt to 28-32kgim(20
.23 It I, Fill the crankcase with 4.5 litres (9.51/7.92 US/Iimp
pints] of SAE 10W/40 engine oil, noting that the oil lavel must
be checkad and topped up after the engineg has been started and
run Tor a8 few minutes,

11 Reconnact the clutch cable 10 the actuating arm on the
guter cover. Sat the cabla HOusIar o L|i"-’l'r 3/8 J/4 in ”ﬂ - 20
mm) Iree play measured at the lever end. Finally, check around
the workbench area for any ‘left-over paris: these should be
identified and refitted before attempling 10 start the newly
rebuilt engine,

45 2b RH front mounting showing frame section joint

R
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note chamn guide and spacer
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Place a new sealing ring in each exhaust port

47 Starting and runmng tha rebuilt enging unit

MlBakid ire Thatl aii T riponents are conned ted correctly
The slecinicar CONNt tors can only be fitked one WwWay, Bs the
'l."'rl”".  LEG [ _|||.|-__I|'-' 1 o el L al '. .l'\.‘!.\_ll" '-.rr'_ .\.”I ‘..“‘ 1 .:,T'J '-.i_hl::*”'-l

arg adiusted cOrmeECtly Check that the [use 5N the tuse holder

and try all the Hght el Luin on the gnition Switch

Close the choke |lever 1o stari

2 Switch n and start the engine by tuming i
alactric starter, beanng in mind that

the fuel has to work through the four carbureltors Once the

engine stars, run at a & ly brisk tick-over speed 10 enable the

afts and vahlves. Chack that thie ol

o the gnat

over a few timas with 1he

agil {0 work up 1o thie CAMST

49 Fault diagnosis: engine

46 4b ... and fit the gearchange pedal or linkage

pressure warning lamp goes out after a8 few moments running
3 Before taking the machine on the road, check that the
brakes are correclly adjusted, with the required level of
hydraulic fluid in the handiebar masie cylinder

4 Maka sureg the rear chain is correctly tensioned 10 58 -1
inch up and down play. Also that the front forks are filled with
she correct amount of oil

5 Check the externos Of 1
blowing gasketls Belore taking vhe machine on the road Tof the
firat time. check that all nuts and D Its gre hght and | athing has
hean omittéd during the reassembling sequence

il PIrcgeme  Sor -‘ul'|r|.h. .'1{ -:::| -r_J.'rll:. L

48 Taking the raebuilt machine on the road

i Any rebuilt engine weill take time 10 seltle down, even it tha
parts have been replaced in their original order. For this reason
it is highly advisable to treal the machine gently for the first few
miles. so that the oil circulates property and any new parts have
a reasonable chance to bed down

2  Even greater care is neaded if the enging has been rebored
or if & new crankshaft and main bearings have been fitted. In the
case of a rebore the enging will have to be run-in again as if the
machine were new This means much more use of the gearbox
and & restraining hand on the throttle wuntil at laast 500 miles
have been covered. There is nol much point in keeping to a set
speed limit: the main consideration is 10 keep a light load on the
gngine and 10 gf ydually work up the pariormance Ul il the 500
mila mark is reached
axceed 4,000 rpm during the first BOO miles and 5 000 rpm tor
the next 500 miles. These penods are tha same as for a rebored
angine or one fitted with a8 new crankshaft Experiance 1s the

Ag a goeneral guiie it & mathvisaplie 10

best guide since i1 15 easy o well whan the engine 1S running
fraely.

3 if at any time the od feed shows signs of talure, stop the
engine immedialely and investigate the cause If the enging i5
run withoul oll aven for a shor period, irreparable engine

damage is inevitable

e

Symptom Cause

Ramedy

Defective sparking plugs

Faulty igmtian system

Remove the plugs and lay tham on the cylinder
he st

Check whother spark occurs when ignition 18
an anc &ngre rotatedd

Sea Chapter J
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Engine runs unevenly

Lack of power

Heavy oil consumption

Ignition or fuel system fault
Blgwing cylinder head gaskel
incorrect ignition timing

Fault in fuel system or incorrect

ignition timing

Cylinder block in need of rebore

Check each system independently, as though

engine will not start.
Leak should be evident from oil leakage where

gas escapes.
Check accuracy and reset [f necessary.

Check fuel lines or float chambers for

sediment.
Reset ignition timing.

Check bore wear, rebore and fit oversize
pistons if required.

50 Fault diagnosis: clutch

Symptom

Cause

Remady

Engine speed increases as shown by
tachometer but machine does not
respond

Difficulty In engaging gears, gear
changes jerky and machine creeps
forward when clutch is withdrawn,
ditficulty in selecting neutral

Clutch operation stiff

Clutch slip

Clutch drag

Damaged, trapped or frayed control
cable

Check clutch adjustment for free pli!yr. at
handlebar lever, check thicknass of inserted

plates.

Check clutch for too much free-play. Check
plates for burrs on longués or drum for
indentations. Dress with file if damage

not too great.

Check cable and renew if necessary. Make
sure cable is lubricated and has no sharp

bends.

1 Fault diagnosis: gearbox

Symptom

Cause

Remady

Difficulty in engaging gears

Machine jumps out of gear

Gear change lever does not return 10
original positon

Selector forks bent
Gear clusters not assembled correctly

Warn dogs on the ends of gear pinions

Aroken return spring

Aeplace” with new forks.

Check gear cluster for arrangement and
position of thrust washers.

Renew worn pinions.

Renew spring.

ECR T

¥
L 3
L
3
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Chapter 2 Fuel system and lubrication

For modifications, and information relating to later models, see Chapter 7
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Accelerator pump: examination and adjustment .....c.ecwee 1 Qil filter: renewing the alemenT ... 17
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Carburettors: idle adjUSIMENT ..o verimrmmmmnsssmssssssssiirssssss 9 Fault diagnosis: fuel system and lubrication .. ... 19
Carburetlon SELUNGS .......cuimmisimormissmismssissssimms 10
Specifications
CB760K(Z) CB750K CB750F CB800F
LTD
Fuel tank
TOUB CODMECITY oo srobhasisin sbiiassases iaaihib b s st bbb 5 B b bbb 5 20 litres 20 litres 20 litres 20 litras
4.4/5.3 Imp/ (4.4/5.3 Imp/ 14.4/5.3 Imp/ (4.4/5.3 Imp/
US gallons) US gallons] US gallons)] US gallons)

HuHr\I‘B “p.ﬁw IR EE AL ARl R D B AR |l'||III|IIIIIII:II'IIHIHIHI'II!I ERESETEETERTRETE
Carburettors

Mah’a EEEIE AL EE BN B R B R B E e m e d B oS B R RS A EE RS R PR IR TET R R TR TR R e e

Tvp“ I.Il|d|llllll|'|llr--'r'|l.-rr-|r|r-|-1-|-r|--|r|--|r----------l—--—-—l-dlII-IIII-IIIIII-IJIIIIII'!rl-IIII'lII'“lIlI'-"'I

P'imﬂr‘f mai‘n jﬂt (TR ———eae——————ee T T P TR T R R RS RA AP RS IR S BSOS R SN PR AN S R L E LR S R L)

SECONCIBTY IV WO i ooiisnries o s e i e S o i G P S 8

FROBE: VIR . it b b s S b5 A R

Plot screw SEHING .. cocismeisnimessissmomissesss

HIIE SPBEU .....oorvvireemiornmomsemenstenss ssmstpnsrssssess s psasas sasgssams pessgnasasnsagmmanans

. Fast idle speed ... e e e s e s e

v‘“ turi d I-HTTIB ‘ B r B R P R e e S s b B ek e R SRR A AR

Lubrication systam

[}
Fijlnr N L E ET AN N EEE Y E Ay mranEnpdidfd b B dFEAE b dd iR i RS AR

e S o G okt s (P S T R N (A

Nominal oil Pressure ... ......ccocceeeess 2 )

8 litres 5 litres 4.5 litras 4.5 livres
(1.1/1.3 Imp/ (1.1/1.3 Imp/ 1.0/1.18 Imp/ {1.0.1.19 Imp/

US gallons) US gallons) US gallons] US gallons)
Keihin Kaihin Keihin Kaihin
VBA42A or VB4ZA VB428 VBS1A
VBa2C
68 68 68 68
102 102 pre 1980; 58 98

1980 on; 100
155 mm 155 mm 15.6 mm 16.5 mm
(0.61 in) (0.61 in) [0.61 in) {0.61 in)
VB42A: 14 14 tums out pre 1980; 14 turns out
turns out 14 turns out
VB42C: 14 1980 on; 1§
turns oul turns out
1000 + 100 1000 + 100 1000 + 100 1000 + 100
rpm rpm rpm pm
2000 + 500 2000 + 500 2000 + 500 1000-2500
rpm pm rpm rpm
30 mm 30 mm 30 mm 32 mm
(1.18 in) (1.18 in) (1.18 in) {1.26 in)

Wet sump, high pressure
Pleated paper element, gauze sump strainer
4.5 litres (7.92 Imp pints, 4.7 US guarts)

(3.5 litres, 6.00 Imp pints, 3.7 US quarts at oil
changes)

71 psi (5.0 kg cm® at 7000 rpm/80°C (176°F)78 psi/5.5 kg

Measured at oil pressure switch cm® at 7000
take off rpm 80°C
(176°F)
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ﬂi!r::mp , - ES—— Trochoid
Du:;:ﬂg'::;ﬂ" ) 41 lires per minute {72 Imp pints per minute,
43.4 US quans per minute) at 7000 rpm
Oil cooler ...... N/A N/A N/ 18 litres/32
Imp pints
per minule
at 7000 rpm
innerfouter rotor clearance (MAax) ... 0.15% mm (0.006 in) 0.20 mm
{0.0008 in)

Outer rotor/body clearance (Max) ... s
Rotar end clearance (Max) ...

N R s e TR T P P A R

1 General dascription

The fuel sysiem is comprised of a steel petrol tank from
which fuel is fed by gravity to the four Keihin carburettors. The
tap has three positions, giving a normal supply of petrol, an
emergency reserve position and an aff position. A gauze strainer
is incorporated in the tap, 1o trap any foreign matter which
might otherwise block the carburetior jets. The petrol tank filler
cap incorporates a lock operated by the ignition key.

The four carburettors are interconnected by a linkage to
ensure synchronisation, The two throttla cables are connected
to a pulley mounted between the two conirol instruments, the
throttles being opened and closed positively. The engine draws
gir in via 3 moulded plastic trunking which contains the air
cleaner glemant.

The angine oil is conained in a sump formed at the bottom
of the crankcase.

The gearbox is also lubricated from the seme source, the
whole engine unit being pressure fed by a mechanical ol pump
that is driven off the crankshaft. The oil pump intake extends
into the sump to pump the oil up 10 the engine. A screan at the
pump inlet point prevents foreign matter from entering the
oump before it can damage the mechanism. From the pump the
oil passes to the oil filer to be cleaned. If the filter becomes
clogged. a safety by-pass valve routes the oil around the filter.
it is then routed through a passageway in which an oil pressure
switch is mounted, and through an oll hole in the crankcase,
from which paint it is sent in three different directions. Une
direction is 10 the crankshaft main bearings and crankshaft pins,
After lubricating the crankshaft parts, the oil is thrown out by
centrifugal force and the spray lands on the cylinder walls, the
pistons and gudgeon pins to |lubricate those parts. The oil
eventually drops down from all these points and accumulates in
the bottam af the crankcase sump to be recirculated

The second passageway for oil from the pump lakes the
form of an oil feea pipe which conveys oil up into the cylinder
head. After passing through holes into the camshaft bearings,
the oil flows out over the cams and down argund the valve
tappets to lubiricate these areas. The oil returns to the sump via
the oil holes at the base of the tappets, and the cam chain
tunnel in the centre of the cylinder head and cylinder block.

A third branch of the system feeds oil to the gearbox
mainshaft and layshaft, where the gearbox componenis are
positively lubricated.

On CBO0OO0OF models an oil cooler is fitted to keep the engine
oil temperature down to an acceplable level. The oil cooler
diverts a proportion of the oil leaving the pump through a pipe
to the frame mountad cooler matrix. The cooled oil then returns
to the sump, thus lowering the overall engine oil temperature.

2  Petrol tank: removal and repiacement

1 The petrol tank fitted to the Honda dohc 4-cylinder models
is secured 1o the frame by means of a short channel that
projects from the nose of the tank and engages with a rubber
buffer surrounding a pin welded to the frame immediately

0.35 mm (0.014 in)
0.10 mm (0.004 in)

behind the steering head. This arrangement |5 duplicated either
side of the nose of the tank and the frame. The rear of the tank
is secured by a single bolt that passes thraugh a lip welded on
to the back of the tank. The tank also has two rubber buffers on
which it rests at the rear. A petrol tap is fitted with a reserve
pipe that is switched over, when the fuel level falls below that
ol the main fasd pipe.

2  The petrol 1ank can be removed from the machine without
draining the petrol, although the rubber fuel lines 1o the
carburatiors will have to be disconnecied. The dualseat must be
lifted up to expose the mounting bolt at the rear of the tank,
then the tank raised at the rear and pulled vpwards and
backwards to pull off the fron rubbers. When replacing the fuel
tank. lift at the rear and push down onto the front rubber
buffers. then secure the bolt at the rear and reconnect the fuel

lines.

3 Petrol tap and filter: removal, dismantling and replace-
mant

1 It is not necessary to drain the petrol tank if it is only half
or under half full, as the tank can be faid on its side on a clean
cloth or soft material (to protect the enamel), so that the petrol
tap Is uppermost. The petrol pipe should be removed before
unscrawing the petrol tap. The tap is released by slackening the
gland nut which secures it to its mounting stub on the underside
of the tank,

2 The gauze strainer can be removed for cleaning by pulling
it upwards, clear of the main pickup pipe. No further mamten-
ance is feasible, as parts are not available for the tap. In the
event of malfunction it must be renewed. Do not forget that fuel
leakage can be dangerous, and may be illegal {n some parts of
the world

i
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|
she sorews will probably be very tight, requiring the use of an -
mpact driver 1o effecl ramoval. Take great care nol to damage i |
4 Carburertors: removal and separation the carburettors or the screw heads during this operatian
7 Caretully separate the assembly at the centre joint, leaving i '
1 The four constant depression (CD) carburetiors are the carburettors as two pairs. Take care nol 1o damage the fuel !l
mounted on the cylinder head as an assembly, the individual and air connecting pipes or the mechanical linkage. !. :
instruments being connected by linkages and by mounting 8 Open the choke butterfly and carefully file off the staked 11
brackets. If overhaul proves necessary, d certain amount of ands of the securng SCreaws, holding the carburettors so that the
waork, such as attention to the float assembly and jets. can be resulting metal filings fall out of the main bore. Remaove and
carried out with the instruments in position, but because access discard the securing screws, and lift the butterfly plates away
is very restricted it is best to remove 1he complete bank so that Release the fuel inlet T-piece retainer, which is held by one of
work can be carried out on the bench. the vacuum chamber SCrews. Carefully separate the wo
2 Start by ensuring that the fuel tap is wrned off, and remove carburetiors, with the same caution described earlier in this
the fuel pipe at the fuel tap end. Lift the seat and remove both section.
side panels 1o provide access 10 the air cleaner casing. Slacken 9 The linkage between the carburattors is best left alone
the hose clips which secure the carburettors 10 tha air cleanet unless it is absolutely essential that it is removed. |1 removal 1s
hoses. then release the single bolt which retains the 1op of the unavoidable, make detailed sketches of the position ol the Fig. 2.3 Buttertly valve — Early CB750K 1 g a7 -
air cleaner casing. The casing can now be pulled rearwards 10 various springs and levers as a guide during reassembly PRTEVASTNILA S5 pnis : _ e .
provide a small clearance between the hoses and the carburel- 10 Disengage the fine relief spring from the choke shaft end '_ fake Mokage 1 Tab washer . - =l
107s and withdraw the shah Remove the split pin from the end of e - valve d  Cerew — 2 al PoTe N 3 Yo | . it s
1  Slacken the carburettor mounting clips. With the aid of an the accelarator pump raturm Sprng rod, and remove the washe! _JJ R n screw (&) to release cable, then unhook from lever
assistant, where possible. pull the assembly rearwards to tree spring and spring seat. Unscrew the pivol bolt 10 release he
the mounting stubs from the inlel adaplors. Thare 5 hitle tast idle arm, spring and accelaratol pump lever and rod
clearance available for this operation and a degree of careful Release the throttle quadrant by driving out the small pin which
manoeuvring will prove necessary, Unce clear of the stubs, retains it to its shaft
withdraw the carburettors sufficiently 1o parmil Access 10 the 11 Reassembly is a direcl reversal of the above sequences
throttle and choke cables. These should be disconnected by noting the following points. The carbureltors should be bult up
stackening, off the adjusters and locknuts to allow the inner into pairs, and then joined at the cenira Ensure that new O
cables to be released rings are used on the varous connecting pipes and T-pieces
4 Further dismantling is dependent on the degrea of overhaul lubricating each one with a smear of engine oil.
anticipated; generally speaking, it is possible to attend to most 12 When fitting the throtie connecting links together, note
areas of the instruments without separating them. Should that the forked arm must fit between tha two plain washers, not
complete dismantling prove nacessary. bear in mind that a lot of directly against the spring, the larger of the two washers facing
work will be involved. Additionally, the manufacturer rec- the spring. Fit the front and rear mounting brackets, tightening
ommends that new choke valves, shafts and screws are firted the screws progressively in a diagonal sequence 10 preserve
£ Start by unhooking the end of the ralief spring, which Is carburattor alignment. Fit the thrust springs between the
located between the No 3 and 4 carburettors. The spring is the throtile link of each pair of carburetiors. Fit the choke butterfly
lighter of the two fitted concentric 10 the choke shaft. Holding plates using the new SCrews with tabwashers, Lock the screws
the synchronising screws with a screwdriver, slacken the after tightening by bending up the locking tabs.
locknuts of each ona. Turn each screw slowly inwards, counting 13 Set the synchronising screws 10 their original positions,
the number of turns required 10 seat it. Make a careful note of then check that the distance between the throttle butterfly and
gach figure so that the corract setting can ba duplicated during the pilot bypass orifice is identical for aach instrument. When all
reassembly. Unscraw each of the synchronising screws 1o four butterflies arel_wnchrnnisn-d. tighten the adjuster locknuts
release spring tension Check the operation of the linkages and levers, ensuring that \
6 Release the front and rear mounting brackets, noting that they operate smoothly and do not bind or jam. .

& 3
d Jd Aelease the choke religl SOTING (arrowed)

Seraw and washer — 8 off { x l4 g8 Screw and washer LI

Spring — £ off 9 Bracker

Throttie stap Screw 10 T-piece

Choke assembly Fig. 2.2 Carburettor linkage 11 Fuel transfer pipe

Choke control assembly PobACLENIA AN oW 12 Fuel hose 4 :

Choke assembly 13 T-piece 5b Note screw setting, the k : : ) :

Screw and washer — 8 off §x41 ig /i e larrowed) ) n h_ar. off to release spring tension 4 7 Separate carburertors at centré joint
(L
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4 Ba This small aprring wall drop free as carburettor pairs gre

separated

4.10 Cantral carburattor linkages
pump

L'

(8% [ LA M LA

v tRro e

4.8Bb Remove choke plate from one Carburetior

d Bd Fuel pipe is hald by vacuum cylinder scraw

5§ Carburattors: dismanthng sxamination and renovation

1 ALs meEnhioneéed presiously, m il the aormal overnaul FI!-t'l"‘i
may be carried out with the instrumeants joned as a bank of
four, thus avoeding a considerable amount of dismantling work
Mota that where attention (o the connecting ||!':|l._|-.1l:-!-': is e
gquired, 11 will be necessary | Erarate the 'I"'-rrl.-"."'-rrl".':-} a5
descnbed in Saection 4

2 Before any dismantling work takes place., dran oul any
residual fuel and clean the ouwtside ol the instruments
tharoughly. It is essential that no debris finds It way |r1.~-|-'1r.-.'.h¢.~
carburettors

4 It 18 suggested that ea L nor is dismantied and
reassembled separately, O ad I U the components
The carburettors are handed and therefore IT.I‘.-I'IlL:f}"IP!'I'..E- shouid

not be mterchanged
& Invert one carpuretior and remove the three Tlodl chamber

screws. Lift the float chamber from position and note the
chamber sealing ring. This need not be disturbed unless it s
damaged. The two floats, which are interconnected, can be
lifted away after displacing the pivot min, The float needle 15
attached to the Hoatl tung by & smail chip, Detach the chip fram
the tang and store the needle n & sale place

L=
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5 Prise out the rubber hlanking plug to expose the slow jet for
gxamination. Note that it s pressed into the carburettor body
and cannot be renewed, and for the same reason cleaning can
anly be carried out by using compressed air in the jet passage.
When unscrewing any jet, @ close fitting screwdriver must b
used to prevent damage (o the slot in the soft jet material. Hold
the secondary main jét holder with a small spanner and
unscrew the secondary jet. The holdar may then be unscrewed
1o release the needle jet which is @ push fit and projects into the
carburettor venturi. Unscrew the main jet fram the final housing
and then unscrew the main nozzle from the same housing.

§ Unscrew the retaining screws which hold the carburettor
cap |piston chamber] and pull the cap from position Remove
the helical spring and the nylon sealing ring. Pull the piston up
and out of its slider. The piston needle can be removed by
unscrewing the plug in the top of the piston. The needle will
drop out.sThe main air jet and secondary air jet are hidden below
a plate, which is retained in the upper chamber by a single cross
head screw Remove the screw and plate. The Two siow air jels
are similarly positioned opposite the main air jets, but are nol
closed by a plate: None of these jets can ba remaoved They must
be cleaned in place.

7 A dhaphragm air cut-off valve is fited 10 each carburetior 10
richen automatically the muxiure on over run, thus preventing
backfiring in the exhaust system The valve is located on the
<ide of the main body, and thus will require separation of the
instruments if attention is required. The cut off valve is enclosed
by @ cover held on the cutside of the carburatior body by 1wo
scraws. LUnscrew the scrows holding the cover jn place against
the pressure of the diaphragm spring, and then lift the cover
away. Remove the sprng, and carefully litt out the diaphragm
@ Check the condition of the floats, H they are damagec n
any way, they should be renewed. The fioat needle and needle

seating will wear after lengthy service and should be inspected
carefully. Wear usually takes the form of a ridge or groove,
which will cause the float needls 10 seat imparfectly. If damage
to the seat has occurred the carburetior body must be renewed
because the seat is not supplied as a separate item.

9 After considerable service the piston neadle and the needle
jet in which it slides will wear. resulting in an increase in petrol
consumption. Wear is caused by the passage of petrol and the
two components rubbing together, It is advisable to renaw the
je1 periodically in conjunction with the piston needie.

10 Inspect the cut-off valve diaphragm for signs of parishing of
perforation. Damage will be esasily seen

11 Before the carburettors are reassembled, using the revarsed
dismantling procedure, each should be cleaned out thoroughly
using compressed air. Avoid using a piece of rag since there is
always risk of particles of lint obstructing the internal passage-
ways of the jet orifices

17 Never use a piace of wire or any pointed metal object 10
clear a blocked jet. It is only too easy to enlarge the et under
these circumsiances and increase the rate of petral consump-
tian. It the compressed air is not available, a blast of air from a
tyre pump will usually suffice

13 Do not use excessive force when reassembling a carburet-
tor because il is easy to shear 8 jet or same of the smaller
scraws. Furthermore, the carburettors are cast in & zinc-based
alloy which itself does not have a high tensile strength, Take
particular care when replacing the throttle valves to ensure the
needles align with the jer seats.

14 Do not remave aithar the throttle Stop screw or the pilat jat
screw without first making note of their @éxacl positions. Falure
10 observe this precaution will make it necessary o re
synchronise the carburetiors on reassambly.

i Fig. 2.4 Cagburattor — Early CB750K
; FALNIE

! Finat charmber gaskel — 4 alif 11 Gashet — 4 off 21 Air cut-off valve - 4 off
P Flaar chamiber g off P2 Lartarelfar [op 4 {”r.' 22 Npgole _."F."f 4 off
3 Float - 4 off 13 Screw and washer — 8 off 5y 1¢ 23 Slow jet piug - 4 off
4 Flpat pivol pin - 4 off 14 Spring - 4 off 24 WNeedie seat - 4 off
5 Float needle assembly — 4 olf 15 Needie jet holder — 4 off 25 Washer - 4 off
6 Primary main jet - 4 off & (1 16 Main nozzle — 4 off 26 Needie retamer — 4 off
7  Secondary main jet - 4 off ®iled  ir Mixture adjusting screw — 4 off kxig 27 SynchromIing SCrewW - d off
8 Screw and washer - 16 {:-.I’:"I, [28) 18 Orain screw — 4 off 28 Drain pipe ~ 4 off
g Jet needie - 4 off T 19 O-rifig — 4 29 Clip - 4 off
10 Vacuwm pesion 20 Accelerator pump ;." 1' ”:." ‘r .‘ ‘:"..
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5 4b Displace the float pivol pin

H I'r! I='w.]q.i1 I"‘-\.."'f.'rl AW ']'.

B da Aeleass sCraws ani

"|| i ."..'l 1 ¥

BLANMNP NS P LIy
SECOMNDARY
MAIN JET
NEEDLE
JET HOLDER i

PHRIMAHRY
paIM JET

-

aC t locaton
5 4¢c ... and ramove float together with neadle 5.5a Carburettor je

e

pr

;j.Eu: Primary main jét can be remaved to reveal man nozrie
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5.5b Slow jet cannot be ramoved from carburetior {arrowed]

e

.""ﬁ

5 Hd C; rcondary main jet is rem
halolar

VOB

together with naadla jat

5.51 Jet sizes are markaed - do

5.6b Remove piston assembly

I

£33 1

]
rifes

changa tham !

5 Het CNCIArY Imaimn el Y D FEiTO v an tir

5 6a Remove piston chamber and spring

5.6c Prise out rubber blanking plug
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5.6d Needle is retained by large grub Screw

she' @G o ad\

2 ?ﬂ Air cut-of vabee should be checked for :1,1r1|:|u,.

5.7c The air cut-off valve components
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f k15
G IJ. ‘_'::_
5.6e Damper ring should be renewed if compressed or worn L
L T ..‘..'JI_.L s .
--.1"':.- =t
6 8a Check float needle tip - renew it marked or ridged 5 Bb Float bow! has tapered drain SETEW

5.1 1a Pilot screw can be removed for cleaning and ingpection 5.1 1b Pilot screw assembly — note arrangemeant for washer and
O-rng

6 Fast idle mechanism: adjustmant

2
)

| The fast icdle med hamsm takes the fesrm of a pivolead arm
mounted Detween [he ithiattle and choke shalls on the MNo 4
carburettor. As the choke is operaled, a cam on the choke shaf
asnd hears upon the Tast e arm Movement s transterred 10
the thirgtthe stop, opanimng the throftle by a cimiall amount 10 ratse
the cold start idle spued to 2000 + 500 rpm

s Whan The sysiem is aoff, e with the throttle valves closed
and the choke valves fully open, there should be a small
clearance between the fast idle arm and the throtile sS10p
Measure the gap, which must be within the range .7 1.0 mm
{003 0.04 n). Any adjustmant Cdn he made by caratully

|
S——

J

|

/

l of bending the Torked pnd ni the arm

& 'H‘I . !
\ (& \ . 7 Accelerator pump’ examination and adjusiment
= " . - .
' : .

ﬂ {  The US wersion of the CB7S0K is equipped with an

: ol - j accelerator pump mounted On the wundarsiie ot the No 4

§.7d Do not amit this small Q-ring durin . ._‘ . ' i _ - ‘ : carbureltor 115 purpose is (o richen INe Mixiure dunng accelera
R CR: ; iring assembly £.13 Remember fual pipe [_'.jl_lll']l.".h Curnng reassembly tan thus allowing the carbureiton to he jetted iar a weakaf

overall mixture o meet EPA omission requiremeants

2 The pump 15 Of grated by a sprung rod connected to the
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throttle cable guadrant. The rod is connectad to a lever which
terminates in a small metal tang. This depresses 2 rod 10
actuyate the diaphragm pump Fuel from the pump is fed by
injection nozzies in each of the four instruments.
1 |In the event of pump failure, the pump can be dismantled
and checked in the same way as already described for the air
cut-off valve (see Section 5.7], Little can go wrong with the
pump apart from a cracked or perished diaphragm. but if the
pump system is completely dry T may require priming 10 expe!
dlr,
4 The pump output is set up during manufacture but should
be re-checked after the carburettors have been overhauled or
the operating linkage has been disturbed. With the throttie valve
closed. check tha clearance between the accelerator pump rod
and the operating tang. This should be 0.00 - 0.04 mm (0.00
- 0016 in). Any necessary adjustment may be made by careful
bending of the oparating tang
5 At the other end of the arm, the pump stroke is limited by
a second tang which stops against the projecting lug on the
carburettor body. The specified gap here is 3.1 - 3.3 mm [0.12
0 13 in). Once again. adjustment can be made by bending the
tang.

§§i Carbureattors: synchromisation

1  For the best possible performance it is imperative that the
carburettors are working in perfect harmony with each other. At
any given throttle opening if the carburattors are not synchron-
ised. not anly will one cylinder be doing less work but it will also
in afect have to be carried by the other cylinders. This effect
will reduce the performance considerably. In the case of multi-
cylinder engines especially, poor carburettor synchronisation
will make the engine feel ‘rough’ and can induce backlash in the
valve train or primary drive, thus giving the illusion of mechan-
ical wear in these areas

2 Synchronisation is carried out with the aid of vacuum
pauges connected to tha engine side of the carburettors. The
gauges can take the form of mechanical clock-type instruments
or a series of glass or plastic tubes. each containing a column
of mercury. The latter type is often referred to as a mercury
manometer. A suitable vacuum gauge set may be purchased
from a Honda Service Agent, or from one of the many suppliers
who advertise regularly in the motocycle press.

1 Bear in mind that this equipment is not cheap, and unless
the machine is regarded as a long-term purchase, or i1 1$
envisaged that similar multi-cylinder motorcycles are likely o
lollow it, it may be better to allow a8 Honda dealer 1o carry out
tha wark. The cost can be reduced considerably il & vacuum
gauge set is purchased jointly by a number of owners, As it will
be used fairly intrequently this is probably a sound approach,
4 I the vacuum gauge set is available, proceed as follows.
Remove the dualseat and petrol tank so thal access can be
gained 1o the carburettors. Using a suitable length ol feed pipe,
reconnect the petrol tank with the carburettors, 50 that the
petrol flow can be maintained. The petrol tank must be placed
above the level of the carburettars. Connect the vacuum gauges
to the engine.

5 Start the engine and allow it 0 run until normal working
tempefature has been reached. This should take 10-15 minutes.
Saf the throttle so that an engine speed of 1000 + 100 rpm is
maintained, If the readings on the vacuum gauges vary by more
than 60 mm Hg (2.4 in Hg) it will be necessary t0 adjust the
synchronising screws 10 bring the carburettors within limits.
Nate that if the readings on the gauges fluctuate wildly, it I8
likely that the gauges require heavier damping Reter to the
gauge manufacturer's instructions on setting up procedures.
& The No 2 carburettor (second from left) is regarded as the
hase instrument: that is, it is non-adjustable and the remaining
three carburettors must be adjusted to it. Honda produce a
special combined screwdriver and socket spanner for dealing
with the synchronising screws (Part number 07 908-4220100).
lis use makes the procedure easier, but it is not assantial.

Siacken the locknut of the adjuster concerned, then turn the
iatter, noting the effact on the gauge reading. When the reading
< as close as possible to that of the No 2 carburettor, hold the
adjuster screw and retighten the locknut Repeat the procedure
an the remaining carburetlors.

9 Carburettors: idle adjustment

CB750 models

1 The engine idle speed should be checked and reset after the
synchronizing operation has bean carried oul as described in the
pravious section. Before adjusting the carburetiors a chack
should be made to ensure that the following settings are
correct: contact breaker gap, ignition timing. valve clearance,
sparking plug gaps, crankcase oil level. It is also important that
the engine is at normal running temperature.

2  The pilot screws are fitted vertically in each carburattor,
adjacent to the float bowl. These are set during assembly and
should not be touched unless the carburettors have Deen
avarhauled. The master throttle siop screw is located at the
centre of the carburettor bank and terminates in a knurled
plastic knob. This should be set to give an idle speed of 1000
+ 100 rpm with the angine al normal temperalure

1 |f consistent idling cannot be obtained by this method, and
the carburettor synchronisation has been checked, it will be
necessary to check and adjust the individual pilot screw
gettings. To do this accurately, a test rachomater calibrated in
50 rpm increments will be reqguired. The machine's tachomailer
is not sufficiently accurate for the test. Connect the test
rachometer according to the manufacturers instructions and
allow the engine to reach normal operating temperature The
adjustment stages are detailed below.

4 Set sach pilot screw to s nominal setting (CB750 with
VBA2A carburettor: 1} tums out, CB750 with VB42C carburet-
tor: 14 tums out).

E Set the master throttle stop control to give the prescribad
idle speed of 1000 + 100 rpm.

6 Unscrew sach pilot screw by § turn. If engine speed rises by
50 rpm or more, tum the screws out by another ¥ turn. Repeat
until engine speed drops by 5O rpm or less.

7 Reset the idle speed using the master throttle siop control.
B Turn tha No. 1 carburattor pilot screw inwards until the
enging speed drops by &0 rpm, then back it out by § turn for the
VB42A and by § tumn in the case of the vB4zC.

9 Correct the idle speed once more.

+0 Carry out the sequence detailed in paragraphs 8 and 9 for
the remaining carburellons.

i1 The above seguence is not detailed for CB300F maodels,
and in this case it must suffice to set the pilot screws to their
nominal 14 turns out. In most instances it will be sufficient 10
set the pilot screws on the CB750 maodels in the same way,
assuming that a tachometer is not available. It follows that this
simplified procedure will not produce such accurale resulls as
thase obtained by the methods described earhier. .

10 Carburettor settings

1 Some of the carburettor settings, such as the sizes of the
neadle jels. main jets and needle positions, etc, are pre-
detarmined by the manufacturer, Under normal circumstances it
is unlikely that these settings will require modification, even
though there is provision made. If a change appears necessary,
it can often be attributed to a developing engine fault.

2 Always err slightly on the side of a rich mixture, since a8
weak mixture will cause the engine 10 overheal. Referance to
Chapter 3 will show how the condition of the sparking plugs can
be interpreted with some experience as a reliable guide 1o
carburettor mixture strength. Flat spots in the carburation can
usually be traced to a defective timing advancer. |f the advancer
action is suspect, it can be detected by checking the Ignition
timing with a stroboscope,
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11 Carburettors: adjusting float level

1 If problems are encountered with fuel overflowing from the
float chambers, which cannot be traced to the float/needle
assembly or if consistent fuel starvation is encounterad, the
fault will probably lie in maladjustment of the fioat level, It will
be necessary to remove the float chamber bowl from each
carburettor to check the float level,

7 If the float ievel is correct the distance between the upper-
most edge of the fipats and the flange of the mixing chamber
body will be 15.5 mm (0.61 in).

3 Adjustments are made by bending the float assembly tang
ltongue) which engages with the fioat tip, in the direction
required (see accompanying diagram).

12 Exhaust systam

1 Unlike a two-stroke, the exhaust system does not require

such frequent attention because the exhaust gases are usually

of a less oily nature.

2 Do not run the machine with the exhaust baffles removed,
or with a guite different type of silencer fitted. The standard
production silencers have been designed to give the best
possible performance, whilst subduing the exhaust note to an
acceptable level. Although a maodified exhaust system, or one
without baffles, may give the illusion of greater speed as a result
of the changed exhaust note, the chances are that performance
will have suffered accordingly.

13 Air filter: removing and cleaning the element

1 The air filter is housed in the plastic trunking to the rear of
the carburettors. The element can be removed for cleaning after
releasing the left-hand side panel to reveal the access plate.
This is secured by two screws. The element itself is retained in
the casing by a leaf spring arrangement. The filter is released by
pulling the spring out of the casing.

8«4 x Vé0

2 The filter is of the pleated paper type and is supported by a
metal framework. It can be cleanad by tapping it to dislodge any
loose dust, and then blowing compressed air through from the
inside. Check the paper surface for tears or contamination,
renewing the elemant if it is excessivaly dirty or damaged.

3 On no account run the engine without the air cleaner
attached, or with the element missing. The jetting of the
carburettors takes into account the presence of the air cleaner
and engine performance will be seriously atfected if this balance
15 upsel.

4 To replace the element, reverse the dismantling procedure.
Give a visual check 10 ensure that the inlet hoses are correctly
located and not kinked, spiit or otherwise damaged. Check that
the air cleaner case is frea from splits or cracks.

Fig. 2.6 Checking fioat level
PoMifR Poziomi PeY AR PALINA
A Float tongue
B Float vaive

X = -15":1' Rl A

e ﬂnim

Fig. 2.6 Air cleaner — Early CB750K
FiLTR PoWIETRIA

1 Air cleaner case 7 Clip-5off 13 Inner air inlet hase — 2 off
2 Element 8 Duct 14 Hose clamp — 4 off

3 End cap 9 Outer air infet hose — 2 off 15 Filter

4 Screw and washer = 2 off Sxdg 10 Nut & amm 16 Union

5 Spring 11 Bolt £ xdE 17 Case mounting bracket

& Distance spacer 12 Screw {8 Screwr S5x15
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Ajir Cleaner =

Crankcase

< Fresh Air

Transparent Section
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Drain Plug

— Blow-by Gas

Fig. 2.7 Crankcase emission control system - USA models only
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14 Engine lubrication

1 The engine shares a common lubrication system with the
gearbox and primary transmission. Oil is picked up through a
gauze strainer from the wetl sump, and is drawn through the
trochoidal oil pump. The pump is mounted externally on the left
hand side of the unit and is driven via gears from the primary
shaft. Oil leaving the pump is controlled by a pressure relief
valve which maintains a nominal pressure of 71 psi (5.0 kg em”)
at 7000 rpm,

2 The oil splits into two routes at this juncture, one of which
directs the lubricant to the gearbox shafis where the bearings
and piniong receive direct pressure lubrication. The oil emers
the shaft centres from the lefi-hand end wvia a8 double seal
arrangemant, and exits via holes in the shafts to the pinion
centres.

3  The main angine oil feed is conductad to the engine oil filter
at the front of the crankcase where any small impurities are
removed by the resin-impregnated filter element. The central
filter bolt incorporates a bypass valve which operates in the
avent that the filter slemant becomes choked. This allows the
oil to continue to circulate, albeit unfiltered.

4 After leaving the filter, the main oil supply is fed to the
crankshaft main bearings via an oil gallery in the crankcase
casting. Drillings in the crankshaft route the oil 10 the big-end
bearings. The emarging oil splashes serve 10 |ubncate the
pistons, cylinder walls and small-end bearing before running
back to the sump,

5 A take-off point in the gallery conducts oil through an
external pipe to the cylinder head. where the camshafts and
valve gear are lubricated. Secondary feeds between the filter
and oil gallery supply oil to the primary shaft and to the
hydraulic primary chain tensioner. An oil pressure switch is
mounted in the gallery to operate a warning light in the avant
of an oil system failure.

15 0Qil pump: dismantling, examination and reassambly

1 The oil pump can be removed with the engine unit in or out
af tha frame. It is mounted on the left-hand side of the
crankcase, and can be reached after the left-hand rear cover and
the oill pump cover have been removed. It may prove necessary
to remove the footrasts and gearchange pedal where a rear-set
linkage is not employed.

2 The pump is mounted within a cover, this being ratained by
saven bolts. Note the position of the neutral switch lead clip for

reference during reassembly. The pump can be lifted away alter
its four mounting boits have been releasad. Note that the two
countersunk screws should not be touchaed at this stage.

3 Clean the pump body carelully to avoid any dirt entering the
intarior. Release the twao securing screws and lift away the base
plate. If it proves reluctant 10 move, It is likely that it is being
held by the hollow dowel pin located in the lower right-hand
mounting hole. This can be tapped out to free the base plata.
4 Displace the inner and outer rotor and remove the drive
spindle and gear after withdrawing the small driving pin.

5  Wash all the pump components with petrol and allow them
to dry before carrying out an examination. Before partially
reassembling the pump for various measurements 0 be carried
oul, check the casing for breakage or fracture, or scoring on the
ingide parimetar.

B Reassemble the pump rotors and measure the clearance
batween the outer rotor and the pump body, using a feeler
gauge. If the measurement exceeds the service limit of 0.35
mm (0.014 in) the rotor or the body must be renewed,
whichever is worn. Measure the clearance between the outer
rotor and the inner rotor, using a feeler gauge. If the clearance
gxceeds 0.15 mm (0.006 in) the rotors must be renewed as a
set. It should be noted that one face of the outer rotor is punch
marked. The punch mark should face away from the main pump
casing during measurements and on reassembly. With the
pump rotors installed in the pump body lay a straight edge
across the mating surface of the pump body. Again with a feeler
gauge measure the clearance between the rotor faces and the
straight edge. If the clearance exceeds 0.10 mm (0.004 in} the
rotors should be renewed as a set,

7 Examine the rotors and the pump body for signs of scoring,
chipping or other surface damage which will occur if metallic
particles find their way into the oil pump assembly. Renewal of
the affected parts is the only remedy under these circum-
stances, bearing in mind that the rotors must always be
renewad as a matched pair.

B Reassemble the pump components by reversing the dis-
mantling procedure. Remember that the punch marked face of
the rotor must face away from the main pump body. The
somponant parts must be ABSOLUTELY clean or damage to the
pump will result. Replace the rotors and lubricate them
thoroughly, before refitting the cover. Refit the hollow dowel
before replacing the cover plate and tightening the screws.

9 Place a new gasket in position and offer the pump up so
that the driven gear engages with the drive gear in the casing.
insert the hollow dowel pin. Fit and tighten evenly the screws.
10 Install the oll pump covar, securing the neutral switch lead
by means of the clamp. Assemble the remaining componants
(where relevant} by reversing the dismantling procedure.
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Fig. 2.8 Oil pump assembly

FamMpPA OLE Tk
1 O pump cover 9 Guard 17 Boit - 2 off
2 Breather hose 10 Of pump 18 Solt
3 Breather hose 11 Fitier cap/dipstick 19 Boft — 2 off
4 Union - 2 off 12 Clip -~ 7 off 20 O-ring
5 Y.pece 13 Neutral switch 2! Bolt
6 (Gasket 4 Clip 22 Dowel pin - 2 off
7 Ouler cover 15 Bolt 23 Boh - 3 off
8 Rubber stop 16 Bolt - 2 off 24 Bol

16 Oil strainer and pressure ralief valves: location and
cleaning

1  The oil strainer assembly and pressure relief valves are
housed within the sump, and can be checked after the latter has
baen detached. Although not detailed in the routine mainten-
ance schedule, it is worth cieaning the sump area occasionally
hecause the nature of the sediment which collects in the sump
will give an indication of the overall condition of the machine. If
there is any suspicion of ol pressure failure. the relief valves
should be checked hrst.

2  RBemove the fourteen sump bolts, having first drained off
the engine oil. Lift the sump away. The strainer and main relief
valve form part of a unit which is bolted 1o the underside of the
crankcase. and this can be detached if desired. The sacond relief
valve is located forward of the main assembly, and is respon-
sible for maintaining the carrect pressure within the hydraulic
chain tensioner. Both relief valves can be deall with in a similar
manner.

9 Detach the gauze strainer and flush it clean with petrol or
a low flash-point solvent where available. Take note of any
metallic particles found, because these can gften be linked 10
unusual noises that may have been naticed. Bronze-coloured
particles will indicate that a bush is wearing or breaking up,
whilst greyish particles may be the result of wear in the main or
big-end bearings, or in the casings. Obwiously, any large pieces
of metal will warrant further investigation.

4 The relief valves can be dismantled by releasing the split pin
whilst depressing the spring with a suitable screwdriver. Re-
lease spring tension gradually 1o avoid the risk of damage or
injury. Inspect the bore and plunger for wear, damage or
contamination, cleaning or renewing the necessary paris as
required. During reassembly, lubricate the plunger with oil,
having made sure that the valve components are perfectly
clean. When fitting the sump, use a new gasket where

necessary. Tighten the sump bolts in a diagonal sequence to 1.0
-~ 1.4 kgl m (7 - 10 It Rl

17 Oil filter: renewing the slement

1 The oil filter is confained within a semi-isolated chamber at
the front of the crankcase. Access to the elemant is made by
unscrowing the filter cover centre bolt, which will bring with i
the cover and also the element. Before removing the cover,
place a receptacle beneath the engine, to catch the engine oil
contained in the filter chamber.

2 When renewing the filter element it is wise to renew the
filter cover O-ring at the same time, This will obviate the
possibility of any oil leaks. Do not overtighten the centre bolt on
replacement; the correct torque setting is 2.8 - 3.2 kgl m (20
- 23 Ibf H). -

1 The filter by-pass valve, comprising a plunger and spring. 5
situated in the bore of the filter cover centre bolt. It is
recommended that the by-pass valve be chacked for free
movement during every filter change. The spring and plunger
are retained by a pin across the centre bolt. Knocking the pin
gut will allow the spring and plunger 10 be removed for
cleaning.

4 Never run the engine without the filter element or increase
the period between the recommended oil changes or oil filter
changes. Engine oil should be changed every 4000 miles, as
should the filter element. Use anly the recommanded viscosiTy

of oil.

18 0il pressure warning lamp

1 An oil pressure warning lamp is in:nmtqﬂ in the Iubri_— £
cation system 1o give immediate warning of excessively low oil

Pressure.
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? The oil pressure switch is screwed into the crankcase 1o the
rear of the cylinder block. The switch is interconnected with a
warning light on the lighting panel on the handlebars. The light
should be on whenever the ignition is on but will usually go out
at about 1500 rpm.

3 If the oil warning lamp comes on whilst the machine is
being ridden, the engine should be switched ol immediately,
otherwise there is a risk of severe engine damage due 1o
lubrication failure. The fault must be located and rectified before
the engine is re-started and run, even for a brief moment
Machines fitted with plain shell bearings rely on high oil
pressure Lo maintain a thin oil film between the bearnng
surfaces. Fallure of the oil pressure will cause the working
surfaces to come into direct contact, causing overheating and
eventual seizure.

4 |If low oil pressure is experianced, it can be checked by
connecting @ suitable gauge to the switch take-off. At normal
operating temperatures, a reading of 5.0 kg cm® (71 psi) at
7000 rpm should be indicated. Any substantial drop in pressure
should be investigated promptly if engine damage is to be
avoided.

17.3 Check filter bypass valve/bholt for free movemeant

19 Fault diagnosis: fuel system and lubrication

Symptom Cause

Remaedy

Engine gradually fades and stops Fuel starvation

Check vent hole in filler cap

Sadiment in filter bowl or float chamber Dismantle and clean

Engine runs badly. Black smoke from Carburettor flooding
exhausts .

Engine lacks response and overheats Weak mixture

Dismantle and clean carburettor. Check for
punctured float or sticking fleat needle

Check for partial block in carburettors

Adr ::Ilm.mnar_ disconnected or hose split Reconnect or renew hose
Modified silencer has upsaet carburation Replace with original design

Qil pressure warning light comes on

Engine gets noisy
recommended

Lubrication system failure

Failure to change engine oil when

Stop engine immediately. Trace and rectify
fault before re-starting

Drain off old oil and refill with new oil of
correct grade. Renew oil filter element
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Far maodifications, and information relating to fater models, see Chapter 7
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Fig. 3.1 Ignition sub-system

Note that the abave system is effectively duplicated, each sub-system controlling & pai of spark plugs.

Specifications

Ignition system
O i, e S S P i B S s

Ignition timing - UK models
ROdB  wriiniiirmsiemiiiinsiseiies
Advancead

Ignition timing — US models
BRI . i e RS SR S b e A ki e
Advanced ..o s b S s

Sparking plugs
M ake

VDR L imiisrerssrsnies SRR RV v— T SO—

Torque settings

Component

Automatic timing unit (ATU) bolt .......
SPRIRIAD DHEGE vveisrsiemmpmresinsmssismansaiasmmsiassse R s

1 General description

The Honda dohc models covered by this manual make use
of capacitor discharge ignition (CDI) systems, in which the
ignition timing and triggering is controlied electronically. As a
result, the spark at the plugs is more powerful and is accurately
timed. Because thers are no mechanical aspects 1o the ignition
systern, wear does not take place, and thus the ignition timing
will remain accurate unless disturbed, or in the rare event of
compaonent failure.

Like most four cylinder machines, the Honda dohc models
employ what is effectively two ignition systems, each controll-
ing two cylinders, This means that each time a spark is
generated in one of the ignition coils, it is fad to two of the
sparking plugs. Combustion will only take piace in the cylinder
which is under compression, leaving one spark wasted. This
arrangement is known as the ‘spare spark’ system. It is
important to remember this when dealing with ignition system
faults, as these are most likely ta be confined to one half of the
systemn. The system can therefore be divided into that which

750 models 900 model
Capacitor discharge ignition (CDI)

10® BTDC a» idle
30° BTDC » 6000 rpm

10° BTDC » idle
28.5° BTDC » 3100 rpm

10° BTDC & 1000 rpm idle
40° BTDC # 6000 rpm
36° BTDC « 7400 rpm

750 models (UK) 760 models (US) 900 model

NGK or ND NGK or ND NGK or ND
DRBES-L DBEA or DR-8ES
X24ES5R-U X24ES-U X27ESR-U
06 -07 mm 06 - 0.7 mm 0.8 — 0.7 mm

(0.024 - 0.028 in) (0.024 - 0.028 in) (0.024 10 0.028 in)

kg! m Ibf ft
2.1 =25 i5 - 1B
1.2-19 9 - 14

relates to cylinders 1 and 4, and the corresponding equipment
relating to cylinders 2 and 3.

The system is triggered by a reluctor mounted on the
crankshaft end which rotates past two pickup coils or pulsers.
The reluctor is analogous to the contact breaker cam in &
conventional systam. As the peak of the reluctor passes the
pulser coil, it generates a small signal current. This current
triggers the appropriate circuit in the ignition amplifier, or spark
unit, The high voltage pulse from the amplifier feeds to the
relevant coil, where its passage through the coil's primary
windings induces the requirad high tension [HT) spark in the
secondary windings. The reluctor continues 10 rolate, causing
the same chain of events 10 take place in the remaining circuit,

For this range of models, Honda have chosen to retain a
mechanical automatic timing unit (ATU) rather than opt for full
electronic advance. As the engine speed rises, small weights on
the ATU are thrown outwards against spring pressure. This
movement is translated to the reluctor, which advances in
relation 10 the crankshah, thus providing an advanced spark for
high speed running.

2  Electronic ignition systém: testing

1 The CDI system, as mentioned previously, can be divided
inta two separate systems for most fault diagnosis purposes.
Total failure of the entira system is unlikely, and tlrnuhln is
usually confined to 1 and 4 cylinder orto 2 alvn:l 3 cylinders. In
this case, it can be assumed that the system 8 functional up 10
the amplifier, or spark unit.
2 A preliminary check may be made as follows. Remove the
sparking plugs from cylinders 1 and 2, rnmnmi?nrinn. that these
sach represent one sub-system. Remove the inspection cover
from the left-hand side of the unit to reveal the pulser coils and
raluctor. Check that the angine kill switch and the main ignition
itch are on.
;w lf.!:inp a screwdriver with an insulated handia, bridge the
p between the reluctor and the metal core of one of the
pulser coils. If the ignition circultry Is sound a spark will occur
at the appropriate plug. Repeat tha check with the remaining
pulser and plug. If there is a defect in the sysiam one of the
lugs will fail to spark.
iug" no spark at P:“ was found. attention should be turned to
the ignition switch, Check that the _n_nritn:h operates properly,
and that power is being fed to the ignition nmpll:ﬂa: {spark unit]
Ensure that the kill switch is at the run’ pus:i_'urr.:-n and has not
shorted. If all seems waell, and the remaining wiring cannections
are sound, it can be assumed that the amplitier is in need ol
attention. As it is unlikely that both pulsers, both coils or all four
sparking plugs will have failled simultaneously, they can be
ianared for the time being.
ﬁg If ane of the plugs failed to produce 8 spark in the above
1est the system can be assumed to be sound up to the amplr_fmr
unit. The latter should be checked, followed by the pulser coills)
and ignition coil(s).
6 With the ignition switched off, check the clearance Detwean
the steel core of the pulser coils and the rmsad_secnuﬁ of the
reluctor using fealer gauges. |f the Fleamgna is outside the
range 0.4 — 0.7 mm (0.016 — 0.027 in) ?:hu_st _the position of
the pulser coil on the baseplate to bring i within this range

3 |Ignition amplifier (spark unit): testing

1 If preliminary checks have indicated ? possible fault in the
amplifier unit it should be tested as described below. Note that
a dc valtmeter, or a multimeter set on the appropriate scale, will
be required for the test. It is assumed that owners wim access
to this equipment will be conversant with its use. If this is r_'-m
the case. the work should be antrusted to a Honda Service
Agent or an Auto-electrician

e T ———

Test A
2 Trace the pulser leads back 10 the connector block behind

the lefi-hand side cover. These terminate in a red 6-pin
connector block which is mounted at tha bottom of the
connector bracket. Disconnect the pulser leads. Connect a
multimeter, set on 0-50 volts de, as follows. Attach the positive
| +) probe to the blue wire at the white 4-pin connector, Connect
the negative (-] probe of the multimeter to earth. Using a length
of wire as a jump lead, connect one end to the blue lead wl'!h
the white sleeve at the wiring harness side of the red B-pin
connector. Switch on the ignition, and flash the end of the jump
laad to earth. This operation should result in tha meter needle
fluctuating batween 12V and OV if the unit is working corractly.

Test B
3  Repeat the above test sequence but this tima with the

positive multimeter probe connected to the yellow lead of the
athar white B-pin connector, and the jump lead nnlr:h-q to tha
yellow/white sleeve lead at the red connector, thus testing tha
2-3 eylinder amplifier unit. Similar rasults should be obtained in
hoth tests. I the unitls) prove faulty, they must be renewsd
since there is no practicable form of rapair. Refer to the
accompanying circuit diagram for details of the test connec-
hupns

4 Pulser coils: tasting

1 The pulser colls can fail in two possible ways. eithar by an
intarnal break in the windings (open circuit) or by an internal
failure of the winding insulation (short circuit). A pulser in good
condition will show @8 specific resistance raading when checked
as described below,

5 Disconnect the pulser leads at the red 6-pin connector
behind the laft-hand side cover. Using an chmmeter or a
multimeter set on the resistance scale, measure the resistance
hetween the yellow leads (2-3 cylinders) and then the blue
leads (1-4 cylinders). In each case a resistance of 530 + 50
ghms at 20°C (68°F) should be indicated. Open or Ei:lurt
circuits will be indicated by infinite or zero resistance respective-
ly A defective pulser must be renswed — there is no satisfactory
means of repair.

3 Measure the pulser coil/reluctor air gap. e the clearante
hetween the toath of the reluctor and the tooth of the pulser coil
(see Fig. 3.1 inset). The correct :laﬂran!;a_ should be 0.4 - 0.7
mm (0.016 - 0027 in), slacken the retaining screws and move
the coil accordingly f adjustment is required Repeat the

procedure on the other coil,

e —
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11 A 1-4 spark unit conmector B 2-3 spark unt connector
C: Coll connector

L Pulser conneciar (red)
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4.1 lgnition pulser assembly

5 Automatic timing unit (ATU): examination

i  The automatic timing unit rarely gwes rse to problems
unless of considerable age or if neglect has allowed the pivots
10 become corroded. As CDI ignition 15 fitted attention to this
area is likely to be far from frequent. Although not specified as
a routine servicing task, it is worth checking the unit annually 1o
reduce the chance of failure, Access to the unit 15 gained by
removing the complete front left-hand engine casing, togather
with the ignition pickup assembly The operation does not
require that the ignition timing be lost

2  The unit comprises spring loaded balance weights, which
move outward against the spring tension as centrifugal torce
ncreases. The balance waights must move freely on their pivots
and be rust-free. The tension springs must also be in good
condition, Keep the pivots lubricated and make sure the balance
weights move easily, without binding. Most problems arise as a
result of condensation, within the engine, which causes the unit
ta rust and balance weight movemant to be restrncted.

3  The automatic I,'irnirlg unit machanism is fixed in relation to
the crankshaft by means of a dowel In consequence the
mechanism cannot be replaced in anything other than the
correct position. This ensures accuracy of ignition timing 10
within close limits. A

4 The comect functioning of the auto-advance unit can ba
checked when the engine is running by tha use of a

-

. -0

4 2 Separdate red conmngdclor l.1|.||l'rl._| B

stroboscopic hght If a strobe hight 8 available, connect 11 to the
igritiaon circwit of tha 1 and 4 cylinders as directed by the
manufacturar of the hight. With the engne running, direct the
haam of light at the fixed uming mark on the crankcase, through
the apetture in the base plate. Al tickover the iming mark and

the 1.4 F-1 mark on the auto-advance unit should be precisely
alignad. When the engine is running at 6000 rpm or above, the
timing mark should align with two parallel lines which are
marked on the aulomatic timing unit slightly in advance of the
‘F° mark, The above test relies, of course, on the static ignition
timimg being correct

& If the unit proves 1o be faulty it must be renewed il cleaning
and lubrication fails to effect a repair. No replacement parts are
available to overhaul the unit

6 Igninon coils: location and testing

1 Two separate ignition colls are fitted each of which
supplies a different pair of cylinders. The coils are mounmed
below the petrol tank, each side of the frame top tube.

2 If a weak spark, poor starting or mistinng causes the
performance of the coils to be suspected, they should be tested
by a Honda Service Agent or an auto-electrician who will have
the appropriate test equipment

3 It is upnlikely that the coils will fail simultaneously. If
intermittent firing occurs on one pair ol cylinders the coils may
be swopped over by imterchanging the low tension terminal
leads and the HT leads. If the fault then moves from one pair of
cylinders to the other, it can be taken that the coil is faulty.

4 The coils are sealed units and therefore if a failure occurs.
repair is impracticable. The faulty 1tem should be replaced by &
new compaoneant.

7 lIgnition timing: checking

1 The ignition timing is se1 accurately at the manufacturing
stage and in the normal course of events will maintain s
accuracy for an indefinite period. In the event that the timing
sefting has been lost in the course of overhaul, it can be
checked either statically or dynamically, as described below.

2 The timing is best checked dynamically, using a
stroboscope timing lamp. Start by removing the pulser inspec-
tion cover. Following the maker's instructions, connect the
timing lamp to No 1 cylinder's high tension lead. Start !ha
engine and allow it 1o idle. If the lamp is directed at the timing
aperture in the pulser base plate, it will be noted that it appears
1o 'freeze’ the timing marks on the rotating ATU. At the normal
idle speed of 1000 + 100 rpm, the 1.4 F-1 mark (the scribed line
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