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The Suzuki Fanatics website has been on the internet from
about 1996. The website garnered a world-wide following and 
I have met some great people over time, from all over the 
world as a result.

I am not getting any younger,  in fact I am getting elderly, and 
it occurs to me that if I fall off the perch no-one will continue to 
maintain the website and all the collected data and material 
will be lost.

OK, the facebook page will continue probably; but it is not a 
compendium of Suzuki T500 material.

So, as tedious as it is, I have collected as much material as I 
can off of the Suzuki T500 website at ozebook.com/wpsuzi 
and captured it in PDF electronic book form. I will load it to 
Internet Archice in the hope that it can be preserved.

Now it is not a lovely book to look at, as a lot of it was html 
coded

 
in

 
the

 
1990s and I don't have time to re-format 2000 

pages
 

of
 

material.

It is not indexed or in a logical order, it is how it came off the 
website. The

 

book

 

can

 

be

 

searched to a degree

  

and

 

I

 

will

 
make

 
it

 
downloadable. Maybe someone will index the 

compendium one day.
 

It
 
has

 
been

 
a

 
massive

 
job

 
over

 
more

 
than

 
3

 
decades.

 
I
 
hope

 
it
 is

 
a

 
resource

 
that

 
can

 
continue

 
to

 
be

 
enjoyed.

all
 
the

 
best

Murray
 
Barnard

 
(Muzza)

Roleystone
Western

 
Australia

Feb
 
2025
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Seeley TR500 and XR05 - Courtesy Kevin Fletcher

The bike in question is a I have relic of the 1971 / 1972 era.  The frame is an original mark one Seeley and was originally 
purchased from Colin Seeley by Eddie Crooks back in 1970 / 1971. 

The engine is basically the same specification as the one raced to victory in the 1976 Manx Grand Prix by Les Trotter.  The photo's were shot in
Canada last August at the Annual VRRA festival at Mosport Park in Ontario. 

That's Les trotter with his girlfriend D'reen staring out at you.  Still riding TR 500's after all these years!!!  This was the second outing for les on this
bike in 2001, he finished 3rd at Daytona on it in the Formula 500 event in early March.



 
I have a real XR 05 in the garage. 

 I also have a real TR 250 that Les rode for me for 12 years.  We won the Kenning Classic series on the TR 250  2 years in a row, runner up the
following year and got a second place in the classic MGP on it in 1995.  If you look at the crooks site these statistics are listed on their success
stories page but I owned the bike... not Martin or Eddie!  I have had an association with crooks Suzuki going back to the time of Frank Whiteway in
1967 / 68, in fact I see Frank about twice a year and his daughter lives in Canada not too far from me.
 I have attached some shots of the XR05 for you to take a look at. 



 When I got the bike it was alleged to have been an Ex Jody Nicholas machine but there was no proof of this to be had.  That is Jody standing next
to the bike.  The picture was taken at New Hampshire International Speedway in the US around 1996 or so.  Jody came up from his home in
California for a weekends racing and autograph signing.



Thanks to Kevin Fletcher for the pics and info.
 

 



    
 

TR500 Watercooled MkIII - 1975

Bore and Stroke: 70 x 64
Carbs: 2 x 38mm Mikuni VM38SS 

Compression: 7.4:1
Max HP: 80 @ 8900rpm

Max speed: 160 mph
Dry weight: 140kg



Go back

 
Copyright reserved: M Barnard 2002



The Tony Foale Suzuki 500

Jack and the Foale Suzuki
In 1973 Tony Foale built a Suzuki 500 racing bike with his trade mark single backbone frame design and

cantilever rear end. Jack Findlay was interested in buying one but was given a sponsored works ride instead.
Tony Foale went on to build the Steve Parrish championship winning TZ750 Yamaha and the innovative QL

and Q2. tony was born in the UK, spent his child-hood in Australia, worked in the UK on his innovative designs
and is now based in Spain.



       
   

 



Jack Findlay and the Jada

Jack leads Agostini in the 1972 Swedish 500 GP

Jack on the Jada Suzuki
In 1972 Jack Findlay and Daniele Fontana built a new chassis for Jack's 500 Suzuki motor. It was lighter and
stronger than the factory frame and more purpose built than his Seeley. They called the bike the Jada. The

engine was well forward in the frame and the bike weighed only 100 kg, despite the heavy engine. Everything
was done to save weight even down to titanium bolts and the use of circlips rather than nuts. This approach led

to its downfall when the thin walled frame tubes broke at the Isle of Man.



The new bike was built with the twin aims of a small frontal area and light weight. In this form it was able
to use the lugging power of the 500 Suzuki motor to full effect and the machine was ideal for raod based
circuits. The frame was built by Belletti in Milan from chrome-moly tubing and weighed only 6 kilos. The
rear swingarm was rectangular and weighed 3.5 kilos. Output of the engine was 73 bhp. The tank held 25

litres and oil was held in the seat (1.5l). The brakes were Fontana items of course. The Jada probably
represented the ultimate development of the air-cooled motor for its time. In 1973 the water-cooled 500

appeared on the tracks.



 



Jack Findlay and his Jada at the 1972 Senior TT (No. 11); Charlie Sanby (No. 12) also 500 Suzuki.

The fabulous Jada today as seen at the Coupe Moto Legend in Montlhery France. Pic courtesy Bas Völlink

 



Number 56 in the 1974 Senior TT at Governor's Bridge, is Steve Tonkin who retired during the race.
Steve went on to become 250cc British Champion and 1981 250 TT winner on an Armstrong.

      
 



Martin Crooks'  dreaming  on  the  2000  500GP  winning  RGV  Suzuki

 



Charlie Williams

"The newspaper cutting of Les Trotter has me on the left of him, I was hiding a plastered leg at the time as I'd
fallen off me Suzuki 350 Goose. The crutches are hiding behind the bike somewhere!" Martin Crooks

 
Keith Napier took the following photos of the Crooks Suzukis. Sadly Keith has passed away since this

page was built.



Photo by Keith Napier

Photo by Keith Napier

Photo by Keith Napier



Photo by Keith Napier

  
 



"This one is of the late Danny Shimmin leaping Ballaugh Bridge. After being the fastest in practice he lead the
1972 Senior Manx Grand Prix on a Crooks-Suzuki (Seeley chassis with air cooled TR500 engine) from the start,
only to retire on the 6th and final lap at Sulby when the rear sprocket bolts sheared ! Danny went on to win the
1976 250cc Manx Grand Prix on a 250 Yamaha. He also finished 2nd in the 1976 Senior Manx Grand Prix, only

1.4 seconds down on Les Trotter on a Crooks-Suzuki (Seeley chassis with air cooled TR500 engine). Danny became
a top privateer in the TT races during the 1980's, then made a great comeback in the Classic Racing scene in the
90's. Unfortunately Danny lost his life due to injuries after a crash during a practice session for the 1997 Classic

Manx Grand Prix." - Martin Crooks



"Here is a shot of Les Trotter during his winning ride in the 1976 Senior Manx Grand Prix. The Les Trotter photo
is of an air cooled genuine TR500 engine in a Colin Seeley frame that my dad built originally in 1972. It had had a
few modifications over the years before Les won the Manx on it. Les bought the bike back many years ago and has

restored it to virtually as the 1976 photo." - Martin Crooks

"another photo showing me in 1972! Left to Right: 1972 500 production TT winner, Stan Woods, Race and shop



mechanic, John Maddison The sponsor, team manager and my dad, Eddie Crooks And me!" - Martin Crooks

"Stan Woods at Quarter Bridge during the 500 production TT race in 1973, he should have won it, but had a
problem while leading and ended up finishing 2nd. The bike is a Crooks Suzuki T500K in production trim, with

Dunstall forks. " - Martin Crooks
Thanks to Martin Crooks for the photos and text



CROOKS SUZUKI

EDDIE CROOKS MOTORCYCLES carnival float in
1971.
The New T500R is the centre attraction with a couple
of girls that the lads from the shop were knocking about
with!
I'm the kid on a Kawasaki 100cc wondering where to
look next !
I remember all our street making paper flowers to put
on the Co-op milk float thet my dad borrowed.

Thursday afternoon of practice week Manx Grand Prix 1972. First in the queue was the Crooks Suzuki Seeley TR500 of
Danny Shimmin, second was Doug Lunn who was also on a T500 based racer. It was a big thing to be the first to set off in
the practice sessions, especially the Thursday as it was the only afternoon session and was a warm up for the race. As I
remember my Father took the bike up very early and left me, John Kneen (a friend from the Isle of man) and another eager
schoolboy to look after the bike for a few hours. This meant the riders, mechanics and my Dad could get on with other jobs.
Our reward was to sit on the bike and operate the throttle when it had to be warmed up !
Left to Right:
Martin Crooks (eager 11 year old schoolboy).



Danny Shimmin (fastest in practice, should have won the race, but the rear sprocket bolts sheared at Sulby on the last lap
while in the lead).
Eddie Crooks (probably just putting the race plugs in).
Doug Lunn (wondering why he had no pit crew !)

"Mayor" - Shows a reception at Barrow-in-Furness
Town Hall a few days after Les had won.
Left to right:  Eddie Crooks
           The Mayor of Barrow-in-Furness
          Les Trotter (in trendy jacket!) 



From 1976 Manx Grand Prix.
"finish"
Shows the top 3.
Left to right:  No. 29  Brian Robinson (3rd)
          Vera Morris, My Granny(Eddie's Mum)
          No. 1 Les Trotter (1st)
 Eddie Crooks
 No. 71  Danny Shimmin (2nd)
Shell oils must have provided them all with the silly
hats!

     

 

 



CROOKS SUZUKI AT THE 1999 IOM TT - June 99

Martin Crooks on Les Trotter's Seeley TR500 at Union Mills 1999

Martin again in 1999 at Sulby Bridge

TT Riders Association artist, Rod Organ at Windy corner



No61 T500-2 1970 production TT winner
No1 Select Suzuki 1976 senior MGP winner

Thanks to Martin Crooks for the photos and text

Martin Crooks at the Crooks Suzuki display at the 1999 IOM TT (photo by Chris Bradley
)



CROOKS SUZUKI

A photo that is taken from the September issue of Northern Biker Magazine, a popular mag in the UK.  It was shown on a feature about
Cadwell Park race circuit in Lincolnshire. It shows the start of a what I think must be a British Championship race in 1971. On the far side
of the 2nd row is Stan Woods on one of my dad's Seeley TR500's.
Other riders are:
24  John Cooper (BSA Rocket 3)
16  Derek Chatterton (Yamaha)
19  Paul Smart ? (Yamaha)
49  Tony Jefferies (Triumph Trident)
78  Tony Rutter (Yamaha)
More importantly at the side of the track is the Crooks Suzuki back up team !  Eddie leaning on armco above the P of Player, To his
right our parts manager of the time, Danny Prentice,  To Eddie's left, above the A is race mechanic, John Maddison.  And the best is
above the E, the kid in the Bultaco anorak, IT'S ME ! What a shock I got when I was thumbing through the mag and found this classic
shot.
Martin Crooks - March 2001
 

 



CROOKS SUZUKI

I went to many meetings with my Dad. I can remember getting carried out to the Ford Thames van in the early
hours of the morning and setting of to go to various race circuits in the 60's with Dad, Frank Whiteway and a
few other folk. I remember being at Mallory Park when John Cooper beat Agostini and Ago went and sulked in
his van.
I was at Brands Hatch when Agostini was there, the officials would not let me into the paddock to meet up with
my Dad, so Agostini sorted them and sat me on his MV and took me to the paddock. I was at the transatlantic
meetings in the early 70's when Mert Lawill, Cal Rayborn and Dick Mann were racing. I remeber my Dad talking
to Dick Mann and I was amazed to see his toes peeping out of his boots as he had worn through the leather
and duct tape!
I have many memories of the TT and Manx as I used to be the tea boy and tank polisher.
Attached is a shot of me on a Sidecar beloning to Vic Hudson and Jack Hart from Canada. It's taken outside my
Granny's house in the Isle of Man during the 1973 TT. My Dad and his mechanics had been doing some work
on it. They raced in the 500 and 1000 sidecar race, but I'm not to sure if this one has a T500 or GT750 engine.
It has yellow plates that generally mean for the 500 class.

 



Crooks Suzuki 500
Eddie Crooks with the Seeley framed Crooks Suzuki 500s

   



Crooks Suzuki 500
Piet Hogervorst and his Crooks Suzuki T500 in 1973. Piet rode this machine in long distance races such as the Barcelona 24 hours and

the Thruxton 500.

   





Frank Whiteway and the 1970 Production TT
Frank very kindly shares his experiences on TR250s and the T500 from 1967-70

 

1970 Production TT winner

Date: Sun, 05 Apr 1998
Subject: Crooks-Suzuki
Frank Whiteway, Barrow-in-Furness.
Dear Murray
Firstly, may I apologise most sincerely for the delay in replying? I can only offer the feeblest of excuses which aren't really worth
mentioning.
 

!967 Manx TR250
I regret to say that my recollection of specific machine details is a bit hairy-fairy these days but if you will forgive me for any
mistakes. I will try to fill in some of the past history of the Crooks-Suzuki TR250's and the T500. As far as I can recall, my first TR
250 was 100022 and was one of a batch of three that were entered by Suzuki G.B.for the TT in 1967. I can't remember who actually
rode them but I can remember that they left the Island without a great deal of success. I was riding a one of Eddies T20's in the
Production Race (4th place) but I do recall Rex White asking me to rebuild one of the TR cranks during practice week that brought
round to the garage. After the TT the machines were sold (or lent) to Eddie, Bill Bancroft and another dealer whose name escapes
me at the moment. We got #22 back to the workshop andI quickly and excitedly set about trying to sort out the unreliability problem
that had plagued these machines over on the Island. The potential was very clear to see but the question was, could it be made to
last the distance?



Frank - TR250 1968 Manx
The main trouble appeared to be piston and piston ring failure. The pistons were melting and the rings were breaking in the exhaust
port. We were aware of a piston manufacturer in the U.S.A.called Wiseco and the fact that they had just brought out a piston that
would be suitable for this engine and we quickly obtained a small batch of both STD and 0.25mm OS so that any wrecked barrel's
could be reclaimed as spares were in very short supply -- in fact we had nothing. The piston melting problem was fairly easily
brought under control by running the engine at a slightly reduced compression ratio and by very accurate control of mixture and the
ignition timing - remember all that backlash in the Denso magneto drive coupling!
Following some testing on our local airfield at Walney I entered the bike in the National Hill Climb at Barbon Manor and managed to
take F.T.D. against machines up to 1000cc. setting a 250cc record that stood for almost10 years......not bad for the first time out!
The next outing was the 250cc M.G.P. and after doing a couple of exploratory laps on the original T20 based racer I took '22 out on
the evening session with the intention of doing a couple of laps as steadily and as carefully as possible. However, by the time I
reached Ballacraine on my first circuit I had realised that the machine I was riding was unbelievably rapid. I was able to eat 7R's and
350 Manx's and must have had about 20mph.in hand over the run of the mill 250's. All good intentions now abandoned and with the
red mist well and truly covering both windows I gave the rocket ship full wellie for two laps and returned to the pits having set the first
90+ lap on a 250 and chopped about a minute off the lap record for the class. I had also made the startling discovery that adrenaline
was brown! Talk about exited. Sadly I only managed second place in the race due in no small part to the delayed start caused by
foul weather and the fact that the race distance was reduced from four to three due to the rain and gales. I had never done a wet lap
but was able to take the lead until I was forced to make a fuel stop because of my standard sized tank. The winner, Brian Ball, went
straight through for the 3 laps. I was totally gutted and felt that I had been robbed. The bike, however, had performed flawlessly and
that was at least some consolation.
In 1968 Malcolm Uphill rode #29 in the Lightweight TT finishing in 4th (I think!) place winning the Motor Cycle Trophy for the best
Non Factory entry and put a lap in at over 92mph. Shortly after the TT, Suzuki G.B imported a small batch of T R's and we obtained
7 or 8-- I can't be certain of the actual number-- and these were promptly sold to eager customers. Eddie kept one of these which
was intended to be my race bike for the forthcoming M.G.P. with #22 as our training machine.
During practice I rode both machines and the team was well pleased with the resulting lap times. However, when the race bike was
taken out during the final session to run in the replacement tyres, chains and engine bits, I was horrified to discover that it felt down
on power and did not pull the usual RPM figures at places such as the run towards Glen Vine and up the Mountain Mile.
At a heated and very serious team meeting over dinner that evening I was offered the very difficult choice of which machine to
weigh-in for the race. The immaculate and well-prepared race bike or the rapid but well used 'T' machine. I opted for the well worn
but much quicker old '22 although I have to admit that I was far from confident with my choice.
History proves that this was the correct decision and the Manx was won.

1969 Thruxton TR250
During the winter of 1968 Eddie obtained a third TR and we ran all three in '69 and '70 with various riders including Rex Butcher,
Malcolm Uphill and Frank Perris. Rex did some of the British and few Continental meetings and Malcolm also rode in North-West
and the Ulster GP. At the TT, Frank finished in second place behind Kel Carruthers on the Benelli 'four taking the Motor Cycle Trophy
for the first private entry. I finished 5th behind Santiago Herrero on the Ossa and Mike Chatterton on a Yamaha and was awarded
the Ray.B.Westover Trophy for the best newcomer to the '69 TT. Sadly, Malcolm was forced out when the LH wheel adjuster broke



allowing the wheel to move, loosening the chain. Unfortunately I have no accurate data available as to the specific machines ridden
by everyone during this period although I would suspect that Eddie would be able to fill in some of this detail if he was suitably
primed with a few large Whisky's.
We decided to enter the 500 Production race in 1970 so a standard 1969/70 T500 was taken from stock, stripped, and rebuilt to PR
spec. A very large alloy tank was commissioned by Jim Lee due to the race distance that year being 5 laps. All the usual race
equipment was fitted and I added an 19'' rear rim to given a little extra ground clearance. Very little was done to the motor in the way
of tuning for higher speed and in fact it retained the standard air-box and filter element as testing proved this to be the best set-up
and the most reliable. Before the TT in June, the firm entered a number of bikes in the annual Thruxton 500 Mile race which we had
won the previous year. My co-pilot was Stan Woods. In practice, the Crank broke and I spent all night on a rebuild in the back of the
Transit van! Must have been OK 'cos we managed another class win and only missed the overall win by 1 lap - Malcolm Uphill and
Percy Tait on the works 750 Truimph being the overall winners.

Frank at Union Mills on the T500 1970
The TT was really quite uneventful. I held back a little during practice rather than let everyone know how quick the T500 really was.
In the race I passed Bill Smith on the exit from Quarter Bridge and never saw another bike for the 5 laps, winning the race at a cruise
by over a minute. By far my easiest IoM ride and also my last as I then decided to pack in racing although I did do a few other races
with the bike to finish off the season with some reasonable start money for a change I hope my rambling reminiscences have not
been too boring and that you have found some useful and interesting details in them. As I said earlier, I apologise for any mistakes
and errors of memory but after more than twentyfive years, recollections of events get a bit hazy.
As you may or may not know, Martin Crooks has a Web site - http://www.crooks-suzuki.com/crooks.html and there is a fair bit in
there about the organisation. I will also do my best to dig out some further details and pic's of this wonderful racing machine and let
you have the in due course.

Kepplegate 1970 Production T500
It is not widely known that in 1968 Suzuki GB took two teams to Monza in order to try to establish a number of endurance World
Records around the old and notorious banked oval. The 1968 250cc Production T20 was bored out to 252cc in order to move it into
the 350cc class and Eddie Crooks, Brian Ball, George Anscheit and I successfully established a 24hr S/S World record which still
stands to this day at 145.688 Km/Hr.



1967 T20 Production

In 1969 Suzuki GB let me have the use of one of the very rare and, up till then, relatively unsuccessful TR50 Racers to campaign the
British Championship for 50cc machines. During the following two seasons I thrashed this tiny bike unmercifully and either won or

finished 2nd in every race except the '69 Ulster Grand Prix were I finished in 3rd place behind Angel Nieto and Van-de-Vries. Sadly I
only manage the runner-up prize in the 1969 British Championship behind George Ashton's Garelli. The following year, after a

season-long battle with Arthur Lawn on his Honda, I was delighted to add an ACU Gold Star to my Trophy chest by winning the last
50cc British Championship. I might add that during both seasons this wonderful little bike needed only 4 sets of piston rings and 2

small-end needle bearings - making this the most reliable and successful racing machine I have ever ridden.

1970 TR50 Suzuki
With kindest regards and very best wishes,
Frank.
______________________________________________________________________________________________________________
The following excellent recollection of the Crook's Suzuki has been kindly supplied by Tom Loughbridge:
Dear Murray,

I have been reading your T500 Suzuki fanatics/Crooks Suzuki page with extreme interest. I purchased the T500 Production Racer
that Frank Whiteway won the 1970 Isle of Man Production TT on belonging to Eddie Crooks and raced it in the I.O.M. between 1971
and 1977 in every I.O.M T.T Production 500 / International Senior 500 / Formula 1 /Formula 750 / Classic 1000 and Jubilee 1000
race. A total of 20 T.T. Races. Including practice consistently winning Silver and Bronze replicas Somewhere in the region of 337 laps
over 13, 000  racing miles around the Isle of man, that was apart from the dozens of other races each year including Thruxton 500
mile endurance races.
In 1971 the first year of ownership the machine completed 28 laps of practice. Then finished 5th in the Production Race. 13th in the
T.T.s first ever Formula 750cc race and 26th in the Senior 500 race winning Silver Replicas in every race. A TOTAL OF NEARLY
1,800 RACING MILES. All we did between practices laps and races was fill up with oil and petrol, change tyres and chain and clean
the flies of the windscreen
The 5th place in the production race was after having a two minute penalty at the massed start for failing to start the machine by
mechanical means and having to wait two minutes after everyone had gone before I was allowed a push start, then lying a lonely
last on the roads for the first three laps. On the last lap going down to Greg N Ba I caught and passed four riders in one go, Danny
Shimmin. Martin Ashwood. P Jones all Suzuki's and Bill Milne on a Kawasaki Mach 3. At the line it was Martin and myself side by
side and we were both credited with a time of 85.54 mph I was just a wheel in front and beat him by 4/5ths of a second which went
to prove just how quick this machine really was for a road bike.
In the early years the machine was consistently faster than many pukka 500 racing machines G50s and Manx Nortons and a lot of
750 Norton's BSA's Triumphs and even Suzuki GS100s. The machine was always the fastest 500 production machine through the
Highlander speed trap at around 145 to 150mph. and set a new lap record in 1975, 95-45mph, Frank had won the 1970 race at
89mph and the fastest lap in 1976, I was credited by the press with a NEW LAP RECORD BUT IN FACT IT WAS IAN RICHARDS
WHO ACHIEVED THAT these were in the ten lap/two rider production machine T.T.s when I had Ian Richards as my partner. The
only drawback with the machine was it's weight and handling left much to be desired and after six laps of the island it left you with
aching limbs, but then the machine was never designed to do 150mph, and a bit quicker than that when Frank Whiteway rode it to
his T.T. win. I am convinced that if you could have got it not to consistently shake it's front end all over the place on the flat out high
speed sections, lap times of well over 100mph good have been achieved.



In 1972 in the Oulton Park Easter Monday International 500 race the bike was quicker than, and I beat the works Heron Suzuki
TR500 which Stan Woods rode. Rex White the team Manager was mortified. I had done a lot of extensive development work on the
engine with the help of George Ratcliffe Development engineer at Villiers who had had prepared Peter Inchleys works Starmakers.
later the main thing that increased lap times was having a front brake by fitting homologated Dunstall twin discs. before that doing
six laps of the T.T was positively dangerous. On several occasions I arrived at Signpost with no front brake whatsoever, having
cooked it at Creg and Brandish and flying straight on down the slip road to Onchan.
Having raced and owned everything from 125s to 750s in 73 T.T. races including the very best Maxton Yamaha's, including Maxtons
on which I sponsored Charlie Williams who won the 1977 250 T.T for me. The T500 was probably the most reliable machine I ever
owned and T.T. retirements were down to unforeseen things such as in the two ten lap races when a loose condensor wire dropped
us from 1st on the last lap to 5th in 1975 and again in  1976 when Ian and myself were again in with a shout for a win when after
refuelling on the 6th lap the tank split at the bottom of Bray Hill. The only reason I sold the old beast was because with the T.T.
dropping 500 production races and super fast RG500s and TZ750s in the open classes and there was no hope of getting much
better than a 95 mph lap out of the bike I switched to Maxtons Yamaha's
 

Tom Loughridge.

 

 



Frank Melling's Suzuki 500

Suzuki T500 Crooks-Suzuki - Better Than Viagra
You find funny things in lofts. There’s the valentine card which you kept from the girl you nearly married - but didn’t. The only
school report that didn’t describe you as uninterested in academic work and a daydreamer. And a five and a quarter gallon
alloy petrol tank from a works Suzuki. In this case, it wasn’t my loft I was exploring but the cavernous expanses which range
above the Crooks-Suzuki emporium in Barrow-in-Furness. I was up there looking for a quick action alloy throttle drum from a
1976 RM motocrosser which, to give you the winning edge the next time you are playing "Classic Bike Trivial Pursuits", work
wonderfully well with Amal carburettors, when I literally fell across the tank.
In the normal run of things, finding an alloy tank in Martin’s loft would not have been any big issue because it is simply jam
packed with exotica but this tank was different. This tank brought back a flood of memories. This tank, or more accurately its
sister, paid for the first holiday I had with a GIRL and began a 30 year old relationship with Crooks-Suzuki.
This is the story. Let’s go back to 1967 and look at two rising stars. One was the Suzuki factory. Now established as a leading
manufacturer of lightweights, the Hammatsu team had dominated 50cc and 125cc World Championships for five years
winning dozens of Grands Prix and a string of world championships. Having achieved everything they set out to do, the
factory withdrew from racing in 1967 and concentrated on the next major step forward in the company’s development - the
launch of their all new 492cc T500/5 twin. The reason that the T500 was so important was that big bikes were, and are, far
more profitable than tiddlers. The other celestial body in ascendancy was Eddie Crooks - one of the most enthusiastic, not to
say talented, riders, ever to walk this planet. Eddie had won the Manx Grand Prix in 1959 and also rode a works MZ in the
TT and, having spent part of his youth in the Island, had tremendously strong Manx connections. By 1967, he was one of the
country’s leading Suzuki dealers and was responsible for running Suzuki GB’s race teams. Eddie visited Hammatsu in
August 1967 and there is a lovely newspaper cutting of him of sat astride the new T500 - and dreaming of building the bike
into a racer. Ed. was actually planning the bike on his way back to England but other demands had to take priority. The first
of these was running the semi-works TR250 racers for Frank Perris who came out of retirement to have another crack at the
250 World Championships in 1968. The following year, 1968, Eddie prepared a T500 for sidecar ace Chris Vincent to ride as
a solo in the TT but Chris only did one lap before coming to an end - but it got Ed. thinking about the future.
One of Eddie’s mechanics at the time was Frank Whiteway and, with Ed’s patient tuition and sponsorship, he was beginning
to produce good results on both the T20 production racers and TR250 race bikes. For the 1970 TT, Ed. decided to have a
serious go at winning the 500 class in the production TT which, by this time, was beginning to attract a lot of attention. Rule
bending, or to be more accurate, overt cheating, was rife. The European factories, such as Bultaco, Montesa and Cotton, ran
very thinly disguised race bikes in the production class and achieved surprising results in view of the generally mediocre
standard of their production road machines. The mainstream marques, like Triumph, adopted the strategy of producing a
catalogue of "optional extras" which were allegedly for sale to enhance the performance of your over-the-counter bike. Eddie
had complete faith in the T500 as it came from the factory and the mods. to the bike were very limited. The motor’s ports
were cleaned up, 19" wheels fitted to improve ground clearance, a large 5 1/4 gallon alloy tank was needed to see the thirsty
two-stroke through the three laps and the rest of the mods. were largely cosmetic - glitter seat, ace bars, rear sets and that
was it. Ferodo AM4 race linings were also added in a vain attempt to get the bike to stop from racing speeds on the tiny drum
brakes with which the road bike was equipped.
Enter then Frank Melling, university undergraduate and part-time journalist following the hallowed American tradition of
simultaneously studying full-time at college and full-time in other paid employment - in this case writing about bikes for the
US based magazines "Cycle Illustrated" and "Motor Cycle World". This was a somewhat surreal life-style in that my American
employers didn’t know that I had another job and also had no idea of the very finite limits of my journalistic abilities. Based in
New York, rather than the fashionable West Coast of America, the two sister magazines survived by a constant stream of
"world exclusives" - some of them operating on the very thinnest margins of what constituted the truth. I knew that things
were serious when the editor Morris Alpern, ‘phoned me, rather than wrote, with specific instructions to: "Get a story on the
bike which wins the Isle of Man TT pavement races." Morris had heard on the grapevine, as one did in America at the time,
about the "pavement races" in the Isle of Man and had decided that Motor Cycle World should have a world exclusive.
Having made the decision, and informed his young British Editor, that it should be done, all that Morris had to do was wait for
the pictures and words to arrive.
The brief posed something of a problem for me. For a start, I wasn’t a road racer. Like many young men of the day, I rode
every form of motorcycle sport from motocross and grasstrack, to trials and even the odd road race. But I was certainly not
up to blagging a go on a works MV or the Arter Matchless. Problem number two was even more depressing. I had been
working for Motor Cycle World for six months and had now become dependent on the income to keep me alive for the next
couple of years at college. Morris had made it clear that a lack of TT exclusive would be a career limiting opportunity - and I
would be back on starvation rations again. Still, I wasn’t short of self-confidence so the obvious solution seemed to be



scrounging a ride on one of the production racers where my lack of race experience wouldn’t show up - or at least so much.
My first choice was Triumph who seemed to be certain favourites for the blue riband 750 class but their press department
gave me very short shrift. Moving down a class, the hot tip was one of the Geoff Dodkin entered Thruxton Velocettes which
had already won in 1967 and finished second and fourth in 1968. Unfortunately, Geoff was singularly unimpressed by my
racing c.v., or lack of it, and was not at all interested.
Then I tried Ed. and to my delight he was full of enthusiasm and said that I could have the bike on the Sunday morning,
directly after Saturday’s production TT. Now, the only thing remaining was for Frank Whiteway to help us all by winning the
TT. Not that much of a problem! But bless his heart, Whiteway rode an immaculate race to win at 89.94mph and Ed. blithely
gave me the bike on Sunday morning to go and play on for as long as I wished. Later, he confided that: "You had the gift of
the gab and the bike was so bomb-proof that you couldn’t do any damage to it except crash the thing so I thought I’d take a
chance. The chance of some publicity, even it was a bit risky, was always going to be better than no publicity." And what a
super bike the Crooks T500 proved to be. Unlike the fiddle bikes fielded by the Europeans, the T500 was as docile as a mo-
ped through the streets of Douglas but once out on the TT course it really got on with the job with a lovely loping gait which
was ideal for the rough, undulating track. Including stopping for traffic lights, and more or less observance of 30mph limits, I
got round the course in just under 40 minutes, which showed both the potential of the bike, and it’s user friendly nature; in
short, I just loved the bike.
For his part, Ed. was delighted with interest that the article generated and so was Suzuki in America and even, so I found out
later, Suzuki Japan. As a result, we stayed in touch and I became good friends with Eddie later riding Suzukis for him in
enduros for five gloriously happy years. He was the best sponsor any rider could wish for; if I won it was because I had
ridden well and if I didn’t - well, the bike wasn’t good enough. More importantly, my editor was delighted that we had yet
another world exclusive and he paid me a $50 bonus - enough to pay for a good part of my first holiday with a real live girl. In
this case, an extremely real and very alive young lady who did her best to keep me race fit during a two week tour of
Scotland. Following the TT success, Ed. built more of the production racers and some of the hottest bums in the racing world
graced their saddles - Stuart Graham, Barry Sheene and Stan Woods to name but a few. They also went out to customers
because Ed. was very much of the frame of mind that if you had the money you could buy anything that the Crooks team
raced.
Eventually, Ed. retired and his son Martin took over the business but I still stayed in contact with the Crooks family and that
brought me to Martin’s loft some five years ago. And there was the same huge alloy tank that had come from one of the
original production racers. And there were some "Ace" drop bars, and a glitter seat, and a frame, and a rear wheel with an
original Borrani rim. Well, it looked like most of one of the original proddie racers. To cut to the chase, Martin agreed to let me
have the bits if I would pay for any missing items and one of Ed.’s original mechanics, Roy Dixon would build the bike up into
raceworthy condition. But, there had to be a catch. Yes, I could own an original Crooks-Suzuki production racer - but only if I
would compete on it.
What was certain was that if I took it to current classic races it, and I, would get annihilated. Modern replica classic race bikes
are so far advanced from their 1960s predecessors that they belong on a different planet and our idea was to race an original
bike as it would have been seen at the time- not a rule bending replica. However, I had dabbled at the odd hill climb on a
BSA motocrosser and so Martin and I decided we would try the re-born T500 on the hills and in twisty classic sprints. The
results were immediately encouraging and wins and second places started to stack up with pleasing regularity. Not only
could the T500 absolutely destroy everything in the production class - whenever there was one - but it is well capable of
seeing off full blown race bikes in the 500cc open category. Running against any bike in a classic sprint, the T500 is capable
of surprising results and on the right day, it will see off many 750s and unlimited bikes. Not bad for a motorcycle with a swept
volume of just 492cc.
With wins at Saltburn, Ormesby Hall, Lyme Park, Scarborough and the Thundersprint, the Crooks-Suzuki is always on the
pace and yet Roy, who tunes the bike, Martin and myself have been determined to keep to the spirit of the original bike. This
means that we run with original barrels, the cylinder barrel ports cleaned up as Eddie and Frank Whiteway used to do to the
first bikes, autolube, standard carburettors, standard air-box, original steel mudguards, electric horn, lights and a battery. If
we really wanted to bend the rules, we could knock 50kgs from the weight of the bike almost without trying - and the
opportunity to lose two bags of spuds when one is chasing hundredths of a second is a very tempting one. Even so, we’re
resisting it because we want the bike to be a 1960s Crooks-Suzuki in body and spirit.
The only two changes we’ve made are for safety. The original 8" tls front brake was always marginal when used hard and it
just isn’t up to dragging 425lbs of bike down from 90mph to the hairpin corners that are often found on hill climbs. Two years
ago, I was having a very big go at Scarborough and the front brake just gave up at the Mere hairpin giving the assembled
marshals, and me, a near terminal fright. Now, we’ve fitted a single sided Suzuki disc to the front - again period and
completely original.The other big mod. is to fit a pair of road legal expansion chambers. Modern tyres permit such acute
angles of lean that the original silencers were digging in on corners and being such big, strong over-engineered items,
instead of bending, they lifted the rear wheel - and that was another bowel loosening thrill. The expansion chambers don’t do
anything for the power but they do make the bike dramatically safer. So what is it like to race a Crooks-Suzuki? To be frank, it
is a bundle of mixed blessings. The very long 57" wheelbase makes the bike extremely forgiving and stable but the shallow
head angle and huge weight cause endless difficulties with line changing and initiating turns at racing speeds. This is a big,
big motorcycle that takes a lot of physical effort on the part of the rider to get round corners on the limit. In every respect, it is
far inferior in terms of handling than the Triumph production racers of the day.
Having said that, I’ve got very limited talents in terms of riding abilities and the docile character of the bike does compensate
hugely for a lack of ability. Where the T500 scores is the motor that must be one of the best engines ever to leave a drawing
board. Contrary to received wisdom, two-strokes can be made to pull like trains and the T500 is blisteringly quick off the line
and, with a racing power-band which stretches from 3,500-7,000rpm, it is incredibly easy to ride - again a big plus when the
bike lacks a top level rider. Best of all, our T500 is still very much a road bike. It will pull away from traffic lights at 1200 rpm
and burble along in the most innocuous way like some ancient mo-ped out for a Sunday afternoon run. I delight in wandering
about country lanes with a quiet smile on my face knowing my old ring-a-ding Jap classic will turn in a genuine 135mph and
leave many a modern bike for dead on a track day. Better than any amount of Viagra.



Classic Suzuki "demonstration" at Brands Hatch."...and no-one should race or try to go too fast.." said the nice marshal



 

My chief mechanic, now seven years old, in France two years ago



 

the t500 in an open class race at Lurcy Levis in France. With a 1 and quarter mile straight, we got slaughtered!



 

the bike itself



 

The famous Mere hairpin at the Scarborough hill climb. We won here and set a new class record. Interestingly, the time
would have given us 4th. in the modern 600cc class - not bad for a 33 year old oil burner!



 

The main straight at Scarborough - about 90 mph on the T500



 

A botched start at Scarborough - the wheelie cost me a second - but t500s do climb up on their back legs



 

The Crooks Proddie racer



 

Our Crooks-Suzuki proddie racer at this year's Thundersprint where we won the 500 class and also the 500cc drag racing
section of the event.
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Tom Loughridge's Race Days
Tom Loughridge racing in the Isle of Man TT

Hi Murray, as promised the story of my
experience of a great sporting relationship with
Eddie Crooks, Frank Whiteway, Stan Woods, Les
Trotter, the late Danny Shimmin and many others
who rode Crooks’ Suzuki’s during the classic 60s
and 70s. when we all raced for the love of the
sport, particularly in the greatest true public road
race in the world. the Isle of Man TT, with
particular references to the superb T500 in the
TT, Northwest 200 and Thruxton 500 mile
endurance races.

I first rode a Crooks Suzuki T20 production bike
prepared for me by Frank Whiteway in 1969 to
third place in the 250 class at the Thruxton 500
mile race partnered by Pat Walsh who was 55
years old. I then used the bike in the TT with an
8th place in the production race and a lowly 24th in
the international 250. but the bike went like a
train and I was glad that I had left the much
faster but unreliable 250 Bultaco in the garage.

      

  

            
           

                
      





Tom Loughridge's Race Days Isle of Man TT  - page 3

       

The T20 was just unbreakable; but I was never
impressed with its handing and never really got on
with it over the TT mountain course. Having
witnessed the superior handling of Eddie Crooks’
T500 for 500 miles at Thruxton I decided I was
having it and swiftly did a deal with Eddie to swop
the T20 in part exchange. So started my long and
happy seven year very low cost relationship with
the Crooks Suzuki T500 production racer.

This was the Crooks Suzuki T500 history in my
ownership:

1971 TT
500 Production 5th silver replica.
Formula 750 13th silver.
Senior 500 26th silver.

1972 TT
500 production 8th silver rep. Fastest
through speed trap 121mph. Stan Woods was
first on the Crooks Suzuki T500R.
Formula 750 retired. (loose alternator wire)
500 senior 30th bronze replica.

     

  

            
           

                



Tom Loughridge's Race Days Isle of Man TT  - page 4

1973 TT:
Production - fastest through speed trap -
127mph. Race described by Fred Hanks in the
TT special - "suddenly an exciting and
dramatic event was being turned into a
rugged hailstone-invaded race which had
london Policeman Graham Bailey retiring at
the pits shaking his head in disgust".  Retired
with swamped electrics.
Formula 750 32nd.
500 senior 22nd bronze replica.

1974 TT:
Production - fastest through speed trap -
132mph - 6th place. silver replica.

I had changed machines to a 350 Yamaha for
the classic 1000 and 500 senior races.
Loaned to me by that great Grand Prix rider
John Williams because he was a non starter
through injury. Sadly John who later became
Barry Sheene’s works Suzuki team mate
succumbed to heart failure after a minor
injury at the 1979 Ulster Grand Prix. John
Woodley from New Zealand had travelled
over to Northern Ireland with John, Charlie
Williams, Stan Woods and myself.  John as I
recall fell off in the same 500 race as John
Williams and went to Belfast hospital at the
same time.

    

  

            
           

                



Tom Loughridge's Race Days Isle of Man TT - page 5

The Crooks Suzuki T500 at scrutineering 1974. 
Finished in 6th place 500 production race.

1975 TT:
10 lap two rider production race fastest
through speed trap -138mph. Partnered by
Ian Richards 5th with a new lap record of
95.45 mph set up by Ian. A misfire caused by
a loose condensor wire dropped us back from
leading to 5th placed 500 at the finish.
1976 TT:
Production - another 10 lap two rider race
again partnered by Ian Richards who retired
at the bottom of Bray Hill with a split petrol
tank.
Senior 500 - retired (repaired petrol tank
weeping).
1000cc classic - non starter (no fuel tank no
race).
1977 TT:
The production race was discontinued.
Formula 1000cc retired.
500 senior 35th.
1000cc classic 30th

1000cc Schweppes Jubilee retired.

 

     

  

            
           

                



Tom Loughridge's Race Days Isle of Man TT - page 6

By this time I was wasting my time trying to
compete with a near standard 500 production bike
against RG500s. TZ350s/750s, 900 Ducatis and
the like, with average race speeds of 110mph, even
the last of the Bronze Replica winners was
averaging over 100 mph down in 19th place. I then
sold the bike.

Left: the 1970 T500 Crooks production Suzuki. In its
last race at the 1978 Isle of Man Southern 100.

     

  

            
           

                



Tom Loughridge's Race Days Isle of Man TT - page 7

In addition to the TT I raced the T500 at Oulton
Park Internationals, the Isle of Man Southern 100
and 100’s of other races. The engine, gearbox and
clutch never once failed.

Martin Crooks then found the bike in 1992 as a
café racer road bike and restored it to the
original condition and spec as Stuart Graham,
Frank Whiteway, Stan Woods and myself had
raced it in 1970/71. It is now in Murray’s motor
cycle museum in the Isle of Man.

I never won a TT but lived to race there. but
having only sight in one eye since birth, I did have
a bit of a handicap and my own forged doctors
stamp for my international licence medical form.
That’s my excuse anyway.

     

  

            
           

                



Tom Loughridge's Race Days Isle of Man TT - page 8

Click on the pic for a larger image

1972 TR 500 Suzuki

Does it not really look the business at the bottom
of Bray Hill in the 1972 TT Formula 750 race?
Don’t kid yourself. I retired this bike at the pits in
sheer terror. I had built this bike during the
winter having aquired a motor with all the best
goodies off Eddie Crooks. George Ratcliffe
(former development engineer at Villiers) did the
motor and made the pipes. It was a very fast bike
timed at 147mph Creg n Baa to Brandish. But!!! -
Glen Helen, Kirk Micheal, Alpine Cottage, you name
it, was uncontrollable. The first lap was slower
than I could do on the T500. I persevered for a
few laps and called it a day at Ramsey and toured
it back to the pits to retire in one piece. I
prudently raced the T500 production bike in the
following 500 senior. This TR500 was so bad to
ride I had forgotten I had owned it when I told
you that the records showed a speed trap figure
of nearly 150mph on the T500. It was this bike
that did that not the T500. It was then swiftly
disposed of and forgotten about.

     

  

            
           

                



Tom Loughridge's Race Days Isle of Man TT - page 9

Suzuki/Bultaco TR250 special a cracking tool and a
dream to ride.

Having seen how quick Eddie Crooks’ TR250s were
in the winter of 1971 I bought a TR250 motor and
remote float carbs off Eddie. I had been racing a
Bultaco TSS250. They handled superbly but were
a nightmare to ride, unreliable and prone to seizing
without warning. Broken primary chains and
gearboxes and the gas pipe frames broke to pieces
in the Isle of Man. Most Japanese bikes of the
time were iffy in the steering department and
TR250s were no exception. Rod Gould had put a
Yamaha engine in a Bultaco so I had Jack machine
build me an exact copy of the Bultaco frame in
Reynolds 531 and had a copy of the large
fibreglass tank made in aluminium. George
Ratcliffe again did the motor and pipes.

     

  

            
           

                



Tom Loughridge's Race Days Isle of Man TT - page 10

It was dream, an instant starter, fast in its day,
brilliant in the steering department and dead
reliable and won me my first 250 International
class Silver Replica in the TT and the highest
placed non Yamaha machine. The only other Suzuki
in the race was Alberto Pagani on Eddie’s TR250
who only come within one minute of my lap times.
But twice I came within a whisker of getting
seriously hurt or worse on it. The first time in
early morning practice I waited until Frank
Whiteway lined up on Eddie’s TR250, and slotted
in behind him. I wanted to compare speeds and see
if I could keep up with Frank who was a far
superior rider to me.

     

  

            
           

                



Tom Loughridge's Race Days Isle of Man TT - page 11

I tailed and slipstreamed Frank all the way to the
bottom of Barregarow. I was on fire, my special
was definitely steering better than Frank’s bike.
The genuine TR250s had a twin brake plate with a
single cable leading from the lever two a junction
box that bridged the front fender and two cables
that went each side of the wheel to the brake
plates.

As Frank bottomed the forks the junction box
jammed on to the bottom yoke and locked the
front wheel on solid. We would probably have been
doing around 120mph, I was about 6 feet from his
back wheel which came about eighteen inches off
the road. I shot past him by inches, how I did not
ram into the back of him I don’t know.

I sat up slowed and looked back to see Frank hit
the kerb and career down the road, feet off the
pegs like aeroplane wings he brought the thing to a
safe stop. Seeing he was okay I carried on I did
not want to stop. Firstly I was having a cracking
first practice lap on the 250 and secondly he
probably "stunk like hell."

The second miracle was in the 250 race. I had
fitted a steel Suzuki mudguard to the Bultaco
forks, as is seen in the photo. I was flat out round
the veranda on the mountain when the stays broke.
The guard went around the front wheel and under
the tyre it must have jammed under the tyre for a
split second, because the bike slid sideways in a
shower of sparks towards the sheep fencing and
concrete posts, I heard the guard bang against
fairing and saw it fly sideways. The front tyre
found grip and the superb handling of this bike
righted everything.
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I had some cracking rides on this bike and it never
failed; but Yamahas were getting faster and more
reliable. For 1972 George did some mods to give
me more revs. He modified the motor to take it
over 250 so that I could use it in the 350 junior
TT. It was quicker but the rods were not up to the
extra revs. It broke a rod in the 350 race within a
few miles of the start at Braddan Bridge. I rebuilt
it for the 250 race, it got a few miles further on
to Union Mills and it did the same again. At this
time I was the only one still running a Suzuki in the
250 TT race other than Roger Sutcliffe on Eddie’s
TR250.

I succumbed to buying John Williams TD3 350
Yamaha for 1973 and put the TR250 back to
standard; however, its days were numbered -
Yamahas were putting in 100mph race averages.
and records show that the fastest Crooks Suzuki
TR250 TT race averages were in 1969 Frank
Perris in 3rd at 93mph and Frank Whiteway a
brilliant 5th place at 90mph.
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Tom Loughridge's Race Days
The Crooks T500 Production Racer

Dear Murray,
This is a record of what happened to Frank Whiteway’s 1970 Isle of Man Production T.T. winning T500
Crooks Suzuki after 1970. I came by the machine by knowing Frank and Eddie Crooks having owned and
raced a Crooks Suzuki T20 250 prepared by Frank in the 1969 and 70 Production & 250 T.Ts. the 250
finished every race and did achieve 3rd in 69 partnered by 55 year old Pat Walsh and 5th partnered by
Ken Armstrong in the Thruxton 500 mile endurance race and a Production T.T. 7th & 8th. Handling was
the big problem compared Ducati’s & Bultaco’s.
It should be said that in the 1970 race Frank’s T500 machine was timed at only 116mph at the
Highlander speed trap. Yet he finished the race just 6 seconds under 90 mph. After The T.T. I bought
the machine from Eddie, apart from having the standard baffles removed and a short tail pipe inserted
in the silencers the machine was bog standard. Other than seat, tank, fairing rear sets and ace
handlebars.
Between 1971 and 1978 I raced the bike in 20 T.T. races Production, 500 Senior 500, Formula 750,
Formula 1. 1000 Classic and the 1000 Jubilee including practice laps I covered over 13,000 racing miles in
the Isle of Man on top of that it ran in the Thruxton 500 5 times plus hundreds of other races.

The 1971 T.T. was remarkable the T 500 did 28 laps of practice and I rode it in the 1st ever 750 T.T.
finishing 13th. The Production 5th and the 500 Senior 13th it won three silver replicas. A total of 1,800
racing miles, all that was done to it between practise sessions and races was fill it with oil and petrol,
change tyres, chain and race numbers and clean the flies off the screen.



The best ride of the week was the production, after having a two minute penalty at the massed Le Mans
start for failing to start by mechanical means I had to wait two minutes after everyone had gone before
I was allowed a pusher. I was convinced I was going to finish last. After refuelling I started to catch up,
on the last lap I got a signal board from someone saying I was 9th. At the 33rd milestone there were five
500s in a line, Martin Ashwood, the late Danny Shimmin. P, Jones all on Suzuki’s, and Bill Milne on a
Kawasaki Mach 3 and myself. P. Jones was remarkably on are rare T350
Going down to Creg ny Baa I somehow outbraked all four in one go. At the finish it was Martin and
myself side by side and we were both credited with a race time of 85.54, I was 4/5ths of a second in
front by a wheel. See Martins account, "MCM at the 71 T.T". on this website. To cap the week off I won
another silver replica in the 250 on a Crooks Suzuki TR 250 and retired with a broken crank while 3rd on
the last lap of the 125, but that was on my old Honda CR93.

On a number of occasions I experienced total front brake failure and went straight down the slip road
at signpost after cooking the front brake at Creg ny Baa and Brandish. The front drum brake had been
described in various road tests, as between poor and adequate for use on the standard road bike with a
top speed of 105 mph. The truth was it was lethal and useless, particularly in a 226-mile high-speed road
race like the Isle of Man at speeds of over 120mph
The big breakthrough in 1972 was when in the interests of safety the ACU allowed the homologation of
Dunstall twin discs to be fitted to T500 Suzuki’s for production racing. Prior to that the T500 was
positively dangerous to race in a 6-lap 226-mile race on a public road circuit, particularly considering the
speeds obtained descending the mountain in the Isle of Man.
George Ratcliffe, previously a development engineer at Norton-Villiers who had prepared Peter Inchleys
works Starmaker did a lot of work on the cylinders. I also fitted works sand-cast central plug TR heads
and straight cut primary gears provided by Eddie Crooks. This increased the Isle of Man Highlander
speed trap time to 130 mph.
For 1972 I also built a TR500. with all of the proper works bits supplied by Eddie Crooks. George
Ratcliffe again prepared the motor, and also designed and made the expansion chambers. Jack Machin of
Lincoln built the frame seat and petrol 6-gallon tank. We took it to the T.T. untried. Fast it was. But
with 5 different machines to get qualified I did not do more than the minimum three laps to get it
qualified. The Formula 750 saw the TR 500 flying on the straights, but putting me in big trouble at
places like Glen Helen and Alpine cottage to name a few places, being more attracted to the walls and
pavements than the road.
I persevered into the second lap hoping the reduction in fuel weight would help the terrifying handling,
it only went quicker and handled worse. At Ramsey with an urgent need to visit the little boys room and



another five races to go I called it a day toured back over the mountain to the Grandstand and dumped
it in the finishers enclosure.
The TR 500 stayed in the garage for the 500 Senior and I wheeled out Old Faithful the T500
production bike, again it churned out a nice steady 86mph-race average picking up another bronze
replica. I took it to the Southern 100 in the Isle of Man, but with a philosophy of racing for pleasure not
pain again I raced the T500 proddie bike
Stan Woods, the Works Heron-Suzuki rider churned out another cracking production T.T. win for a
T500R Crooks-Suzuki at 92-20mph and a new record lap of 93-61. increased my own race speed by
exactly the same margin that Stan did over Franks. Me, I had my thumb up my bum and only managed 8th

but the T500 ran like a train and won me another Silver Replica.
1972 also put the writing on the wall for my TR250 Suzuki. This had also been a cracking reliable bike to
ride. It was in fact a TR250 motor supplied by Eddie Crooks in a TS 250 Bultaco. Having followed Frank
Whiteway in early morning practice on his TR 250 and seen how fast it was and how badly it handled in
comparison with my own Bultaco, particularly through the top and bottom of Baggarow I decided to
combine the two,
I had a copy of a 250 Bultaco frame made in Reynolds 531 and an Aluminium copy of the 5 gallon Fibre
Glass tank I then scrapped the Bultaco and fitted all the cycle parts and Oldani front brake. It was a
cracking bike to ride, particularly on true road circuits like the T.T it handled like a dream
Unfortunately by 1972 TR250s were getting a little long in the tooth and could not live with the speed
of TD Yamaha’s.
George did his best with the motor and we got revving harder and going quicker, but in the 250 T.T. it
only got Union Mills a few miles from the Start and broke a conrod. We rebuilt the motor and put over
bored 252cc barrels on it for the 350 Junior race, this time it got a little bit further to Glen Vine and
did the same again. The only other TR250 raced was by Roger Sutcliffe riding Eddie Crook’s bike. It was
the only none Yamaha to finish in replica time.
1973 saw what was probably the worst condition’s for a T.T. Production race it was bitterly cold on the
3rd lap lashing rain, and sleet, snow and hailstones on the mountain section. Described by Fred Hanks in
the T.T. Special as a "rugged hailstone invaded race and the riders must have suffered a dreadful last
50 miles". The road was like a river. Even the 1st and 2nd home stopped with water trouble and Stan w
Over many years the T500 was consistently faster than many pukka racers, G50s, Manx Nortons and
650/750 BSAs, Nortons and Triumphs and even the odd Suzuki GS1000. The T500 had always been the
fastest 500 production bike through the highlander speed trap. Its best time being 138 mph, and it set
a new lap record in the ten lap 1975 production race, 95-45 mph. I was credited with this record in the
press. But in fact it was Ian Richards my co rider who did it.
The only drawback with the bike was it’s weight and handling left much to desired the faster we got it
going, after six laps and 226 miles of the island it left you with aching limbs, but then the machine was
never designed for speeds over 110 mph. I am convinced that if it had handled better with the right
jockey it would have done a 100mph lap.
In 1972 at the Oulton Park Easter Monday International 500 race, the bike was faster than, and I beat
Stan Woods on the works TR500 Heron Suzuki. Rex White Heron Suzuki G.Bs team manager was
mortified. I probably had an advantage because it lashed down with rain and I was running Dunlop TT
100 tyres, which all production bikes used in those days.
Having raced everything from 125s to 750s in the T.T. including some of the best Ron Williams Maxton
Yamaha’s. In 1977 I had two 250’s and two 350’s one of each for myself and Charlie Williams who I
sponsored and won the 77 250 for me, and 2nd in the 1000 classic, and 2nd in the 250 in 78. The T500
was probably the most reliable T.T. machine I owned. T.T. retirements were down to silly things, such as
in the 1975 ten lap production race when a loose condensor wire dropped us from 1st on the last lap to
5th and again in 76 when again after changing riders and re-fuelling on the 6th lap Ian had a split petrol
tank at the bottom of Bray Hill.



The only reason I sold the bike in 1978 was because with the T.T. dropping production racing and super
fast Yamaha TZ 350s and 750s and RG500s in the open classes and no hope of getting better than a
95mph lap out of the bike I had switched to Maxton Yamaha’s.
The T500 was a great bike with a great history.

 
Tom Loughridge
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Jack Findlay
No rider is more closely associated with the racing Suzuki 500 than Jack Findlay.

Jack Findlay, a European-based Australian won 3 world championship races, two as a privateer and was a keen devotee to
the Isle of Man and the Ulster GP. He twice captured the unofficial title of best privateer in the 500 GPs - 1966 and 1968, in
an era of Agostini and Hailwood on works machinery. Jack successfully rode a 250 Bultaco, campaigned a 500 Matchless
and had a disastrous season on a Linto. He rode works TR500s in 1973 and 74 and helped develop the RG500. He beat
Barry Sheene to win the 1975 FIM Formula 750 championship.His most cherished prize is winning the 1973 Isle of Man

Senior TT after 15 years and 31 race starts..

Jack at the Ulster GP 1971
In 1970 Jack chose to use the TR500 as his engine of choice, saying it was lighter, more compact, less complicated and

produced peak power at lower rpm than the opposition Kawasaki triples. Jack installed a modified road engine in a Seeley
frame. In 1971 Jack and Danielle Fontana built their own 500 Suzuki (see next page)

He won the 1971 Ulster 500 on this machine. It was his first world cham[ionship win and arguably the nearest to a road bike
engine ever to win a world 500 championship round. Jack said that Suazuki was already selling TR500s, but the only part
they would sell him were pistons. Suzuki GB loaned him 2 for Ulster (he had to give them back). He used converted road

cylinders.



Isle of Man 1973
Suzuki Italia sponsored Jack on a water-cooled TR500 in 1973. He rode this machine to victory in the 1973 Senior TT. In
1974 he realised his ambition of a works contract riding for Suzuki on the new 500 Four and a TR750. Despite herculean

efforts on the prototype Suzuki thought he was too old at 39 and did not renew his contract for 1974. Jack turned to a TZ750
Yamaha winning the 750 title. He pushed on, racing a production RG500 in 1976. He won the 1977 500 GP at Salzburgring
which was boycotted by the works teams. After a serious accident in May 77 he finished his last GP in 1978 in Belgium. he

entered the Nurburgring GP but DNF. His career had spanned 28 years.

1973

1973 - Raatle in Holland



Jack (no.4) and Barry Sheene (no.11) on prototype RG500s at Salzburgring in 1974
Note: The above 3 pics and more can be seen in detail in Australian Motorcycle Heroes 1949-89 By Don Cox and Wil Hagon.

A&R 1989 ISBN 20716207 7
This book has a detailed write-up of Jack Finday's career plus coverage of many other Australian Motorcycle racers. Don

Cox has written (7 November 06) to advise that Jack Findlay is unfortunately quite ill.
Part-two - Jack and the Jada Suzuki

Newsflash: April 2006
An artist has been formally engaged to create a life-size bronze statue of Mooroopna Austalia's 1975 world motorcycle

champion, Jack Findlay.

It's expected the work should be completed in June this year ready for installation soon after in the median strip in
Mooroopna's McLennan St.

Elphinstone artist, Phil Mune, was given the go ahead only a week ago after talks with representatives of the Jack Findlay
Recognition Committee, Noel Heenan, Mick Pettifer and Robert McLean .

The work of Mune is well known in the area as he was responsible for the creation of the statue of Shepparton author,
Joseph Furphy, and champion Rochester cyclist, Sir Hubert Opperman.

Support from motorcycle enthusiasts have made the statue possible – the FIM, the international controlling body of
motorcycle racing and Jack's employers after he retired from racing, contributed more than $6000; Motorcycling Australia
have matched that; the GV Motorcycle Club raised $1000 from a ride organized especially for the Jack Findlay appeal;
several local businesses have contributed generously; a fellow who raced in Britain and Europe with Jack and shared a
house with him for a time in London added $500 to the appeal and a Mooroopna woman eager to see one of her fellows

recognized paid in $20.

Phil Mune is planning to use a computer generated image for the major part of the statue – it will produce a polystyrene copy
that can then be used for the creation of a mold. The special computer based device will scan a racing bike similar to that

used by Jack when he won the Senior TT at the Isle of Man in 1973.

Marong mechanic and motorcycle tuner, Karel Zegers, raced in Europe before immigrating to Australia about 20 years ago
and has a restored version of the Suzuki Jack raced to success at the Isle of Man. He is enthusiastic about his bike being the

model upon which the statue will be based.

Bob West, now retired in Melbourne , threw fresh light on the Jack Findlay story and has added $500 to the fund created to
build a life-sized statue of Jack on his Isle of Man winning Suzuki.

After a busy year and a half of racing throughout Europe and Britain , Bob, along with Jack, who had seen many of his
fellows die on the race track, decided to return home.

He loved his racing, but he also loved his life and figured he did not want to join those who had made a disagreeable
departure.



Now where else in the world is there a statue of a racing Suzuki??
--o--

Sadly on May 19, 2007 we lost Suzuki's greatest privateer champion of the classic era.

Jack Findlay was one of the last motorcycle racing privateers to compete at the highest levels in the sport. In a
20-year career on bikes that he mostly financed and maintained himself, the expatriate Australian took on
Europe’s finest, and through sheer determination, mechanical expertise and skill as a high-speed corner
specialist, he rode alongside such legends as Giacomo Agostini, Mike Hailwood and Barry Sheene. His most
successful year was 1968 when he was runner-up to Agostini in the 500cc World Championship, while also
competing in the 350cc and 250cc series. He came third in the 1966 championship, behind Agostini and
Hailwood, and was later placed fifth three times. He won the unofficial 750cc series in 1975, having finished
third the previous year. He gained most of his points with high places behind the biggest stars but well ahead of
his fellow privateers. However, he did win three races – the Ulster Grand Prix in 1971, the Austrian Grand Prix
in 1977 and the Senior Isle of Man TT in 1975.

Throughout the 1960s he competed on a Norton or Matchless, or on hybrids that he created using Yamaha,
Aermacchi and Linto parts. He later moved mostly to Suzukis, many of which he put together himself, although
he did receive some sponsorship and a brief factory ride towards the end of his racing days. Findlay remained
an enthusiast at heart and stayed closely involved with the sport until a few years ago. Cyril John Findlay was
born in 1935 in Mooroopna, Victoria, about 120 miles north of Melbourne. He began racing at 15, two years
below the legal limit, and used his father Jack’s ID to get a licence. He nearly stopped racing when he was
offered a trial with the Melbourne Demons Australian Rules football team, but had to refuse because his
employers at a bank would not give him Saturdays off. He continued racing on a shoestring budget and without
much success.

In 1958 he came to Britain to join the “continental circus” of private riders in Europe, later the subject of a
French documentary focusing on Findlay’s momentous 1968 season, which included his successes but also one
of his many near-fatal accidents. In 1959 he competed in his first Isle of Man TT and became a familiar figure
at the annual event in various categories over the next 18 years. Free from having to follow team orders, he
would be back on a bike very soon after a high-speed crash, often against the advice of doctors and friends. His
courage was combined with a keen intelligence and he was always seeking an extra edge and had the practical
skill to turn his ideas into reality. At that time no racing parts were available from Suzuki, but their efforts were
so successful that, in 1971, Findlay won the 500cc class at the Ulster Grand Prix. It was both his and Suzuki's
first 500cc world championship race win. This success won his support from the Italian Suzuki importer, who
sponsored Findlay in some 750cc races in 1972. He and his business partner, Danielle Fontana, built their own
500cc bike, which they called the JaDa, using pistons lent by Suzuki, on which Findlay achieved eighth place in
the 1972 world championship, having come second in the Czechoslovakian Grand Prix and third in Spain.

The following year he was given a water-cooled TR500 by the importers of Suzuki in Italy, where he was
living, on which he scored his TT victory as well as finishing on the podium in the Belgian Grand Prix. In 1974
the Japanese manufacturer gave him a contract with the new 500 Four and a TR750, but despite being
competitive on both machines, the company did not renew the contract when it expired. He then bought a pair
of Yamahas and achieved moderate success on the 500cc while scoring a satisfying one-point victory over
Sheene, his former Suzuki team-mate, in the unofficial 750 championship.

Findlay then went back to riding Suzukis and began building success, finishing eighth in the 1976
championship with a second place at the Swedish Grand Prix, followed by victory in the second grand prix of
the following season in Austria. However, two races later in 1977 Findlay suffered a second fractured skull in a



high-speed crash at Imola caused by a collapsed rear wheel. Although he was racing again within weeks, age
and the expense of maintaining the new and temperamental two-stroke racers were against him. He finally quit,
at the age of 43, after the 1978 German Grand Prix - almost exactly 20 years after making his European debut
and 28 years after his first race in Australia. Having split from Nanou, Findlay married Dominique Monneret,
widow of the French racer George Monneret. They lived at Vaucresson, near Paris, while he helped Michelin to
develop tyres for road machines. He gave this up after a high-speed road crash in 1987 and became technical
officer for DORNA, the Spanish-based company which promoted the world championship series that mutated
into the present Moto GP set-up. In 1992 the racing authority, the FIM (Fédération Internationale de
Motocyclisme), appointed him grand prix technical director, in which his long experience as a rider and bike
builder, as well as his fluent French and Italian, earned him the respect of competitors and crew. He was
unofficious and friendly in his approach and would give mechanics a chance to change components that broke
the regulations before imposing penalties. The job also allowed him to make regular visits back to Australia. He
retired from the FIM in 2001.

Last July, a bronze statue of Findlay on his Isle of Man TT-winning Suzuki was unveiled at a park, renamed the
Jack Findlay Reserve, in his hometown of Mooroopna. The $30,000 statue, the work of Philip Mune, was
financed by donations from the FIM, Motorcycling Australia, Michelin and numerous private individuals. He is
survived by his wife, Dominique, the widow of his friend and fellow rider George Monneret, and stepson
Philippe. Jack Findlay, motorcyle racer, was born on February 5, 1935. He died of advanced emphysema on
May 19, 2007, aged 72.
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Motorcycle Mechanics on the way to and at the Isle of Man - 1971
Part 2

Images and text drawn from MCM of August 1971

All our dreams. hopes and aspirations went crashing down the hill at Paddock Bend with Martyn
Ishwood when he was scooped off the track at Brands Hatch by an out-of-control bike. Martyn
took a tumble and in spite of a few bruises bounced back to race again that fateful afternoon on the
Kent circuit, but not so our Suzuki. It lay sad and twisted in the paddock, looking very much in
need of first-aid if not a complete facelift operation.
Broken fairing and shattered screen, bent front forks and wheel, ripped back tyre and graunched
mudguard. dented fuel tank. silencer and twisted footrest and gearchange ... say it quick and it
doesn't sound much. Look at it and you would believe that only a scrap merchant would be
interested in the wreck!



Fortunately. our worst fears were unfounded. With the front wheel pushed backwards almost to the
motor, it seemed as if the frame of the Suzuki must be bent. Yet, when we removed the fuel tank to
check, it was obvious by the size, thickness and strength of the steering head, that it was only the
forks which had taken the punishment.
The motor too, apart from scrapes along one side, which had also bent the footrest and gearchange,
was intact. Damage was superficial and with the exception of the shattered Perspex screen, bent
wheel rim and twisted fork stanchions, could all be repaired. As anybody will discover if they go to
buy replacement items such as chromium-plated mudguards, they are not cheap and when Emie
Hall told us the twisted front and rear guards could be straightened without too much trouble. it
meant we didn't have to dig so deeply into our race budget.

 

 



Motorcycle Mechanics on the way to and at the Isle of Man - 1971
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Images and text drawn from MCM of August 1971

He hoped that he could also cut the silencer open, tap out the very bad groove and then "stitch" the
silencer with the welding gear. But this didn't prove necessary as we were able to obtain a second-
hand silencer.

Glass-fibre work. One of the problems in converting the Suzuki for racing was the fitting of the
fairing. It took hours to align it correctly. drill all the necessary mounting-point holes and then get
the screen to fit.



Therefore, Emie wasn't too pleased at the thought of having to do the job again. We bought a new
fairing from Eddie Crooks. but Ernie repaired the old one! It saved a great deal of time and money
and although we can't use the words "good as new" because the resin-bonded patches still show on
the inside.

The fairing is now as strong as before and equally as efficient in protecting and streamlining the
rider and bike.
Glass-fibre repairs are a doddle providing you follow the instructions properly. In fact, it is possible
to make a repair which is almost undetectable. While the glass-fibre repair was setting, Emie got to
work stripping the rest of the damaged components. After removing the front wheel and sending it
off to the wheel-builders, it's really the only way for a good repair, the fork legs were dropped out
of the steering head crowns.
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Images and text drawn from MCM of August 1971

There is no way of bending fork stanchions straight and the only answer was renewal. However.
there are some dealers who offer a fork-straightening service which may be used if the stanchions
are not damaged too badly in the accident. With the wheels out, the mudguards front and rear were
removed and Ernie''the hammer" Hall went to work gently tapping and shaping on a soft "former"
surface (a block of wood) to avoid damaging the chrome. It worked a treat and. apart from a couple
of barely visible marks. the mudguards are fully senriceable and almost as smart as new.

There's no doubt that Emie Hall has worked wonders on the MM Racing Show Suruki. and if
anybody requires tuning or nice preparation work on their'bike. they can contact Ernie at 18



Blenheim Crescent. South Croydon. Surrey. Phone 01-686 6980.The work Emie did in this crash
repair job obviously worked well. as we won our first Silver Replica in the TT Production Machine
Race ...The story of Martyn Ashwood's exploits can be seen over the page.
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When you cross the Fairy Bridge on the way in to Douglas from Castletown, Isle of Man, it is a
brave fellah who scorns the fairies! The locals swear that if you have the "little people" on your
side then good luck will go with you as you cross the bridge. After our second place in the
Thruxton 500-Miler. we were extra polite to the "little people" as we made our way to Douglas for
the Production TT of 1971.



Practice went like a dream with Martyn Ashwood putting in an 85 mph lap to qualify, and the hope
that after he'd learned the 370-mile circuit a little better, he'd add another two or three mph to his
lap speed. Britax accessories, real name Britax (London) Ltd, were impressed with our
performance at Thruxton and are now backing the MM Racing Show Team for the rest of the 1971
season. They, of course. manufacture handle- bars, rearset footrests, safety belts and many other
useful two-and three-wheeler accessories at their Proctor Works in Byfleet. Surrey. Anyway, we are
digressing. After a quick check-over to make sure ignition timing, oil levels, tyre pressures, chain
tension, etc., were all OK, the Suzuki had the old spark plugs changed for new NGK8s and we
were ready to race!



The fuel tank was topped up with Shell 98 octane and the oil tank filled with Shell 2T twostroke oil
at weigh-in or scrutineering and then the bike was passed by the scrutineers without trouble and
wheeled into the parque ferme. On Wednesday afternoon, June 9, the bikes were rolled out into the
warming-up area and the Suzuki started second kick. Within half an hour, riders and machines were
parading up on to the Glencrutchery Road and our hearts began to beat faster.



Four laps of the Mountain Circuit and it would a11 be over and as Martyn dashed across the road at the Le
Mans start, we held our breath for a first kick start. His foot slipped on the start lever first time, but with another
prod he was away in about eighth place down Bray Hill. There was no refuelling as the six-gallon tank was
enough for the 31 mpg average of the T500 to last the four-lap race. All we could do was bite our nails and wait.
People around the circuit remarked about the Motorcycle Mechanics Racing and Sporting Show advertisements
on Manx Radio, especially the SUZAKI which Martyn was supposed to be riding according to the American
commentator. Anyway, thanks to the fairies and Emie "Rebel" Hall the bike went like a train and Martyn's times
improved every lap until his fastest lap of 87 + mph took him on to the leader board in sixth place. This earned
Martyn his first ever TT Silver Replica and for us on Motorcycle Mechanics a great deal of satisfaction. The
Barcelona 24-Hour Race at Montjuich Park is our next production machine event and Mick Chatterton will be
co-riding with Martyn once more, with Emie Hall and Chas Deane in the pits. Let's hope we do as well there as
we did at Thruxton and meanwhile, to the "little people" on the Isle of Man we say: "Thank you, fairies! We
hope to be in the Isle of Man again next year!"
 

 



THE 500 SUZUKI PICTURE GALLERY
   

A Suzuki Italy special model. They also did a limited edition called the Vallelunga based on the GT750,
ten to full TR750 works spec. and a hundred less potent look-alikes. Suzuki GB did a special based on the
GT500, with rearsets, alloy wheels and fairing which they dubbed the Formula 500 (details courtesy Don

Leeson - great tank, GT750 drum brake, rear sets etc. Wish they sold these in Australia!

The TR500 line up for the 1971 Daytona 200



The brilliant NZ rider Geoff Perry, tragically killed in a plane crash

The last of the breed, the TR500 MkIII water-cooled motor

The author's 2nd Titan racer



A rare shot of the Bimota framed TR500

The author's 1st Titan racer in the pits being tended by Craig Howe

The author touring on his J model in 1973



The author's 3rd Titan racer

The engine and frame of the author's 2nd Titan based racer



The author's femsa kitted T500 racer

and again

and again



and again!

Ron Grant at Daytona

Two Tr500s flank a GT750 engined sidecar



THE 500 SUZUKI PICTURE GALLERY - Part 4

The Cobra or T500/5 - 1967/69

T500II - 1969/70



T500III - 1970

T500R - 1971

T500J - 1972

T500K - 1973



T500L - 1974 (pic thanks to Don Leeson

T500M - 1975, correctly identified thanks to Don Leeson

GT500A - 1976



GT500B - 1977



THE 500 SUZUKI PICTURE GALLERY - COBRA or T500/5

T 500 Cobra 1968
Overall Length: 2195mm (86.4in)
Overall Width: 865mm (34.1in)
Overall Height: 1105mm (43.5in)
Weight: 190kg (418 lbs)
Engine type: Air-cooled 492cc twin, 2-stroke.
46 hp/ 7000rpm, 5.5 kg-m/ 6,000rpm.

The Cobra or T500/5 .









The Cobra racing against modern machinery at Wanneroo Western Australia



  

   

Photo  Gallery  No.  5

  

     



TR500s at Daytona 1971...I just love this picture and the next!

TR500s at Daytona 1971



   

 

Photo Gallery  No.3  –  Woodley  TR500
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Long Lost Woodley TR500 Photo Archive 

I had forgotten I even had these pictures of me riding the Woodley framed TR500 replica at Wanneroo Raceway
in Western Australia.
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Muzza on Woodley framed TR500 replica at Wanneroo Raceway in Western Australia.
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Suzuki

 

Catalogues
  

     

1967/68







1969 - T500II



1970 - T500III



1971 - T500R



1972 - T500J



1973 - T500K



1974 - T500TT

1974 - T500L



1975 - T500M

1976 - GT500A



1977 - GT500B



TR500 MkIII Suzuki 
1974 water-cooled.
Seen at Suzuka 25 

May 1997

"My

 

name

 

is

 

Clive

 

Strugnell,

 

from

 

South

 

Africa.

 

From

 

1973

 

to

 

1986

 

I

 

used

 

run

 

the

 

Suzuki

 

racing

 

team

 

in

 

South

 

Africa.

 

I

 

was

 

also

 

the

 

marketing

 

and

 

PR

 

manager

 

for

 

Suzuki

 

South

 

Africa.

 

At

 

that

 

time

 

we

 

were

 

allocated

 

Suzuki

 

factory

 

racing

 

bikes

 

for

 

use

 

in

 

our

 

national

 

championship

 

races,

 

both

 

on

 

and

 

off

 

road.

 

The

 

bike

 

you

 

show

 

at

 

Suzuka

 

looks

 

like

 

a

 

special

 

made

 

to

 

run

 

concurrently

 

with

 

the

 

RG500'sfor

 

certian

 

circuits.

 

I

 

am

 

sure

 

the

 

bike

 

shown

 

in

 

your

 

pic

 

was

 

ridden

 

by

 

Hideo

 

Kanaya,

 

who

 

ran

 

a

 

Suzuki

 

dealership

 

in

 

Tokyo

 

at

 

the

 

time.

 

He

 

was

 

also

 

a

 

Suzuki

 

factory

 

rider

 

and

 

a

 

team

 

mate

 

of

 

Sheene

 

in

 

about

 

1975.

 

I

 

have

 

photogaphs

 

of

 

an

 

identical

 

bike

 

in

 

his

 

showroom

 

taken

 

in

 

May

 

1977.

 

At

 

that

 

time

 

he

 

told

 

me

 

they

 

had

 

built

 

the

 

bike

 

using

 

an

 

early

 

RG500

 

frame,

 

with

 

the

 

lay

 

down

 

back

 

shocks

 

like

 

the

 

RM

 

off

 

road

 

bikes

 

of

 

the

 

time.

 

They

 

tried

 

to

 

use

 

a

 

similiar

 

set

 

up

 

on

 

the

 

last

 

TR750's

 

but

 

it

 

was

 

no

 

match

 

for

 

the

 

new

 

Yamaha

 

OW

 

700

 

and

 

750

 

of

 

that

 

time..

 

A

 

call

 

to

 

Mr

 

Itoh,

 

once

 

World

 

50cc

 

champ

 

and

 

now

 

a

 

director

 

at

 

Suzuki

 

can

 

confirm

 

this.

 

I

 

still

 

have

 

a

 

completely

 

original

 

factory

 

TR500

 

water -cooled

 

twin

 

with

 

a

 

dry

 

clutch

 

and

 

PEI

 

electronic

 

ignition

 

as

 

used

 

by

 

Sheene

 

in

 

1970,

 

just

 

before

 

the introduction

 

of

 

the

 

RG

 

500.

 

It

 

used

 

the

 

same

 

frame

 

as

 

the

 

last

 

of

 

the

 

upright

 

shock

 

TR750's

 

and

 

had

 

a

 

waterpump

 

in

 

the

 

place

 

of

 

the

 

oil

 

pump.The

 

same

 

model

 

was

 

raced

 

very

 

successfully

 

by

 

Stan

 

Woods

 

and

 

Percy

 

Tait.

 

On

 

the

 

longer

 

GP

 

circuits

 

it

 

was

 

more

 

than

 

a

 

match

 

for

 

the

 

overbored

 

TR350

 

Yamahas

 

which

 

were

 

often

 

raced

 

in

 

the

 

500

 

class.

 

However

 

it's

 

development

 

was

 

neglected

 

because

 

of

 

the

 

new

 

RG500."
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A personal opinion

Basically, on the Suzuki oil injection system the outside lines lube the outer mains, the Middle oil lines oil the

piston skirt & oil from both of them mixes with the gas. The inner mains are oiled by the transmission oil.

To go pre-mix the “Slingers” or as the parts book says – “PLATE, oil guide” have to be removed from the outer

bearings. The slingers direct the collected oil through the crank pin for additional big end lubrication.

To prepare for pre-mix the bearings have  to be removed and the slingers replaced with the same sized thrust

washer. Make sure the spacers ( washers ) are the same thickness and that their diameter is not too large, as to

cover the bearing cage.

But, why do it? The wealth of opinion, for anything less than Grand Prix racing, is to keep the pump and

standard oil lines. For the road, keeping the pump is a no-brainer. For most people’s racing, keeping the pump is

a safe option. The pump etc does no weigh much nor rob signi�cant performance.

Even racing the bighters we keep the pump, especially for long distance endurance races. The only time we ran

without was with a modi�ed crank when we ran full on race watercooled motors.

The oil injection system is safe reliable and makes these motors strong and durable, even when ported and

raced hard!

In summary: it is simple, modify the crank if you remove pump, or keep the pump and still have reliable and

con�dence in your motor.

Our TR500 Mk11 doesn’t have an oil pump but it comes from the factory ready to run pre-mix.

Oil

 

Injection

 

or

 

pre-mix  

     



I raced T500 modified to TR specs for years with oil pump set to one third on at all times and some 1:50 pre mix

combined, totally reliable.

This debate arises every few monrths. Suzuki advised retain oil pump when they 1st raced the 500. Do what

you like but don’t remove oil pump without modifying crank as described previouly.

Muzza

Bernie Kerr in NZ is very expereinced with racing 250 and 500 Suzuki twins, this his view on pre-mix…

Ok this is a perpetual discussion. There is no doubt at all when Suzuki introduced the Posi Force oil injection it

was the best by far. Now 50 odd years later the fun starts. Broken oil lines dripping non return valves, blah, blah.

So as a frustrated T500 owner; why not pre-mix? Well for one you just cannot stick a pre-mix in the tank and

hope it will work. It will for a while but then kaboom. So, here is what you should do. For a road bike gather up all

the info on aftermarket fix-its to retain the oil pump. Otherwise after you have spent time and money doing

crank modifications you will phaff about with messy oil/mix setups at the gas station asking yourself; was that

25:1 or 40:1 and what oil? The very reason Suzuki introduced oil mixing for dummies. In other words they made

a system that took away the guess work! Well as for me? I run premix in my race bikes but only because I have

almost run out of suitable oil lines and good pumps. The good ones are stacked away for a road bike{s}. If you

insist on pre-mix; remove the oil slingers to the outside bearings and replace with a washer of the same

thickness ensuring the bearing is fully exposed. Make sure the oil pump inlets are fully sealed so no air can get

sucked into the crankcase. Carry a container of oil with you and a measuring jug to ensure the mix is right. 30:1

should be about right but that may not be depending on the weather and altitude so as you are enjoying your

ride you may need to recalculate the mix. Something Suzuki did over 50 years ago.

Bernie Kerr races the Suzuki twins, below is a sad example of what can go wrong if assembled incorrectly with

pre-mix…..

Aldosuzuki adds to the discussion:

     



The mixing pump and associated oil lines can be safely removed. The crankcase must be machined to allow

lubrication of the side bearings as per photo below. Without separate lubrication, a 3% mixture must be used. I

use this system on a Suzuki TR250 and TR500 with no problems.

Nic Montagu adds his solution:

An oil feed hole needs to be drilled from the transfer port to meet/align with bearing oil hole. Crank does not

need to be machined but oil slingers to be removed and replaced with same width washer of smaller diameter

so that bearings are exposed to oil mist.

     



     

An old one but a good one…..

All models T500 from 1968 to 1972 (i.e. Cobra to T500J inclusive) carried 1200cc of transmission oil.

This amount of oil was inadequate to prevent wear on 4th and 5th gear (the case hardening failed).

To overcome this it was necessary to build up the dam wall on the lower crankcase to increase the amount of oil

in the transmission. Purely adding oil was of no use as it just over�owed into the clutch case.

Suzuki �nally issued a service bulletin advising of the need for extra oil in the transmission case and supplied a

rubber part to build up the dam wall. It is best bonded into place. Before this advice, most of us just modi�ed the

dam wall ourselves, often out of metal, bonded into place or welded.

The required increase in transmission was 200cc, an increase from 1200cc to 1400cc. The lower transmission

cases were modi�ed from 1973 on for the T500K model, but they didn’t change the casting on the top

crankcase cover from 1200cc to 1400cc. They relied on a 1400cc sticker over the cast in advice of 1200cc! Of

course the sticker soon fell off and many owners only put 1200cc which did no good for the transmission nor

the clutch!

For the T500L on (i.e.1974) onward the top cases were changed to read 1400cc.

So in summary if your machine was built from 1968 to 1972 (i.e. Cobra to T500J inclusive) , the engine needs to

be split to modify the dam wall to help protect your transmission.

If your machine was built from 1973-77 (i.e. T500K to GT500B) it should have the required modi�cation factory

�tted.

Oil

 

level

 

for

 

the

 

T500/GT500  

     



Through all of this. the oil sighting screw on the clutch case. was never changed, for the simple reason it still

worked as intended. In a 1200cc box, 200cc overflowed the dam into the clutch. In a 1400cc box, 200cc still

overflowed in to the clutch housing. The oil levle screw is an easy way to check if your motor has the raised dam

or not.

Pic is of a modified oil dam…

ON THE LEVEL…..

One of the dif�culties we face is that of the same old problems coming up time and again, and how often one

can justify airing them without boring the old hands! One of the favourite questions on the Suzuki side concerns

the T500 gearbox, and how much oil it should contain.

In the past I have mentioned that the recommended amount was increased from 1200cc to 1400cc, with

stickers on the crankcase covering the old value. Since the level screw in the clutch cover was not adjusted

accordingly – and obviously for older models there was no sticker anyway – owners were advised to measure

1400cc of a quality oil in to avoid trouble. I always use EP90.

Some sources reckoned 1600cc was the way to go, without coming up with anything in writing to back it up.

However, I’ve just got hold of Service Bulletin M-062 from October ’73 which gives more information on the

problem and may help to explain why some people go for 1600cc.

“Transmission oil amount has been increased to 1400ce from the initial production of the ’74 models (T500L),

engine number 68083. A rubber �ashboard and a sticker printed “1400cc” have been employed as temporary

parts until new style crankcases are completed. The �ashboard works to raise the oil level of the transmission

chamber by 10mm more than the previous level. On new style crankcases, the partition wall height between the

transmission chamber and clutch chamber will be increased by 10mm. The new style crankcases will be

installed in the T500L assembled from December production.” Crankcase part numbers were identical!

Further – “On the earlier models, for repairs having need of crankcase disassembly, it is highly recommended

that the oil level of the transmission chamber is increased by l0mm….as the �ashboard is no longer available, it

is advisable to build the casing up with weld if the crankcases are split.”

So, as I read it If you have a T500L or later you want 1400cc. If you have an earlier model with a 1400cc sticker,

it has been “modded” while the �ashboard kit was available, and again you want 1400cc. If it is any early model

without a sticker it certainly wants at least 1400cc, but if nobody has been at it with the Lumiweld the level will

still be a  bit  low  where  it  counts.

     



Putting in 1600cc might give you the correct level in the transmission chamber, but will overfill the clutch

chamber! You pays your money and takes your choice…..

DON LEESON

     



      

Suzuki

 

T500/GT500

 

Engine

 

&

 

Frame

 

Numbers  

     



Suzuki GT/T500 engine & frame numbers
Model Year Engine number Frame number

T500 Mk 1 - 3 1967 - 71 12518 - 34218
same as engine
number
 

T500R 1971 36414 - 45788
supposed to be
same as engine
number but unlikely

T500J 1972 47584 - 57972
supposed to be
same as engine
number but unlikely

T500K 1973 59791 - 68590
supposed to be
same as engine
number but unlikely

T500L 1974 70224 - 72763 70223 - 72766
 

T500M 1975 70718 - 70887 70716 -  70885
 

T500A 1976 74169 - 84414 74162 - 84408
 

GT500A 1976 91240 - 99008 ? - 99011
 

GT500B 1977 105167 - 105214 105162 - 105213
 

There
 
is

 
some

 
confusion

 
about

 
engine

 
numbers

 
-

 
this

 
table

 
is

 
from

 
a

 
barely

 
legible

 
photocopy

 
I

 
have.

 
I

 
find

 
the

numbers
 
for

 
1975

 
a

 
bit

 
odd,

 
and

 
has

 
anyone

 
heard

 
before

 
of

 
a

 
T500A?

Other
 
odd

 
numbers

 
have

 
come

 
up...this

 
list

 
is

 
from

 
Suzuki

 
Australia,

 
it

 
may

 
not

 
show

 
the

 
complete

 
world

 
wide

situation.
 
Use

 
it

 
as

 
a

 
guide

 
only.

 

 



Suzuki 500 across the Nullarbor in 1973

From Perth to Canberra - over 2,500 miles, including unsealed roads across the vast, dry and empty Nullarbor Plain (from
latin "null arbor" ie no trees)

Titan Suzukis on the vast and empty Nullarbor Plain (before the road was sealed)

Near Southern Cross Near Southern Cross Bullabulling Lake Lefroy

Fraser Range Nullarbor Nullarbor camp Water tanks Madura Pass

Mundrabilla Ivy tanks Ivy Tanks Near Port Augusta Mount Lofty's ahead



Melbourne Melbourne NSW police car
NSW cop

Bega NSW

Canberra Canberra Canberra Murray & T500J

 

Riders: Carl on red '72 T500J, Murray Barnard on green '72 T500J.
The mighty T500s survived 265 miles of unsealed road on the remote Nullarbor Plain but the trip to the Easter Bathurst races

was doomed..
Murray fell off in Melbournes and suffered severe gravel rash to the back, shoulder, arm, head and hands, requiring stitches

in an elbow wound.
Worse was to come at the Snowy River, Carl crashed his bike at high speed, his passenger suffering head injuries and Carl a

serious compound fracture to his leg. Sadly, Carl was to spend 18 months in and out of hospital.



     



















T500 Suzuki racing tips courtesy Rob Greenhill

(in response to Chris Bradley sending Rob the race prep tips from this web site)

Dear Chris
Many thanks for the paperwork, it's very interesting, especially the info, on the factory racers, which
extends our knowledge a bit.
Mr.Barnard's ideas on race preparation generally agree with what we know, although he does seem a bit
conservative in what he regards as a narrow power band.
My idea of 'fun to ride' is having explosive power to blow the opposition into the weeds, and the fact that
it doesn't start to happen until atout 6000rpm is no great problem, even with a road ratio gearbox, a few
laps in practice and you know where to change gear to keep on song.
We are fortunate enough to have a close-ralio box, but we've only recently fitted it. mainly because,
useful though the road bottom gear is for getting off the line ard out of hairpins, I found I was changing
gear when the TZs were still feeding the clutch in. with the figures you have I don't think you need worry
about the power band.
He doesn't mention ignition timing. The standard engine fires at 3,4mm BTDC. The official figure given
me for the TR500 is 3,lmm, and it's not unusual to push it back to 2,5mm or so. This is one place to start
conservatively. I have just fitted close squish heads. Theory says that maybe 20% less advance should
now be required, and I am currently running at 2.6mm and going very well, If you have more advance
than you need, your pistons will probably melt.
I think we talked about ignition systems, and we will ignore his suggested use of the GT PEI system. As I
probably said, it takes about 3bhp to run the generator, His porting figures are a good starting point,
leaving the transfer port as is, except for a mod which apparently the factory used, which is to use two
cylinder base gaskets, which raises the barrel, and hence the transfer port, by 0.5mm.
His words on frame preparation accord with my views as applied to my first bike, a converted T500,
Heavy? It weighs a ton! My Spondon is 30pounds lighter. It is made of stovepipe, as I found when I cut
the seat extensions off. Find a frame that's rusted away for a decade or two, it might be lighter ! Yes, the
swingarm is too Long. Shorten it if convenient, but don't worry too much, it won't spoil your fun as is. I
have seen a frame with the top tubes cut away completely, replaced with lighter tubes straight from
headstock to the region of the swingarm pivot, like a Seeley frame. Don't know how successful it was,
We've gone· some way beyond this basic engine development. Crank diameter has been reduced from
120 to 108mm, I have machined the crankcases internally to allow cylindrical stuffers' to be closely fitted,
resulting in a crank four pounds lighter than standard. Like the man says, this is a biggish engineering
job, needing many night shifts. A manky place to work, but the factory does have it's uses, I machined my
squish heads from standard heads filled with weld, and yes, they cost me a mint! It was worth it though,
that engine sings.
There's a tuning shop I've found in Newport, not too far away, called Taffyspeed Racing, who specialise
in two-stroke tuning. They have a dyno and a pile of information on computer. I took the Spondon down
the other day, which produced some useful information although it was a bit inconclusive as apparently
the clutch was slipping on the dyno. Didn't while racing the week before, but dynos give the bike a hard
time.
The idea was to finalise the ignition timing for maximum power with the squish heads, but the slipping
prevented us obtaining a steady figure, It does seem to be turning out about 65 bhp at 7800, which
surprised me as I thought it was peaking at quite a bit higher rpm. Anyway, the computer suggested
extending the port timing to a figure which now seems a bit excessive in the light of your information, but



we've done it now, and fitted new clutch plates, so we will shortly repeat the dyno exercise and see what
we've got. I won't quote you any definite figures yet till I know· if it works or not.
Next race meeting is Tonfanau on 6th July, so we'll let you know how it goes. Here we are allowed to race
in the 500cc Classics and in the Forgotten Era. It's a busy day as the FE event is straight after the Classic,
so its ten laps Classic, cross the finish line, and spin it round back on to the grid for the FE. And that
happens four times in the programme. We don't usually do all eight races, but we get in the results in
Motorcycle News which is always good for the ego! Tonfanau is on the site of an ex-army camp just above
Towyn on the Welsh coast. I've put a couple of pics in, the blue thing is the Spondon and the incomplete
red one is the first one, the converted road bike.

I am trying to get it together again, but each time I get an engine together there's a change of plan and
she loses it again, hence its present state of disrepair. It did have a fairing but we wrecked it in a race
bump.
So you know all this rubbish 'cos we just talked on the phone, Never mind, Crooks sounds worth a ring.
This idea of the stuffers being uneccessary is an interesting possibility. Our technical director races Karts
with very highly developed motors and we often discuss developments, I'1l see if the kart boys can add
anything useful. Re. drum brakes, just as a matter of interest I've checked, and the first GT550, the J in
1972, did have the same brake as the GT750, changing to a disk the following year. A mine of useless
information. Right, we'll leave it there for now. I'm hoping to dyno-test the Spondon early next week
before racing again the following Sunday, I'11 let you know the results of both exercises.
Regards,
Rob Greenhill
Pennygraig
Mid-Glam
UK



 
RACING PREPARATION FOR THE 500 SUZUKI

Rob Greenhill's tuning tips and service

 
Rob Greenhill's "Cobra Racing" is a small and friendly engineering and race development shop
specializing in classic racers particularly the Suzuki T 500. They also deal with classic car parts that are
no longer available or need reconditioning. They machine parts from billet alloy, brass, bronze, and
stainless steel etc all of various grades.

Rob's Spondon framed Suzuki racer

 
      Please note: Rob Greenhill has sadly 

passed away since this page was 
prepared



T500 Suzuki racing tips courtesy Allan Greening 
1. Dont grind transfer ports. Just work out how much you want to raise the port and machine that
amount off the top of: the barrel and add a spacer under the barrel the same amount. You now find that
the exhaust port does not need so much taken out as we have increased its height by the amount you have
raised the transfer port in our case 2mm so e.g. only need to take 3mm up on the exhaust port but we do
need to grind that extra 2rnm from the inlet but here we grind 2mm from the piston skirt on the inlet
side only in fact this means grinding the inlet port to just around the oil hole!!

Chris Bradley's bench
2. Use conrods from GT750. We also use smaller flywheels. We need to weld one end of crankshaft so we
can fit original ignition. system and now we need to take off from top and bottom of the barrel to get our
timing. We also need to place in fillers to increase crankcase compression. We weld them in place with
Tig.
3. We fit straight cut primary gears, same as TR500 and use c/r gear box ratios but still use wet clutch;
but make sure you fit clutch with new rivets
4. We weld the heads to machine in squish band
5. We use T350 rear swinging arm 6. Short tracks we use 34 mm carbies and long tracks 36/38mm
carbies
7. Running petrol avgas not dope. Our motor is almost a water cooled TR500 less the water cooling!!
8. Frame is home made space frame made in about 1970 and was running at that time with good results
9. We use XR05 magneto as works bikes did at that time
These details kindly provided tfrom:

Allan Greening
(Sad to report Allan passed away in 2013)

 



Flexi Flyer: T-500 Vintage Roadracer Project - text by Kris Bernstein
Applying state of the art technology to new equipment results in varying degrees of improvement.
Applying similar technology to old equipment gives it a new'lease on life. Such is the case in preparing a
vintage roadracer, as in this example the Suzuki T-500 Titan.
Whether your tastes are British, Italian, American or Japanese, vintage roadracing offers the chance to
return to those thrilling days of yesteryear for far less than the cost of say a Superbike effort. Plus you
will probably see some old friends from your high-school or college days who are vintage racing also.
So given your kids and mortgage are covered, and that your wife and boss will never forgive you - let's go
vintage roadracing...!
The factory T-500 racers of 1968, or XR-OS's as they were referred to by Suzuki, were little more than
hyper-steroid versions of the street bike. Given the reliable-as-a-stone nature of its design, the T-500 leads
itself quite readily to knee dragging motorsport. Its advantage in vintage roadracing is an abundance of
old parts being available and an abundance of horsepower should you desire to get serious.
Getting Started Step number one is to find out who your local vintage roadracing is governed by WERA,
AHRMA, FIM or whomever. Get their rule book and memorize it. Pay particular attention to rules that

will affect your bike, the group it will race in, and its degree of "legal" preparation. Flat-slide carbs,
turbocharging ana fat, slick tires are not particularly in keeping with vintage motorsport.

So before you waste a lot of money on illegal parts, do some homework. If possible, start with a fresh,
race prepared bike. If you can find one, it will save you a good bit of money. If you must torture yourself
and start from scratch, so be it. Moderately priced bikes are available in any metropolitan newspaper or
wrecking yard. But be aware it may take two or three junkers to make one pristine racebike.

Chris Bradley's garage
After you have acquired a good used T-500, strip it to the bare frame keeping the motor whole. Seeley,
Harris or Suzuki "Works" frames may be available but be forewarned, if you bend them up they are
nearly irreplaceable. So unless you are going to build a museum display piece, don't race with
irreplaceable parts unless you don't mind the possibility of breaking them.
Check to be sure your race frame is neither bent nor rusty. If it is in good shape, flame cut or grind off all
unnecessary brackets being careful not to get into structural metal. Sandblast the entire frame and crack
test.all welds and suspect areas.
Locate a stock '72 GT-750 front end. The four shoe front brake is nearly as good as the irreplaceable
Fontana or Ceriani items. When you consider it was made to slow down a 600 Ib road bike, your two
hundred and seventy-five pound racer will be no problem. If you have lots of money the 230mm
magnesium Ceriani four shoe replica brakes and forks are available. These are the same type as used on
the factory bikes, but for the purchase price, a second mortgage will be in order. Not to mention your
first born male child will be needed for a deposit...
AHRMA allows disc brakes and they do not stop better. Locate a late ('74-'77) GT-750 front end if you
prefer. Whatever front end you use, rebuild it as necessary so you can trust it at 150 mph.



If you use late model triple clamps, which are narrower than the 72-'73 items, the Telefix fork brace will
bolt up in two minutes and stiffen the rather spindly 35mm tubes. A ~5mm steering damper bracket
needs to go on the right side tube. I prefer the rightside as your left hand should always be on the clutch
lever anyway.
J.C. Whitney (yes, they are still in business) has GT-750 tapered roller bearing steering head.replacement
sets, While you're at it, get a couple of T-500 gasket sets Tap out the old ball bearing races and replace
them with the tapered races (Don't mix the bearings and races as they are matched sets!).
Use the stock rear brake and drill the side cover full of holes to make it look more racy. (You never use it
anyway). Bead blast the front and rear hubs, side covers and replace all bearings and parts as needed.
Send the hubs to Bucannans' Frame Shop, in Los Angeles, for new aluminum rims, stainless steel spokes
and nipples. You may be able to get the work done and similar parts locally but be forewarned: Nobody
does it better than Bucannans'
A WM-3 and WM-5 are fine for the front and rear respectively. DID and Sun rims are fine but Akronts
look neat with their valanced edges. You can go wider in the front but it will slow steering response.

p> 
Modern sport tires would be killed for twenty years ago. Whether you use Avons, Dunlop, Metzelers,
Michelin or Yokohama is up to you, they are all great tires. A tall sidewall will give much needed ground
clearance. I use 100:90 X18 front and 120:90 X18 rear Metzelers, which work well and just clear the
chain with a couple of sprocket washers stuck behind the drive sprocket. While on the subject Of drive
chains, don't use an "O" ring chain, as they are for road bikes, not racers.
Weld one inch cromoly tubes from the swing arm plate to the upper frame rail cross tube. Weld a
threaded bracket on the right side steering head gusset for your damper. The old Kawasaki type dampers
work fine and cost a bunch less than the trick hyper alloy type.
The swing arm can be replaced with a three to four-inch shorter than stock JMC aluminum box section
arm from England. If they are too expensive, the stock arm can be shortened by milling the adjustment
slots forward to the arm tubing, cutting off the adjustment plates, and re-welding them in the more
forward position. The stock arm can then be braced using 1/2" chrome-moly tubing. Either way works
fine, but you pay a weight penalty if you use the stock arm.
A brief note on welding. Never use arc welding on a real race vehicle. Stick welding is for farm equipment
and stock cars. If you don't have a tig welder or access to one, farm out the work! Again, you must trust it
at 150 mph, so do the job right.
After your rolling chassis is complete, fit whatever seat, tank ann fairing you intend to use. Be
forewarned, the carbon fibre TZ parts look neat but may not be legal. Stick to period pieces. ,The stock
tank works just fine but try to locate a race-seat to lean against as the bikes acceleration tries to push you
off the back.
I use the CR-750 Honda Roadrace fairing available from National Fiberglass in Ohio. It is an easy fit and
its full bubble keeps the wind off you at high speeds.
After the rolling chassis is complete, disassemble everything and run it to the paint shop. Powder coated
frames and Imron accessories are nice, but plain vanilla enamel is very sturdy and easy to fix later.

The Motor The heart of the T-500 is its outstanding motor. Easy to work on and competitive in stock
trim, it is a real jewel. Other than carbs, expansion boxes and ignition, make no other modifications to

the motor for your first few races. No other bike, none whatsoever in your class, should be able to get you



from a standing start: the stock T-500 has so much torque just rev it up, dump the clutch and shift as
needed. It is a guaranteed launch everytime, so run it stock for awhile before you go for more power.

Ignition The GT-500 "pointless" magneto is maintenance free and requires no battery but T-500 cranks
won't fit it. Also its heavy magnet is hard on the crank. I have known at least one which broke off the
crank nose due to high speed vibration. The alternator and points ignition can be run "total loss" by
throwing away the alternator and changing batteries between races and practice sessions. The stock
points can be replaced with "Dayna S' pick ups and coils, or the Boyer Bransdon unit which is is an easy
bolt up. All the above will provide spark but are basically junk which depend on a heavy battery for life.

p> 
Chris Bradley's bench

I would highly recommend the Femsa or Motoplat transistorized magneto. No batteries to play with, no
points to wear out, just push and go. The German Krober unit is very good but hard to get parts for. Also
worthy of note, if you use the Motoplat get their tachometer while you're at it. The stock cable driven
tach is slow and inaccurate. Besides it needs the oil pump to drive it, which is also a part of the motor
which should be discarded.
Crankshaft The stock T-500 crankshaft is as heavy as a house but trouble free. After pressing it apart, do
a complete race prep including new outer main bearings, rods, rod pins, big and small end bearings, etc.
Weld the center crank pin and rod pins to curtail crank twist and fill up the balance holes in the wheels

with cork and epoxy to raise primary compression.
When you are ready to start building additional horsepower into your motor, throw away the oil slinger
plates on the outer crank main bearings. Drill 5/32" holes in the outer transfer channels to the oil feed
holes in the outer crank bearings. Be sure to chamfer the holes in the transfer channels to help feed them
oil/gas mix.
As the center main bearing is fed oil from the transmission you can now weld up, or plug with alien set
screws, the four oil pump feed holes and pumpshaft hole in the trans case. If you are not an expert, world
class crank builder, you would do well to call Bratton Sports Racing in Placerville, California. No one
does crankwork better than Jeff Bratton.
Now simply throw away all the oil pump hardware that is causing frictional losses in your motor and run
a 20:1 premix of Castrol R30 and Cam II 109. Synthetic oils are fine but they don't smell nearly as good
as R-30. Anyw~y, it's up to you, but use Golden Spectre two stroke trans oil, your gears will thank you.

Cylinder Porting It is quite easy to double the 47BHP the stock motor makes. But the price you pay is
shortened service life of motor parts and ridability. You can use a "peaky" motor at Brainard or Road

America, but short tracks such as Loudon, St. Lewis or Daytona (Vintage Circuit), will get you better lap
times if you build your motors far away from the outer edge of reason. The alarming horsepower two

stroke motors make comes mostly from the right primary and secondary compression, port timing and
expansion boxes. Be forewarned: build up to the maximum performance edge a step-at-a-time, because

you may not like what you have to ride in the end, or you may overbuild and lose power. Both are distinct
possibilities.

Most of the old "go fast" books will tell you to shave .060 inch from the stock heads, raise the exhaust
port 5.0 mm and lower the intake 5.0 mm.



The result is a peakier motor with much more power, when combined with good carboration and
expansion boxes. Where you go from there should be dictated by rider ability and usable horsepower at
your home track. We'll get back to more horsepower later...
The Transmission The transmission of the T-500 is unique to itself and therefore does not make alternate
ratios an easy possibility. I've been told the T-350 six speed clusters can be adopted and some factory six
speeds or Barton close ratio five speeds may be out there. But don't get your hopes up. Thankfully, the

motor can be over-reved to compensate for inadequate ratios, so the best thing to do is build up the stock
box.

The first step in a T-500 tranny prep is to purchase a new input shaft and fifth output gear. The fifth
output is a sloppy fit from its inherent design. It tends to cock on the output shaft and wear its gear faces.
Consequently it wears the fifth input gear faces. As all the input gears are fixed to the input shaft, the
entire piece must be replaced.
When you receive your new tranny parts have the side of the fifth output gear welded and faced to allow
minimum lateral movement. With that work complete check all other parts on the clusters for wear and
replace as necessary. Undercut engagement dogs, so it will not tend to hop out of gear when you are
leaned Over at 90 mph. That's a guaranteed bad day. With all machine work completed Kal Guard Moly
Coat the input shaft and output gears. As the stock gears tend to get cancer on their faces, chromemoly
tends to bed into these surfaces and prolong service.
A second detent washer on the plug for the shift drum will ease shifting immeasurably. Also use RM-250
'76-'77 aluminum clutch-spacer plates, to save reciprocating weight and GT-750 or Barnett HD clutch s
prings. Turn a GT-750 or similar shift lever 180 degrees to get the business end of gear selection back to
your rear set foot pegs.
Don't forget to safety wire the pinch bolt as it is difficult to shift when the lever falls off during a race.
For that matter it never hurts to mention to safety wire everything you do not want to fall off the bike.
Not only for your safety but consider the guy behind YOU Who gets a 10mm bolt in the face shield at 150
mph.
Something to think about...
Carburation The round slide Mikuni is the greatest invention since the dawn of time. It is simple, easy to
tune and infinitely adjustable over a wide range for all metering systems. Yes you must adjust jetting fore

given moment during a race weekend but even a little rich is o.K. as the carb and motor are rather
for~iving. This is not so for a mixture that is a little lean, as the piston will stick and if you're not ultra

quick to grab the clutch, it will spit you off in an instant. I have tested this theory personally and trust me
it hurts!

The 32 to 38mm Mikuni or Lectron work fine, however, the Lectron may be illegal in some classes. Stock
to rather mildly tuned motors like small carbs as throttle response is improved. The male ego cries out
for large slide openings. The 36-38mm carbs will help peak horsepower a little. Mostly they help in being
able to over-rev the motor to compensate for inadequate gearing.
Carb Adjustments
32-38mm Mikuni
Main Jet 250-330 Lg.Hex
Pilot Jet 45
Needle Jet 42
Needle 5F 16-3 (sm. body carb.)



Cutaway 2.0
Air Jet None
Air Screw 1 1/4 - 1 1/2 Turns
Lectron
4-1 Needle-set @ 44mm

The pipes are the single most important element to fine tuning any two-stroke project, be it a chain saw
or antique roadracer. The best TR-500 and TR-750 Kits come from Swarbrick Racing in England. Their
hand formed tapered header pipes and thin-wall cones are exactly as the werks pipes were twenty-two

years ago.
Avoid Allspeed, Bassoni and other over-the-counter street pipes, as they are compromise built and can
ruin an otherwise race prepped motor.
For longer tracks, a steeper converging cone(s) and shorter header pipe will help top end. However, the
basic TR-500 design is rather forgiving. AHRMA will require silencers of any idiotic type. WERA does
not require them, so run the stingers only. Don't forget to read A. Graham Bells book on two-stroke
tuning. His chapter on expansion boxes is very informative.

Gearing You are pretty much stuck with the wide internal ratios, but not so for overall gearing. A
glorified go-cart track such as Loudon will require 13/33. If you come onto the front straight hard, you

may get fifth gear.
For long tracks such as Brainerd try 16/33, Each track will be different, but keep in mind small changes
in overall gearing, make for big differences in how you will set up for the most important turns on a given
track.

Godzilla Race Prep.
Unusable horsepower can be wrenched from the T-500 motor by shaving the crank wheels down,

installing crank case stuffers and using the factory "T" port barrels. The ultra-high primary
compression pushes more change through the transfers. This is what Ron Grant did as a factory rider
back in '68-'73. The result is a 900 rpm powerband and a bike that was demonstrative to the point of

being almost unridable, according to Ron, even with a close ratio gearbox.

Light-weight crank and stuffers
A method that provides very good power, with a wider powerband, is to lighten the crankwheels by cross
drilling and pressing up the shorter (6.0 mm) GT-750 rod. Over five pounds can be taken out of the
wheels, and the holes can be stuffed with cork and epoxy to raise primary compression. The engine case
is shaved 4.0 mm and the top of the Cylinder 2.0 mm. This puts everything, as far as stroke, back in line.
By using the late model GT-750 rod, the thrust washers are relocated to the piston pin so the big end
bearings get a good oii/~as bath, as they are free to move about. By bringing the porting to TR-750 specs
and fabricating squish band heads with centrally located spark plug, the secondary compression is good
for 7.3 to 7.5:1.
Mill the intake side of the cylinder parallel to the bore and install 38 mm carb rubbers (Mikuni P/N 002-
054). This will incline the intake angle for a straighter shot to the crank case.
This latter method provides a motor that revs about as quick as a TZ and provides a power band far
more forgiving than the stuffer method.
Good luck and keep it on the tires! If you find yourself getting bored with 90 horsepower and 150 mph,
move up to a GT-750 based racer good for 145+ horsepower and 175 mph. And they are vintage legal too!
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Suzuki T500 Exhaust Systems

By Glen Morgan
In the process of working on my own T500 project I’ve met a few others with similar intentions. The exhaust system
seems to have presented a problem for a few people. The wide spacing of the frame cradle tubes under the motor
make it quite hard to simply attach chambers to the existing header pipes and go racing.
Long slim chambers will work and some people have gone down this road. The orginal exhausts are a kind of long
slim chamber with silencers built in. They work quite well, as the performance of the standard road bikes testify.

Standard, welded up and hydraulically formed T500 pipes

The main advantage to making your own chambers similar to the stock "mufflers" will probably be the weight
saving. One of the problems, however, will be that your chambers will scrape on the ground just as the stock items
do. Take heart though, they will not be any worse than standard pipes and probably better if you tuck them up well.
Having said that, if you are after more mumbo you are going to need chambers with a bit of volume to offset the
peakiness that power improving changes to the exhaust ports can bring.
In most cases, a volume increase either means longer pipes or fatter pipes. Longer pipes give peak power at lower
revs and they may stick out behind the bike to an unacceptable degree (even on a bike as long as a T500). There are
structural problems associated with this, and if you shorten the bike in search of quicker handling it all gets a bit
awkward.
Properly designed, shorter, fatter pipes are better if you are searching for more get up and go. However, it has been
said that you will know when an expansion chamber design is right because it will drag on the ground or burn your
leg! The truth of this was never more evident than it is in the case of the T500. Mount a chamber of reasonable
diameter conventionally on a T500 and you will almost be able to park it in the pits by leaning it over on one of its
chambers! This is not conducive to cutting a swathe through the swervery, leaving lesser mortals falling off their
bikes in admiration.
 
Nope! You’re going to have to convince the bloody things to nestle up under the engine, between the cradle tubes.
This takes a bit of bending of header pipes, but it can be done without too many tears. However, you then have to
induce the chambers to diverge again so that there is room for the back wheel between them. This is particularly so
if you have shortened the swing arm or fitted one from a T250/350 ( see email from me to Murray somewhere on this
site, about this subject). SEE HERE ON READER'S WRITE



Ooops! The back wheel don't fit
Bending chambers every which way takes some technical savvy and a lot of recourse to the old saying: "Think
twice - cut once!" - only I find that I have to think several times. Creating your first chamber all by yourself is quite
an achievement and stuffing the thing up is not what you want to do.
If it doesn’t worry you aesthetically, you can extend long header pipes forward, then back under the bike. This will
move the chambers sufficiently far forward that the divergence of the baffle cones may give you enough clearance
at the rear wheel, or at least minimise the amount of bending required. If you haven’t radically shortened the swing
arm, this could be the way to go.
Keep in mind that long header pipes change the power characteristics produced and that the chambers will need to
be correspondingly shorter if your chosen tuned length is to be preserved. A long header pipe is not necessarily a
bad thing. It can help spread the power delivery of your bike, though it may dampen peak power unacceptably if you
over do it.
There are also some problems with conflicting resonances if components of a tuned two stroke exhaust system fall
outside certain limits. This article is more concerned with practice than theory, and if you want to know how to go
about designing your chambers, get a book like Gordon Jennings’ Two Stroke Tuner’s Handbook or the later Two
Stroke Performance Tuning, by Graham Bell.
Bell’s book is a sort of practical up-date of Jennings’ book, without as much theory. Both are excellent and I would
recommend Bell to those who just want to do it, not understand it in great depth.
Read Jennings for interest, in fact get your hands on anything written by Jennings if you want to really expand your
knowledge.
The other alternative is to use the chamber dimensions that Murray has made available on his T500 Fanatics web
site.
You should be trying to achieve performance which is within your technical and riding expertise or your pocket. You
will want your expansion chambers to give you power that you can use.
Theoretically you should be able to get over to 45 degrees with the suspension fully bottomed out, without dragging
bits of the bike on the ground. 50 degrees may be possible (transiently). In practice, on the tyres we are allowed to
use in post classic racing, scraping the pipe could be a timely reminder that we are about to get bits of our anatomy
bounced up the road in loose formation.
The picture shows my T500 with the fork springs removed, the stanchions pushed through the triple clamps, the
rear shocks replaced by wooden struts and the tyres flattened. This was done to see whether the chambers were
giving enough clearance to achieve 45 degrees. They do - just; but I have room to raise the chambers another half
inch and I probably will.



Right! Before we get into a bush mechanic’s guide to cobbling up some pipes, a comment about stuff on the net,
and I don’t mean the ladies and gentlemen in exotic positions.
There is a lot of excellent stuff written by people who are sharing their knowledge in the spirit which makes
motorcycling a fun thing. There is also some stuff on chambers that has me scratching my head. Still, there is more
than one way to skin a cat, and there are doubtless other, better ways to do things than those I have suggested.
I am going to assume that you have minimal expertise, cash and equipment. You will need things like tinsnips,
pliers, hammer, hacksaw, a firmly mounted bench vice, some scrap water pipe, a bit of patience and access to a
gas, TIG or MIG welder.
 

 



Suzuki T500 Exhaust Systems

By Glen Morgan
THE HEADERS (also called the "lead-in" pipes)
In my experience, you can waste good money getting muffler shops to bend up header pipes for you. Unless they
have a mandrel bender, the pipes will vary in section. Pressure waves don’t like variations in section, and pressure
waves are mainly what tuned exhaust systems are about!
There are still some real tradesmen around who can produce sand bends that look like a pretzel without mucking up
the cross section of the pipe. These people are often in retirement and just tickled pink to help a young fella out, if
you can find them.
I suggest that you use "donuts" and pieces of strait pipe of the same section to create your T500 header pipes. A
donut is a continuous circle of pipe which comes in various diametres and bend radii. They are available from
muffler shops and they solve a lot of problems that beset me when I first started tinkering with exhaust systems.

 
The muffler shop person may not know the internal diameter of a pipe or donut. They generally work in external
measurements.
Original header pipes are 1.75 inches internal diameter.
**If you don’t have calipers for measuring, take a header pipe into the muffler shop with you and match it up to the
ends of their pipe stock until you get a close external match (better slightly bigger than slightly smaller).
**Next compare the wall thickness. If you don’t have anything to measure it with, just eyeball it. If your "eyeometer"
can’t detect much difference, it won’t be significant for what you are doing.
**Now order a donut with the same external diameter. (donuts can be quite expensive in this country - about $45,
unless people are kind and give you a trade discount) You should only need one donut to make two T500 pipes.
["TTCO" - think twice, cut once]
Choosing the radius can boggle the mind a bit, but I wouldn’t get too worried about this. Muffler shops that carry a
range of donuts in stock will usually exchange them for a different size ( if you have’nt started hacking into them).
** Take the donut home and hold it up by the exhaust port. You will be able to see whether the radius is going to
work out pretty easily. Basically you need to be able to clear the down tubes of the frame as you cross over them
toward the centreline.
When planning your headers, you also need to make sure that you don’t take them so far forward that you are in
danger of touching the front wheel or mudguard (fender if you speak American).

 
Remember that the wheel moves back toward the frame when the front suspension is in compression and that
braking forces can further deflect the wheel toward the frame.
This is particularly important if you have gone the whole hog, and steepened the steering head angle to induce
quicker steering.



I am assuming that you are going to stick with the original finned clamps to attach you headers, but if you decide to
go the slipper joint way, have a look around for larger capacity PE or RM Suzuki exhaust flanges with slipper joints.
I have an assortment of these motors in my storage shed and some of the slipper joints are just the right size to
adapt.
Now comes a slight moral dilemma (for me anyhow). I make my own flange where the header enters the exhaust
port because I don’t like cutting up original headers that some restorer of T500s may need. I suggest that you be not
so fastidious. You can hacksaw this bit off and use it. (But not yet! "TTCO!")
So, you are going to need this bit with the flange on it, possibly a bit of straight pipe, then a donut bend, then
probably a bit of straight pipe, then a donut bend and possibly another bit of straight pipe.

 
BUT AT THIS STAGE DON’T CUT ANYTHING ("TTCO!"). Leave the headers for now!
 
 

 



Suzuki T500 Exhaust Systems

By Glen Morgan
THE CHAMBERS

(resonators or whatever you prefer)

To make chambers, you need cones. You can make your own cones, or you can get them made. If you get them
made, remember that all tin benders are not created equal. Most are good, but some may not understand your
requirement for accuracy. To work well the cones must be round in section and must diverge at the specified angle.
As this is a twin cylinder machine, they must also both meet the specification pretty closely. If they are more than a
little bit different, the chambers will perform differently and one cylinder may be using up power to pull the other
one along with it at some or all stages of the power delivery profile of the engine.
You can check the accuracy of the work by making a triangle of the specified divergence angle out of something
like plywood and shoving it firmly inside the finished cone. This will show both ovality and conformity to your
specifications quite clearly. But do make your test piece accurately.
Now to the business of making your cones without a cone roller, or other cone forming device. As I said earlier, I’m
assuming that you know how to project the cone on a flat sheet of metal and mark it out because you’ve read a
book about it. However, even the best tuning books that I’ve read make a heavy meal of explaining how to do it.
Seek help if you’re stuck. Metal workers and fitters know how to do it and there are sure to be some of these in your
motorcycle club. 
I have found that 20 gauge panel steel is about the upper limit for bending cones up by hand. I have used much
thinner steel to make chambers for lightweight bikes without problems, but I have brazed them together, not welded
them. If you are not a confident welder and not physically strong, I suggest you take this route for your T500. The
difficulty with thin sheet though, is that sectioning it to achieve bends gets tricky. If thin sheet is the road you have
to go down, you might consider the forward extending headers previously mentioned.
When I first tried my hand at making chambers, I used a vice with six inch jaws, 3 feet of inch water pipe, 3 feet of 4
x 2 inch timber, two F clamps (G clamps will do) and a lot of sweat and time.

I clamped the wood and the pipe horizontally in the vice, then I slid the piece of metal to be formed between the
wood and the pipe, with the smaller end of the cone-to-be at the vice end. The next step was to clamp the pipe and
the wood together so that the pipe bisected the metal from end to end.
It is important to bend from the middle outward more or less equally in both directions or the edges will creep
longitudinally and you wind up with a step where your seam ends should be flush. Too much of this will change the
angle of your cone away from you design specifications.

 
Now, little by little, work the sheet metal around the pipe clamping and unclamping and moving the metal through a
wider arc at the larger end. Then reverse the metal so that the small end faces away from the vice, and work the
other half round bit by bit.
Finally, when the cone is pretty well formed, you may find that you need to hold a piece of wood flat against the
metal and tap it around with a hammer. This is particulary so for the smaller end of the cone. You also have to be
careful to work the middle of the edges around properly or you get a belly-out which makes aligning the edges for
welding difficult.
 



I never said it was easy! Now you know why the books suggest you get a sheet metal shop to make your cones.
However, with thinner metal, cones can be bent up round just a pipe with one’s hands and a soft faced hammer.
So there it is: if you are a masochist, or just get a kick out of working with metal, what I have described is one way
of doing it by hand.
Alright, so you want to weld them yourself too! You can pull the edges together using large pipe clips, or wire loops
twisted up tight with a nail, I’ve even done this with string! Of course, you can buy vice grips and welders clamps,
but that’s too easy!
**Tack weld the edges. Start in the middle, then do a tack a couple of inches to the right, then a couple of inches to
the left and so on out from the middle. There are other sequences. Do what works for you, then weld between the
tacks working in a sequence if you must, but I just weld from one end to the other once the tacks are done.
It’s a good idea not to take the welds right out to the ends of the seams. If you have to trim a bit off the ends with
snips, it is easier if you don’t have to munch through the weld as well.You can button this seam up completely when
you weld the headers and the belly section in.
It pays to make your cones a bit longer than you need at both ends. There is nothing worse than finding that your
cone openings are too small at the belly section end and too large at the header pipe end!
THE BELLY SECTION
Make this longer than you think you will need it to be. You can trim a bit off if you need. Again, you can make
trimming easier by not carrying the seam welds right to the end for now. Roll and weld it as for the cones (only it’s a
hell of a lot easier).
THE STINGER (bleed pipe)
I hunt around for a bit of pipe of the right external diameter and "dong" the sheet metal around it in the vice with a
hammer. A small lap in the joint is fine. Just weld it up (but not with the pipe inside it. You will have the devil’s own
job getting the pipe out of the middle!)
Why don’t I just use a piece of exhaust tube of the correct internal diameter? Well, exhaust pipe tubing is relativly
thick walled compared to the sheet metal I have suggested. If there is a big difference in wall thickness it seems to
concentrate the stress around where the stinger comes out of the chamber and it cracks at this point.
This may just be because of the extra weight bouncing up and down. Certainly, you have less problems if you have
part of your stinger down inside the diffuser cone, where the weight is balanced more evenly across the weld that
attaches the stinger. The stinger pipe vibrates at a higher frequency with less amplitude on either side of the weld.
[Not the sonic frequency, of course, but lets not get complicated. It doesn’t matter as long as the damn thing
doesn’t break!]
 
 

 



Suzuki T500 Exhaust Systems

By Glen Morgan
BACK TO THE HEADER PIPE
I have seen people get in all sorts of a muddle cuting up a donut. If the cut does not go right across the centre of the
circle formed by the donut, you get an oval shaped opening that does not match up well, and you get a variation in
section where you don’t want one.

On the subject of inaccuracy; I have drawn up pipe designs for people. Two things made an impression on me. One
was how rough the translation of the design into metal often was, but the second was how surprisingly well some of
these pipes seemed to perform despite the indifferent execution of the design. The point being that, while you will
gain a useful few percent in performance by being meticulous, you seem to have to make a total botch of a pipe for
it to work really badly. So get the pipes made and get racing. You will inevitably want to make a better set further
down the track!
But back to cutting donuts: you need to find the centre of the donut with reasonable accuracy. I set a compass to
the radius of the inside of the donut’s bend, scribe the circle on a suitable piece of wood and cut it out on my
bandsaw. I then put the circle of wood into the hole in the donut and scribe my cutting lines through the centre
which is now nice and obvious.

However, I have also found that the circular lids of plastic jars sometimes come in sizes that fit pretty nicely in the
hole, and there is often a little mark in their centres. This of course saves time and suggests that God and people
who make jam are favourably disposed toward people who build motorcycles.
I suggest that you use a protractor to scribe lines at 10 or 20 degree intervals around your donut. This will help you
keep on track if you have to trim a bit off after you have cut the donut into pieces.
At this stage my advice is going to get a bit nebulous because I don’t know whether you are going to bend your
pipes all over the place, or go with a less demanding option.
Anyhow, here goes:
** tape the three sections of your chambers together with masking tape or some other sticky tape.
** hold the chambers up underneath the motor both with the back wheel in and with it out.
I am assuming that you have trimmed all the brackets and other vestiges of road bike off already. There are the
heads of bungs and other things protruding down under the gearbox on the right hand side as well. You may also
need to take this into account.
**once you have decided where you are going to place your chambers (this depends to some extent on what
amount of sectioning and rewelding you are prepared to undertake) I suggest that you tape or wire them in place
temporarily.
If you can visualise where they will go accurately, ignore this previous advice, but be warned that things can get
awfully out of shape if you haven’t done this sort of thing before.



**now you can start to work out where the the headers wil run, what bends you need and what straight pieces you
need. "TTCO" and leave a bit to spare if you are not sure about anything.
**as you cut things, you can tape them together. Eventually, you will be able to bolt the taped up headers onto the
barrels and see what you have got.
It’s a good idea to tape parts of your pipe together at every stage to see how they fit on the bike.

 
** When you are satisfied that it will all fit, you should roughly measure the length of the headers along there
centrelines to check that your header length is not too far outside the limits for the pipe design you are using. We
will have a look at doing this a bit more accurately soon.
**once you know the header length you will begin to have some idea of whether the belly section needs to be
shorter or longer to achieve the tuned length required.
Keep in mind that the tuned length is from the piston face to the mean wave reflection point, along the centre of the
pipe. When you drew up the design you will have marked this in (I hope!) but locating this point inside the baffle
cone can be a bit of a chore. More about this later.
**draw two felt pen lines from metal to metal across the tape that is holding your header pipe together, this will help
you find the relationships again when you tack weld the pieces of donut and pipe together. If you use two colours,
you won’t get them 180 degrees out by accident!

**as you peel each piece of tape off, extend the felt pen lines so that they join up, and number each piece so you
don’t get lost (it is probably 2 am by now and the once sharp intellect can get fuzzy after 10 cups of coffee and not
much sleep). I also suggest that you un-tape and weld one header at a time so the pieces don’t migrate from left
header to right header. You might not be that dumb, but I have been!
**tack weld the pieces together then bolt them to see how things are going. If it the headers look good and they both
check out as being the same length, weld them up now, but if you are not sure about anything stick with the tack
welds for now. Then with a few hacksaw cuts through the tacks you can make adjustments.
** now do a final trim of the header pipe ends of the diffuser cones so that the inside diameters match up with the
header pipe inside diameters. Check that it all fits again and make your felt pen marks to help you line things up for
welding.
You will have noticed that I use a lot of things like string wire and tape to position things. This is because I generally
work alone. If you have the luxury of an assistant to hold things in place, you can probably shortcut a lot of this. For
example, you could get someone to hold the diffuser in place under the bike while you tack it to the header.
** trim the outlets of the diffusers to fit the diameter of the belly sections, then stand them on end and measure their
length by plumbing the centre line with tape or ruler. Don’t worry if they are not exactly the same length, just write
the length on them in felt pen. There is a way to compensate for small differences.
**tack weld the belly sections on.
Incidentally, your chamber sections will often come out a bit pear shaped around the seam welds. Ideally you
should put the cones and the belly section on the beak of an anvil and strike them flat with a hammer. You probably
don’t have an anvil, so put a solid lump of pipe in the vice, slip the sections over it and strike the welds flat on the
pipe. This will usually go a fair way to solving the pear shaped probem. You will also often find that the sections go
together better if the seam welds are lined up with each other. This also means that all the seams can be positioned
where they don’t show (unless you can do welds that you want people to admire, of course).



** now to the thorny question of getting the tuned length somewhere about right - and don’t forget that the depth of
the exhaust port needs to be added to the length of the header pipe. (That tuning book that you read will have
explained about this.)
**draw a felt pen line along the centre of the outside of the header pipe. Yes, I know this gets a bit"guess and by
God", especially if the header is in more than one plane, but its near enough and believe me you won’t want to know
about the other ways of doing it!

**Now use dividers set at a small distance (1cm or ½ an inch will do and you can just use a ruler if you don’t have
dividers) to step out the length of the header along the line you have drawn. Both headers should come out as near
as dammit the same if you have worked carefully and matched everything up as you went along.
But this is your first effort at this sort of thing, right? So don’t panic if they are a little bit out. If it’s wildly out of
whack, you will probably need to go back and adjust one of the pipes anyhow, because they probably won’t fit
properly. On the positive side, this is a good thing to know before you get in deeper!
You have already plumbed the lengths of the diffuser cones, so you know what length they are and that they are
pretty much the same length. The lengths of the belly sections are easy to measure because the walls are parallel. I
usually write the lengths on the headers and other sections with felt pen because Dr Alzheimer seems to have
visited me early, and I forget easily! But seriously, a lot of us have to get our bike work done in time that is stolen
from Morpheus, because the rest of our lives belong to work, wives and kids. Stuff-ups because you haven’t kept
track of what you are doing burn up valuable workshop time. You do need to be a bit careful.
**on the drawing (full size or scale) that you did when you planned your pipe, you will have a triangle that represents
your diffuser cone. ( If you haven’t extended this out to a point, you should do this). The mean reflection point,
which represents the end of your exhaust system for tuning purposes, is generally taken to be half way along a line
that bisects this triangle. (that is, half way up the centre line of the cone) You can measure the length to this half
way point on your drawing (don’t forget to scale it up if necessary).
 

If the diameter of the belly section pretty well matches your drawing, and you trim the diffuser cone to fit, then the
length taken from your drawing will be the will be pretty well right.

So now you can add the lengths to see if your system matches your desired tuned length: port depth +
header length + diffuser length +belly section length + depth of baffle cone to the mean reflection point.

REMEMBER THAT IT SHOULD BE TOO LONG because you made your belly section longer than you needed just in
case you stuffed up somewhere! So now you can trim the belly section back till you get the right length.
now a sneaky little trick! Somewhere along the line it is highly possible that your pipes may have gained or lost a bit
of length relative to each other, and because the T500 is a twin, we don’t want this to happen. Sneak back into the



house and pinch the dressmaker’s measuring tape out of the sewing box. Wriggle it down through the pipe from the
beginning of the header to the end of the belly section. Pull it tight and mark with your trusty felt pen where it enters
and exits. Note this length. Now mark the same exit and entry points on the other pipe and do the same measuring
trick.
This is NOT the length of the pipe along its centre line but it will tell how much variation in length between your two
pipes there is.
** trim the belly sections so that both pipes are the right length to weld up to the baffle cones and, even though
there may be some accumulative variations in the pipes, they will be acceptably close to the same specified length.
** if you’re happy with everything, weld it all up and if you’ve decided on the bend-it-all-over-the-place route, go and
get some sleep. You’ll need to be wide awake for that part of the exercise.
 
 

 



Suzuki T500 Exhaust Systems

By Glen Morgan
 
TUCKING THE CHAMBERS AROUND THE BACK WHEEL
If you have looked at the photos with this article and some of the photos in the galleries on Murray’s site, you will
have an idea of the problem. I don’t know how long your wheelbase is or how you want to route your pipes, so I’ve
taken quite an extreme approach in the hope that it will cover most needs.
You will see from the photos that I’ve kept the header pipes in close. This means (see photos) that the chambers
extend well back into the area occupied by the rear wheel. I have also installed a 4 inch shorter swinging arm which
brings the chambers and the pipes further into competition for space. Added to this, the chambers themselves are
over 4 inches in diameter, so it’s starting to get reasonably crowded.
I’ve assumed that you are not going to chop out, raise and reweld the cross tube behind the gearbox ,and that you
are going to stick with the standard rear footpeg mounts for your rearset pegs. I’ve made this assumption on the
grounds that you’re keen to stop welding and go racing.
This also means that if you decide that you haven't got the time or the gear to tackle making chambers, you can
order a pair with a reasonable expectation that they will bolt straight on. The further away from the standard frame
you move, the harder it is to fit pipes from a distance. A lot of people who make pipes prefer to have the bike and do
all of the fitting themselves. After all, there is some pride and reputation at stake!
I’ve taken a pattern off the T500 pipes I’ve made so that I can form them hydraulically. Hydraulic forming has the
advantage that you can do "production runs". Once you have the basic form worked out, you can produce
variations to cater for different performance requirements. If you are interested in giving it a go, look at Michael
Moore’s Eurospares site on the net. He does a good job of explaining the basics, but keep in mind that making a
convoluted two-stroke header and chamber can have a few wrinkles in it, both of the technical and physical kind.
** I’ve taken photos for this article so that they you can see which way the bends go. Take the left side: the header
crosses over the left hand front downtube, then goes down under the engine where it joins the diffuser cone. Just
before it joins the belly section, the cone has a bend which takes it upward and outward at about 45 degrees from
under the cross tube behind the gearbox. The next bend is in the belly section and continues in the same direction,
making room for the wheel. The final bend is downward and inward, to tuck the chamber under the footrest bracket
and back in toward the wheel. The right side system is pretty much a mirror image of this.

I can think of at least one other way to do this, But however you do it, if you get the pipe nicely positioned under the
footrest and well tucked in toward the wheel, the mounting bracket can go straight up to the footrest bracket. You
need to think about this mounting business when you plan you pipe.
 
 

 



Suzuki T500 Exhaust Systems

By Glen Morgan
ATTACHING THE SYSTEM TO THE BIKE
Bell’s book will tell you what you need to know about attaching exhaust systems to bikes, so there is no point in me
writing about that here. Have a look at some of the pipes around the pits. That will give you a few ideas too.
Well, that’s just about it from me on T500 (and other ) chambers.
I’m sure there are better ways of doing many of these things. I hope what I have written will encourage people to
contribute. I’d also be happy to have people email me at - atmorgan@wave.co.nz atmorgan@wave.co.nz. A bit of
feedback about anything that doesn’t make sense or is hard to follow would be useful.
There is a copyright on this material, as I hope to publish it along with some stuff on porting and combustion
chamber modification (when I get it together). But by all means copy what’s here for personal use.
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Andrew Holley's Suzuki 500
Early History:
The bike was bought new by my brother in 1971 as a

 
T500J, after loosing his drivers licence 

for the usual teenage stupidity, he sold it and then I bought it back in Jan 1975.
Straight away it gained expansion chambers and clip ons plus home made rearsets.

In May  1975  both
 

T500  and  I headed  for England , me by plane , it by boat .We stayed  there  for 2 years
touring  around  England  and Europe . During  this  time  I grafted  a sidecar  onto  it and took  my new wife 
around Europe.

 
You would not believe how hard it is to steer and outfit with clipons and rearsets.

After  regaining  my sanity , I ditched  the  chair  and   aquired  a 20 litre  tank , Dunstall  fairing , 
Borrani flanged alloy rims and proper rearsets.

 
We then returned to

 
Australia in May 1978 where 

it
was used on the road till 1981 when i bought a new UJM.

When Post Classic class racing started back in about 1984, I decided to dust the old girl off and turn it into 
a full blown race bike, since then it has been a slow evolution  to what you see today. I dont know how
much of the original bike is left, maybe the back hub!!!  Its a bit like grandad's axe, its had 2 new
heads and 3 new handles, but its still the same old axe.

CURRENT CONFIGURATION
Frame:
Of unknown year, but heavily modified. Inspiration for which came from Collin Seeleys efforts. Basically
I removed everything above the swing arm pivot and behind the steering head and replaced with lighter
gauge straight tubes. A weight saving of 6kg (13lb) over the standard frame. With a direct connection
from steering head to swing arm pivot, the handling is much more stable.

Front End:
This was lifted from a 1972 GT750, it bolts straight on with no probs and gives you a good twin
disc brake that is more than a match for the all up weight of 136kg (300lb)

Rear End:
Swing arm is T500 shortened by 3 inches, done by removing the section between the pivot tube and the
cross brace in front of the wheel. Koni 7610 shocks are fitted.

Motor:
Crank is standard. And seems to tolerate 8500 rpm quite well, I rebuild my own and usually get them to
about 2 thou runout.

Exhaust ports are raised to 35mm and about 50mm wide.
Inlet ports are dropped to 108mm.

I leave the top end of the transfers alone except for cleaning the dags
out. The bottom end of them gets cleaned up and matched to the crankcase.
Cylinder heads are TR500 reps, made by Dave Andersen.

I have fitted straight cut primary gears as these relieve a lot of side loading on the crank, letting
it spin up much quicker. Thes are also by Dave Andersen. Only draw back being the turbine like whine.
Clutch is fitted with heavy duty race springs meant for a GSXR Suzuki.

These normally make the clutch action very stiff but this was fixed by ditching the screw operated clutch
throw out and using a pivoted lever.

Carbs are Mikuni VM34SC's

Ignition is currently back to points with Bosch GT40 coils. Simple and reliable, backed up by 2 coils
from the alternator feeding through a full wave rectifier to a regulator and a big electrolytic
capacitor. No battery to worry about charging up. And you get voltage as soon as you swing the kick
starter.

I have been through several ignition systems, including Pirahna, modified GSX and GT500. I might
get the soldering iron out and do some more tinkering. Timing is set to 2.60 mm BTDC.

Exhaust System:
Custom made by RIck Roberts here in Sydney. He does beautiful work, his welding is a work of art. Its
even quiet enough to be used on the street. In fact for a while I had it registered for the road while
having a break from racing. Just bolted lights on it.I have even kept the kick starter, I hate bump
starting, and the weight saving would be 3/5 ths of  f... all anyway.

Body Work:
The tank is a 20 litre alloy one, made by Read Titan in London.
Seat is late TR500/early RG500, I like the style of it so there!! I do have an early TR500 one as well in
case any scrutineers get picky. Fairing is a TR500 replica made by Racers Edge and
suits the bike perfectly.

I hate to think what this bike has cost me over the years, at least a deposit on a house.But these damn
machines get into your blood.

Andrew Holley
1970???

 

T500

 

 Andrew Holley 1999
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Chris Bradley builds a T500 racer
Chris Bradley built a race 500 from a heap of T500 parts. His experience was published in Classic Motorcycle Mechanics
in their February 1999 issue. Chris is still living off the proceeds from writing that article and plans a trip into the heart of

Washington Farm some time this year to celebrate his new-found fame. 



Chris Bradley's T500 based racing special - Part 1

"Chris is from Newcastle on Tyne and he has been so kind as to keep me informed on his long and
arduous path to an immaculate TR500 styled T500 based racing machine. Some of the voluminous
correspondence that has graced the ether follows....a bit disorderly, but you know how it is..."

At 05:57 PM 16-11-97 +0000, you wrote:
Hi Murray,
Its good to see the T500 pages increase and I am flattered to see my pics being used. I will
keep taking photos as the project progresses. I am expecting my TR lookalike tank and seat
unit to arrive any day now which will be a major step forward and when I get my crankcases
back things should speed up a bit.
Since begining this project I have been told by yourself and others to modify or completely
junk the oil feed pump on my motor, but I am not really sure why. You explain that it takes
very little to drive the pump and it is extremely reliable, so why not leave a good thing alone ?
I would be very grateful if you can offer an explanation, Rob Greenhill is unable to answer
this question also.
It seems we are strengthening our ranks over here in blighty and there is talk of a Racing
T500 club.
We may even get a special display of racing 500s at next years Jap Classic Show at Stafford.
(If we build it will you come ?)
Its bloody misserable over here just now, were just waiting for christmas to come and go then
we can look forward to next season and som good fun.
Best regards..........Chris



Hello there in Blighty, Chris.
I am jealous of your project and look forward to the pics.
I am mighty keen to re-assure you that I am a fan of the standard oil system. I do not modify
the oil feed at all. I do set the pump to one third open and wire it there though. Full throttle
gives too much oil for racing. I also mix about 1:60 pre-mix in the tank. I'm sure I mentioned
that in my pages. It is others who go on about modifying the oil feed to the bearings. I do not
subscribe to that school. It have found it absolutely bullet-proof with that setup.
Love to come to England. You'll have to get all of the T500 Racing Club members to
contribute 10% of their membership fee to our fares, I'm broke now!!!!
cheers Murray

Wed, 11 Jun 1997
The project is coming along steady with a rear wheel now built, today I received a
replacement drum for my GT750 front brake (first one sent was chipped) GT.500 forks and
yolks (tripple clamps) now ready with trimmed down and polished sliders so I can now get
the front wheel built. Avon AM22 & AM23 now purchased and front fitted



Date: 19 Jul 1997 23:46:20
From: Chris To: Murray Barnard
Subject: Re: The postie's been
Yo Muzza,
just reporting in to say that the Femsa arrived safely yesterday. I would be grateful for any
information you have for setting the thing up. I cannot tell where the rotor needs to go in
relation to the crank as there is no keyway !
Although its a bit on the heavy side it certainly is sturdy, I hope it never falls of during a race
! it would adopt the stance of a bouncing bomb....
Bob greenhill has got a milling cutter jigged up to run inside the crankcase of T500s using the
mains as a rotating point for the tool. He then machines the crankcases perfectly round -
around the crank webs and is then able to make stuffers cut from alu pipe to fit within a few
thou of the crank. ( how about that )
Progress on the bike has been slow lately, now I have the ignition and as soon as the bloody
ponds finished I can get cracking again. Hope your well and things are drying out a bit over
there,
Your bestest fan ever,
Chris......
Yo Muzza,
The Femsa's great, although heavier than I had imagined ( have you got one made in
Titanium, Unobtanium,Dis-appearium, or Re-appearium ? ) Cos there much lighter.
I should have some good pics of my frame soon, as modified by outfit racer Tony Baker. A
great welder and very clever engineer. I will let you have a one in due course. It may serve as
an example for your apostles.
Chris....

Date: Wed, 30 Jul 1997 21:09:10
From: Chris
Subject: Racing Suzuki T500's
Yo Muzza
Things have gone mighty quiet around here,
Thought I had better give you a shout.....
The Femsa is going to be O.K. I have been making a new mounting plate from Dural, and the
motor is stripped again for more mods.
Rob Greenhill says thanks for putting his name up in technicolour and is enjoying the info I
pass on to him.
Rob has offered to make me some stuffers, so I have to send him my crank-cases down to be
machined to take them. (as were the factory racers) we thinks.
I have also introduced bob to Martin Crooks who is also interested in some stuffers. When we
start the T500 Racing Association we may be looking for a president...Sir. Another
development is that there may be a Post Classic event to be held with the Manx on the Isle of
Man next year. This would mean you may see T500's racing once again around the Island.



In accordance with the tuning data sent in by A.G.C. I have got my brother-in-law on making
some 2mm base gaskets out of sheet alloy using E.D.I. (Spark Erosion) and we hope to flog a
few if we can.
Best Regards......Chris.

Stuffers for the crankcase

Stuffers fitted in the machined crankcase
From: chris bradley
To: pindan@hotmail.com
Subject: T500 expansions
Yo Muzza,
I have also got some interesting formula from Rob Greenhill which was written by an
Australian chap named Alexander Graham Bell.
My pipes look good but the formula suggests that my motor will peak at 5898 RPM.
I know you say that the pipes need to be long on a T500, but Mr.Greenhill reckons they
should be about 1 metre from piston face to point of convergance of the baffle.
The T500 racing circle widened the other day when a journalist from Classic Motorcycle &
Mechanics contacted Rob Greenhill. A guy called Don Leeson. He too has just built a T500
Racer. If he's on the net I will URL your website. We are trying to get a stand at the classic
show next year for T500 racers, wouldnt that be something, you must get if we do it. Anyway
theres a bit of interest brewing over here me thinks !



Lightweight crank and stuffers



Chris Bradley's T500 based racing special - Part 2
"The continuing saga of Chris Bradley's successful attempt to build a T500 racer...with some fabulous
shots of the finished product."

Date: Fri, 02 Jan 1998 13:07:31
From: chris bradley
Subject: latest project pics & Greetings
Happy New Year from the Motherland.
I have sent some more pictures which I hope will keep you tickled. Things aren't progressing
too quickly, but even with a plastic bag on the fairing looks trick.
"Looking good! Chris
I always found it difficult to put a real TR500 fairing on a standard frame. The dimensions
are all wrong and the engine, forks and bars get in the way. Is your fairing a TR fairing or is
it designed to fit on the T500?"
Date: Fri, 09 Jan 1998 17:38:24
From: chris bradley

Yo Murray,
The fairing came from TGA racing and cost just under a £100 with the screen. Your right it is
a bit of a neat fit but I think it will be ok. It's well made and I can recomend it. I will let you
know if I have any problems.
Please don't tease me about the weather!
Freezin me bollocks off.....Chris.
Had a guy come over last night after a main gearbox shaft, the one which wears out if the oil
is too low. He said he had tried all over the world and can't get them anywhere. Anyway, I
said he could have the one from a daggy old gearbox I had. Just had to get it out himself.
Blow me down if it wasn't absolutely pristine. The gears and bearings looked new. Oh well,
wonder what it was worth?



cheers
Murray
Yo Muzz,
Know what you mean about the gears. Mine was gone on 5th also.
What I did was to press the gear off, machine the boss of the other side in a lathe and press it
back on the other way. As the teeth are symetrical. Then for good measure as the surface
interference is a lot less I had it tig welded back on on the inside. Me mates got the lathe and
the press, and the welder charged me £5. Not bad for a recon gearshaft.
You know we have not seen any snow yet over where we live, its definately getting warmer. I
expect it will be much hotter in W.A. next year.... Have a beer on me mate ! and stay cooooool
Chris.

Les Trotter's old pipes
At 09:49 AM 29-11-97 +0000, you wrote:
Yo Muzza,
Now that I have some more pics of the project I thought you might like to see them.
Altogether the tank & seat with oil tank fitted seperately underneath came to £239 or A$480.
The tank looks like a TR. but has cutaways to locate onto the standard tank mounts. This is
just to prevent any forward movement. The whole thing sits down onto the frame with C.N.C.
accuracy. I am pleased !

Last week I gave my heads to an ALU Welder to fill. Rob Greenhill has the techo to machine
a squish head so the motor is still being worked on too. (can't wait to start building in
earnest)
Regards........Chris
Date: Sun, 15 Mar 1998 00:56:50 +0000
From: chris bradley
Subject: In need of some bits !



Yo Muzza,
just thought I would keep you up to date on the o'l project. I just spent today stripping the
frame properly and polishing the tubing ready for a coat of paint. I just had some 'top hats'
welded in to take the coils just below the headstock. They match the ones I am using to mount
my rearsets.

Swing arm is shortened but only by an inch as I can only get the back wheel so far forward
due to the way the pipes fit neatly around me back tyre.
Tomorrow the frame gets painted and the first coat of white basecoat goes on the fairing. Still
a bit of work left on the motor, gotta smooth the tops of me pistons and then measure the
squish clearance, then get the barrels turned down to fit. After that Its down to assembly and
make some rear set mounting brackets and I think I will make my own gear and brake levers.
I think I will take a week from work when all the painting is done and get stuck into finishing
the thing. It's gone on long enough has this. I wanna see the thing go.
I seem to be having a real job trying to track down some dust covers for me fork sliders Muz.
You can't help me out here by any chance ? Suzuki don't make them any longer for GT500
forks and I am struggling to get some second hand.
Best Regards.........Chris
From: chris bradley
Reply-To: c.bradley@virgin.net
To: pindan@hotmail.com
Subject: The End is Nigh



Yo Muzza,
Well Its starting to look like a racing bike. The construction work is completed now, just nuts
and bolts missing. Every thing is Stainless including the wheel spindles and engine sump
plugs and crankcase bolts, so it should stay pretty for a while.
The bike feels really light but I hav not had a chance to weigh it yet. Perhaps I can get it on
two pairs of bathroom scales for a rough idea. As yet the bike is still totally dry.

I still need some carb jets and needles, and I am not happy with the throttle cable I have on,
there are elbows on the cables just before the carbs, these would have been OK on a standard
machine but as my carbs are much closer to the barrels it is putting some strain on the cables.



"Femsa ignition fitted, sourced back from Australia where it had graced one of my machines.
Chris had to do a lot of work to tidy it up, make a lighter backing plate and repair the wiring.

Looks good!"
I had to buggar about with the Femsa to get a spark on both plugs, anyone walking past my
workshop that could understand swahili would have blushed. The wires are corroded right
back to the resin so I had to break big lumps off it to get to good wire. Its OK though. Sort of
thing you have to expect from something that old.
Anyway here are some snaps to look at, I will scan the proper shots in good time and let you
know when it goes.

Hope you are all well down there, It must be cooling down now as its warming up here. Best
Regards........Chris
5 April 1998
Thanks Chris,
To weigh your bike just put the bike on a stand and put the scales under the front wheel, and
then do the same under the back wheel. Add them up..that way you can also work out the



front/rear bias. It works, try it. One set of scales is all you need.
My modified road bike was about 148 kgs....lot less than the 182 kg road machine. the race
bike I think was 135 kg...but we didn't run a light-weight crank at all. At that weight they
chuck beaut wheelstands.
Your bike looks just great...I am so jealous, wish my looked half as good. I guess after a few
seasons campaigning the shine goes of them.
Sorry to hear that the Femsa was a bugger, it is getting long in the tooth though. Make sure
the timing is advanced enough.
cheers
Murray



Chris Bradley's T500 based racing special - photos of the finished machine
"Chris has built a beautiful T500 based replica...wish I could see the real bike..but these pics have to do for now..!"







SUZUKI 500 FANATICS
Chris Bradley builds a T500 racer - Chapter 1

T500 SUZUKI. PROJECT- SERENDIPITY.
Chapter one

It was about August time 1976, I happened to notice a feature on the front cover of Classic
Motorcycle Mechanics while scanning the magazine rack in my local supermarket.

The photo showed a rather mint Suzuki T500. I used to own one of these monster two strokes and
always regretted selling it. Looking at the cover photo brought back a few memories, and I even

considered the idea that it may even had been the very bike I had owned some nine years before.
Not pondering over the image too long I continued on my way.

Chris's T500 and wife



I travel with my job and get to visit West Yorkshire  about once a month.  It is there I meet up with 
my

friend Roger, usually for a meal at the Huddersfield Hotel where I stay over. Roger is a great
engineer and can produce just about anything on his lathe, but also specialises in BMW's.

Everything from Spline drives to exhaust threads and much more in the specialist (one off stuff).
One night while enjoying a meal together I happened to mention the magazine I saw on the news
stand featuring the Suzuki. How I wished I had kept the one I had owned. I once rode it to the Isle

of Man on a trip to visit relatives. It's not such a long trip for me really. Just over two hours from
where I live in Tyne & Wear. But a great journey anyway.

I remembered also that at the time I had pondered the idea of putting the bike( albeit in superb
condition) into a racing livery of the period. I knew that Crooks Suzuki used to race at the Island TT
.
And a T500 had won a production class one year. Being very ignorant about the racing world I had
no idea about how to go about it, and very quickly gave up the thought. All of my enquiries fell on
stony ground and in one call to Bran Bardsley I even managed to get myself branded a sexist. I

asked a young lady who answered the phone if I could speak to one of the chaps who knew about
Suzuki T500's. I will never forget the final words of the chap I spoke to- who said ( before putting

the phone down on me) " She knows more about Suzuki T500's than you will ever know"
"Goodbye" Obviously referring to the lady who answered the phone. There's a lot to be said about

a man who sticks up for woman's liberty.
When I had finished rambling, Roger told me he knew of someone who was selling a Suzuki T500.
I really wasn't interested because at the time I could not afford to buy the magazine never mind a
bike. Anyway I had just gone completely overboard restoring a Yamaha TY250 trials bike. If the

new owner reads this he will know what I mean !
Next day saw me working in the Halifax area where Roger has his workshop. I decided to call in for

a brew and say hello to some friends at J.M.S Motorcycles.
While we talked, a motorcycle appeared and came to rest just outside the workshop doors. (Funny
how motorcycles just appear!) Roger looks at me and says "T500" nodding towards the rider, now

dismounted and heading this way.
Was this fate taking a hand in things ? I wondered.... We soon got onto the topic of T500's and it

was confirmed that the said item was for sale. Well it must have been fate because I ended up the
proud and surprised owner of a Suzuki T500. Actually what I ended up being the proud owner of

was a pile of scrap. Or so I thought.
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On arriving home I could see that the beast had been used as some kind of a race bike before. Hence half
the bits I needed to build a whole bike were missing. In the interests of saving weight I guess. But there

were plenty surplus bits. I tried to make some kind of order out of the boxes and tins of rusty gearbox parts
and was disheartened to see how badly things had deteriorated.

Years of corrosion and rusty oil came from the crankcases and in the end I realised that a crank would
have to be re-built. There were three pistons all of different sizes, five cylinder heads, two sets of barrels
that needed a rebore, two and half crankcases, two pairs of expansions, it went on. Too many of some

parts, and some missing. I decided to shelve the idea for a rainy day, a very rainy day!
A couple of weeks later and I find myself looking at more stuff in the same magazine about T500's. Is this
some kind of a revival or something ? I wonder. I read an article about a comparison between a T500 and
a pair of RD400 Yamaha's, all of which had been re-builds. The guy with the T500 was Alex Clapson, who
turned out to be wheeling and dealing in T500 bits. What caught my eye in the photo's of Alex's bike were

his expansion chambers. I had never noticed a pair of these on a bike before, they were Allspeeds.
I started to get idea's for building a special, and these would be just the ticket. So I rang the number given
in the article and spoke to Alex. He later sent me a list of stuff he had, and we discussed a rough deal on

the phone for the bits I needed.
I was able to do some swap's with Alex for all the stuff that I had surplus, and came away with a brand new
pair of pistons and the Allspeed expansion boxes I had so admired on Alex's bike. That was to be the first
of two trips I made to Swansea to see Alex, but there were to be many phone calls and letters to follow.

Given this new inspiration and enough bits to build a motor, the battle commenced. The crankshaft was re-
built using new pins, seals and bearings. I was able to assemble a gearbox with all the bits I now had, and

with the help of a Haynes manual I went to work. Roger built the crankshaft for me. The guys a genius.
The gearbox on the early T500's had a problem due to oil starvation to the fifth gear, causing pitting and
severe wear. You won't believe this but mine was pitted with severe wear. You can't buy new gears, so I

got round it by pressing the gear off the shaft, turning the shoulder down off the other side and then
pressing it back on again the opposite way. I then had the gear Tig Welded on the inner side for good

measure. Time will tell if it works or not. Roger did the turning down.



Engine built, I then started on the frame. I got a Dresda box section swinging arm off Alex but this turned
out to be a bad move as it just would not fit the wheel and hub assembly. I tried to locate some side panels

that I could use off other bikes, and a BMW seat cowl was adapted to take an oil tank. I have even got
photographs of this but your not going to see them. Boy was this turning out to be some freak of a bike.

....... I went to see Crooks Suzuki in Barrow in Furness.
Now here I am, looking at proper racing Suzuki's, and liking what I see. I told one of the guys there (Mike)

what I was trying to do and expected to get laughed onto the street, but that was not the case at all.
Everyone was so helpful and understanding, it was great.

They all seemed to have a great enthusiasm for Suzuki's especially the old ones, and this I found very
refreshing. I asked question after question and was never made to feel a nuisance. And in doing so

developed a desire to make my bike look like one of the racing Suzuki's that adorn the showroom on
Crellin Street.

I was able to get all the new bits I needed from Crooks Suzuki and even some second hand spares I
needed too. Not to mention the advice which I was to find invaluable.

In addition I was given two contacts. The first one was Peter Keyte, Custom Tank & Designs. And the
second one was Tony Baker.....Frame builder.

First I went to see Tony to ask if he would do the modifications to my frame. I explained that I wanted a
bike that would look like a racing machine of the seventies but be used on the road. Talking to Tony (who
by the way is a very successful outfit racer) made me realise that I was just buggaring about, and with his
help and advice began to think about more serious issues. Tony had some great ideas and it turned out
that he was very familiar with the geometry of the T500. I left my frame with Tony and continued in my

thirst for more knowledge of racing machinery.
We heard on the grape vine that Lee Brothers, a motorcycle dealer in Hebdon Bridge was having a clear

out, and was filling a skip outside the shop. Roger and I had to investigate. Boy was this a find. Among the
boxes of levers, indicators, and a fair bit of rubbish too, I rescued Two Brand New rear brake cables for a

Suzuki T500. A lovely pair of Tommaselli levers (New in a packet). And spare's I was able to do more
swaps with, including a fist full of various cables.

Roger donated a pair of Dunstall Clip On's which he had lying around. Things were definitely on the move.
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Over the next few weeks I started buying any magazines that had pictures of racing machines. I
was studying how the rear set mounting brackets were fitted onto the frame. How does the fairing

attach, what kind of wheels do I need. It was no good, I needed to go and look at some bikes.
By this time there were two questions in my mind that were already answered. 1) that the front
brake was going to be a double twin leading shoe drum. Only one reason for this I am afraid to

admit, and that is that I just love the look of the things. And 2) I was determined to use the original
T500 2/stroke oil tank filler cap which has OIL stamped in the middle of it. We all have our little

fetishes, and there's two of mine.
I heard that there was some motorcycle racing on at Croft Circuit which is about 30 minutes drive
away. More importantly for me there was to be a classic event. Needless to say I went. Not just to

watch the racing but to get round some of the machines in the paddock and see how they were put
together. It was a dry day so I decided to go on my bike, a Yamaha GTS 1000. I thought I might

blend in a bit better dressed in my bike gear. (who cares really) As I got just beyond the toll booth I
scanned the area for something to look at. The first machine I could see looked like the sort of thing
I was interested in so I made a bee line for it. As I got closer It seemed to appear a bit familiar. " No
it couldn't be". I don't believe it. It bloody was ! What I later learned to be, a Spondon frame Suzuki
T500. I tell you the hairs on the back of my neck just stood up. Is someone up there pulling strings
for me or what ! It seemed the hand of fate had been played once more, but boy was this getting a

bit spooky.
The rider of the Suzuki told me he was winning his class although he believed the engine was not

in a high state of tune. He also told me that he had a couple of seasons racing without looking
inside the motor once. This gave me great confidence in my own project and tempted me further

towards the racing scene. One of the other riders a fella called Mark was very helpful and
recommended that I use a Femsa ignition system on my motor if I can get one. He also told me of a

chap in Australia who has a web site with loads of info about T500's. This I had to explore, and
although I was not on the internet then, I am now.

What followed was to be a long and lasting relationship of exchanges between myself and a
brilliant guy called Murray Barnard. TR500 motorcycle racer, and a hell of a writer. 

After several letters to and fro I was given even more help in filling in the blank spaces in my still
ignorant brain. I even persuaded Murray to sell me the Femsa ignition he had once used on his

TR500. Things were getting even more interesting.
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Another trip to see Alex got me a pair of GT500 forks which would prove better than the older T500
ones. Then I went in search for some wheels.

Stafford bike show was coming up and I was told I would surely get fixed up with something there. I
had never been to Stafford but I can honestly say It was the best day out ever. My pal had to drag

me away at 4.30 just so we could get home at a reasonable time. And guess what ? ...I got a
superb pair of flanged alloy rims for £19 each. They were brand new shop soiled Yamaha rims

already drilled but I gambled on the drillings being about right.. ( they were perfect).
Talking to Graham Boothby from TGA Racing one day got me the front brake I had wanted.

Graham told me he had just brought five new GT750 front brakes in from France, which had been
forgotten about. £250 got me the brake and twin lever, and the whole lot polished up real nice. I

later got my fairing from TGA for £100. Its good quality and I can recommend it to anyone.
One of the first jobs was to junk the old cup & cone steering bearings and replace them with taper

rollers. I came by a set of yokes with a good strong feel to them and about the right offset and
width. (They could well be Suzuki) A little engineering saw them accept a pair of bearings and later

I spent some time removing the excess weight from the bottom yoke which also improved the
looks.

One evening totally out of the blue I received a call from a fellow called Mike Thomas. Mike was
racing Honda K4's and was thinking of using a Suzuki T500 front brake on his Honda. It turned out
he had been speaking to Alex Clapson who had told him I had one for sale. Mike was also working
on restoring a Robinson 4ls front brake but it needed some real work to get it back to original. While
we spoke Mike told me about a friend in Mid-Glamorgan who was also interested in T500 Suzuki's.

Chap named Rob Greenhill. I never gave it another thought and then a couple of weeks later I
received another phone call. ( Thank goodness) from Rob Greenhill. Motorcycle Racer and

Engineer, also Expert on many things including T500 Suzuki's .
After several exchanges of kindness and urine taking Rob introduced me into the world of the Two

Stroke Tuner. Everything from Graham Alexander Bells theory on expansion pipe lengths to
machining the squish on cylinder heads. Rob is a real perfectionist and when he offered to make
me some crankcase stuffers and machine my crankcases I wasn't going to say no. Later we got

onto cylinder heads and how we needed to locate a welder who could fill up our combustion
chambers with aluminium at a reasonable cost. My old mate Roger new just the man to do the work
and so we commissioned him to weld my heads first, and then when Rob saw the work he sent me

a pair of his heads to have the same done. Fitting crankcase stuffers is of course to replace the
volume of any material removed when lightening a crankshaft. Embarrassed as I was, I had to ask

Roger if he would do the job (again). He's a real mate and he agreed to lighten and rebuild my
crank once more.

Squish heads increase the compression and combustion therefore making for more power. Extra
weld on the topside of the head is required to retain the wall thickness and I hope will also add

strength. I remember cracking a cylinder head when I owned my standard T500. It seems to be a
common fault on this engine.

There has been some recent theories on the subject of crank stuffers. Some would say that they
are not needed, and the signal from the engine and the expansion pipe dimensions control the

power. Others say that only partial stuffing is required if you can get the volume in the crankcase
exact. Wherever exact is. Me, I decided to go with the tried and tested, Rob made the stuffers and

machined my crank cases to accept them.
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On my next visit to Crooks Suzuki in Barrow another problem became apparent. As I chose to use
18" wheel rims the Allspeed expansion pipes would probably ground out. This had me really
worried, I felt like every move I made had some kind of adverse action. Being a novice I was

learning by my mistakes.
Crooks to the rescue. Les Trotter who was made famous last year when he entered aT500 in the

Manx Classic held on the Isle of Man. Famous because the race which is for machines dated up to
1968 and is dominated by Manx Nortons and B.S.A's etc. and is not for the likes of a Japanese oil

burner such as Les Trotters. However, Les, in association with Crooks Suzuki had proof that T500's
were racing in 1967 and placed an entry for the race. It shook the Classic racing scene and created
an uproar of protests from people involved in the Manx Norton industry. You see the T500 is just too

bloody fast for a Manx Norton, (in the right hands) and there would have been a flood of T500's
being built and entered for the race. So they banned it, but nice try anyway Les.

Where was I ? Oh yes. Les had decided to try a shorter swinging arm on his machine to improve
handling. This would mean using different pipes to accommodate the back wheel. So I bought Les's

old pipes and he got some new ones.
Alex Clapson took my - his-? Allspeeds back and every one was happy.

It was about this time I started thinking about a fuel and oil tank. Crooks were also putting
something together by way of a Café Racer seat unit. Something that would fit onto a standard

frame without modification for those not wishing to take out the hacksaw. I t was a consideration at
the time until I spoke to Peter Keyte.

The T500 motor can be run on pre - mix only, by making some modifications to the crankcases.
Allowing fuel mix to access the outer main bearings. Because the lubrication system on the T500 is

so good already, I decided to keep the oil pump and have a supply tank in the seat.
The oil system pumps oil to the barrels and outer main bearings. Oil from the bearings is then

forced by a centrifugal thrower along a hole in the crank pins to feed the big ends. What could be
better than that. Yes I decided to keep the oil pump and then I could also use the T500 standard oil

tank filler cap too. (sad isn't it ).
I rang Peter Keyte and discussed with him my requirements, I also sent along some photo's of

TR.500's I had down loaded off the internet. Courtesy of Murray Barnard.
Pete was well aware of what I needed, and able to offer me some good advice. In addition he had a

frame for a T500, left him by Don Leeson, who was also building a T500 racer.... That's bloody
handy I thought. Another Coincidence ? Pete also showed me a photo of a genuine TR500 that he
had done some work on owned by a chap called Dave Evans which looked great. Pete could build

me a seat and also include an oil tank, inside but separate. I got Roger to make me a threaded
neck for the oil filler cap and that was that. I waited a couple of months for the bits from Peter and

when they arrived. Well I was delighted.
Although the genuine TR500 racers had a huge screw on type filler cap I felt that a standard Monza

cap would be more practical and safer. Peter agreed and I think it looks OK.
Once I had some body work the thing started to look like a motorbike.

I set to work on some sheet aluminium and crafted myself a rear mudguard. Because the T500
frame is made from fairly thick pipe I was able to attach the mudguard with M5 round head socket

screws, by drilling and tapping the frame.
I also managed to save some more weight off the top frame tubing when I was able to see where

the seat would go. It really is a heavy lump, and needs to be trimmed wherever possible. More and
more I could see a racing bike in the making.

The real tuning part of building a two stroke racer is what you do to the barrels, and the exhausts.
Good advice would be to make changes to port timing in stages until you arrive at something you

can manage.
As Murray Barnard had already done a hell of a lot of work studying this subject and has made the
information available for us free, I decided to base my motor on something he had tried and tested,

plus a little bit. I only hope I can ride the thing.
Spares for T500's are still relatively cheap so it doesn't do any harm to have a few pairs of barrels

and experiment a bit with different dimensions.
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If you can afford it a close ratio gearbox and straight cut primary gears are also an advantage.
Murray's Web site has loads more info on this subject, and loads of great photographs.

Once I had all the components together I could begin assembly. It was important to bolt everything
together before painting just in case something needed to be changed to fit.

I ordered my fairing from TGA racing and the front mudguard was ordered from MPS. TZ. Tank
mounting rubbers and twistgrips came from Padgett's at Batley West York's, as did the final drive

chain. Time came to plan a colour scheme.
I did like the colours of the original team Suzuki's and using Murray's Web Site I scanned the

images until I came up with a scheme of red and white. ( very imaginative ) but effective.
Although I am a fair old hand with a spray gun I asked my pal Roy if we could paint in his garage as
my wife is not keen on the smell of thinners. Nor is she keen on the over spray which once found its

way upstairs and settled on the skirting boards.
We painted the frame first and graphics were ordered for the tank & fairing. I then matched the red

paint to the graphics to make it look that bit more professional.
I made some rear set footrest brackets from Dural. A tip for anyone trying to cut this stuff is :- Use a
jigsaw and the coarsest blade you can find. I use a Bosch and choose the yellow painted blades,

together with some light oil for lubricant. This will turn an almost impossible task into a breeze.
Roger made me a stainless steel outer cable arrester for the rear brake, and I shortened the cable

to fit. The brackets attach to the frame by two m8 bolts that screw into top hats which are tig welded
into the frame tubing. The coils attach in a similar way near the headstock.

Footrests were also turned by Roger from aluminium and display some fine knurling. The rear
brake and gear levers came from a set designed to fit a K series BMW I got second hand. I think

they are available from M&P.
Crooks Suzuki supplied the front brake cables ( already shortened to accommodate the different

handlebar height.
I decided to take advice from Murray on shocks and fitted Koni's. Tyres are Avon AM22 race

compound. Again recommended by Murray.
A visit once again to the Stafford bike show in September 97 was a bit of a get together. Mike
Thomas, Rob Greenhill, Alex Clapson, Martin Crooks and yours truly. Rob picked up a pair of

barrels for £15 and also a pair of standard pistons for £35. and I got some 34mm racing Carb's
which turned out to be a mistake. Some more advice. Never buy second hand carbs unless you
know where they came from, and what they will cost to re-jet. I paid £80 and then spent another

£70 for bits. A new pair already set up would have been £180.
Rob gave me the settings for his carb's which were confirmed as OK by Allens. If your interested....
Pilot jet 60 Main jet 250 Slides No.2 Needles 6D16 Needle jet - Q-O. The Factory Racers ran much

leaner than this, but then they could afford to.
Perhaps next year we could increase the gatherings with other devotees of the T500. Les Trotter,

Don Leeson, Dave Evans, and there must be more out there.
Just to finish the job off with a real touch of professionalism, my best friend of some thirty odd years
Clive Dickinson, who is a top advertising photographer in Newcastle Upon Tyne, offered to do some
studio shots of my bike.( Image Photographic) .....WOW. A real nice way to compliment 18 months

graft.
It has been a strange set of circumstances which have brought me to the present day. I have

always believed that if you really want something to happen and apply all of your energies to it,
then it will happen. Henry Ford once said " Whether you think you can, or whether you think you
can't ...Your Right" But somehow I feel as if I have had some kind of guiding hand. Rob Greenhill
suggested that I call the bike Serendipity. And you know I think I just might, when I find out what it

means.
It has been a tremendous learning curve for me, and I have met some great people during this

adventure, to whom I am eternally grateful.
All I have to do now is to learn to ride the thing and find some dosh to go racing. This will be the

start of another learning curve for me, and perhaps the financial ruination of me too. However I am
looking forward to the future and having some good fun.

Murray has just told me that Ray Battersby writer of " Team Suzuki" has recently been in touch with
him. Also Frank Whiteway who won the production race at the Isle of Man in 1970 on a T500.
I think we may see a new era dawning for the T500 Suzuki, I built my TR Look alike for about

£2,000 although I dad a lot of help from friends. You can still build a budget racer for around that
and get good performance at low maintenance costs. You never know! This could be the dawning



of a T500 revival and with enough of them around perhaps a class race could be developed, and
Les Trotter might get to ride a T500 around the TT circuit after all. Remember Henry Ford !

My thanks go to the following useful contacts.
Roger Bennett ... Engineer....Crank Rebuilds....Special Parts 01422 341862
Rob Greenhill... Engineer...Stuffers..Heads.....Special Parts 01443 431198

Tony Baker Engineer...Frame Builder....Special Parts 01768 881653
Peter Keyte Fuel Tanks Seats (aluminium) 01386 554136

Crooks Suzuki New & Used Suzuki Parts.....Advice 01229 822342
Alex Clapson Suzuki parts T500....X7..... 01554 758145
IMAGE Photographic ( Clive Dickinson) 0191 2688000



Eric Kalamaja's Suzuki 500
Date: Sat, 17 May 1997
From: "Eric F. Kalamaja"
Reply-To: sundialm@iag.net
Organization: Sundial Moto Sports
Subject: Another T500 Photo
Hello Murray,
Here is one from Daytona 96 3 days after I crashed it at Roebling Road, Savannah, Georgia at 110 miles an
hour in practice after one of the british bikes blew up and the rider went all the way around the track to pit out.
Depositing oil in all the corners on his way. He never heard the end of it at that race and Daytona as he was
used for an example. Several bikes went down that practice, no major injuries but alot of made people and
messed up bikes. the Norton that was passing me on the outside also was taken down by me and for some
reason held a grudge against me the whole day long. And he raced the next day. I couldn't even move my
throttle hand or left ankle. My bike was a mess; no seat, no windscreen, no brake lever, right exhaust tailsection
smashed, dents all over the tank. My helmet was destroyed as were my gloves and my new AGV prexport boot
were very well broken in.
With the help of my friends, some beer and lots of aspirin I was ready for Daytona 3 days later.

Date: Wed, 21 Jan 1998
From: Eric Kalamaja
Organization: Sundial Moto Sports
To: pindan@hotmail.com
Subject: Hello
Hi Murray,
Long time it's been since I have written you. My T500 Vintage Racer in a modified RD400 frame is coming
along just fine. Hope to send you some pics of how it looks soon. Because Daytona is not far off and all I have
at the moment is pieces. But I work well under pressure.
Couple of things to note: The letter from the guy in Texas on the cost of pipes from John at Jemco Pipes is
$350.00 US not $250.00 and theses pipes are well made. I ordered a set and got them in a week. Built from



scratch. From experience they work well. Gregg Bonelli won with a set on his street based T500 in Formula
500 at Daytona last year with a real TR500 just behind him in second. They are also on the one in my picture.
I'm going no nonsense on mine for the wins this year. Wish me luck.
Date: Mon, 20 Apr 1998
From: Eric Kalamaja
Organization: Sundial Moto Sports
To: pindan@hotmail.com
Subject: my new bike
Murray,
I just finished my new project and have raced it at Daytona placing 13th of 35 bikes out there. My best finish so
far at Daytona and this without having sorted the bike out before I raced due to lack of time. It was done at 2am
in the morning of my first race at Roebling Road in Georgia the friday before Daytona. We had departed
Orlando Florida at 4am and arrived at the track by 11:30am with half a practice day left. The bike ran well
though a little rich and the gearing was not correct. After having set things up fairly well considering the time
and specs available all was going well when going down the straight to turn one the bike quit and the rear wheel
slightly locked, I managed to pull the clutch in and coast to a stop figuring the bike was toast. Upon returning to
the pits and further checking it turned out to be a ground on my new Motoplat, whew! Couldn't afford to lose
that! the race the next day on the starts were great as I got about six wheelies on the start and at least fifth of 20
bikes going into turn one. But was soon passed up as the brakes and carbeuration was not very linear and the
bike would shut down under 6,000rpm. Gotta work on those carbs. Brake master cyl was not compatible with
the calipers and had to pull it halfway before brakes would catch. Lots of chatter too so some suspension
tunning is in order. But it was much faster than my old bike and turns in quicker and no hinge in the middle
feeling either. In the RD400 frame the bike now has a wheelbase of 54 to 55 inches depending on gear
selection.
In the Daytona race I cracked a head severely during the race with no noticeable loss of power and no sign of
seizure. I replaced those with less severely milled heads for the next days race. With lower compression the bike
was faster and pulling Ducati 750s. But alas due to the bad carberuation and brakes and having to rely on the
engine for braking going into turns at 7,000rpm to be able to pull out well I broke something in the motor. the
bike still will idle and rev but is quite noisy. Maybe a bearing. I run the pump on the second notch and use 32:1
in the tank. Will let you know what went wrong when I take the motor apart.
Here is a picture of me at Roebling Road, Georgia on the new bike. I am doing a "How to" book on it for
MOTORCYCLE SHOPPER MAGAZINE.(Ed. I hope a copy comes our way)

Regards,



Getting a head (or two)
by Glen Morgan from New Zealand

The stock T500 head is actually a good design for its purpose, but it is a compromise between
production costs and performance. The stock head is a shallow section of a hemisphere on top of a
low perpendicular wall.

Its advantages are that it has a relatively low surface area for heat absorbtion and it has little in the
way of areas where unburnt mixture can lurk, because the previously mentioned walls raise the roof
of the combustion chamber well clear of the piston. The low surface area means that there is less
area to absorb heat from combustion and this helps to keep the head temperature down. This in turn
helps to control detonation. Accordingly, a reasonably high compression ratio can be run to the
benefit of performance. ( But not the kind of compression ratio that most people associate with a
racing motor, because this design has definite limitations at higher compression ratios.)

The elimination of dead spots of unburnt mixture means that fuel economy is better because more of
the charge is doing work.

[Emission control is also better because unburnt fuel is not being ejected into the environment with
the exhaust gases, and this may have been one of the prime motivations for using this design. Even
in those days, there were rumblings in the important Californian market.]  If you consider that an
ineffective squish head can be worse in all respects than the stock T500 combustion chamber, this
simple design begins to make sense. Of course, for racing most people want more power than the
stock head can deliver reliably. It follows that most of us would like to have a more appropriate head
design, so we need to look at the possibilities that a squish combustion chamber offers. [ I'm
assuming that the reader is new to this sort of thing. If I have over simplified things, I apologise in
advance to those who are familiar with the topic.]

First up, the ignition of the fuel/air mixture does not cause a sudden explosion which drives the
piston downward. Indeed that condition is called "detonation" and it is exactly what we don't want.
Normally, a rapid but controlled burning of the mixture heats the air (mostly nitrogen) in the cylinder.
This expands the air and drives the piston downward.  There is a physical law ( Boyle's Law ) which
says that compressing gas raises its temperature. If you compress the air/fuel mixture in the cylinder
enough it will reach a temperature where it will ignite. There is a sudden engine-stressing rise in
pressure and heat is absorbed into the piston and cylinder head faster than it can be got rid of
through the cooling system.  This detonation can be initiated at lower pressures by things like hot
spots, hot end gases and active radicals. Instead of the flame front travelling out rapidly (but
progressively) from the spark plug, ignition can occur in other places. This causes all sorts of
complex thermal and chemical goings on.



I'm deliberately avoiding discussion of the role active radicals, mixture stratification, shock waves,
colliding flame fronts and pre-ignition.
[Apparently, chaos theory has gone a long way toward providing a model for what's going on, but
fractals are a bit beyond me, so I don't have anything really meaty to offer the keen engine freak]. 
For our purposes, discussion of hot end gases will get us to where we want to go. (Even though
there is a hell of a lot more to it!). As you probably already know, out on the edge of a combustion
chamber there may be unscavenged areas where hot gases can initiate detonation. A long time ago,
a British researcher, called Riccardo, discovered that inferior fuels could be used at higher
compression ratios if the deck of the head in side valve, four stroke engines was brought down close
to the piston and the mixture was squeezed into a compact combustion chamber over the valves.

There are two positive effects to this. Firstly, the mixture where the head and the piston are in close
proximity loses its heat so rapidly that it cannot ignite, so hot end gases can't cause detonation. The
down side of this is that, unless the thin layer of mixture is very thin, most of this unburnt mixture
goes out the exhaust without doing any work, as previously mentioned. The second effect of
"squishing" the mixture like this is that it shoots out of the "squish area" at quite a high velocity into
the compact combustion space and the resultant turbulence mixes the mixture up quite thoroughly.
This helps to give even and controllable combustion.  Two stroke designers adapted these findings
and put a concentric squish band around a ( usually) hemispherical combustion chamber with the
spark plug in the middle.

At this point, they had three preconditions for good combustion control: squish to control peripheral
temperatures and squeeze end gases out into the main combustion area - turbulence for a
homogeneous mixture - and a combustion chamber shape and spark plug location which allowed
the flame front to travel almost evenly in all directions.

[Once again I'm skirting around complex topics. Briefly, in answer to the question, "why not have a
spherical chamber then?" a sphere with the ignition point in the centre looks perfect but having half
the combustion chamber in the piston crown increases the surface area for absorbtion of heat into
the piston and causes all sorts of problems. Sometimes, shapes other than variations on a
hemisphere are used because they can reduce the mechanical stresses on components. I have a
Kawasaki engine with a truncated, conical combustion chamber, apparently in the interests of
bearing life ]

A further advantage of a squish area is that while the mixture under a squish band of appropriate
clearance cannot ignite, the droplets of fuel in the mixture can evaporate when they contact the
relatively warm surfaces of the head and piston in the squish area. This change of state causes heat
to be absorbed (latent heat if evaporation) and this cools the head and the piston. In general, quite a
significant part of a two stroke's cooling can come from having a slightly over-rich mixture to aid
cooling. This is particularly so in air cooled engines.

The problem from a manufacturers point of view is that, to be effective, the squish band needs to be
quite accurately machined, with respect to piston to head clearance. Variations in manufacturing
tolerances or wear in service could lead to the piston hitting the head. The result is that
manufactures err on the side of safety to the point where the occasional engine has a squish band
which is of little use. An over large squish clearance can lead to 10-15% of the mixture doing no
useful work as it disappears, unburnt, out the exhaust port. Worse still, an excessive squish



clearance can harbour hot end gasses which can cause detonation.

The Shape of Things to Come

Now we are in a position to look at how we might modify the T500's heads to get the best we can out
of what we have. It has been suggested to me that a squish band can be created in a T500 head by
machining the face of the head down until the piston and the outer rim of the combustion chamber
are close enough to form a squish band.
This suggestion does have some fish hooks in it. If the T500 combustion chamber were a simple
dome shape, this approach would probably provide a reasonably effective and simple solution. But
the T500 has, as previously mentioned, a wall which continues into the head at about bore diameter
before the shallow dome starts.
If you machine the head to barrel mating surface down as far as you can without destroying the
head's structural integrity, you will just get to the edge of the domed section. At this point, the
proximity of the combustion chamber surface and the piston may give you the worst possible
scenario: clearance which is too large to squish effectively and masking of the area by the domed
contour which characterises the shape of the T500 piston.

This masking effect could cause hot end gases to be unscavenged, and initiate detonation. Added to
this, the compression ratio will be way too high because so much volume has been taken out of the
combustion chamber. A further complication is that removing so much metal will reduce the beam
strength of the head and make head warping and gasket sealing problems a real possibility. To get
back to a reasonable compression ratio, the combustion chamber would have to be re-worked to a
deeper hemisphere inside the area which is being regarded as a squish band. To do this, the
thickness of the head would have to be reduced. This in turn would mean that the spark plug threads
would protrude into the combustion chamber.

There are a few reasons why this situation is not optimal: exposed plug threads become corroded
and carboned up. When plugs are changed, the thread in the head will probably be damaged as the
corroded, carboned up plugs are wound back through them. Direct exposure to combustion will
cause the plug to heat up and this will be made worse by less threaded surface being in the head to



conduct heat away. Further, the less "meat" there is in the head, the more prone the head itself will
be to heat up. All in all, this means of creating a squish head in this way is fraught with problems.

( I guess that one could have the plug boss built up with weld, or use a thick copper washer to raise
the plug out of the chamber, but I couldn't recommend the last solution as good engineering.) 
Okay, I'm not going to say that machining the head down to create a squish band won't work. After
all, I haven't tried it!  But I'm more than a little uneasy about it as a way to go about getting
performance with reliability.

If I started with a clean slate and was designing a squish head for my own T500, I'd design a
combustion chamber to fit my needs. I don't have a close ratio box and one of the circuits I race on
regularly is very tight, rather like a big kart track. I want low maintenance and a decent amount of
power with reliability, but I do need a bit of mumbo too, because the other circuit I ride at is a long
one by any standards and I don't want to be going so slow that I fall asleep in the main straight.  If
you can lay your hands on a typical enduro single of the same period as the T500, have a look at the
combustion chamber. That's the way I'd go - wide squish band and a deepish hemispherical
combustion chamber. This would suit mid range power and a peak at about 7500 revs. I'd be looking
for a compression ratio at around 12.5 to one, even a little less.

Right, so why don't I just fill a T500 head in with weld and machine out the kind of deepish chamber
I'm looking for? The answer is that I'd run into a problem we've seen before. The T500 head isn't
thick enough to easily get a deep chamber into it. True, I could get the face of the head built up with
weld to give the extra depth, but that much welding and machining could really cost. I could make
some patterns and get a pair of heads sand cast. It would also be possible to make patterns out of
existing heads by building them up with panel filler to increase the thickness where the head meets
the barrel.

[ Making two stroke heads is actually not such a tall order but I have a back ground (ancient history
now) in foundry work, so it's easy for me to say that. There are a few complicating factors in pattern
making, like taper and shrinkage, that need to be taken into account too. ]

But the reality is that getting heads cast is not a real option for most people, so weld filling and re-
machining is probably the main option. We've already seen that the thickness of the standard head
limits our combustion chamber design a bit, so what can we do? First of all we need to look at what
variation in chamber shape and squish band width might do. Things have moved on a bit since I first
got interested in two stroke tuning. Once 50% bore area was regarded as about right for a squish
band. (see diagram 2.) Squish was just squish - the more the better. But it turns out that combustion
chamber shape and squish characteristics can be optimised for different engine and power
characteristics. Too much squish can be less than optimal under certain conditions [There are
computer programmes which can give information about optimal combustion chamber shapes to
produce the appropriate amount of squish for certain performance parameters. Dr Gordon Blair has
published a book (very expensive) about the finer points of two stroke design and it comes with
programme discs. Also check out the MacDizzy two stroke site
(http://www.macdizzy.com/2stroke.htm) for all sorts of Two stroke design programmes.]

Basically, as I understand it, motors which are required to produce grunt at lower RPM use higher
squish velosities (like motocross and enduro engines) and road race type engines, which rev higher,
need lower squish velosities. This leads to enduro type engines with wider squish bands and deeper
hemisheres. At the other end of the scale there are road race engines with narrower squish bands
and wider, shallower hemispherical chambers. This seems simple enough, but some MX engines for
experts are getting toward the road race end of the tuning spectrum, particularly the small capacity
ones. Also, things like the angle between the piston surface and the squish surface have an
influence on squish velocity, and even the radius where the squish area transitions into the
hemispherical chamber has an influence on things.
At this stage, you are probably thinking, "This guy is not making it easy." Well, it's not as bad as it
seems because, although the old bangers we ride are a bit like a couple of 1970s enduro motors
side by side, we also tend to use our engines further up the rev range than even a full blown Mxer of
that period. From this it follows that a bit less squish (and a bit less compression for that matter)



might actually be beneficial.
This, by the nature of the heads we are dealing with, is what we will wind up with if we fill T500
heads with weld and form new combustion chambers in them.

You need a relatively shallow chamber because there is not enough "meat" in the head for a deep
one. To get the volume necessary to avoid an excessively high compression ratio, the combustion
chamber needs to be quite wide. Therefore, the squish band tends to wind up on the narrow side
and the squish velocity will be lower.

So what have we got? Something that is probably not optimal, but if we set up the squish clearance
at a minimum of 40-45 thou and have the two surfaces parallel we should be ok. (Assuming that the
engine is in good condition. If those bottom end bearings are stuffed, then you could wind up
bouncing the pistons off the heads.)
Note that the squish band will work better if the surfaces diverge slightly - around 2 degrees should
do.
[WARNING******* If you rebuild a motor, swap heads from one motor to another or buy some squish
heads from someone, you will have no comeback if the pistons collide with the heads or the squish
clearance is too great. Variations in manufacture do occur. Rods can vary in lenth and pistons can
vary in deck height above the pin. YOU MUST CHECK EVERY TIME YOU DO SOMETHING TO
YOUR MOTOR********]
If we open the chamber out enough to give about a 12.5 to 1 compression ratio with an exhaust
system that works properly, we will have enough squish band width left to do the job and the whole
plot should have more mumbo and less inclination to detonation.

Note that I am using the traditional compression ratio calculation, not the one measured from the top
of the exhaust port - see Bell's book on two stroke tuning.



The picture is of a pair of heads of my own: -

But being a glutton for punishment, I have off-set the combustion chambers away from the exhaust
port side of the cylinders. This is to shift the heat away from the hottest side and even out the
temperature across the piston crown. In theory, this allows a higher compression ratio, because the
hot spot adjacent to the exhaust port gets cooled by the wider squish area. It also makes the piston
less inclined to seize in this often critical area. It can be kept simple by just keeping the chamber
central. The plug should be moved to the centre of the chamber to get even flame front travel. In any
case, if the plug is left in the standard position, it can enter the new chamber quite awkwardly. If you
keep the chamber central, you can fill-weld the plug and put in a new central one without having to
perform much fancy surgery to the fins.
Now for the disclaimer! To work properly, squish heads needs to be set up properly. Get A. Graham
Bell's book on tuning two strokes. It's very practical and easy to follow. I can also recommend Eric
Gorr's books and writings as a step up from Bell's book (which was written a while ago now).

What I have written here is far from the last word on T500 heads. I am not brave enough to say -
"Here are the optimal dimensions. Do it like this." I don't know how your particular engine is set up,
and there could be a whole range of possibilities, depending on what you have done.
For example:
stock engine leave the heads alone.

stock engine with mild chambers centralise the
spark plugs

stock engine with a small compression rise and
mild exhaust chambers

centralise plugs and
retard ignition slightly

exhaust port mods, exhaust chambers and
compression rise

modify the head and retard
the ignition

 
This can go on and on as we get further up the tuning scale and optimal head design becomes more
critical. You may also be wondering what the hell retarding the ignition has got to do with it! Buy a
good tuning book!  It is also possible to have a situation where reducing the compression back to
standard may be a good idea. Why? Well, an effective exhaust chamber can stuff the mixture back
into the cylinder at a pressure that equates to damn near 7 psi of boost. My point is that everything is
affected by something else so buy a good tuning book!
While we are on the subject of things being affected by other things, we should have a brief look at
some of the wrinkles in fitting a squish head so that it works.



If the piston is nearly kissing the squish band at maximum RPM, there are tuners who would regard
this as optimal clearance. I've got a couple of esoteric reservations about that, but the point is that,
though too much clearance is not good, too little will wreck your engine. Rods stretch under the
stress of high RPM and things expand with heat. A minimum cold static clearance between the
squish band and the piston of 40-45 thousandths of an inch (or the metric equivalent) is generally
recommended for an engine of the size and type of the T500.
This is for an engine in good condition. If it's got a lot of mileage up, more clearance may be
necessary. In the real world, engines wear out, (and in the real world some of us go racing on what
we can afford ). So give some thought to this!
There are things like plasticine, soft solder and specialised products that can be used to measure
this clearance. Again, a good tuning book will tell you about this. It may be necessary to machine a
bit off the tops of the barrels on a T500 to get the clearance right. Do this with caution, because if
you take too much off you can't simply put an extra gasket or a plate under the barrel. Raising
barrels like this changes all the port timings on a T500.

Try to avoid this kind of scenario: you take too much off the top of the barrel, so you but a plate
under the barrel to get the right clearance. But this has changed your transfer and exhaust port
timing . You decide that an increase in transfer blow-down time will probably be ok, and you can live
with the extreme exhaust port timing if you make a new set of exhaust chambers and buy a close
gear cluster! However, when you grind out the inlet port to restore the timing there, you run out of
metal - aaagh!
Friend of mine many years ago bought a problem T500, which he told me was "hot" but unreliable. It
had a compression ratio that would have detonated alcohol and there was evidence of the kind of
nightmare outlined above. We replaced the heads and barrels with stock ones and he discovered
that "nearly as quick as a popular Triumph of the period" didn't do justice to a good stock T500. The
moral is obvious.

Have fun and email me (atmorgan@wave.co.nz) with anything you'd like to add from your own
experience. I'm happy to answer questions that don't extend me beyond my own experience, and I'll
try to point you in the direction of wiser heads if I can.

Glen Morgan

        



     

 

Hotting up the T500

with Ron Grant

Ron Grant shares his tuning secrets

Over the past few years a multitude of Suzuki 500s have been sold to a vast cross section of riders, the

majority of which were basically interested in primary transportation going to and from work, school or other

day to day duties. As might be expected, there were also a number of purchasers of these bulletproof machines

who, while they liked the longevity and reliability, also yearned for more performance.

Ron Grant T500 Hot-up Tips

  

     



There are very few two strokes for sale today that have less written on the subject of more performance than

the Suzuki Titan. Up to now available information on this particular model has been sketchy and in most cases

inaccurate and misleading. Now for the �rst time we can tell you all the tricks needed to transform the average

go-to-Sunday-meeting road bike into a stoplight contestant.

In an effort to provide our readers with all of the necessary facts and �gures, we contacted Ron Grant, who let

his hair down and showed how he goes about putting together, not only his competitive racing machinery, but

also a combination that works extremely well for road use.

One interesting sidelight is that, while the performance is startlingly different, the power spread is virtually the

same as the stocker. This in itself is unique. In almost all cases (99 out of 100), when more power is dragged out

of a given displacement you can count on losing at least a portion of the power band. Not so with the Suzuki

500.

This particular motorcycle responded very nicely to the modi�cations shown on these pages. We chopped

almost a full 1.5 seconds off the ET at the dragstrip as well as increased the top speed by almost a full 10 mph

(at the dragstrip), which in itself is certainly nothing to sneeze at. The only consideration between running at the

drag and riding on the street is the change in countershaft sprockets. We went from the 15-tooth standard

sprocket down to one that only had 13 teeth. This made a vast difference in the ET’s. For average running

around town and an occasional weekend trip to the drags, a compromise would be a 14-tooth cog providing you

don’t run the bike on the freeway all day at 80 mph. If this is your primary goal, stick to the stock gearing.

Naturally, when the bike gets �ne tuned, the rider may �nd it necessary to drop or raise one or two teeth on the

rear once you get the gearing close with the countershaft sprocket.

One nice thing about the 500 Suzuki is that because of the wide power spread the gearing is not a critical

factor as it is on many of the other late model two stroke super bikes. The engine pulls like the veritable freight

train and hills, surprisingly enough, do not seem to present much of a problem. Top speed with standard gearing

(with the rider tucked in) will be between 11 5 and 120 mph, depending on conditions and the size of the rider.

The bigger the rider, the more frontal area and a slower top speed you can expect. Let’s face it. his kind of

performance is more than enough anyway.

Another nice thing Suzuki 500 owners will like is the lack of sensitivity the engine exhibits over the long haul. It

isn’t necessary to be continually tuning the engine. Set it and forget it. If the engine is put together properly in

the �rst place, once the carburetion and ignition are straightened away, the owner can pretty much forget it just

as he did with the stocker. Needless to say, this is a radical departure from the norm on

most hopped up motorcycles. The area we feel needs the most help is that of excessive weight. The bike is very

heavy, and if it would be possible to shed 50 or 75 pounds through the use of lighter components, this would

also vastly improve the overall performance factor of your reworked Titan.

Probably the one thing that took the most time and energy to sort out was the carburetion. Ron spent a full �ve

days doing nothing but coming up with the carburetion combination outlined in this article. Rather than make it

necessary to substitute the standard carburetor (which worked delightfully), it was decided to try to utilize the

stock items in an effort to keep the cost down. As it worked out, stock carbs proved to be just �ne. The changes

were as follows. The main jet was raised to No. 260, and standard T5 needle jets and standard needles are

retained. The pilot jet was changed to a No. 35, and a 2.5mm cutaway slide is used in place of the 2mm standard

slide. Also, ignition timing was changed from 3.4, which is standard, to 3.1mm before top dead center. This

particular setup works best with the combination we are proposing in this article. Also, we may mention here

that it is imperative you retain the standard muf�ers. Do not under any circumstances deviate from the
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procedure and modifications we have illustrated in this article. To change the combination is sure to cost you

performance. Regardless of how much you think you know, restrain yourself and stick with the steps outlined

here.

In the area of cylinder modification work, we would strongly recommend sending your standard barrels to Grant

and let him do his thing to them. He knows all the trick things and can guarantee the kind of performance you

are looking for. On the outside chance you prefer doing your own port work, included here are the specifications

needed for the necessary grinding work. The exhaust is raised 1 mm, and the port itself squared up slightly.

Also, Grant recommends leaving the intake completely alone except for cleaning it up and smoothing out the

path for the incoming charge. The transfer port, like the intake, should not be altered other than cleaning it up

and smoothing the port walls to removeany irregularities and surplus metal.

If your taste should run to a combination a little more competitive, we have some additional news that may

interest you. If you opt for the expansion chamber version that can only be used on the race track, here are the

necessary modifications you will need to know before becoming competitive. To begin with, raise the exhaust

port 4mm. Like the street bike, remove the same amount from each side of the exhaust port. Here again, don’t

touch the transfer port. From the top meeting surface of the cylinder to the top of the exhaust port the

dimension should be exactly 36mm.

The intake port likewise should be cleaned up, and you can lower the bottom edge 1 mm. Carburetion

requirements dictate something a bit more sophisticated, so we used a pair of TS250 hop-up kit carburetors

(32mm) that were equipped with No. 240 main jets, T5 needle jets and a No. 35 pilot jet. The cutaway on the

slide was 1.5mm, and we used a 6FJ6 needle in each carburetor. For adapting the spigot-type carburetor mount

to the cylinders, Suzuki makes a manifold to take care of this. The part number is 13200-30700. Like the street

bike, you will want to set the ignition timing at 3.1mm before top dead center. We mentioned before, you will

probably want to use expansion chambers with this combination. The truth of the matter is it will be necessary

to use modified pipes over the stock mufflers. This particular combination only works with the expansion

chambers Grant sells for this purpose. Do not try to use the racing cylinders with mufflers or use the street

version port carburetion setup with expansion chambers. Make up your mind which way you want to go, and

then pursue that line of attack since each combination is different and precise.
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Muzza's Titan racing Archive
Some old shots of Muzza's Titan racers

Muzza Titan 500 No. 189 to the left, away in a cloud of Silkolene



CR750 Honda alloy tank (worth a mint) and a Bromlech 2 into 1 pipe with a Femsa racing ignition, went well and was great to ride. Pulled
like a train.

 

 
 



Suzuki Snapshots
Muzza's Titan racing Archive

Some old shots of Muzza's Titan racers

Brain Ferguson - genius tuner and Titan racing builder





Oiltank under the seat

 

 
 



Suzuki Snapshots
Muzza's Titan racing Archive

Some old shots of Muzza's Titan racers

Honda CR750 alloy tank - worth more than the bike!



"Old Faithful" - Never let me down

 

 
 



Suzuki Snapshots
Muzza's Titan racing Archive

Some old shots of Muzza's Titan racers

Muzza in the apex chasing a 750 Ducati

Amazing how far over we got with those skinny tyres



Blurry old shots - production racing a Titan in the early 70'
s

 

 
 



Suzuki Snapshots
Muzza's Titan racing Archive

Some old shots of Muzza's Titan racers



Production racing a T500J in 1973
"Getting her over"

 

 

 
 



Suzuki Snapshots
Muzza's Titan racing Archive

Some old shots of Muzza's Titan racers

After the 1974 3 Hour race - "stuffed" to put it mildly - it rained for most of the 3 hours!





Production racing a T500J in 1973

 

 
 



Suzuki Snapshots
Muzza's Titan racing Archive

Some old shots of Muzza's Titan racers

Racetrack practice on a T500J in 1973
Ride to the track, take off the indicator lens and headlight glass and go for it...Don't know about crashbars on a race-track though!



Being chased by a 750 Kawasaki April 1975

 

 
 



T500 Readers Tips
From: "Morris, Dan"
Subject: FYI: T500 expansion chambers maker in Houston TX
Date: Thu, 9 Oct 1997
Hi Murray,
I wrote to you a while back, a fellow Titan owner (and now a '69 guzzi ambo owner!!). A note for anyone
interested:
I've done some investigating and found that there is a company here in Houston, Texas (Jemco exhaust
systems) that makes T500 expansion chambers for US$250/pair. Sorry, don't know the specs. Includes a
built-in silencer. Whatever the case, it beats $800/pair in any country!
I called Jemco today and he claims a 10-15% boost. One of my co-workers, a vintage racer, bought an
RD350 set and says it really awakened the bike.
If memory serves me correctly, Doug Fleming responded to my email once, saying he bought a set from
Jemco.
Jemco Exhaust Systems
1919-B Blalock Dr
Houston TX 77080-0561
phone number: 713-461-3834
Regards,
Dan Morris

From: "Morris, Dan"
Subject: T500 ignition info
Date: Tue, 4 Nov 1997
Greetings again, Murray!
I have good news for any Titan fans needing ignition.
Check out the Pro-Flow website, It is listed more as an RD400-type site, but the following is a response I
received when I asked if they had ignitions for the T500:
"Daniel,
I do have a Newtronic ignition for the T500 it runs $129.95. I also carry Dyna coils that are compatible



with the ignition, $97.95. The coils are an "owners choice" item, as the stock coils will work with the unit.
The unit carries a 3 year factory warranty.
Thank you,
John Ritter
PRO-FLO
(760)961-9158
The same gentleman here at Compaq that recommended the Jemco exhaust for his race RD
recommended this ignition (BTW, let me give credit where it is due. His web site is here ):
"I HIGHLY recommend a relatively cheap addition to ANY old points system bike. Newtronics electronic
ignition. The one for the RD runs around $120 (points cost $60-$70 from the dealer). I put one on my race
bike 3 years ago. Spot on timing that NEVER changes. They're setup to 'plug and play' into your existing
wiring harness. I took my original off the race bike this last weekend (going to an RD400 motor, and it's a
little different), and put it on my street bike (which still had points). Unbelievable. Easy starts, smooth
idle, crisper acceleration. I had forgotten what it did for the race bike. I bet they make one for the T500.
Look at http://www.pro-flo.com. They specialize in RD stuff, but I know they carry Newtronics. It's
worth a shot."
All the best, take care,
Daniel Morris
Systems Analyst - Worldwide Transportation
Dan.Morris@compaq.com
Ext. 4-1923

KEEN DUTCH SUZUKI RACERS WRITE

From: "Dobben, Luc van" To: "'pindan@hotmail.com'"
Subject: Suzuki 500 Fanatics
Date:Mon, 5 Jan 1998 12:36:06 +0100
A happy New Year to you too.
Thanks for a nice bunch of articles about converting a Titan to a racing bike.
We are a couple of addicts from Holland who up till now race 5 Aermacchi replica Ala d'Oro bikes
including a Rickman framed one and one original '69 Yamaha TR2B (the one with the big 4 leading shoe
brake). A friend of ours built a Suzuki last year and did very well even abroad. We looked up an old
article from the seventies which shows you by the way of adding a 4mm gasket to soup up the bike.
In the mean time we collected 4 500 Suzukis of which one is a GT. Two frames are being altered with
loops like the TR and the front lowered and altered to 62 degrees. As we read in your article every one
puts his own ideas into his bike so we have to decide which options are best.
We are in the posession of two original TR 500 cilinders and heads which we will instal with shorter 750
conrods and pistons and have one engine with a machined down crankshaft with fillers. I myself like to
crossdrill the crankshaft like you did and wonder if you could supply more info on this like where and
how to drill including diameters. For a petrol tank we opt for the Yamaha one in fibreglass which is
almost the same as the TR's but if original models are available please forward an adress.
Seats and fairings are still available from Rob Bron a former private Grand Prix rider who still has his
TR500 and once led Agostini for several laps during the German Grand Prix until he lost power by
overheating with this same bike. He can be seen during the Centennial in Assen in May (see the last
Classic Racer on the rear) along with all the Aces from that period.



As I read in your article that original TR cylinder heads are almost unobtainable,we plan to have a series
cast and machined very soon. If anyone is interested please let us know. they are the right sand casted
ones with more cooling fins, are 8mm thicker than the standard ones, have long shaft plugs in the right
place and are properly squished. An estimate for the cilinders, which differ dramaticly from standard
ones, will also be made but fear this will be very expensive. I do hope this is of interest to you and hope
you can share the info with the other fanatics.
Regards,
Lucas van Dobben
Strandwal 107
2241 MJ Wassenaar
Holland
E.Mail DBN@MH.NL

SOME TOP CROOKS SUZUKI SHOTS

From: "Keith Napier"
To:
Subject: Suzuki 500s
Date: Mon, 9 Feb 1998 21:36:57
See http://members.aol.com/Napierk/ for some U.K. photos of Crooks Suzuki with Seeley frame and US
racers etc.
Best wishes Keith Napier main e mail classjap@aol.com
From: james.winters@pharma.novartis.com
Date: Thu, 12 Mar 1998
Subject: T500 parts....
Hey,
Just wanted to spread the word about a good parts source I found for the T500. There's a guy in Berlin,
CT that has a very good inventory of NOS and clean used parts for the T500 as well as other Suzukis. He
managed to track down an NOS side cover for my 1968 Cobra (which is different from all the other years
of T500 production) and his prices are very reasonable. He even has a good supply of pistons!! His name
is Paul Miller and you can contact him at:
collectr@erols.com
or you can call him at:
860-829-1967
He'll be at Mid-Ohio as a vendor and told me he will have a candy magenta 1971 T500 "tourer" as his
ride! He got the bike with 6000 original miles on it!



Suzuki T500 gearbox oil level modification
The most requested page in Suzuki 500 history!

The following pics demonstrate how the lower crankcase on a pre-1973 T500 needs to be
modified to increase the amount of gearbox oil that actually stays in the gearbox.

This is what will happen if you don't keep your gearbox level up to 1400cc!!!
The gear shaft on the left is a new one, the one on the right is an old one with a totally   ratshit

4th and 5th gear.
What happens is that of the standard 1200cc of oil that goes into a pre-73 gearbox a fair

proportion of it overfolws into the clutch case.
Starved of oil the 4th and 5th gears lose their case-hardening and at first become pitted and
finally once the hardening is fully eroded, the gear teeth begin to cllapse under the heat and

pressure. In the meantime the bits of metal don't do much good for the rest of the box either. It
is easy to tell when the teeth are going as the box will start to whine and the whole thing

eventually sounds like a steam engine clanking away.
It is easy to fix though. Follow these basic home handyman hints.

 



If you can't source a post 1974 crankcase then you will need to strip your current motor.   (The
post 1973 crankcases have been modified by the factory to address the problem and they take

1400cc of oil as standard.)

The pic above shows where the problem lies. Back near where the kick starter shaft goes
there is a webbing wall which has a indent. this is where the oil overflows to the clutch case.

 



Close up of the overflow wall

 
The simple solution.  Build up the wall with a piece of tin araldited around the corner ,  or with 
whatever clever modification you can think of.  Frustrated at losing three sets of gears over a
year or two I finally had a snip out of a Coke can araldited in place and it worked like a treat.

This modification increases the amount of oil by about 200ccs thus ensuring that the 4th and
5th gears get sufficient oil to stave off disaster.

--o-ooo------------------------------------------------------------------------------------------ooo-o--
Some people still don't believe that this modification is necessary and I've had some mail from
people who have ridden 45,000 miles without a problem. Lucky them. Well I got pretty snakey

after a while and wrote back....
"I'm getting sick of this debate....the factory issued a Bulletin
advising that there was insufficient oil in the gearbox, the factory
issued a part (no longer available) to fix the problem, from 1973
on the factory produced all T500s with 200cc extra oil capacity in
the gearbox....why? Not because of racing, but because stacks
and stacks of road riding owners wore out 4th and 5th gears
riding sedately on the road. Because someone is lucky does not
reverse years of experience and factual factory advice to
overcome the problem. Wrecker yards are littered with stuffed
gearboxes and gear box parts are hard to find because so many
gearboxes shat themselves.

(Name deleted to protect the innocent).....your machine is an
early one and I suggest that if you intend to ride it much or cruise
at highway speeds then next time you are renovating the engine,
upgrade the gearbox with the easy fix which is on the website. I
replaced three gearboxes in 1972 before hitting on the fix and no
I wasn't racing my bike then.

(Name deleted to protect the innocent), you have been lucky,
blessed even, others don't have half your luck. Keep on riding
but lets keep others riding too."



Helpfully, I received this email, which hopefully clears the matter up and quietens the
doubters, with photos of the factory fix for the earlier motors. Unfortunately this part is no
longer available but Jim's pics give a good idea of what it looked like and how it was fitted.

Hey Murray!

I came across this a while back and thought I'd shoot some pictures of
it to show people how to modify their T500 gearboxes. I should have
known you would have already covered the subject. In case anyone wants
to search for the Suzuki part it's: 24833-15990  PLATE, MISSION OIL , at
least that's it here in the U.S.

The mission plate itself feels to be made out of the same rubber as any
other seal Suzuki made. At it's lowest point it extends the total height
of the dead space wall by 3/8" (the mission plate is 1/2" high at that
point and includes a 1/8" groove in the bottom to notch onto the dead
space wall).It's about a 1/4" thick. I am not sure how well this will
seal without some Hondabond (Yama/Suzu/Kawabond) to adhere it to the
case so you might still be better off with JB Weld or Araldite & Coke
cans instead!

Thanks!

Jim (James Winters)



Thanks Jim for that, and I'm sorry if I get a bit snippy about this; but when people say this
mod isn't necessary I don't think they are thinking of the problem they are causing for others .
Prevention is the best cure. I know it is a lot of work, but life wasn't meant to be easy. That's

all folks, for now.
Hi Murray, I'm surprised that people don't believe you. I bought a brand new GT500A in 1976
from The Suzuki main dealers at the time (Heron Suzuki - remember Barry Sheene's bikes?)
Good deal, great bike, excellent dealer service. In 1979 the Suzy suddenly developed a very

loud grinding noise in 4th gear. Well, I was 120 miles from home, so I had to ride it back. I lost
4th gear, & 5th was jumping out when I eventually got home. Anyway, I stripped it down saw

the damage, the whole gearbox was virtually shot, I think I managed to rescue one of the
shafts, and some of the lower gears. Every bearing was on its way out. I replaced the lot with
brand new parts, having to go to a number of dealers because not one dealer had everything I

needed, I can't remember the cost now, I think it was about £200.00 (about $550Aus). I was
clinically clean when I reassembled the box, every moving surface was painted with the grade

and make of oil I was going to use in the box. The engine was put back in the bike, the
"correct" amount of oil was put in the gear box, 1200cc as cast in the crankcase by the

gearbox oil filler, Bel-Ray oil. Great, back on the road at last, change the oil at 100 miles, then
at 500, then at 1000 miles. 1500 miles after the rebuild I heard a grinding etc etc. Strip it down,
virtually identical damage, I was not a happy person. So on the advice of a colleague at work I

complained to Suzuki GB about it. (Even though the vehicle is out of warranty, genuine
replacement parts should last the warranted period) They were very sympathetic, but pointed
out that I didn't have the work done by a dealer, so I might have assembled it incorrectly, And
could I take it to a local dealer so he could assess whether or not it had been assembled right.
My local dealer said no problem, examined it, could find no faults with my workmanship, and
said the cause must be faulty parts. I got onto Suzuki to ask what they were going to do about
it. They tried everything to get out of it, even down to saying it was my fault because a dealer

had not changed the oil!! I said not to talk daft, changing the gearbox oil was simple, undo
one plug, drain it whilst warm, refit the plug, remove rubber bung and refill with 1200cc of top
grade gearbox oil. The telephone went very quiet, then I was informed that it was my fault for

not using enough oil (should be 1400cc) I argued with them saying that they were wrong
because 1200cc was cast into the cases. They said there had been a service update

increasing the oil quantity etc etc. I went to my local dealer telling him the story, he fetched
the chief mechanic out, and repeated what I had been told by Suzuki, to which the mechanic

said "B......s, I always put in 1200cc, it is cast into the crankcases" Eventually, with the
backing of dealer, Suzuki agreed to refund the cost of whatever replacement parts were

required to put it right. I used 1400cc of oil after that! Now, twenty years later, I find someone
else who knows about the problem!!! and not only that, but he has a cure.

Regards
Paul Grosvenor, United Kingdom  



Suzuki GT/T500 torque settings
Item Quantity kg cm lb ft
Front axle nut 1 650 47
Fork lower triple clamp fixing bolt 2 200 14
Steering stem head fitting bolt 3 250 18
Handlebar clamp bolt 4 130 9.5
Spark plug 2 200 14
Cylinder head nuts long 8 350 25
Cylinder head bolts short 8 200 14.4
Kickstarter retaining bolt 1 300 21
Rear shock absorber mounting nut 4 250 18
Rear axle nut 1 650 47
Muffler mounting bolt 4 300 21
Rear swinging arm pivot shaft 1 650 47
Engine mounting bolt 3 600 43
Exhaust header pipe bolt 4 130 9.5
Crankcase bolts 6mm   100 7
Crankcase bolts 8mm   200 14
Oil pump union bolt   50 3.6
Primary pinion   500 36
Engine sprocket nut   400 29

 



PEI Troubleshooting
I'm no expert on electrics, but I get a lot of questions on GT500 electronic ignitions. I've
found it hard to find anything on GT500 PEI systems. These pages are about the
GT250N or X7 PEI. I imagine that they are very similar:

Ignition system - no sparking or poor spark:

Charging system - magneto does not charge

Charging system - magneto does charge - but charge below specs



Charging system - battery over charges

Charging system - unstable charging

Ignition system - description





Inspection and maintenance - 1











     

 

GT500
 

wiring
 

diagram

  

     



     



      

Suzuki
 

GT/T500
 

engine
 

tune-up
 
and

 
maintenance

 
details

  

     



Suzuki GT/T500 engine tune-up and
maintenance details

Carburetor

Carburetor specs T500III, R T500J
T500K,
L, M,
GT500A,
B

Carburetor VM32SC VM32SC VM32SC
Main jet 150 150 97.5
Needle jet P-5 P-5 (right) P-4 (left) P-4
Needle (last no. indicates
needle clip position
counting from top groove

5FP8-3 5FP8-3 5FP17-3

Pilot jet 30 30 30
Throttle slide 2.5 2.5 2.5

 
Model T500, R, J T500K T500L T500M GT500A, B
Pilot screw
turns out 1.25 1.5 1.5 1.5 1.5

 
Model T500, R T500J, K, L, M GT500A, B
Float height 27mm 27.3mm 25.8mm

 
Ignition

Model T500, R, J T500K T500L T500M GT500A, B
Spark plug
(NGK/ND)

B-
77HC/W24FS

B-
77HC/W24FS

B-
77HC/W24FS B-7HS/W22FS B-7HS/W22FS

Spark plug
gap 0.6-0.7mm 0.6-0.7mm 0.6-0.7mm 0.6-0.7mm 0.6-0.7mm

Point gap 0.3-0.4mm 0.3-0.4mm 0.3-0.4mm 0.3-0.4mm not applicable
Ignition
timing (BTDC) 3.4mm 3.4mm 3.44mm 3.44mm PEI - 2.93 mm

 
Piston clearances

(std bore 70mm, 1st OS 70.5mm 2nd OS 71mm)
Piston clearance (measuring from bottom edge
of skirt, 90 degrees from the wrist pin T500III-M, GT500A, B

Piston standard clearance 0.065-0.075mm
Piston servicable limit 0.25
Ring end gap 0.20-0.36mm
Ring servicable limit 1.0mm

 
Various Capacities

Capacities T500 T500II, III, R, J, T500K, L, M GT500A,
B



Gearbox
(transmission),
including clutchcase

1200cc standard
(warning, modify
gearbox to hold at
least 1400cc)

1200cc standard
(warning, modify
gearbox to hold at
least 1400cc)

1400cc standard 1400cc
standard

Front fork (each leg) 220cc 220cc 220cc 220cc
Oil tank 2,500cc 1,800cc 1,800cc 1,800cc
Fuel tank   14 litre 14 litre 17 litre

 
Suggested lubricants

Engine oil - good quality two-stroke SAE30 oil (synthetic oil is perfectly OK)
Gearbox (transmission) - SAE 20/40W multi-grade oil (but not friction modified if possible)
Front forks - SAE 10/30W multi-rade oil, ATF (auto transmission oil) or a good quality fork oil
Drive chain - SAE30 motor oil or special chain lubricant
Fuel - 85-95 octane

 
Tyres and electrics

Tyres 3.25 x 19in front / 4.00 x 18 rear
Tyre pressure 22-24 psi front / 26-34psi rear
Battery 12V 5AH
Headlight globe 12V 35/25W
Tail-light/brake-light 12V 4/32cp
Indicators 12V 32cp
Fuse 15amp glass fuse
Instrument globes 12V 3,4W

 
Clutch and general adjustments

Description Suzuki T 500/GT 500
Clutch plates fibre std. = 3,5 mm / change at : 3,2 mm
Clutch plates steel std. = 3,5 mm / change at : 3,2 mm
Clutch springs std. = 40,4 mm / change at: 39,0 mm
Clutch lever free play 4 mm
Front brake free play 20 mm
Rear brake pedal free play 20 - 30 mm
Rear chain free play 25 mm measured in middle of chain
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CARBURETOR JETS



ALL PRODUCTS

ISSUE NO.: M-G-0161

DATA: Jan., 30, 2004

PAGE: 1 OF 24

SUBJECT:   CARBURETOR JETS

APPLICABLE MODEL: 

EFFECTIVE ENGINE OR FRAME NO.:  

REFERENCE:  

This bulletin is intended to advise you of availability of various size of carburetor jets and

their related SUZUKI part numbers. The carburetors dealt with in this bulletin cover all the

products: motorcycles, automobiles, outboard motors, generators, water pumps and general

purpose engines.

Also contained in this bulletin are explanations on jet type, size and code for your reference.

When replacing carburetor jets or ordering the spare parts, refer to this bulletin and ensure

that you are handling correct ones.

MAIN JET (MIKUNI)
The table below shows the last five digits of the part number for all the available main jets classified by type

and size.

MAIN JET SIZE
TYPE CODE

M10/14 4/042 N100604 N102221

35 35001 35012

37.5 37006

40 40001 40012

45 45001 45002

47.5 47001

50 50001 50002 50006

52.5 52002 52003

55 55001 55002 55003 55004

57.5 57006 57003

60 60001 60002 60006 60010

62.5 62003 62006

65 65001 65002 65004 65005

67.5 67003 67004

70 70001 70002 70010 70012

72.5 72010 72012

75 75001 75002 75009 75008

76.3 76004

77.5 77004 77005

78.8 78008

80 80001 80003 80008 80009

82.5 82003 82005

83.8 84002

85 85001 85002 85008 85006

MAIN JET PART #: 09491–

SHOWN BELOW
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MAIN JET SIZE
TYPE CODE

M10/14 4/042 N100604 N102221

87.5 87005 87006

88.8 87003

90 90001 90002 90007 90011

92.5 92004 92003

93.8 94003

95 95001 95006 95005 95008

96.3 96002

97.5 97003 97007

98.8 98005

100 20001 20002 20017 20022

101.3 20016

102.5 20012 20011

103.8 20020

105 21002 21013 21016 21023

107.5 21014 21020

108.8 21024

110 22001 22003 22016 22013

111.3 22020

112.5 22015 22025

113.8 22017

115 23005 23010 23011 23012

116.3 27011

117.5 23017 23019

118.8 23023

120 24001 24014 24016 24026

122.5 24013 24023

123.8 24022

125 25009 25010 25014

127.5 25011 25018

130 26002 26003 26011 26016

132.5 26012 26013

135 27015 27009 27008

137.5 27010 27014

140 28001 28009 28010 28017

142.5 28015 28012

145 29002 29013 29006

147.5 29012 29010

150 30001 30017 30016 30010

152.5 30005 30009

155 31005 31008 31003

157.5 31002 31007

160 32001 32002 32005 32006

162.5 32008

165 33005 33002 33003

167.5 33007

170 34001 34002 34003 34008



– 3 –

MAIN JET SIZE
TYPE CODE

M10/14 4/042 N100604 N102221

172.5 34006

175 35003 35002 35008

180 36002 36006 36004 36005

185 37007 37002 37004

190 38001 38009 38004 38007

195 38006 38008

200 40005 40006 40007

205 40008

210 42002 42005 42003

220 44003 44007 44004

230 46002 46001 46005

240 48002 48003

250 50008

260 52006

270 54002

280 56003

290 58002

300 60007

310 62005

320 64002

330 66002

340 68002

350 70011

360 72011

370 74003

380 76003

390 78005

400 80010

410 82001

420 84001

430 86001

440 88001

450 90005

470 94001

480 96001

490 98001

500 10001

530 16001
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MAIN JET SIZE
TYPE CODE

N102228 N208099 VM11/22

45 45004

47.5 47002

50 50009

52.5 52007

55 55006

57.5 57005

60 60009

62.5 62007

65 65008

67.5 67005

70 70013

75 75010

77.5 77006

80 80013 80011

82.5 82009 82001

84.4 84005

85 85010 85005

86.3 86007

87.5 87008 87009

88.8 88005

89.4 89001

90 90006

91.3 91001

95 95004

115 23007

137.5 27007

142.5 28008

145 29003 29011

150 30007 30013

152.5 30015

155 31004 31009

157.5 31011

160 32007 32009

165 33008

170 34005 34009
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There are two systems of size number calibration:

(a) Size number is directly proportional to the amount of fuel being able to flow through under a given pres-

sure.

(b) Size number represents the diameter of the jet hole.

The hex type jets, M10/14 and 4/042, take the above (a) system and the round type jets, N100/604,

N102221, N102228, N208099 and VM11/22, the (b) system.

TYPE: M10/14 TYPE: 4/042

TYPE: N100604 TYPE: N102221, N102228

TYPE: N208099 TYPE: VM11/12
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MAIN JET (KEIHIN)

MAIN JET SIZE
TYPE CODE

CVK(S)/PWS PE/PWK/PWM/FCR-H/PJ CVR/CVK/FCR-H(MAJ)

55 55008

58 58003

60 60011

65 65009

68 68003

70 70001

72 70015

75 75011

82 82010

85 85012 85011

92 92012

95 92011

98 98008

100 20023

102 20026 20024

105 21031 20027

108 21030 21032

115 23024 23025

120 24029 24033

122 24032

125 25019 25022

128 25021

142 28020

145 29014

150 30018

155 31012

160 32010

162 32011

165 33009

170 34010

172 34011

175 34009

180 36008

185 37008

190 38011

195 39011

200 40013

205 41001

210 42006
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The main jet size number is directly proportional to the amount of fuel being able to flow through under a 
given pressure.

TYPE: CVK(S)/PWS TYPE: PE/PWK/PWM/FCR-H/PJ

TYPE: CVR/CVK/FCR-H(MAJ)
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PILOT JET (MIKUNI)
The table below shows the last five digits of the part number for all the available pilot jets classified by size

and type.

PILOT JET PART #: 09492–

SHOWN BELOW

PILOT JET 
SIZE

TYPE CODE

VM22/210 VM22/140 BS30/96 N100606 N101043 VM28/486 M28/1001 N106340

12.5 12006 12001

15 15007 15001 15005 15015

17.5 17006 17001 17009 17004 17005

20 20008 20001 20009 20006 20005

22.5 22006 22001 22008 22005 22002

25 25005 25001 25007

27.5 27003 27004

30 30006 30002 30008 30007

32.5 32001 32004

35 35004 35001 35012 35005

36.3 36003

37.5 35006 35011 37002

38.8 39001

40 40004 40002 40007 40019 40011 40021 40006

41.3 42009

42.5 42007 42006 42024

43.8 43004

45 45009 45002 45015 45023 45011 45026

46.3 46011

47.5 47007 47003 47021

48.8 48010

50 50010 50011 50013 50008 50018

52.5 52001 52002

55 55005 55006 55010 55008 55013

57.5 57002

60 60004 60006 60007 60005 60013

62.5 62002 62001

65 65003 65005 65002 65007

67.5 67001 67002

70 70005 70001 70008

72.5 72001 72002

75 75002 75001

77.5 77002

80 80001 80003

85 85003 85001

87.5 87001

90 90003 90002

95 95002 95004

100 20025

105 21002

110 22017
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PILOT JET 
SIZE

TYPE CODE

VM22/210 VM22/140 BS30/96 N100606 N101043 VM28/486 M28/1001 N106340

112.5 22007

115 23001 23002

125 25006

130 26001

135 27006

140 28001

145 29001

150 30004

160 32005

170 34003

180 36001

PILOT JET 
SIZE

TYPE CODE

N136230 N136300 N151067 N187106 N208222 N224103 VM13/281 VM13/352

10 10002 10001

12.5 12008 12003 12007

15 15017 15011 15016

17.5 17016 17012 17014

20 20024 20021 20023

22.5 22014 22010

25 25011 25009

27.5 27011 27012

30 30010 30014 30011

32.5 32006 32010

35 35028 35008 35028 35018

37.5 35010 37003 35017

40 50021 40014 40028

41.3 42008 41001

42.5 42010 42015 42003 42017

43.8 43002

45 45018 45033 45016 45022 45031 45034

45.6 45029

46.3 46010 46003 46006 46009

47.5 47006 47008 47013 47002 47019

50 50022 50024

52.5 52010

55 55014 55018

57.5 57004
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PILOT N210620 N211100 PILOT N210620 N211100 PILOT N210620 N211100

32.5 32008 72.5 72003 127.5 25013

45 45028 75 75005 130 26002

47.5 47018 80 80007 135 27010

51.3 51005 87.5 87002 150 30015

52.5 52009 100 20020
160

09493–
3200755 55015

110 22015
09493–
2201160 60014

170
09493–
3400362.5 62003 122.5 24001

70 70007 125 25012
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The pilot jet size number is directly proportional to the amount of fuel being able to flow through under a

given pressure.

TYPE: VM22/210 TYPE: VM22/140 TYPE: BS30/96

TYPE: N100606 TYPE: N101043 TYPE: VM28/486

TYPE: M28/1001 TYPE: N106340 TYPE: VM13/352

TYPE: VM13/281 TYPE: N224103 TYPE: N208222

TYPE: N187106 TYPE: N151067 TYPE: 136300

TYPE: N136230 TYPE: N210620 TYPE: N211100
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 4

φ
 

6.5

4

M4 × 0.7

φ
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PILOT JET (KEIHIN)

The pilot jet size number is directly proportional to the amount of fuel being able to flow through under a 
given pressure.

PILOT JET PART #: 09492–

SHOWN BELOW

PILOT JET 
SIZE

TYPE CODE

CVK(S)/
PWK/PWM/

PJ
1 PWS 2 PWS 3 PWS CVK(S) CVK/FCR-H CVR/CVK

35 35025
13351–
35E00

35020 35020

38 38007 38003 38004 38005

40 40027 40026

42 42019 42021 42020 42022

45 45032 45036 45038

48 48013 48014

50 50023

52 52011

55 55017

58 58001

60 60016

TYPE: CVK(S)/PWK/PWM/PJ 1 TYPE: PWS 2 TYPE: PWS

TYPE: CVK(S) 3 TYPE: PWS TYPE: CVK/FCR-H

TYPE: CVR/CVK

28

5
φ
 

0.8φ 

M6 × 0.75

28

5
φ
 

0.8φ 

M5 × 0.8

28

5
φ
 

0.6φ 

M5 × 0.8

M6 × 0.75

28

5
φ
 

0.8φ 28

5
φ
 

φ 

Jet M5 × 0.8

0.8
15

5
.5

φ
 

φ 

M4.5 × 0.75

0.8

M4.5 × 0.75

15

5
.5

φ
 

0.8φ 



– 13 –

AIR JET (MIKUNI)
The table below shows the last five digits of the part number for all the available air jets classified by size

and type.

The size number represents the diameter of the jet hole.

AIR JET SIZE
TYPE CODE

AIR JET SIZE
TYPE CODE

B42/55 BS30/90 B42/55 BS30/90

0 00001 30 30014

0.5 50004 45 45001

0.6 60004 50 50003

0.7 70009 52.5 52001

0.8 80010 60 60003

0.9 90006 70 70000

0.95 95001 80 80012

1.0 20007 100 20006

1.1 22005 110 22006 22007

1.15 23002 115 23001

1.2 24007 120 24005 24006

1.25 25003 125 25001

1.3 26004 130 26005

1.35 27002 135 27001

1.4 28007 140 28005

1.45 29002 145 29001

1.5 30004 150 30003

1.55 31001 155 30005

1.6 32003 160 32002

1.65 33001 170 34001

1.7 34002 175 35001

1.8 32004 180 36002

1.9 38002 190 38001

1.95 38003 200 40001

2.0 40003 220 44001

25 25011 230 46001

TYPE: B42/55 TYPE: BS30/97

AIR JET PART #: 09493–

SHOWN BELOW

1.5 4

6.5

6

M6 × 1.0

φ
 

5

7.5

M4 × 0.75
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NEEDLE JET (MIKUNI)
The table below shows the last five digits of part number versus identification code for all the needle jets cur-

rently available.

NEEDLE JET PART #: 09494–

SHOWN BELOW

IDENTIFICA-
TION CODE

PART 
NUMBER

IDENTIFICA-
TION CODE

PART 
NUMBER

IDENTIFICA-
TION CODE

PART 
NUMBER

E0 110 00001 E2 198 00057 E3 232 00110

E2 110 00002 N6 107 00060 P3 159 00111

D8 110 00003 E2 107 00064 P8 171 00112

E0 137 00004 P6 188 00065 P2 232 00113

N6 138 00006 E2 139 00066 E4 155 00114

N6 147 00007 E4 139 00067 E0 132 00115

N6 136 00008 E2 155 00069 O8 172 00116

N2 136 00009 O0 164 00070 O4 182 00117

O4 136 00010 E1 110 00071 N6 206 00118

N6 122 00015 E0 202 00072 O4 236 00119

O4 129 00016 E1 155 00074 E7 195 00120

N6 126 00017 O2 164 00075 E4 198 00121

O2 180 00018 O0 162 00076 Q6 188 00122

O2 171 00019 O0 158 00079 P4 192 00123

E4 110 00022 O4 212 00080 P4 216 00124

O0 132 00023 E0 147 00081 P4 171 00125

N8 134 00024 O4 172 00082 Q4 171 00126

E6 132 00025 N8 187 00083 N5 238 00127

F2 156 00026 O2 187 00084 E3 165 00128

E0 135 00029 O6 187 00085 O0 169 00129

O0 136 00030 E5 195 00086 O2 126 00130

E8 156 00031 Q8 159 00087 E2 165 00131

D8 168 00033 O0 216 00089 E0 155 00132

E6 174 00034 E6 139 00090 E3 168 00133

E0 168 00035 O6 192 00092 E2 202 00134

P5 159 00036 O2 219 00093 O0 226 00135

Q0 159 00037 O4 214 00094 E4 168 00136

E2 168 00038 P3 188 00095 O6 159 00137

E0 179 00039 D8 165 00096 O4 187 00139

E4 165 00040 N6 223 00097 O4 206 00140

P8 159 00044 O4 192 00098 P0 172 00142

E8 132 00045 O6 171 00099 N8 238 00143

Q0 188 00047 Q2 159 00100 O6 182 00144

N6 184 00048 Q6 159 00101 O9 188 00146

E0 165 00049 O0 187 00102 O2 212 00147

E2 191 00050 O2 192 00103 N4 238 00148

P4 188 00051 P0 159 00104 O6 246 00149

P0 188 00052 O5 192 00105 Q2 166 00150

P2 188 00054 P2 216 00107 P1 188 00151

P5 188 00056 P0 171 00109 O5 212 00152
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IDENTIFICA-
TION CODE

PART 
NUMBER

IDENTIFICA-
TION CODE

PART 
NUMBER

IDENTIFICA-
TION CODE

PART 
NUMBER

O9 172 00153 O3 182 00202 O8 308 00255

N6 238 00154 O6 265 00203 E5 165 00256

R0 166 00155 F0 165 00205 O6 304 00257

O0 238 00156 O4 258 00206 E7 325 00258

O6 132 00157 N8 126 00207 P1 306 00259

O6 169 00158 E4 272 00210 Y3 326 00260

O6 195 00159 O2 195 00211 O9 306 00261

P4 169 00160 F3 107 00212 O7 306 00262

O0 182 00161 P3 282 00213 X6 266 00264

O8 182 00162 O3 147 00214 N5 126 00265

O3 238 00163 O4 147 00215 E6 334 00266

E6 168 00164 O2 220 00216 X1 338 00267

Q4 159 00165 P2 206 00217 E6 341 00268

P3 234 00166 P4 277 00218 X6 263 00269

O0 172 00167 P2 277 00219 O9 195 00281

O2 172 00168 O8 288 00220 E0 107 00283

O8 169 00169 P1 277 00222 D8 139 00284

O9 169 00170 O4 279 00223 Q0 327 00285

E4 232 00171 O2 258 00224 P9 327 00286

E6 198 00172 R4 159 00226 P8 327 00287

E1 165 00173 P7 258 00227 Y5 352 00289

R0 159 00174 E6 165 00228 O6 263 00290

P4 195 00175 P6 277 00229 O7 263 00291

R3 159 00176 O4 258 00230 O9 354 00292

P1 250 00177 E1 278 00231 P0 361 00294

R2 159 00178 P7 258 00232 R4 348 00295

C0 15 00179 E7 165 00233 R4 286 00296

O9 182 00180 E2 275 00234 P1 258 00297

O6 250 00182 E4 294 00235 P2 258 00298

P3 169 00183 O1 280 00236 O7 263 00300

P1 182 00184 O4 277 00237 O8 263 00301

Q3 159 00185 E0 278 00238 E7 349 00302

Q5 159 00186 E3 275 00240 Y6 352 00303

Q7 159 00187 E3 278 00241 P2 354 00304

R0 247 00188 O4 304 00242 O7 258 00305

R1 247 00189 E5 110 00243 P1 263 00306

R2 247 00190 O8 312 00244 P2 263 00307

R3 247 00191 N6 129 00245 P3 263 00308

R4 247 00192 R8 159 00246 P4 356 00309

R5 247 00193 R1 286 00247 P5 312 00310

R6 247 00194 P6 286 00248 P1 354 00312

P0 182 00196 S0 286 00249 P4 312 00314

E8 165 00197 P0 312 00250 P3 312 00315

O6 258 00198 R4 286 00251 R3 348 00317

O4 249 00200 O4 308 00252 Q6 286 00318

O0 169 00201 E1 320 00254 Y7 270 00319
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IDENTIFICA-
TION CODE

PART 
NUMBER

IDENTIFICA-
TION CODE

PART 
NUMBER

IDENTIFICA-
TION CODE

PART 
NUMBER

E1 107 00320 F1 379 00371 E5 349 00428

R8 327 00321 P2 393 00372 E7 349 00429

O9 312 00324 E8 349 00373 O0 243 00430

E2 295 00325 E0 413 00374 E8 435 00431

Y7 270 00326 O9 397 00375 O8 408 00433

O5 195 00327 O8 388 00377 O8 425 00434

F1 165 00328 P0 388 00378 O3 390 00435

P3 382 00329 O6 414 00379 O2 390 00436

P2 382 00330 E6 272 00380 O2 431 00437

X5 378 00331 P0 195 00381 E3 295 00438

P9 258 00332 O4 195 00382 E9 435 00439

R9 327 00333 O0 416 00383 E2 400 00440

E3 349 00334 O4 406 00384 F0 334 00441

O8 306 00335 O8 406 00385 E7 400 00442

O6 306 00336 O1 406 00386 E7 379 00443

P0 374 00337 P0 406 00387 P3 458 00452

E9 379 00338 O4 390 00388 R2 389 00453

X2 378 00339 O6 406 00389 P3 421 00454

O7 306 00340 P6 406 00390 P2 421 00455

D8 386 00341 O1 410 00392 O2 282 00456

Q3 286 00343 Q8 389 00393 O4 282 00457

Q4 286 00344 O9 414 00394 O6 282 00458

Q5 286 00345 P1 414 00395 E9 446 00459

Q7 286 00346 O8 393 00396 F1 446 00460

Q8 286 00347 E7 334 00397 O8 282 00461

Q9 286 00348 O4 429 00398 P2 458 00462

R0 286 00349 P0 425 00399 P3 458 00463

E7 110 00350 R4 389 00403 P4 458 00464

E3 135 00351 Y8 270 00406 E4 400 00465

O0 126 00352 P3 258 00407 O7 282 00466

F1 334 00353 O8 431 00408 O6 206 00467

E3 334 00354 N8 243 00409 X3 428 00468

O8 206 00355 Y5 270 00410 X5 428 00469

Q6 389 00356 X2 378 00411 O0 431 00470

R0 389 00357 D9 400 00412 P0 425 00471

X3 338 00358 E5 400 00413 O6 454 00472

X5 338 00360 E6 400 00415 Y7 397 00473

P2 405 00361 P0 393 00417 Y9 459 00476

O9 408 00362 O8 422 00418 Y9 459 00477

P1 408 00363 E7 400 00419 P6 477 00479

P0 258 00364 P2 440 00420 E4 349 00480

E1 400 00365 P3 440 00421 Y5 397 00481

X2 338 00367 E3 400 00422 P4 466 00482

O0 412 00368 Y9 270 00425 F3 485 00483

O8 402 00369 P2 425 00426 E8 485 00484

P2 393 00370 O1 443 00427 O8 195 00486
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IDENTIFICA-
TION CODE

PART 
NUMBER

IDENTIFICA-
TION CODE

PART 
NUMBER

IDENTIFICA-
TION CODE

PART 
NUMBER

E3 413 00487 O1 390 00540 O4 584 00596

N8 390 00490 X8 534 00541 P9 535 00597

Q1 327 00491 P8 513 00542 Y5 589 00598

O0 390 00492 P0 431 00543 Y5 589 00599

P4 493 00493 E1 139 00545 E8 400 00600

P1 421 00498 E3 519 00546 F2 400 00601

P6 306 00499 E3 546 00547 E7 593 00602

E1 502 00500 D9 549 00548 E6 593 00603

P0 459 00501 E4 268 00550 O5 454 00605

P1 443 00502 O6 462 00551 P5 592 00606

P3 459 00503 F0 446 00552 P6 306 00607

P4 443 00504 E0 549 00553 P6 600 00608

Y7 459 00505 R0 327 00555 E5 546 00609

Y8 459 00506 R2 327 00556 E4 546 00610

N9 243 00507 R4 327 00557 E0 400 00611

O2 443 00508 R6 327 00558 O7 597 00613

P5 514 00509 S0 327 00559 O8 597 00614

E0 400 00510 Q6 327 00560 O9 597 00615

D9 508 00511 O8 554 00561 F3 400 00616

P4 513 00512 N1 390 00562 E0 603 00620

P6 512 00513 O1 243 00563 O6 597 00621

P5 513 00514 E0 546 00564 E8 593 00622

P5 504 00515 Q0 535 00565 P9 607 00623

P2 459 00516 N5 390 00566 P8 607 00624

O8 509 00518 S2 327 00569 Q0 607 00625

P0 282 00519 O9 459 00570 X2 590 00626

P5 306 00520 P2 443 00571 P4 513 00627

O7 402 00521 O9 459 00572 O2 461 00629

P2 282 00522 P3 443 00573 Y2 608 00630

P4 282 00523 E4 563 00574 P4 509 00631

E4 435 00524 O6 554 00575 O0 472 00632

E5 435 00525 E0 435 00576 Y1 608 00633

Q3 327 00526 E1 349 00577 O9 615 00634

P0 522 00527 E8 349 00578 O8 615 00635

E2 519 00528 O6 567 00579 O5 462 00637

E3 435 00529 P4 509 00580 O8 619 00638

P8 535 00530 O1 570 00581 O9 619 00639

E6 435 00531 P9 443 00583 O3 584 00640

E7 435 00532 P8 282 00584 O2 584 00641

O9 462 00533 P6 282 00585 O9 621 00642

D8 334 00534 P0 537 00586 O0 618 00643

P2 537 00535 P2 459 00588 P1 421 00644

O9 537 00536 N7 390 00591 P0 620 00645

X6 534 00537 P4 459 00592 P1 620 00646

E5 539 00538 E6 563 00594 P2 620 00647

X7 534 00539 O4 584 00595 P3 620 00648
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IDENTIFICA-
TION CODE

PART 
NUMBER

IDENTIFICA-
TION CODE

PART 
NUMBER

IDENTIFICA-
TION CODE

PART 
NUMBER

E9 593 00649 O5 643 00704 P1 408 00756

P3 629 00650 D9 593 00705 E3 325 00757

P4 629 00651 X7 642 00706 F5 684 00758

P5 629 00652 O1 656 00707 P2 696 00759

O5 597 00653 O0 622 00709 P3 696 00760

Y4 630 00654 O9 602 00710 P4 696 00761

N8 618 00655 P0 659 00711 E0 663 00762

O2 618 00656 E3 662 00714 P3 589 00763

O4 618 00657 O9 659 00715 X8 693 00764

O6 621 00658 P2 513 00716 X9 692 00765

N9 622 00659 N9 622 00717 O3 643 00766

E3 626 00660 E3 663 00718 O5 643 00767

P2 631 00661 E2 641 00719 O3 680 00768

P0 631 00662 Y1 642 00720 O6 679 00770

P1 597 00663 P2 624 00721 O7 680 00771

P2 597 00664 E2 663 00722 E7 435 00772

O1 622 00665 O7 584 00723 E8 435 00773

N8 622 00666 O8 631 00724 E9 435 00774

P0 621 00667 O8 421 00725 E5 593 00775

P0 597 00668 O6 619 00727 E0 593 00776

P2 589 00669 E2 278 00728 O8 462 00777

E0 484 00670 Q7 389 00729 E3 198 00778

P3 589 00671 P1 584 00730 O9 584 00779

O5 584 00672 O8 619 00731 P3 597 00780

O5 584 00673 E4 663 00732 O8 695 00781

E4 641 00674 O7 619 00733 N6 622 00782

O8 631 00675 F6 334 00734 E3 593 00783

O8 648 00677 F0 379 00735 P4 597 00784

X9 642 00678 P0 462 00737 O8 699 00787

P3 631 00679 O8 584 00738 D8 701 00788

P4 631 00680 O8 676 00740 P1 698 00789

P8 640 00681 O7 656 00741 P0 704 00790

O1 618 00682 E6 663 00742 O4 206 00791

P9 649 00683 X9 642 00743 O9 621 00792

Y3 642 00684 P0 659 00744 O8 713 00793

P4 459 00686 E7 663 00745 P2 431 00794

P4 535 00687 P4 535 00746 O1 618 00795

P6 459 00688 E1 662 00747 P3 706 00799

P7 535 00689 O2 584 00748 P2 699 00800

O8 584 00690 X9 683 00749 P2 624 00801

O0 584 00691 P3 535 00750 O8 720 00802

O8 644 00693 O8 647 00751 O8 698 00804

O6 584 00696 P1 459 00752 P4 706 00805

D7 107 00697 P5 535 00753 P5 706 00806

N8 651 00702 Y2 691 00754 O8 431 00807

P8 306 00703 X9 689 00755 N4 690 00808
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To identify the jet, two codes are stamped on the jet, one with a two-digit alphanumeric code and the other a

three-digit numeric code. These two codes are located with spce, not adjacent to each other.

The alphanumeric code denotes size of the bore which meters the fuel flow in combination with the needle

jet. The alphabetical letter in the code is the classification of the size range: the later in alphabetical order,

the larger the size of the bore. The number in the code shows smaller calibration within a given size range:

the greater the number, the larger the size of the bore. The following shows the example in terms of carbu-

ration, rich or lean.

IDENTIFICA-
TION CODE

PART 
NUMBER

IDENTIFICA-
TION CODE

PART 
NUMBER

IDENTIFICA-
TION CODE

PART 
NUMBER

O9 698 00809 P5 755 00838 O7 753 00867

O9 718 00810 N6 736 00839 O9 779 00868

E1 716 00811 N7 736 00840 P6 649 00870

O9 714 00812 N8 736 00841 O3M 773 00871

P0 717 00813 N9 736 00842 O9M 783 00872

O8 714 00814 O0 736 00843 P1M 784 00873

P3 725 00815 O1 736 00844 P2M 784 00874

P2 706 00816 P7 680 00846 P4 649 00876

E2 701 00817 E3 767 00848 P5 649 00877

O8 718 00818 F4 593 00849 P7 649 00878

P3 718 00821 O8M 759 00851 P8 649 00879

P1 589 00822 O8M 760 00852 P5M 771 00881

E3 701 00823 O8M 757 00853 Y5 734 00882

E4 701 00824 O9M 758 00854 D5M 773 00883

P5 592 00825 P3 459 00855 Y5M 782 00884

E7 701 00826 P3 443 00856 E0 749 00885

D7 701 00827 P2 762 00857 E3 749 00886

O8 679 00828 P2M 771 00858 D9 749 00887

O4 727 00829 P4M 771 00859 E0 716 00888

P4 680 00832 O7 448 00860 O7 796 00889

P1 753 00833 X7 766 00861 O4 753 00890

O7 755 00834 F3 593 00862 O1 811 00896

O9 755 00835 D9 716 00864

P1 755 00836 E0 701 00865

P3 755 00837 O7 780 00866
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The three-digit numeric code denotes the type and dimensions other than the size of bore where the fuel is

metered. When replacing the needle jet with that of either the same or different alphanumeric code, make

sure that the three-digit numeric code agrees with one being replaced. Otherwise, installation difficulty or

unexpected carburetion problem may result.

NEEDLE JET (KEIHIN)

A B C D E

0123456789012345678901234567890123456789012345678901234 . . . .

LEANER RICHER

NEEDLE JET PART #: 09494–

SHOWN BELOW

NEEDLE JET SIZE
TYPE CODE

CVK CVR/CVK

B φ R PART NUMBER φ R PART NUMBER

4 φ 3.4 00863 φ 3.4 00869

NEEDLE JET PART #: 13341–

SHOWN BELOW

NEEDLE JET 
SIZE

TYPE CODE

CVK CVR/CVK CVK(S)/PWS

B φ R PART NUMBER φ R PART NUMBER φ R PART NUMBER

3.5 φ 3.0 14F00

4 φ 3.8 03FA0

4.5 φ 2.8 06F80

5 φ 3.8 03FB0

5.5 φ 3.8 15F00

6 φ 4.0 03G00

6 φ 2.4 35E00

6 φ 2.8 43E00

TYPE: CVK TYPE: CVR/CVK TYPE: CVK(S)/PWS

B

5
φ
 R

φ
 

B

5
φ
 R

φ
 

B

5
φ
 R

φ
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JET NEEDLE (MIKUNI)
The table below shows the last five digits of part number versus needle’s alphanumeric code for all the jet

needle currently available.

JET NEEDLE PART #: 13383–

SHOWN BELOW

CODE# PART# CODE# PART# CODE# PART# CODE# PART# CODE# PART# CODE# PART#

3CF1 06400 3I10 13610 4DO1 23400 4E14 20010 5D20 24A20 5D32 39A00

3CR3 41D30 3J04 19410 4DP53 01A30 4F19 36600 5D22 38A20 5D35 38B00

3CT2 40D50 3J17 46B00 4DZ42 05300 4F23 44010 5D24 24A10 5D39 38B90

3D4 26620 3JL9 46240 4E6 95100 4F29 44120 5D26 42A00 5D41 29331

3D16 46790 3K3 11B00 4E44 26300 4F53 12B40 5D29 06B10 5D43 40C30

3D20 26900 3L10 46160 4EJ14 39110 4FCH51 29B50 4FL38 39370 5D44 46E40

3D24 13670 3L13 35690 4F6 07010 4FD1 38D10 4FL47 05360 5D48 45C50

3DJ1 13620 3L15 43250 4F10 07630 4FL36 01400 4FL52 08B10 5D50 45110

3DJ6 13680 3L19 355440 4F17 08411 4FL41 39190 4G2 39010 5D51 46E50

3DL2 30D00 3L20 29A10 4F22 46410 4FL48 29B02 4GL27 29B11 5D58 49200

3E2 04110 3L26 29C10 4F43 12B00 4FM37 12680 4I2 27110 5D61 38E10

3E18 98420 3L30 29C50 4FCH1 05400 4GJ24 39390 4J11 36210 5D65 44A20

3F12 22020 3L39 21D60 3L29 40D00 4I1 23010 4J29 46620 5D69 44200

3F14 02500 3M3 10B10 3L31 09D10 4J13 39610 4JL43 23440 5D75 46E60

3FL16 26920 3M5 37B11 3L38 09E10 4J25 39120 4JT38 05320 5D77 42AC0

3FL29 16D20 3M7 03A72 3M2 17B00 4J31 36500 4JU42 18910 5DF5 45D00

3G9 27010 3M12 41D20 3M4 04C00 4JR39 18900 4L13 39140 5DF15 33D10

3I3 03A50 3N4 35630 3M6 03A91 4JR45 18A01 4L27 03400 5DF90 11910

3I9 35410 3N15 47A00 3N8 30A10 4JT44 24500 4P6 39200 5DF91 38300

3I14 17230 3N17 28B00 3N16 30A20 4L15 93111 5C8 15500 5DFT12 31E30

3J2 19600 3N20 03A90 3N19 35570 4L29 23060 5C13 43530 5DFT76 11930

3J14 03A10 3P10 31C80 3N26 35090 5C7 43400 5C16 24B40 5DH4 29010

3J22 41D00 3Q4 35680 3N29 355A0 5C10 43440 5C28 45400 5DH7 32C10

3K2 16B00 3R4 09C10 3Q10 23450 5C15 43560 5C32 45410 5DH9 01D10

3L4 06111 3R7 31C01 3R10 09C70 5C17 24B00 5C34 46E20 5DH48 30910

3L11 43200 3R11 40D30 3R14 21D40 5C29 38E00 5C39 24C40 5DJ5 33C00

3L16 02930 3R16 21D70 3T16 09400 5C33 37100 5C64 43410 5DJ10 33C10

3C3 02160 3T17 02A01 3T18 02A00 5C35 37110 5CD18 14D60 5DL5 34A10

3CJ3 17300 3T19 09440 3X4 29A30 5C40 24C60 5CD22 15E00 5DL10 32C50

3CR11 25E10 3X15 37B20 3X16 37B12 5C44 37400 5CD55 44500 5DL13 18630

3CV1 136A0 3X17 37B30 3X18 37B60 5C46 37410 5CDT61 44450 5DL28 12B30

3D13 02400 4C3 44100 4C7 28A00 5C53 11900 5CF9 11D00 5DL36 45030

3D23 02100 4C8 27B00 4C9 27B30 5CD16 14D20 5CH6 11E00 5DL82 49310

3D25 17240 4CFX16 33202 4CG1 10301 5CD20 14D70 5CM1 21A00 5DM2 41B10

3E3 19010 4CH1 38400 4CX2 20E20 5CD27 14D80 5CN3 18620 5DP1 01A00

3E6 98410 4CZ4 19C20 4CZ3 19C10 5CD56 14D10 5CT38 11400 5DP5 40A00

3F3 19011 4D8 20600 4CZ5 19C30 5CDT60 44460 5D3 58011 5DP11 41620

3F13 02330 4D17 36110 4D13 06B00 5CDX10 06C00 5D14 00A10 5DP39 46900

3FL15 46540 4DG6 10010 4DH23 48420 5CHT40 11420 5D21 38A00 5DT88 38210

3FL17 04700 4DH7 33010 4DL1 39350 5CN21 11300 5D23 38A10 5DV01 31E20

3G17 35060 4DJ3 05350 4DN18 31210 5D10 34621 5D25 42A10 5DX85 44410

3I5 98490 4DN3 13710 4DZ35 05310 5D10 31310 5D27 38A30 5DZ22 35C00
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CODE# PART# CODE# PART# CODE# PART# CODE# PART# CODE# PART# CODE# PART#

5E56 40C00 5DM1 41B01 5L9 05230 5FP85 42A20 6F87 15A60 6EHL6-3 00B20

5D33 39A10 5DP7 28700 5L21 19B00 5FU96 02C01 6FJ11 30111 6EJ12-56 26C20

5D38 38B80 5DP28 29110 6AAY1-67 05D00 5FZ89 17C00 6FJ41 14220 6EN11-53 01B30

5D4 19B50 5DP74 41530 6AEJ1-60 28C30 5FZ91 17C20 6FL3-46 42EQ0 6EN11-55 01B45

5D42 40C20 5DT89 38310 6AEJ1-63 28C20 5GN56 23E10 6FL65-54 12C00 6F6 12E00

5D44 40C40 5DV03 31E00 6AEJ2-64 27C10 5HN31 25C00 6FL84-5 22D50 6F10 12E20

5D47 45C20 5DX87 44400 6AEJ2-66 27C20 5I14 11C02 6FL89-55 22D70 6F23-1 32E10

5D49 45C00 5E53 44B00 6AEL1-59 28C60 5L8 05220 6FLD72-56 12C20 6FJ6 16510

5D51 38B40 5E60 40C10 6AEL1-61 28C80 5ZDZ3 17D20 6FM46 14230 6FJ19 92311

5D52 24D00 5E72 45C30 6AFL1-60 28C90 5ZDZ5 17D10 6FN84 13E00 6FJ40 14300

5D55 26D30 5E78 07C00 6BEJ6-65 43D10 6AEJ1-59 28C40 6FP55 14510 6FJV54 13A00

5D57 45120 5E93 21E00 6BEJ6-67 43D20 6AEJ1-61 28C10 6FP63 01C10 6FL3-48 42ER0

5D59 49210 5E95 21E20 6C2 03D10 6AEJ1-64 28C50 6G7 14A70 6FL81-55 19D00

5D62 46E30 5E97 21E10 5E88 17E30 6AEJ2-65 27C00 6GH09-55 22D60 6FL85-55 22D00

5D67 19B60 5EL45 36A00 5E94 23E00 6AEL1-60 28C70 6GH13-55 22D80 6FL92 19D10

5D70 16E00 5EL68 08D00 5E96 32D80 6AFL1-59 28CA0 6GL1-55 19D30 6FLD86-56 22D10

5D76 27E00 5EN90 33C60 5E99 21E30 6AFL1-61 28CB0 6H11 12D00 6FN83 15D00

5DF4 15D60 5EZ54 32C00 5E118 29500 6BEJ6-66 43D00 6H13 12D20 6FP60 01C00

5DF9 38380 5EZ62 20C10 5EL53 36A30 6BGK1 29E00 6H21 32E20 6G1 37200

5DF17 21EC0 5EZ64 20C30 5EN74 33C50 6BGK8 29E30 6J8 15A50 6G5 47D00

5DF90 38370 5EZ74 10D10 5EP51-20 15110 6CKF1-56 12C10 6ZD13 41C00 6GH8-55 22D20

5DFD7 47D50 5F7 24E00 5ES1 12011 6DH6 43B00 6ZD16 17E00 6GH12-57 19D20

5DFT13 31E10 5F103 44C30 5EZ61 20C00 6DH20 40600 6ZD20 46E10 6GH24-53 42E00

5DFX2 06C50 5F105 44C10 5EZ63 20C20 6DJ33 00B00 6ZE11 17D30 6H6 37430

5DH5 34A00 5F108 45C60 5EZ67 10D00 6DL24-61 13A60 6ZL4 07D00 6H12 15A30

5DH8 01D00 5F11 44C40 5EZ8 33D00 6DP3 27A10 9D2-51 18E30 6H20 13D10

5DH13 02D00 5F71 05A30 5F8 17E10 6E20 03D00 6CM1 14A00 6I4 12D10

5DH55 29900 5FL1 24E20 5F104 44C00 6E38-54 33E00 6DH3 16611 6ZD7 17D00

5DJ2 05C00 5FP17 15310 5F107 45C40 6E41-55 33E20 6DH7 92010 6ZD14 18D10

5DJ7 02D10 5FP96 14D00 5F109 45C10 6EJ12-53 26C15 6DHY36 08D10 6ZD19 46E00

5DL1 20900 5FZ102 44C20 5F12 25110 6EJ12-55 26C00 6DJ4 01B15 6ZD21 46E70

5DL7 48B00 5FZ90 17C10 5F22 32600 6EJ12-57 26C25 6DK1 38230 6ZDY18 17E20

5DL11 48B20 5HN23 22A00 5F42 47090 6EN11-54 01B50 6DP1 30111 6ZEZ3 07D10

5DL15 48B10 5HP24 13A20 5F70 05A00 6EP5 14500 6DP17 41510 9D1-52 18E20

5DL24 49B00 5I15 24400 5F93 17C30 6F7 12E10 6E29 03D50

5DL35 47010 5JP15 44A00 5FJV81 23A00 6F19 32E00 6E39-55 33E10
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The stamped alphanumeric code denotes the dimensions as follows:

EXAMPLE

3.................Denotes overall length: The number “3” indicates the 30 – 39 mm length range.

D ................Denotes taper angle: The angle increases in alphabetical order.

J.................Denotes the 2nd taper angle, if applicable: The angle increases in alphabetical

order.

22...............Manufacturer’s code.

52...............Denotes diameter: The number “52” indicates the 2.52 mm.

3  D  J  22 – 52
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JET NEEDLE (KEIHIN)

JET NEEDLE PART #: 13383–

SHOWN BELOW

PRESS FIT CLIP

TYPE PART MARK φ D L TYPE PART MARK φ D L

CVK

26E20 N1QA 2.525 53 FCR-H 29F00 0BDXP 2.735 103.5

26EA0 N2NQ 2.525 53

PJ

44E20 R1472L 1L 2.725 64.5

03F50 N2NR 2.525 52.55 43D50 R1467NS 2.675 64.5

26E10 N76L 2.525 52.33 28E30 R1470NS 2.705 64.5

03FA0 N5AC 1.873 52.55 28E50 R1471NS 2.715 64.5

26E30 N76L 2.525 52.55 29E40 R1472M 1L 2.725 64.5

15F00 N8CA 2.430 57.95

PWK

37EK0 N1EI 2.735 64.5

03G00 NBAY 2.420 58.4 37E40 N1ED 2.685 64.5

38F00 NBZA 2.440 57.5 44EA0 R1480S 3S 2.805 64.5

CVK(S)

20EK0 5DECP 2.005 43 37EQ0 N3WK 2.755 64.5

14F00 N7AD 2.000 47.65 37F40 N8RH 2.725 64.5

11F00 8BJCN 2.000 43
PWK/PJ 28E00

R1469M
 0XHMK

2.695 64.5
34FA0 NBPA 2.040 43

34F50 NBPB 2.050 43

PWS

43E10 3LLM 2.010 38.8

34F60 NBUA 2.000 42.8 43E00 3LLN 2.015 38.8

CVK/CVR 26E00 N1QJ 2.525 52.33 35E20 N4TH 2.025 38.8

CVR
26E20 N1QL 2.525 53.22 35E10 N4VJ 2.035 38.8

03FB0 NAGL 2.525 51.65 35E00 N4WA 2.015 38.8

PWS

43E40 N8LB 2.005 31.2 06F30 N4WB 2.015 38.8

06F80 N8LC 2.005 31.2 43E20 N4WD 2.005 38.8

43E60 9SNGN 2.015 31.2 35E30 N5GJ 2.035 38.8

TYPE: CVK/CVK(S)/CVR/PWS TYPE: FCR-H/PJ/PWK/PWS

PRESS FIT CLIP

D
φ
 D

φ
 



Mikini Part No/Size Dimensions Carb/Application

4/042 6mm Hex VM18 Clamp-On, VM24-512, VM26-606, OEM TMX Late

50-200 (Δ 5) M5.3X0.9 Thread Series,Needle Jet Series - 159, 176, 183, 188, 192, 193, 205, 211,

210-500 (Δ 10) 11.5mm Length 224 with 4/042 hex main, Honda CR125R (00-07), CR250R (01-07),

520-720 (Δ 20) 5.0mm Thread Husqvarna CR/WR125/250, Kawasaki KX125 (00-05), Suzuki RM125

(00-07), Yamaha YZ125 (95-08), RD350/400, YFZ350 Banshee (87-06)

and many 2-stroke ATV and Offroad, Polaris Snowmobile 400XC/XCR

with Mikuni TMX and Polaris 2-stroke ATV with VM carburetor.

M10/14 6mm Hex Early Kawasaki rotary valve, 2-stroke

50-200 (Δ 5) M5.3x0.9 Thread singles and Yamaha small bore, 2-stroke singles.

8.0mm Length

5.0mm Thread 

N100 604 8.0mm Slot head VM16, HS40, HSR42/45/48, RS, TM33 Pumper, TM36,

50-192.5 (Δ 2.5) M5x0.75 Thread TM40, TM, VM29/VM33 Smoothbore, Needle Jet Series - 171, 188,

195-215 (Δ 5) 9.0mm Length 196 with Large Round, Kawasaki H1-500 (all), H2-750 (all), Z1-900,

220-250 (Δ 10) 5.0mm Thread KZ900A/B, (76-77), KZ1000, KZ1100, Suzuki DR-Z125, GS450/G500/

650/750/850/1000/1100/1150, Yamaha TTR125, XS350/400/750/1100

and many 2-stroke & 4-stroke Street, ATV, and Offroad.

N100 606 4.0mm Slot head Pilot Jet for Kawasaki KZ1300A (79-82) and Main Jet for Yamaha

30-150 (Δ 2.5) M4 Thread

6.5mm Length Slow Speed Jet on BN Personal Watercraft Carburetors.

3.00mm Thread Super BN 38, BN44, BN46, BN38I, BN40I, BN44I, BN46I.

Generator (1HX).

N102 221 6.0mm Slot Head Needle Jet Series 171, 188, 196. with small round.

30-190 (Δ 2.5) M5x0.75 Thread Kawasaki KSF400 “KXF” (03-06), Polaris Predator and Outlaw 500
195-230 (Δ 5) 9.0mm Length with Mikuni BSR carburetor, Suzuki ALT50 (1983), LT50 (84-87),

5.0mm Thread LT-A50 (02-05), LT-Z400, DR-Z400 with Mikuni carb, SV650,

Yamaha Generator (3G2), YFM660 Raptor, YXR660 Rhino Side x Side.

Personal Watercraft (High Speed Jets)

Super BN 38, BN44, BN46, BN38I, BN40I, BN44I, BN46I,

N208 099 5.0mm smaller Ducati late model CV and

110-160 (Δ 2.5) 6.0mm Larger Yamaha YZF750 OEM BDST Carburetors (downdraft).

165-230 (Δ 5) 4.0mm major 

Total length 9mm

VM11/22 8.0mm Slot head Suzuki LT-Z50 (06-07), LT-Z90 (2007),

50-150 (Δ 2.5) M6x0.75 Thread Yamaha YFM50 Raptor, YFM80 Badger, YFM80 Raptor, 

150-180 (Δ 5) 10.5mm Length TTR90 (00-07).

5.5mm Thread 

VM17/1002 4.0mm Slot head Controls enrichner on TM Carburetors.

20-60 (Δ 5) M4 Thread Applications: TM32 - TM38 Carburetors, RS Smoothbore.

70-100 (Δ 10) 6.0mm length
3.0mm Thread 

BS30/96
30-60 (Δ 2.5) 3.8mm Slot head Kawasaki, Suzuki, Yamaha. with OEM (BS) CV

M5x0.8 Thread
14.0mm length
6 Bleed holes

Mikuni Jet ID  - Type & Size

 NOTE OEM PART NUMBERS USED FOR REFERENCE PURPOSES ONLY. Keyster make generally supplied



Mikini Part No/Size Dimensions Carb/Application

BS30/97 4.0mm Slot head Meters the air flow through the passage to and into the needle jet.

0.5-0.8 (Δ 0.1) M4 Thread It acts as a fine tuning component in regulating the fuel-air mixture.

0.85-2.0 (Δ 0.05) 7.5mm length This is especially important when a bleed type needle jet is used.

No Bleed holes Applications: VM26 thru VM44 spigot carburetor, RS, TM,

VM29/VM33 Smoothbore.

M28/1001 4.0mm Slot head VM20 flange, VM26-606 spigot.

10-55 (Δ 2.5) M4 Thread Yamaha RX50 Special (83-84), YSR50 (87-92),

60-65 (Δ 5) 9.5mm length RD60 (73-74), YZ80 (75-01), DT125 (74-81), DT175 (74-81),

5.5mm Thread MX175 (79-81), YFS200 Blaster (88-06), RZ350 (84-85),

No bleed holes YFZ350 Banshee (87-06).

N151 067 3.8mm Slot head Late model OEM (BS) CV Carburetors.

30-60 (Δ 2.5) M5x0.8 Thread Kawasaki KZ1000J/K/M/P/R, KZ1100, Suzuki GS1000, GS1100,

14.0mm length Yamaha XS1100.

No bleed holes

N224 103 5.0mm Slot head TMS/TMX early, OEM TMX36, TMX38, OEM BSR CV

10-40 (Δ 2.5) M4 Thread Honda CR125R (00-07), CR250R (01-07),

45-70 (Δ 5) 28.0mm length Kawasaki KX125 (00-05), KSF400 “KFX” (03-06),

2.5mm Diameter Suzuki RM125 (00-07), LT-Z400 (03-07), Yamaha YZ125 (95-07),

8 Bleed holes YFM350 Raptor (04-07), YFM660 Raptor (01-05),

YXR660 Rhino Side x Side (04-07), YZF-R1.

VM13/352 Size 4.0mm Slot head

15-50 (Δ 2.5) M5x0.8 Thread

13.5mm length
1.3mm Bleed 

holes

8 Bleed holes

VM22/210-Size 4.0mm Slot head VM18 clamp-on, VM22 flange, VM26-8074,

10-60 (Δ 2.5) M5x0.8 Thread VM26 - VM34 flange, VM24 -VM44 spigot, TM series

65-100 (Δ 5) 13.5mm length TM24 - TM38 (no Accelerator pump), early TMS/TMX Carburetors,

100-120 (Δ 10)
1.7mm Bleed 

holes OEM Kawasaki, Suzuki, Yamaha 2-stroke and some 4-stroke models.

8 Bleed holes Note: VM26-606 spigot, use M28/1001 pilot jets.

VM28/486-size 5.0mm Slot head HS40, HSR42/45/48, RS34 - RS40 and TM33, TM36,

10-65 (Δ 2.5) M4 Thread TM40 with accelerator pump, Kawasaki Z1A/B-900 (74-75), KZ900A/B

70-100 (Δ 10) 28.0mm length (76-77), KZ1000 (77-80), Suzuki GS750, GS1100 (78-79),

2.0mm Diameter Yamaha TT-R125.

8 Bleed holes

VM28/213-Size 5.0mm Slot head Kawasaki Z1/A-900 (73-74) with Mikuni (OEM) VM28SS

15-22.5 (Δ 2.5) ? Thread Carburetors.

25-40 (Δ 5) 28.0mm length
?mm Diameter 

6 Bleed holes

B42/55-Size 6.0mm Slot head OEM CV (BS) Carburetors, Pilot Air Jet and Main Air

70-100 (Δ 10) M6x1.1 Jet for OEM Suzuki GS1000, GS1100 (80-82),

105-200 (Δ 5) 9.0mm length OEM Yamaha XS1100 (80-81).

210-300 (Δ 10)

N101 043 6.5 mm Slot head B-Type Butterfly Carb.

30, 35-100(∆ 2.5) M5x 1.1

105-160 (∆ 5) 16.5 length 
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Beware the 1200cc transmission oil advice, oil dam needs modification to take 1400cc
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Technical tips
VIBRATION REMEDY:

Remove the engine and counterbore the engine casings to accept the GT750 rubber engine

mounts , the mounting lugs on the T500 frame have to be sleeved down with small rings ( knurled

and hardened bushes) which are then pressed into frame lugs at the 3 frame mounting points to

accept the smaller GT750 engine bolts which are 12mm and not 14mm as on the T500 . N.B.

rubber bushes cannot be drilled open to suit standard T500 engine bolts, as the bushes are made

from ( hardened steel ) –  GT 750 engine bolts have to be used as replacements .

Rubber mounting the standard silencers at mounting rear footrest points by using rubber mounts available

from any exhaust muffler shop is also recommended, this is standard mounting practice with expansion

chamber exhausts.  I estimate the vibration is reduced by 90% , and certainly a cheap and effective

modification to overcome the ” effects ” of  the vibration inherent in this engine design.

Regards Philip de Gruchy Johannesburg,South Africa
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T500 model identification chart - page 1

T500/5 Cobra to T500-II

No prizes for guessing the differences between the Cobra and the T500-II.

Cosmetics

New tank, seat, rear
shocks, unvalanced
mud-guards,grab rail, oil
tank and side-covers, top
triple clamp and
insrtument mounting

Engine New pistons, 32 mm
carbs and air box

 

 



T500 model identification chart - page 2

T500-II to T500-III

Cosmetics
New instruments, tank
rack, front mudguard
and tank paint job

Engine None

 

 



T500 model identification chart - page 3

T500-III to T500R

Cosmetics

No tank rack, new tank
paint job, new tank
badge, new side cover
badge, flip filler cap on
petrol tank

Engine None

 



T500 model identification chart - page 4

T500R to T500J

Cosmetics

New tank paint job, new
tank badge, new plastic
chrome side cover
badge, new instruments,
new tail-light

Engine None

 



T500 model identification chart - page 5

T500J to T500K

Cosmetics
New tank paint job, new
tank badge, new side
cover badge, new round
headlight

Engine
Carb intakes lengthened,
horsepower reduced as
barrel intake port
narrowed

 



T500 model identification chart - page 6

T500JK to T500L

Cosmetics New tank paint job

Engine
Engine oil capacity
increased from 1200cc to
1400cc,

 



T500 model identification chart - page 7

T500L - T500M

Cosmetics
New tank paint job, tank
badge and side cover
badge, rear shock
absorber shroud

Engine None

 



T500 model identification chart - page 8

T500M - GT500A

Cosmetics

New tank, new sidecover
badge, front forks, seat,
front disk brake,
hydraulics, wheel, front
mudguard, instruments,
indicators and
unshrouded rear shock
absorber

Engine CDI ignition,  modified
crank and pistons

 



T500 model identification chart - page 9

GT500A to GT500B

End of the road

Cosmetics New paint scheme
Engine None
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Talking heads

some pics of squish heads being manufactured by Pascal Benoot in
Belgium



Talking heads again

some pics of steel squish head inserts designed and manufactured by
Pascal Benoot in Belgium

A unique and inventive way to deal with the problem of cracked heads and getting squish heads out of a standard head.

 

"the temperatures are good; but in the beginning I had problems with the cylinder head gasket, the problem was that the original gaskets are in aluminium and the coeficient of tension is not the same of the metal head and the
cylinder.

Now I use no gasket but just a copper paste of permatex (copper spray a gasket) and all the problems are gone."

Pascal



Talking heads again
some more pics of steel squish head inserts designed and

manufactured by Pascal Benoot in Belgium
The inserts are available for 240euro /set ex transport (as at April 2003)

The buyer just have to mill out his old standard heads. I pay 45 euro/ pc  in belgium to do this in an engine overhaul
company. Ii give the dimensions and heat paste to mount the inserts in the milled heads. You have to regulate the 

piston/squish clearance with copper gaskets to 0.8 mm and torque the heads to 3.5 kg/m the system runs with short reach
spark plugs. I can say that the result is perfect.

Weight  1.580 kg / set
Very professional looking products and a lot of work by Pascal in getting it right.

Pictures above are the new naked squish chambers .
the other are the same concept but with the old combustion chambers (model Crooks and TR 500)
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Suzuki GT/T500 technical guff
Sundial Suzuki's Squish Heads

Howdy Muzza,

Just thought that I would send you a pic of the squish heads I had made
about 5 years ago.  These use the standard spark plug hole and are
slightly configured for optimum combustion with the spark plugs at an

angle.

They are welded and then the squish are is machined in.  They offer
quite a boost in midrange when highend pipes and porting are used.  Not

as good as TR heads but quite an improvement.



The price is not cheap and are currently $385USD.  But it seems nothing
is cheap these days.

Eric (Zook-e) Kalamaja

May 2002

-------------------------o------------------------



SUZUKI PAINT CODES
Model years 1968 through 1977

Copyright © R. W . Best (H2RICK) 2001-2019 (Revised 04/2019)

                                         

A few words of explanation:

Suzuki part numbers consist of two groups of numbers (referred to as numerics),
separated by a hyphen. Each group typically has five numbers in it. If a particular part
was painted, then an additional group of three numerics or letters/numerics (referred to
as alpha-numerics), separated by an additional hyphen, was added on to the end of that
part number to show what paint colour that particular part was painted with at the factory.
Thus:
00000-00000 is the designation of a typical part that is NOT painted.
And:
00000-00000-000 (or 00A) is the designation of a typical part that IS painted.

Notice the addition of the last three numerics (or alpha numerics) which show the paint
code designation. 
A word of caution: Suzuki, like all other automotive manufacturers, used the same colour
over and over again (until it was phased out) e.g. in 1972 a certain colour may have been
used on a T250J street bike; in 1974 the same colour may have been used on a TS100L
dual purpose (street/off-road) bike. Only two stroke street bike models are listed in the
charts below.
To increase the confusion even more, the same colour was sometimes called two
completely different names, or the same colour name could refer to two differently
numbered paint colours. In addition, late production machines in a particular production
run and/or replacement parts could be painted a differently designated colour that was
“close enough” to the original colour that had been discontinued. As well, the list contains
designations for colours from earlier production machines i.e. S32, T20, T305, etc.
However, no matter what name the colour was called by the marketing department, the
three digit numeric (or alpha numeric) part number designation always referred to the
same colour. Note that in the last column, “Unknown/NUSB” means that this colour
usage is either not known to the author OR is known, but the colour was “Not Used (on
two stroke) Street Bikes”.  
Also keep in mind that the names shown here were given to the colours mostly as sold in
the US/Canadian market. If you are in a different market area, the colour names could
be different or that colour may not have been used in your market at all.
With no further explanations, here are the codes and their names, with the first name
given as the most common and/or initially used name of that particular colour. 



Designator Colour name Alternate name(s) Model(s) used on

00A Grey metallic Jewel grey metallic GT750M

00F Gypsy red None/Unknown T500-2(late)

00J Gypsy red Candy gypsy red #3 GT380A (late), GT750M,A

00N Pure orange None/Unknown GT185A

00P Spark silver None/Unknown GT550B

00T Calypso red Candy calypso rose GT500B,GT250A,GT750A

00U Candy rose Targa red GT500A,A100A,B,GT550A

00X Forest green Green metallic GT550A

00Z Candy orange None/Unknown GT550M(late)

01A Orange Flake orange #2 RE5M(late)

01H Candy gold #5 None/Unknown GT250A                           

01J Daytona blue Andes blue metallic GT500A

03D Metallic blue Uranos Blue metallic GT550B

03E Potomac blue None/Unknown Unknown/NUSB

03F Metallic blue Jamaica blue met. GT380B

03G Rose red metallic None/Unknown GT250B,GT750B,GT380B

03H Marble red None/Unknown A100B                               

03J Straight blue None/Unknown Unknown/NUSB

03K Marble yellow None/Unknown Unknown/NUSB

03T Ultra blue (tape) None/Unknown GT550B

13L Blue None/Unknown Unknown/NUSB

60B Silver None/Unknown Unknown/NUSB

60C Silver None/Unknown Unknown/NUSB

61K Unknown None/Unknown Unknown/NUSB

61R Unknown None/Unknown GT380B (tape)

61T Unknown None/Unknown GT550B (tape)

61U Unknown None/Unknown GT380B, GT550B (tape)

002 Light blue None/Unknown M12/Mk II,M15/MkII/D    



Designator Colour name Alternate name(s) Model(s) used on

019 (see note) Black Gloss black RE5A,GT550M,GT380A,
GT750B,GT500B, T500-I,
A100-1, AS100-1     

046 Silver metallic None/Unknown A100-1, AS100-1

061 Red Permanent Red F50R,S32-2,M12 all,M15 all
A100-1, AS100-1

064 Pure white None/Unknown T500J,S32-2,M12 all,M15
all, A100-1, AS100-1

075 Light permanent
blue

None/Unknown S32-2, M12 all, M15 all,
A100-1, AS100-1

078 Candy red None/Unknown T500-1, T305, TC305

079 Candy blue None/Unknown T500-1, T305, TC305

126 Pearl metallic None/Unknown GT750L,M,A,B, RE5M,A
(rad grill only),S32-2, T305,
TC305, A/AS100-1        

137 Daytona blue None/Unknown Unknown/NUSB

138 Candy orange Mojave copper GT550M(early), T500-2,

T250-1,R, T305, TC305,
AC100-1, AC50R

141 Candy gold no. 2 None/Unknown T500-1

153 Caribbean blue None/Unknown F50-1

156 Redondo blue Candy corporate blue T500-3,GT380L,T250-2,
T350-1, AS-50

157 Candy bright red Jamaica red
Roman red

GT250K,GT380J,T250J,
T125-1

158 Candy gold no. 3 Colorado gold T500-2

159 Monterey green Candy Sophia green T350-2                                

161 Pearl ivory Cape ivory T350-1

162 Frosted black None/Unknown T500-2,T350-1,T250-2        

163 Aspen yellow Phlolina yellow T125R,T250-2

164 Morro green Candy lime green T500-3,T350R,
T250-1,T125R

176 Candy yellow Aztec gold T125-2, GT380L, T350R,J;
GT550J,T250-2,T125-2



Designator Colour name Alternate name(s) Model(s) used on

178 Sunset white None/Unknown Unknown/NUSB

183 Safari yellow None/Unknown Unknown/NUSB

184 Strip orange Chrome orange Unknown/NUSB

185 Ascot  red Medium scarlet T350-2                                

186 Pop green None/Unknown T125-2, AC50R

187 Frosted gray None/Unknown T500-3

189 Egret white None/Unknown T500R, T500J, T350R

195 Candy jackal blue Newport blue T500R, GT750J, T350 ??

212 Alpine blue None/Unknown Unknown/NUSB

215 Hawaii green Candy turquoise GT250K,GT550L,T250R,
GT380J

216 California burgundy Candy lavender T500R, GT750J                 

253 Candy yellow ochre None/Unknown GT750J (Japan only)

262 Laguna blue Candy Acapulco blue T250J

263 Cascade green Verdoro green T500J

264 Pearl orange Summit orange,
copper

T500J, T350J

278 Grace lime metallic Lime green GT550K

279 Coronado blue Metallic blue, Bright
blue metallic

T500K,GT185K,GT250K,L
(late),GT380K,GT750A

288 Candy gold no. 4 Nugget gold GT250M, GT750J              

291 Semi-gloss black None/Unknown GT185/250/380/500/550/
750B models

293 Marble scarlet Laredo red, Marble red GT550L,GT185M

403 Black None/Unknown GT550J,K,L,M,A

516 Blue None/Unknown GT550J

522 Green None/Unknown Unknown/NUSB

523 Green None/Unknown T500J

524 Copper Orange T500J,T350J



Designator Colour name Alternate name(s) Model(s) used on

525 Blue None/Unknown T250J

527 Red None/Unknown GT250K(early)

533 Burgundy None/Unknown GT750J

534 Turquoise None/Unknown GT750J

539 Green None/Unknown GT380J

541 Blue None/Unknown T350J

542 Red None/Unknown Unknown/NUSB

544 Orange None/Unknown Unknown/NUSB

546 Blue None/Unknown Unknown/NUSB

564 Green None/Unknown Unknown/NUSB

565 Red None/Unknown Unknown/NUSB

567 Green None/Unknown Unknown/NUSB

571 Gold None/Unknown GT550J

572 Green None/Unknown Unknown/NUSB

573 Orange None/Unknown Unknown/NUSB

575 Green None/Unknown T250R

576 Copper None/Unknown T250R

577 Blue None/Unknown T500R

578 Burgundy None/Unknown T500R

584 Yellow None/Unknown Unknown/NUSB

585 Blue None/Unknown Unknown/NUSB

613 Green None/Unknown AC50

616 Red None/Unknown T250J,GT380J

649 Orange Mesa Orange T500-2 (late), AC100-1

651 Gold Colorado Gold T500-2 (late)

676 Black/Pearl Met. None/Unknown AC100-1 (tape)

705 Hermosa blue Purple Blue metallic GT550K



Designator Colour name Alternate name(s) Model(s) used on

707 Pearl blue None/Unknown GT750K

708 Pearl red None/Unknown GT750K

709 Pine green None/Unknown Unknown/NUSB

711 Bay blue None/Unknown Unknown/NUSB

712 Candy gypsy red None/Unknown T500L,GT380M(early)

713 Marble yellow None/Unknown Unknown/NUSB

714 Sunset orange Cobalt orange Unknown/NUSB

715 Candy wine red None/Unknown T500K,GT250L

716 Catania red Canyon red GT380K

718 Red None/Unknown GT750K (tape w/707 tank)

722 Dark green None/Unknown GT750K (tape w/707 tank)

724 Sky blue None/Unknown GT550B (tape)

737 Stardust silver met. Dark silver metallic GT380M, GT250A, T125-2

738 Olive green metallic None/Unknown GT750L,M (Japan only)

742 Silver metallic None/Unknown GT750L,M,A (tape)         

747 Matador red None/Unknown Unknown/NUSB

755 Silver grey metallic None/Unknown Unknown/NUSB

758 Candy Tahiti orange None/Unknown GT185L, GT250L

759 Cerulian blue met. Rally blue GT250L(early)

761 Flake blue Mist blue GT750L

762 Flake orange None/Unknown GT750L, RE5M (early)

764 Gold (tape) None/Unknown GT550K,L,M,A

796 Midnight blue None/Unknown RE5M

797 Maui blue metallic None/Unknown T500M,GT750A,GT380A,
GT500B,GT250M,A;A100A   

799 Primer grey None/Unknown Spare parts to be painted

911 Tan None/Unknown GT750K (tape w/708 tank)

926 Green None/Unknown GT250K(early)



Designator Colour name Alternate name(s) Model(s) used on

965 Unknown None/Unknown GT250L

966 Unknown None/Unknown GT250L

997 Orange None/Unknown Unknown/NUSB

Note: 019 Black/Gloss Black is the standard non-metallic gloss black paint used for all
black painted parts like frames, engine bracket plates, battery boxes, etc., on all models
as well as for body parts (tanks, side covers, etc.) on the particular models shown in the
“Models Used On” column for this particular colour.
To add a little more confusion, the above list includes colour codes used for the tape
stripe colours for fuel tanks for all motorcycles as well as Suzuki’s early GS four stroke
bikes (400, 550 and 750) and their snowmobiles. Yes, Suzuki did make snowmobiles for
the North American market for about three years starting in 1973. This venture was
stopped when the well known U.S. snowmobile maker Arctic Cat switched over from
Kawasaki engines to Suzuki engines for its 1976 model year.
Another recently discovered anomaly has been noticed on the US Suzuki brochure for the
GT750A (1976) which shows two available colours: 
Coronado Blue (which is colour #279)
Ontario Orange (which has not been identified after much searching)
It may be that the orange that US Suzuki thought it was getting never materialized on the
production bikes, being replaced by colour #00T Calypso Red/Candy Calypso Rose,
which is the colour that the production bikes actually came in. It may also be that colour
#01A which was previously used on the RE5M was intended to be used on the GT750A.
If you have any further information on this, please contact the author.  
Many thanks to Murray “Muzza” Barnard for some info from his site and for displaying this
chart for all interested Suzuki enthusiasts. Also thanks to Mario “Foxkilo” Fockenbrock for
his valuable input on colours from continental Europe. 

 

This 2019 revision has corrected a few errors and has also included new info from my
good friend Jim Green who has the largest collection of Suzuki two stroke parts manuals
I’ve ever seen. The colour charts in his manuals are invaluable in clearing up many of the
colours used on pre-1973 Suzuki street bikes. 

 



MIKUNI MAIN JETS EXPLAINED
or

HOW I SAVED BIG BUCKS JUST BY LEARNING THIS STUFF

OK folks, here’s the full meal deal on Mikuni main jets. This is from various sources gathered
over the years. Read this carefully 3 times. It helps to have an example of each style of jet at hand when
reading this explanation.

1) the “long (or large) hex” style main jet is known as the “Amal” style in Mikuni-speak. It’s also
    Mikuni type 4/042. This style of jet has its fuel flow calibrated in the “wrong” direction i.e.
    from the threaded end through the orifice and out what we consider the inlet end. The number
    stamped on the jet corresponds to the number of cubic centimetres of gasoline which will flow
    through the jet when poured in the calibration direction from a height of 50 centimetres. Since
    the direction of flow during calibration is opposite to what the flow is during actual operation
    when installed in the carb, the OPERATIONAL flow rate does NOT correspond to the number
    stamped on the jet. The chart below bears this out. No, I don’t know why they would do such a
    thing as having opposite directions for calibration and operational flows. Japanese
    inscrutability ?? Holdover from the way the Brits calibrated the original Amal jets ?? Take your
    pick.   

2) the “button” or “slot” style main jet is properly known as the “reverse” style in Mikuni-speak.
    It’s Mikuni type N100/604. The fuel calibration flow can be done from either side of the
    orifice. This also holds true for actual fuel flow volume when in operation in the carb. I assume
    it’s called the “reverse” style because the calibration can be done in the reverse direction
    compared to the Amal style jet. Regardless of that, although none of the info I have specifically
    states so, you can PROBABLY ASSUME that the number stamped on the jet is the
    operational flow volume in cubic centimetres of gasoline as well as the calibration flow
    volume. 

If you look carefully with a magnifying glass at both ends of the orifices in both styles of jets you will see
marked differences in how the orifices are machined. You physics majors out there
(and also the rest of us who have a less-than-perfect understanding of fluid dynamics) will immediately
see that the Amal style jet has the capability of flowing much more liquid in the calibration direction than
the reverse style can.

Keep in mind when reading the chart shown on the next page that the numbers for the Amal style are
CALIBRATION flow volumes, while the numbers for the reverse style are calibration AND
OPERATIONAL flow volumes. One can deduce from this that the flow volume in the
OPERATIONAL direction of the Amal jet is FAR LESS than the flow volume in the CALIBRATION
direction of that same jet, since both styles of jets are (more/less) exact replacements for each other.
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   INTERCHANGE CHART FOR MIKUNI MAIN JETS

N100/604 (Reverse) 4/042 (Amal)

        90         95

92.2 100

95 105

97.5 110

100 115

102.5 120

105 125

107.5 135

110 140

112.5 145

115 155

117.5 165

120 170

122.5 175

125 185

127.5 195

130 200

132.5 210

135 215*

137.5 225*

140 230

142.5 245*

145 250

147.5 265*

150 275*

152.5 285*

155 295*

157.5 310

160 320

162.5 335*

165 345*

167.5 360

170 370

The asterisk behind the Amal style jet numbers indicates that you can use 5 numbers higher or lower
than the indicated number and still be in the range of its reverse style equivalent in the left hand column.
This “adjustment” is necessary because even though the Amal style jet numbers shown are the EXACT
FLOW EQUIVALENTS to the reverse style jets shown in the left column, Mikuni does not offer the
Amal style jet in “half sizes” (i.e. XX5) above #200. 
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A Final Word Of Caution

Please note that there are differences in the threads between the two types of main jets. The jets are
made with different threads to prevent exactly what you are trying to do....substituting one type of jet
for the other type. The reverse (or slot or round style) jet can be screwed partially into a needle jet that
is threaded for the Amal (or long hex) style jet but the reverse is not true. In other words, do not
attempt to thread an Amal style jet into a needle jet that was originally fitted with a reverse style jet. 
If you look carefully at any needle jet that you have, you will see two sets of numbers stamped on the
body (assuming it’s a genuine Mikuni needle jet):
1) the upper three digit number identifies which type of needle jet it is e.g. 159, 171, etc.
2) the lower two-character alpha-numeric identifies the size of the needle jet e.g. N–5, Q-3, etc.
There are other subtle differences in needle jets such as the overall length of the needle jet body and the
length of the bottom shoulder.
Here is another table to help you understand what you can get away with and what you can’t:

Needle Jet Type # Normal Main Jet Style Used Substitution With Other Style Jet Y/N ?

159 Amal (Long Hex) Yes (see note below)

166 Amal (Long Hex) Yes (see note below)

171 Reverse (Round) No

176 Unknown Unknown

183 Unknown Unknown

188 Reverse (Round) No

196 Reverse (Round) No

205 Unknown Unknown

211 Unknown Unknown

224 Unknown Unknown

NOTE:
Keep in mind that even though you may be able to partially thread a reverse style jet into the hole that
once held the Amal style jet, you may have to shim or otherwise modify the needle jet body to make
everything work correctly. Such modification should not be attempted by persons not thoroughly
familiar with the complexities/dangers involved.

Copyright © 2001-2004, R. W. Best (H2RICK), Calgary, Canada
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GASOLINE OCTANE RATING METHODS
AND OPERATIONAL CONDITIONS IN TWO STROKE ENGINES

© R. W. Best, (H2RICK), 2002

 Since so many of you have asked for an interpretation of the numbers posted on the side of the pump
where you fill up, I’ve decided to “distill” this info down to a useable size. I’ve also come up with
another snappy title, as you can see above. LOLOL. As you can imagine, there are volumes and
volumes of scholarly works on this subject but I’ll try to make it as simple as possible and keep things in
layman’s terms.

What is an octane rating (or number) anyway ?

The simplest definition is that such rating/number is a measure of a fuel’s resistance to detonation during
combustion.....or the fuel’s anti-knock quality.

What’s “detonation” and why should I be concerned about it ?

Detonation, or “spark knock” or “ping”, is defined as an uncontrolled and abrupt explosion of the
fuel/air mixture in the engine cylinder(s) due to excessive pressure and/or temperature. Normally the
fuel/air mixture in an engine’s cylinder(s) burns and expands in a controlled and linear fashion, spreading
outwards from the spark at the spark plug at the time of ignition. This is considered “normal”
combustion. When the fuel/air mixture burns/explodes instantaneously, you get detonation which creates
shock pressure waves and thus an audible “knock”. If left unchecked, knock can do all kinds of
damage to your engine, sometimes quite quickly. Broken pistons are an extreme result of detonation or
knock. Detonation is to be devoutly avoided, especially in a two stroke engine where combustion
events happen twice as fast as in a four stroke engine.

How do I interpret those numbers on the gas pump ?

Well, here’s where I let the experts take over. This next section is lifted bodily from the Esso Canada
Fuels and Lubricants Handbook and is copyrighted, so don’t steal/use it without giving proper credit to
them. My comments are in brackets thus [xxxx].

There are two commonly used methods of determining the octane number of motor gasoline: the Motor
Method and the Research Method. Both methods use the same type of laboratory single cylinder
engine, which is equipped with a variable [displacement] head and a knock-meter to indicate knock
intensity. Using the test sample as fuel, the engine compression ratio and the air/fuel [ratio] are adjusted
to develop a specified knock intensity. Two primary standard reference fuels, normal heptane and iso-
octane, arbitrarily assigned 0 and 100 octane numbers respectively, are then blended [and run in the
test engine] to produce the same knock intensity as the [original] test sample. The percentage of iso-
octane in the blend [ed reference fuel] is considered the octane number of the [original] test sample.
Thus, if the matching reference blend is made up of 15% n-heptane and 85% iso-octane, the test
sample is rated 85 Motor or Research octane, according to the test method used.



The test conditions for the Research Method are less severe than for the Motor Method. Accordingly,
commercial gasolines have a higher octane number by the Research Method than by the Motor
Method. [If you think about it, a little dishonesty by someone is evident here. The world, until recently,
relied upon the Motor Method for octane ratings and the public became used to seeing the M(otor)
O(ctane) N(umber) on the side of the pump. Nowadays, in Europe, the results on the pump are the
R(esearch) O(ctane) N(umber) and everyone thinks they’ve suddenly got really great fuel. In reality, the
European fuel is the same old stuff, or worse, that we’ve always been used to. Read on.]
Both ratings are required to predict the performance of the gasoline in actual road usage, but the
relative importance depends on the type of engine and operating conditions. In truck and bus
applications where the gasoline must perform at high temperatures and under maximum throttle
[gosh, just like two stroke motorcycle engines, LOL] the MON is more significant than the RON.
Similarly in passenger cars with automatic transmissions under full load and part throttle the MON is
more significant, particularly in engines of more recent manufacture. In passenger cars with manual
transmissions at full throttle where the engine can be [highly] loaded at low engine speed [like four stoke
V twin cruiser bikes] the RON is more significant, while at part throttle, the reverse is true. 
Road Octane Number [not to be confused with RON] is the rating of the gasoline, in terms of reference
fuels, by a test car under full throttle acceleration from 10 to 50 MPH. However, Road Octane
[Number] tests are too expensive for routine testing and are reserved mainly for special octane
requirement surveys. An approximation [of the Road Octane Number] may be made by calculation of
the average of RON and MON thusly: RON + MON divided by 2. [this rating is now becoming more
widely used in North America but you can see, again, how it inflates the number].

What did I learn from all this ?

If you currently own and ride a high performance two stroke motorcycle, you may have problems with
detonation when you use regular unleaded gasoline. This is especially true if you have increased the
compression ratio by shaving the head or reducing head gasket thickness....or have changed the port
timing.

What else do I need to know to keep my two stroke happy and healthy, fuel-wise ?

As a matter of comparison, my Suzi GT550A manual calls for fuel of “85 - 95 octane in Research
Method” for an engine with a 6.7:1 corrected compression ratio, whereas the manual for my
Suzi PE250B (single cylinder) enduro racer/dirt bike calls for “95 Research Octane or higher” for an
engine with a 7.0:1 corrected compression ratio. Hmmmm....for the relatively low
compression/performance stock 550 under normal conditions, any old gasoline is OK....but for the
relatively high compression, high performance 250, you need the “good” stuff. If you are running a  ~
7.0:1, or higher, (corrected) compression ratio engine, you’d better use the “good stuff” or you’re
probably going to have detonation more often than you’d prefer. This is especially true in conditions of
high ambient temperatures when you have an air cooled engine or you’ve advanced your spark
somewhat or you haven’t pulled the head(s) for awhile to clean up those nasty deposits off the piston
crown and inside the head. See the first chart on the next page for more octane facts.



-10 -7.5 -5 -2.5 0 2.5 5 7.5 10

Decrease                           Change in Requirement                  Increase

Average effect of variables on octane requirements

Change in Relative Humidity 
from 20% to 90% @ 21 Deg C 
(~70 deg F)
Increase in altitude from Sea  
Level to 915 m (3000 ft)

Increase of 4 degrees in 
spark advance

Due to 16,000 km (10,000 mi) 
deposit accumulation

Increase in cooling jacket 
temperature from 71 deg C 
to 82 deg C

Copyright, Courtesy of Esso Canada 

What other engine operational conditions do I have to watch for ?

Here is a chart that’s very instructive regarding octane requirements. Look it over carefully two or three
times and you’ll see what I mean.

Another chart that compares octane numbers is also very instructive:

Properties of Esso Gasolines

Esso 2000 Unleaded
(Regular)

Esso (Leaded) (what
leaded Regular used to be)

Esso Extra Unleaded
(Premium)

R. O. N. * 93 94 96

M. O. N. * 84 85 87

* = lower for high altitude areas                                                                       © Esso Canada, 1983

Keep in mind this chart is from 1983 but the ratio of MON to RON will remain the same even if the
absolute numbers change somewhat. Most jurisdictions in North America supply 87 octane fuel but this
is mostly a Road Octane number nowadays, so is somewhat of a “cheater” number.

From all of this you should be able to get a fairly accurate idea of what your bike’s octane requirements
are at any given time. You can see that gasoline has a very complex job to do under many varied
operating conditions and still give you the power and performance you expect. Choose the right octane
rating and you’ll get that power and performance without detonation/pinging.



Suzuki service bulletin - clutch rattle
Courtesy H2Rick





 



    

1. Simple Ignition System Check
2. Ignition Coil Failures
3. Contact breaker Sticking Open
4. Nylon Plug Modules
5. Spark Plugs
6. Battery Maintenance
7. Checking PEI Ignition Timing
8. Adjusting Horns
9. Carburetor Main Jet Types
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C AT E G O R I E S :  T E C H N I C A L ,  S U Z U K I  S E R V I C E  B U L L E T I N S

10. Automatic Petcock Misuse
11. Cleaning Carburetors
12.Oil Pump Lever Sticking
13. Oil Tank Cap Vent
14. Oil tank Breather Obstruction
15. Clutch rattle on Twin Cylinder Models
16. Suzuki Liquid Gasket No.4
17. Wheel Alignment
18. Cold Weather Storage

Suzuki Technical  Bulletins 10 – 18
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8/25/24, 6:25 AM Suzuki Two Stroke Enthusiasts
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C AT E G O R I E S :  T E C H N I C A L ,  S U Z U K I  S E R V I C E  B U L L E T I N S

19. High Speed Steering Oscillation
20. Metric-American Conversions
21. Motorcycle Assembly and Pre-Delivery Reimbursement
22. Oil Tank Breather caps Except GT500
23. Recommended Fuel types
24. Gasket Sets
25. Bolt head Symbols
26. Suzuki CCI Super 2 Recommendations
27. Circlip Installation
28. Front Disk Grease Application
29. —————
30. Dealer Obligations for Pre-delivery

Suzuki Technical  Bulletins 19 – 30
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C AT E G O R I E S :  T E C H N I C A L ,  S U Z U K I  S E R V I C E  B U L L E T I N S

30. Revised – Dealer Obligations for Pre-delivery
31. —————-
32. New Sealant Suzuki Bond 1201
33. Disk brake Grease Application

Suzuki Technical  Bulletins 30 revised – 33
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C AT E G O R I E S :  T 5 0 0 ,  G T 5 0 0 ,  T E C H N I C A L ,  T 3 0 5 ,  T 2 5 0 ,  T 3 5 0 ,  S U Z U K I  S E R V I C E  B U L L E T I N S

1. T500- Transmission Repair
2. T250/305/350 – Drive shaft/top gear
3. T500 – Increased transmission oil capacity (ie. the infamous gearbox oil issue – long kept under wraps)

4. T500 – Swingarm pivot shaft
5. T/GT500 – Shift cam guide bolt location

Suzuki T Model Technical  Bulletins
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C AT E G O R I E S :  G T 7 5 0 ,  T E C H N I C A L ,  S U Z U K I  S E R V I C E  B U L L E T I N S

1. GT750 – Cooling System
2. GT750 – Oil Starvation
3. GT750 – Crankshaft and Gear Replacement
4. GT750 – Starter Clutch Modification
5. GT750 – New Style Cylinder Head Bolt Washer
6. GT750 – Crankshaft Modifications

Suzuki GT Technical  Bulletins 1-6
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C AT E G O R I E S :  G T 1 8 5 ,  G T 2 5 0 ,  G T 3 8 0 ,  G T 5 5 0 ,  G T 7 5 0 ,  T E C H N I C A L ,  S U Z U K I  S E R V I C E  B U L L E T I N S

7.   GT750 – Increased performance

8.   GT550 – Primary gear noise

9.   GT380 – Kick starter drive gear and oil pump driven gear modification

10. GT380 – Increased transmission oil capacity (oh dear the 380 too!)

11. GT250 – Drive shaft/top gear

12. GT185 – Disk brake manual addendum

13. GT550/750 – Exhaust coupler sealant

Suzuki GTTechnical  Bulletins 7-13
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C AT E G O R I E S :  G T 2 5 0 ,  G T 3 8 0 ,  G T 5 5 0 ,  G T 7 5 0 ,  T E C H N I C A L ,  S U Z U K I  S E R V I C E  B U L L E T I N S

22. GT380/550/750 – Instructions for using carburetor synchronisation tool
23. GT380/550 – Wiring harness temporary colour code changes
24. GT250 – Burned out headlight bulb
25. GT750 – Cylinder puller tool set
26. GT550 – Starter clutch change

Suzuki GT Technical  Bulletins 22-26
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C AT E G O R I E S :  G T 2 5 0 ,  G T 5 0 0 ,  G T 3 8 0 ,  G T 5 5 0 ,  G T 7 5 0 ,  T E C H N I C A L ,  S U Z U K I  S E R V I C E  B U L L E T I N S

34. GT500 – Shift cam guide bolt location
35. GT250 – Cylinder head, spark plug and carburetion changes
36. GT75- – Fuel surging
37. GT380/550/750 – Fuel cock seepage
38. GT380/550/750 – Gear shifting switch
39. GT500A & B – Front fender mount

Suzuki GT Technical  Bulletins 34-39
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C AT E G O R I E S :  G T 1 8 5 ,  G T 2 5 0 ,  G T 3 8 0 ,  G T 5 0 0 ,  G T 5 5 0 ,  G T 7 5 0 ,  T E C H N I C A L ,  S U Z U K I  S E R V I C E

B U L L E T I N S

27. GT185/250/380/550 – Spark plug caps
28. GT500 – PEI Inspection
29. GT550/750 – 2nd drive and driven gears
30. GT250A – Ignition timing marks
31. All GTs – Constant on headlight
32. GT250 – Changes from 1975 to 1976
33. GT550 – Improved rear brake performance

Suzuki GT Technical  Bulletins 27-33
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14. GT380/550/750 – Battery breather location
15. GT380/550/750 – Air cleaner servicing
16. GT380/550/750 – Optional sprockets and chain
17. GT380/550/750 – Contact breaker cams
18. GT380/550/750 – SRIS oil strainer
19. GT250/380/550/750 – Disk brake modification
20. GT250/380/550 – New style spark plug cap boot
21. GT380/550/750 – Fuel starvation at high rpm

Suzuki GT Technical  Bulletins 14-21
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Crank Splitting
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Suzuki Crank Splitter
 

Kickstart has kindly provided details of his crank splitter.....
HERE ARE THE THREE PAGES IF INFO I HAVE ON THE CRANKSHAFT RESEALING. 

 I CENTERED MY SHAFT IN A LATHE AND SCRIBED A LINE ACROSS THE CRANK JOURNALS.  THIS HELPED WITH REASSEMBLY. 
I THEN MAKE TWO SPACERS ,FROM METAL, THAT FIT SNUGLY BELOW THE CON-RODS.  THIS KEPT ME FROM SMASHING THE CON-RODS WHEN REASSEMBLING. 

THE INSTRUCTION SHEET SHOW HOW TO FABRICATE A CRANK SHAFT SPLITTER. 
I MADE TWO OF THEM THAT JUST WOULD NOT TAKE STRAIN AND BENT DOUBLE.  I AM SENDING PIXS OF THE THIRD ONE AND IT "WILL" WORK. 

THE SPLITTER HAS REMOVABLE END PIECES SO YOU CAN GET THE CRANK ASSEMBLY IN IT. 
YOU THEN BOLT IT BACK TOGETHER AND START SPREADING THE CRANK SHAFT FROM THE CENTER. 

SEAL REPLACEMENT IS EASY BUT BE CAREFUL HOW YOU INSTALL THE SEAL. 
THERE ARE NO SPLINES OR KEY WAYS FOR ALIGNMENT WHEN GOING BACK TOGETHER. 

USE YOUR SCRIBED LINE AS A REFERENCE.  PUT THE SPACERS BELOW THE CON-RODS AND PRESS TOGETHER. 
CHECK THE RUN-OUT AND TAP THE CRANK SHAFT TOO GET THE RUN-OUT TO A MIN.  MY INFO SAYS .025 " OR LESS RUN OUT.



 



 





 
 



Tool Kits

The early  kits included  with  the T500 models , up to the 1973  K models  (to be 
confirmed ) included  a box  wrench  having  a universal  joint  and  a removable 
handle.which were items 2 and 3 in the left photo below. These were definitely no 
longer included by the 1975 M series tool kits. The contact points file (part 09813-
00001) appears  to have been included  up until the R series in 1971, and as an 
option  in 1972   - beyond  that  the  parts  manuals  I have  do not  list  them . The 
points wrench (09930-20111) appears to have been included up to the J models (
to be confirmed) and then as an option beginning with the K in 1973.

Early kit supplied with K models - included item 2 and 3 for total of 16 pieces.



Kit supplied with the M model Titan and GT's - 14 pieces.

Below are photos of the tools from an early tool kit.
On the right  I have  included  a photo  of two of the universal  box wrenches  (part 
number  09816 -00018 ) as they  differ . One  has a longer  shank , and as well  the 
shoulder  where  the  shank  meets  the  universal  fitting  is smaller . There  are  no 
visible manufacturer 's marks on the ones I have - presumably  different  suppliers 
were used, or it may be that one is an earlier one than the other.
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Tire Pumps

There were at least two style of tire pump fitted to the early T500's - the one at 
the top of the photo  has 'Made  in Japan ' printed  length  ways  on the pump 
handle and came from a first year T500, and the one in the lower part of the 
photo has 'Made in Japan' printed on the end of the handle, wrapped around 
where  the  nozzle  is stored . Both  pumps  are  the  same  length  of 20  cm , 
uncompressed  with the nozzle  protruding  another  1 cm. The pump casings 
were made of aluminium.

The pumps were both about 45 cm when fully extended. Below are close-ups of the 
printing on the handles of the two types - 1st is early, 2nd is later.





A photo of the nozzle removed from the pump end - relative to a bicycle tire 
pump, the nozzle is quite long.



Early T500 Turn Signals

Four types are shown - the very early style having a stem clamp and flattened rear 
housing, no stem clamp but with flattened rear housing, round back and no stem 
clamp, and then the ones commonly sold as NOS having long stems and incorrect 
wire routing.

The photo below is of the front signal from a 1969 T500-II. Notice that the back of 
the signal housing is flat, there is no stem clamp, and that the stem is quite short - 
about 1 inch long, excluding the threads.
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A similar front signal, but with a rounded end. The stem is about the same length 
as the one having the flat end, an no stem clamp.



In the photos below, on the left is what is commonly sold as NOS and has 
a long stem - about 2.25 inches long - and no stem clamp.
Below that is the correct signal for the early T500's having the short stem, 
stem clamp and flat end.



Likewise for the rear signals - the photo on the lower left is of what is commonly sold 
as NOS and has the long 2.25 inch stem with the wire on the outside, rear of 
housing is round, and no stem clamp. Below that is a photo of the correct signal for 
the early T500's with the wire threaded inside the stem and the external stem clamp 



The 500/5 and T500 Question - Material contributed by Eric from North Virginia

The December  1967 issue of Cycle World, presented  the  new 500/5 model and listed its 
specifications . A collection  of Cycle  World  road  tests  were  gathered  together  and  re-
published  by Suzuki  as an advertising  handout , also with a December  1967 cover  date, 
that  included  a letter  from  Suzuki  detailing  the changes  made  to the design  since  the 
original road test had been done.

Here are scans of the two covers - the Cycle World December 1967 magazine on the left, 
and the Suzuki advertising brochure on the right.
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That letter included in the brochure appears below, and a close-up of it 
below that.





These  then are the specifications  for the T500 Mk I. What  is unclear  is the length  of 
elapsed time between the original Cycle World article appearing, and the release of the 
reprint  as both carry  the same  date of December  1967. If they were  published  close 
together, then it raises the question of whether 500/5's actually were ever 'officially' sold
.
Not mentioned in the letter are what other changes were also made - one obvious one 
is that the exhausts were now longer to accommodate the change in length of the swing 
arm. Looking  at the parts  listings , it is interesting  (at least  to anoraks  like myself  !) to 
note that the first part number listed for the mufflers are 14301-15002 and 14302-15002 
for the right and left on the Mk I which changed  to 14301-15003 and 14302-15003 for 
the right and left at engine number 11520, or part the way through the Mk I production.  
Normal Suzuki practice was to change the last digit of a part number if it was a version 
change so presumably  there were two previous muffler styles prior to the first one (the 
15002's) listed for the Mk I. Possibly more documentation  and/or original examples will 
surface over time.

With help from many other owners, I am recording 'starting' and 'ending' frame numbers 
- not to create a registry, but to try and nail down actual production numbers. The list is 
available  at this link. At the moment  we have yet to confirm a 500/5, and as well there 
appears to be a gap in production between the Mk I and the Mk II models of about 4000 
units. If you have in your possession  a bike with a higher  or lower frame number  than 
we have recorded so far, ideally with a photo, I would like to hear from you!

A persistent  urban  myth,  which  is  regularly   repeated  in  the  press      
   

,
 

is
 

that
 

the
 

500/5
 

had
 

a
 

10
 fin  barrel.  None  of  the  early  news  p hotos

 
or

 
photos

 
in

 
the

 
Suzuki

 
shop

 
manuals

 
show

 
this

 
-

 they  all  clearly  show  11  fins.  A  possible
 

explanation
 

for
 

the
 

origin
 

of
 

the
 

myth
 

may
 

be
 

the
 

ad
 that  also  ran  in  the  December

 
1967

 
Cycle

 
World

 
issue

 
showing

 
the

 
500/5

 
-

 
the

 
fin

 
just

 
even

 with  the  top  of  the
 

exhaust
 

collar
 

is
 

in
 

shadow,
 

and
 

so
 

not
 

clearly
 

visible
 

unless
 

the
 

photo
 

is
 enlarged  and

 
so

 
gives

 
the

 
appearance

 
of

 
being
 

a
 

10
 

fin
 

barrel .
 

It
 

is
 

also
 

possible
 

that
 
some

 reporter
 
just

 
couldn't

 
count!

Note: Shorter 
swingarm, 
different exhaust 
cut-out for the 
axle and different 
rear shock 
mounting points.
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Suzuki T500 and GT500 Frame Record

Suzuki

T/GT500

Engine Frame Total Production

500/5 T500-10001          T500-10001

T500-10014

T500-10020

1968 Mark IT500-10204 T500-10204 5,795 ?

T500-13233 T500-13233

T500-15044 T500-15044

T500-15170 T500-15170

T500-16038 T500-16038

1969 Mark IIT500-20064 T500-20064 3,999 ?

T500-20909 T500-20909

T500-20938 T500-20938

T500-22298 T500-22298

T500-23937 T500-23937

1970 Mark IIIT500-23938 T500-23938 6,846 ?

T500-24993 T500-24993

T500-27691 T500-27691

T500-29227 T500-29227

T500-30608 T500-30608

T500-30785 T500-30785

T500-31294 T500-31294

1971 R T500-30846 T500-30848 15616 ?

T500-30846 T500-30846

T500-30936 T500-30936

T500-31295 T500-31295

T500-34084 T500-34084

1972 J T500-46463 T500-46463 13316 ?

T500-48732 T500-48732

T500-55683 T500-55683

T500-58513 T500-58513

1973 K T500-59779 T500-59779

T500-60819 T500-60819

T500-68082 T500-68082 8304 ?

1974 L T500-68083 T500-68083 6080 ?

T500-74161 T500-74161

1975 M T500-74162 T500-74198 16,566 ?
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Only showing details from known machines from owner's records



T500-74162

T500-76297

T500-90540

1976 A T500-90729 T500-90729 13,692 ?

T500-102015 T500-101952

T500-103393 (not original engine)

1977 B T500-104422 T500-104426 unknown

T500-104422

T500-106943 T500-106765

T500-106884

T500-108082



    

ROCCA Suzuki wins 1970 Bol d’Or

  

     



Chemarin on the T500 Endurance Racer

See

 

this

 

T500

 

SUZUKI,

 

it's

 

the

 

first

 

and

 

last

 

"BOL

 

D'OR'

 

she

 

has

 

won.

 

It

 

was

 

in

 

1970

 

at

 

Montlhery

 

with

 

CHEMARIN

 

and

 

DECOMBEIX.

 

The

 

kit

 

was

 

from

 

Jacques

 

ROCA

 

and

 

the

 

only

 

things

 

to

 

do

 

was

 

fill

 

with

 

Oil

 

and

 

Gas

 

!

 

The

 

only

 

one

 

on

 

start

 

line

 

against

 

15

 

triple

 

Kawa

 

H1,

 

but

 

the

 

first

 

one

 

after

 

24

 

hours

 

see

 

the

 

picture.

 

Thanks

 

for

 

your

 

fabulous

 

site.

 

clauderichard@infonie.fr

won by Decombeix and Chemarin in 500 with a Suzuki T500 in front of 15 Kawasaki 500 H1s! The first Bol 

D'Or
 

for
 

Jean-Claude
 

Chemarin
 

&
 

he
 

wins
 

on
 

a
 

T500!
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Saiad Suzuki 1973

  

     



Italian DIstributor Saiad Suzuki Racers from 1973
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Saiad Suzuki 1974

  

     



SAIAD SUZUKI CATALOGUE 1974
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Saiad Suzuki

 

Suzuki 750

 

Vallelunga

Suzuki 500TT

 

Cast iron disks

500 gearbox

500 transfer ports, top crankcase

500 squish heads

      

 

 

 
 

Pictures by Maurizio
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Suzuki Engine and Frame Numbers

Serial numbers for all Suzuki models over the period 1971-1994 from Suzuki 
Service Bulletins
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Barton Suzuki 500
GT380 conversion
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Nylon Plugs &  Open Circuits – Suzuki Service Bulletin -
General 4:  1975
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Borrowed from classicbike.com.uk – Not Suzuki but concept the same.

How to setup a twin-leading-shoe brake
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SUBSCRIBE TO OUR MAG

BY RICK PARKINGTON | POSTED ON 28 05 2018

1: With the cable attached to just one arm, transferring force to the other arm

and shoe, the link rod has to be adjusted so that both shoes contact together,

otherwise operation will be spongy.

2: Ideally the wheel should be on the bike and an assistant engaged. Disconnect

one end of the rod and loosen the locknut. Spin the wheel and stop it with a

spanner on each arm at once.

HOW TO: SET UP A TWIN-
LEADING-SHOE BRAKE

Rick shoes the best procedure. As well as spanners, you'll need one handy tool - an assistant.



3: With your assistant still holding the spanners, check that the clevis aligns with

the hole in the arm. If it’s misaligned (as here), one shoe will be doing most of

the work, giving poor braking performance.

4: Adjusting the rod length so that the holes line up should firm up operation,

although you may need to repeat the process for final adjustment. The brake

may also need to bed in again.
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GT750 brake adjustment
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It is imperative that the leading edge of each brake shoe comes into contact with the brake drum

simultaneously, if maximum braking efficiency is to be achieved. Check by detaching the clevis pin from the eye

of one end of the threaded rod, so that the brake operating arms can be applied independently. Operate each

arm at a time and note when the brake shoe first commences to touch the brake drum, with the wheel spinning.

Make a mark to show the exact position of each operating arm when this initial contact is made. Replace the

clevis pin and check that the marks correspond when the brake is applied in similar fashion. If they do not,

withdraw ihe clevis pin and use the adjuster to either increase or decrease the length of the rod until the marks

correspond exactly. Replace the clevis pin and do not omit the split pin through the end which retains it in

position. Recheck the brake lever adjustment before the machine is tried on the road.

T500 2LS brake set-up
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Fuel lock – petrol tap left on “Prime” or leaking
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Cleaning carburetors – collapsed floats
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Oil pump lever sticking
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High Speed Steering Oscil lations (Tyre/tire wear) – Suzuki
Service  Bulletin  General  19
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TWIN LEADING SHOE BRAKES

A step by step guide to a super stopper.

1. Assemble all new parts likely to be needed before doing

anything – usually shoes and cable.

2. Remove wheel and note relationship of cams, levers and springs

before stripping back plate completely. If cam ends are not

stamped with an alignment mark, it helps to re�t the levers

in the right place to pencil one on before stripping out.

3. Clean all parts of dust and old hard grease. Note the warnings

about Asbestos these days – wipe drum out with damp rag and then

seal rag in a plastic bag, not use the airline on it!

4. Decide which parts to replace wheel bearings,

shoes, springs, cable etc.

5. Assembly – lightly grease cams, and check smooth rotation

in back plate. Fit levers and any return springs in correct

position using marks on end of cams and recheck for smooth rotation.

Pit shoes, ensuring leading edge of linings has a chamfer to prevent

grabbing.

TWIN

 

LEADING

 

SHOE

 

BRAKES:

 

A

 

step

 

by

 

step

 

guide

 

to

 

a

 

super
stopper.

  

     



6. Fit back plate to wheel, ensure speedo drive aligns with hub.

Replace wheel in forks leaving all fasteners �nger tight.

7. Inspect cable. It cannot be emphasised enough how important

the cable is to a good brake. It must be the correct length, with

smooth �owing bends. Ferrules must �t tightly and nipples and

levers �t snuggly. The tighter a cable has to bend, the more the

outer sheath opens out. This gives a spongy feel when applied as

the outer concertinas under pressure.

8. Push on short arm of the double ended brake lever to apply one

brake shoe. Hold arm in this position by adjusting cable wingnut.

9. Fit balance rod to double ended brake lever. Slacken lock-nut

to allow adjustment of the clevis ends – note one end will have a

left-hand thread.

10. Push on other brake lever with equal force as in (·8) to apply

other brake shoe. Adjust length of balance rod so clevis pin can be

inserted whilst maintaining equal pressure on both shoes. The cams

are now synchronised. Tighten balance rod locknut(s).

11. With brake dragging, rotate wheel to ensure lost motion taken out

of brake anchorage. Apply brake hard to centralise linings and

tighten all axle nuts and clamps. Check all nuts, remember to replace

split pins in clevis pins, axle nut and brake cable end.

12. Adjust brake cable so shoes are not binding, carefully

roadtest and recheck everything for tightness. Now that you can

stop – how about making the bike go faster?

CLIVE LEESON

     



 

Found at http://yorkshireferret.blogspot.co.uk/2012/02/barton-motors-sparton-phoenix-and-more.html

Barton Motors was started by Barry Hart and Tony Ryan. The Barton name is derived from the �rst name of the

two company founders. Barry and Tony started the company by investing £15 each, in order to set up a barn

with two lathes. Early business concentrated on producing racing gearboxes for Japanese bikes, then went on

to clutches, cylinder barrels and heads.

One of Barton’s �rst breaks was when they were approached by Rex White of Suzuki GB. Rex wanted a 350cc

Suzuki for Barry Sheene to race, and enquired with Barton whether they could do something with the Suzuki

GT380. What Barton came up with was a water-cooled engine which still utilised the GT380 crankcases and

crank. At a practice session at Brands Hatch, Barry Sheene was able to lap inside the existing lap record.

However, the Barton 350cc was never raced. The of�cial line was that Suzuki Japan heard of the 350cc, and put

a stop to it as Sheene was contracted to race in the 500 and 750cc classes only. In reality the Barton 350cc

although promising, needed further development.

The 350cc three cylinder became the ancestor of the 500cc Sparton motorcycle. The Sparton name comes

from Barton engine coupled to a Spondon rolling chassis. During the development of the Sparton, Tony Ryan

left the business as he was less interested in motorcycles. Barry Hart and his wife Marilyn moved from Surrey to

Caernarvon with the business. Graham Dyson (now of Nova transmissions) joined Barton Motors soon after

they moved to the chapel at Pontrug.

It was 1974 when the 350cc three cylinder Sparton was starting to get off the ground. The engine had a 52 x

54mm bore and stroke, and utilised a Suzuki bottom end with special gear ratios. The initial 350cc Sparton was

a little heavy compared to a Yamaha twin, so for 1975 a special lightweight unit with magnesium cylinder block

and chromed aluminium liners was produced. Due to the chromed bore, Barton Motors spent much of 1975

waiting for the special piston rings which were necessary. Barry Hart therefore decided to concentrate on the

500cc class. The 350cc Sparton was sold to Monster Car Hire at Thames Ditton for Peter Dalby to ride.

The initial Sparton 500s were actually 458cc engines using Omega pistons with a bore and stroke of 60 x

54mm. The Suzuki GT380 crankcases still formed the basis of the engine. The standard Suzuki is a 120 degree

triple with six main bearings, geared primary drive and a six speed gearbox. The cylinders on the standard

Barton
 

Motors

  

     



Suzuki are quite widely spaced apart to allow good air�ow around the barrels. This made it easy to make space

for water jackets for the water-cooled Sparton. One of the most obvious differences between the Sparton and

standard Suzuki, is the use of a gear driven water pump on the drive side of the Barton and the Krober

electronic ignition which is driven directly from the other side of the crankshaft. Inside the crankcases there

were further differences, for example an extra bearing was added on the Sparton due to the small supporting

area on the timing side of the crankshaft.

The 460cc Sparton produced 95bhp compared to the standard Suzuki GT380’s 37bhp. A special 525cc

Sparton which used Yamaha pistons produced 100bhp. The 500 Sparton shot to prominence at the 1975 TT

when Martin Sharpe reached 146mph at the speed trap – fastest in its class jointly with the Works Kawasakis.

In 1976 things got better for the Sparton with a 1-2 victory For Martin Sharpe followed by Big Frank Kennedy at

the North West 200.

Graham Wood raced the latest version of the Sparton, which utilised a short-stroke 497cc engine to produce

an estimated 105-110bhp. This Sparton was capable if over 160mph. In 1977 Graham Wood scored 12 �rsts as

a privateer on the Sparton 500. The Sparton engine cost £1300 on exchange (£1450 complete) whereas a

Suzuki RG500 would cost more than double. Reliability of the engine was always an issue due to the use of

Suzuki 380cc crankcases. A Sparton 500 engine weighed 92lb complete, which was 30lb lighter than an

RG500 unit. However, due to the cycle parts utilised the Sparton actually weighed more as a complete machine

than the Suzuki.

Barton Motors didn’t just make their own engines. They also modi�ed many types of racing engines. Barton

Motors offered mods to private owners for the Suzuki GT 750 which had established itself in F750 racing.

Barton Motors offered four different stages of tune which resulted in the engine producing up to 115bhp. The

conversion was extensive and included, keying the crankshaft to prevent twisting, the insertion of spacers on

the crank in place of oil thrower plates so that petroil could reach the main bearings, while big-end bearings

were made fully �oating to prevent seizure. A dry clutch mates the engine to a six speed gearbox and ignition is

by Krober or the cheaper Femsa alternative. Barrels were re-worked and could be sleeved for ease of repair,

heads were modi�ed, and a �oating exhaust system with expansion boxes was allowed to resonate on �exible

stubs. The 750 development brought Barton Motors closer to Suzuki and they re-sleeved barrels for the Works

racers and also manufactured replacement parts.

The Barton aim was not merely to cater for clubmen racers, so they went head-to-head with the Japenese. The

Barton Phoenix was their attempt to make a machine to rival the Japanese is the large capacity classes. The

Phoenix was to be produced in 500cc and 750cc sizes.

The Phoenix project started in 1976. The Phoenix was a square four two-stroke which followed the Suzuki

RG500 concept. Barry Hart choose not to use reed valves (like the Yamaha 750 utilised) as they restrict

performance at the top end. The Phoenix used disc valves like the RG500, as they permit the use of

asymmetrical inlet timing.

Although the Phoenix followed RG500 principles, there were some improvements to increase the internal

strength of the engine. The Phoenix crankcases have more reinforcement and water passages do not cross

joint faces as in the Suzuki. The internal crankshaft coupling was improved (an area of weakness on early

RG500s), the gearbox is stronger and the clutch is lighter by using Yamaha 750 clutch plates with improved

pressure plate bearings and a less complicated release mechanism. In several places the bearing support and

lubrication was also improved over the RG500.

     



The Phoenix engine was entirely of Barton manufacture apart from RG500 bearings and Yamaha pistons –

OW31 for the 750cc and Yamaha 250 pistons for the 500cc. For cylinder liners, the Phoenix engines used

aluminium sleeves with chrome bores which drop into the pot from the top where they are located in the block

and held by the head. The porting of the Phoenix 500cc was like a 250 Yamaha, whilst the 750cc used OW31

porting but with disc valve induction.

By 1979 approximately ten Phoenix engines had been manufactured (two of which were 500cc). The Barton

team were honest by suggesting they “wish to sell these engines to people who are prepared to work with us to

solve any problems that may occur”. In 1978 Graham Wood aboard a Phoenix beat Ron Haslam on an OW31 at

Donington in a heat. He nearly did the same in the final, until a plug oiled due to an overly rich mixture. By 1979

Barry Hart still regarded the Sparton 500 as a more suitable engine for 500cc GP racing due to its reduced

weight than the Phoenix unit.

     



     

Some discussion online:

There was an element of trying to get any chance he could to get on a Suzuki and get cracking. I felt that his

supposed signing for Suzuki indicated that he intended to specialise in roadracing rather than pursuing the

Grand National AMA series, so there was no longer any need to be hamstrung on a roadrace Harley, which were

great handlers but woefully slow compared to the Japanese two-stroke 750s. I think his amazing showing in the

Transatlantic Series con�rmed his self-belief, and that he’d pulled the right rein, so couldn’t miss the

opportunity to open the year with not only some racing, but a chance to get his head around racing a two-

stroke again…remember, he’d had plenty of success before on the Don Vesco 250 Yamaha .

The problems began when the bike,( which I don’t really think was ex-Geoff Perry, rather just one of a number of

TR500 variants from Colemans, which had been ridden by Joe Lett among others) proved after practice to be a

bit of a slug. Whatever the set of circumstances was, they decided to convert it to run on methanol ON THE

DAY, surely an improbable task. The bike was worked on by Joe Lett, Cal himself and another older chap who I

believe was Cal’s stepfather. Cal did look tired and strained at this time, and was certainly up against it.

He came round at the end of the �rst lap in around seventh spot, and as he shut off for the long, sweeping

Champion Curve, the bike seized and stepped out sideways, straightened brie�y, and then stepped out again,

�ring Cal off. Without going into the speci�cs of the crash, those who saw it instantly feared the worst, and

repeated calls over the PA for the assistance of a doctor to assist the ambulance staff only heightened the

dread.

So, for many reasons, this is one crash which need never have happened. But like Stu, I think Cal just couldn’t

miss a chance of getting out and going racing. The question of what he hoped to achieve with a Lola T190 in the

Tasman series for F5000 cars is entirely another matter, but I rather suspect it was a combination holiday and

toe-in-the-water excercise for a possible alternative career after racing bikes. All very sad, even all these ears

later.
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Posted by “aquarius” on the MCN forum on July 16th, 2009

Nostro, there is a lot of incorrect info on the web and circulating in people’s memories. I was there, before,

during and after – giving evidence at the Coroner’s inquest too. Here is the real story 4U and others interested

in how this great talent bought the farm. That he was to ride Geoff Perry’s old bike is rubbish. Rayborn came to

NZ to drive a Lola Formula A car ( rear-mounted 5 L V8 and gearbox ) in the new version of the old Tasman

Series. But his car was still out stuck on a ship someplace. Just after Xmas 1973, I was talking to Alan Franklin

and Len Perry ( Geoff”s Dad & legend, 48 Natl Titles, IOM etc ) at his bike shop in Greenlane when in walks Cal

Rayborn. He rocks up and starts talking to me. Gobsmacked ! – as I was when accidentally bumping into Mike

Hailwood and beautiful wife, Pauline just B4 he left NZ for the comeback at IOM. Spoke for some 15 mins –

fabulous guy, warm, open & gracious – just as Rayborn was. Both absolute Champions. Rayborn was looking to

” learn ” Pukekohe and when he found there was a major Meet at ‘Puke on Dec 29th he was hot to trot and

started looking for a bike to ride in it.. Len got Colemans involved and Cal ended up with a good, proven reliable

and FAST Suzuki TR500 that belonged to Coleman Whanganui’s workshop manager, Joe Lett. Then the trouble

started as there was only a couple of days to go. Cals Father-In-Law was some sort of ace tuner, or so he and

Cal claimed. He set about pulling off the barrels and pistons and boring and jetting so all looked like sewer

pipes! They were converting it to Methanol. All the Kiwi mechanics considered what they were doing radical

and unsafe and walked away and left them to it. Come Race Day and Cal practised �tfully, the bike not running

properly as they struggled to get the jetting right. When it did go, he looked ultra-smooth and FAST. First big

race of the Meet. Rayborn very slow off the grid and half way down the back straight in about 10th but visibly

gaining. Down round the hairpin, through the esses and up and over Rothmans and onto the Pit straight to

complete Lap 1, he is up the lead group like a rat up a drainpipe, into 5th and gaining fast. Sits up and changes

down for Champion Curve – it seizes. Honest to God, he stood up on the pegs and actually “motocrossed ” it,

wrestling to get it back for about 30m before veering left and smashing into the solid wooden guard rail and low

concrete wall in front of where the main grandstand is now @ approx 200 kph. The impact saw the bike

destruct at the side of the track, and threw Cal back almost onto the racing line where he lay on the seal not

moving, bikes braking and swerving all round him. Then followed one of NZ road racings lowest points. None of

the �ag marshalls saw this happen or could see him where he lay. The race continued for almost 5 LAPS !!! After

3 an ambulance nosed out of the pits and crossed onto the track, almost causing a massive multi-bike pile-up.

No red �ags no white �ags,( service vehicle on the circuit ) nothing! I was standing just some 50m past the pits

on the inside and waving and screaming my tits off and set to vault the barrier and get out on the track and

wave my shirt or ANYTHING. They red-�agged it and by this time some people had jumped the barrier where

Cal lay and were bending over him. You know the rest. This piss-poor race management rates with Neville

Landrebe’s fatality when he hit 44 gallon drums �lled with water and rocks at Stables some 80m past Rayborn’s

crash site but some years before. In fact, expatriate Brit racer, Ron Grant walked Rayborn around the track and

pointed this out to Cal as he had met Landrebe in the US. There was no ambulance or quali�ed medical aid at

Puke that day ( unbelievable isn’t it ? ) and some poor bastard was tasked with taking Landrebe’s corpse around

to Dr Howes house in Puke township in the back of a Holden ute ! The Doc pointed out there was nothing he

could do and they really needed an undertaker. This appalling, deadly amateur hour stuff was NEVER repeated

after the Rayborn incident caused it to really hit the fan bigtime (….)I had to tell poor, young Scott Brelsford who

was wandering around Puke in a daze, wondering what the hell was happening after they carted poor Cal off to

Middlemore Hospital (…..). December 29th 1973 was a major bummer. As was July 1973 when we lost Geoff

Perry. He had just secured a works Suzuki contract to race AMA in the US. Geoff was an apprentice aircraft

engineer with Air NZ and ALWAYS �ew with Air NZ. His machanic, Mike Sinclair, I think – couldn’t get a seat on

the same aircraft so booked with PanAm ( later called PrangAm – they lost so many aircraft around the Paci�c )

to arrive the same day. As fate would have it, Geoff decided to swap �ights and experience another airline for a

change. His PanAm 707 plunged into 35,000 feet of water coming out of Tahiti. Again, reports and the history
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are wrong. They said there were no survivors. There was one – a Canadian bloke found totally unharmed and

floating around still strapped in his seat! No bodies were ever recovered and poor Len went up there and hired a

big launch and looked for Geoff for bloody weeks B4 giving it away. Sad, sad, sad. Some people are miraculously

lucky – others are fated to be the opposite. In one of those strange twists – the following year Randy Mamola

turned up to compete and was so young ( 14 or 15 ) and small his bike was modified so he could sit and reach

the pegs. His mentor/sponsor was a guy called Jim Doyle. His occupation? Pan Am jumbo pilot. Hope this was all

of interest and set the record straight

Yeah the Suzuki T500, apparently his father-in-law who was mechanicing for him at the time, decided after

practice that he wasn’t going fast enough. The bike was derived from a road going engine, and part of the mods

was to put a polyester filler in some of the ports, so his father-in-law took it upon himself to run the bike on

alcohol, which had never been tested.

In the race, just starting the second lap, the filler had deteriated and come loose, causing too much air and

leaning the mix off too much and seizing the engine. This resulted in Cal tragically having a high speed colision

with the barriers at the first turn.

http://forums.autosport.com/topic/109584-cal-rayborn/

We now know that the extra mechanic working on the TR500 was Lou Kaiser, who was neither Cal’s stepfather,

nor his father-in-law. He was a family friend who’d taken Cal in as a youngster and raised him, as Cal had been in

an unhealthy environment since childhood with a mother and stepfather, both of whom drank heavily.

These details came to light in Norm DeWitt’s very good Rayborn article in Classic Racer #142. The other thing

that grinds my gears about the coverage of this most unfortunate event is that Dean Adams and other writers

continue to allege that it occurred at a meaningless, insignificant club event in New Zealand, whereas in reality

it was probably the most significant day in NZ’s roadracing history, judging by the outcome of the Marlboro

Series in terms of the subsequent exposure to the northern hemisphere of the likes of Hansford, Crosby, the

Sayle brothers, Graeme McGregor, Kenny Blake and a mob of others.

The race at which Cal was killed was the inaugural round of the Marlboro Series

     



  

Building a Water Buffalo Rocket

Forward

These modi�cations of the Suzuki GT-750 water-cooled two-stroke represent 5 years of research and

development, and cover numerous engine and chassis modi�cations. It must be remembered that in order to

acquire speed and handling, all facets must be examined. Some may choose not to completely modify their bike

and therefore we cannot guarantee total performance. Careful assembly and good judgment will assure that

your machine will perform as well as ours. It will be necessary to obtain a Suzuki GT-750 shop manual in order to

insure proper assembly and proper torque settings. These dimensions will remain the same as on the standard

machine unless otherwise instructed. All of the modi�cations have been track and dynomometer tested and

should give you the same results. Again we emphasize careful assembly and accurate modi�cation.

PART 1: Engine

A. Barrels

There are three different types of barrels made for the GT-750. The 1972 “J” with �ange mounted carburetors,

the late “J” thru “L”, 1972 through 1974, spigot mounted, and “M” through “B”, 1975 through 1977 spigot barrel

with higher exhaust timing. The early ’72 �ange mounted is the easiest of the lot to modify. The others require

some welding and machining. The ’76 and ’77 barrels are also favorable since they have more metal around the

water jacket and are therefore least likely to be damaged if an error is made.

Alignment, welding and machining should be done �rst and porting last. (SEE BARREL DIAGRAMS) The porting

scheme has slightly more timing than the factory road racers of several years ago, and is the best combination

for all around performance. The modi�cations we will be dealing with will result in 88bhp at the rear wheel and

105 at the crankshaft. Further modi�cations will only entail more work on the intake port and carburetor size

(from 32mm to 38mm). The 38mm modi�cations will also require the use of a close ratio gearbox and a more

sophisticated ignition system. All other modi�cations for the engine are the same. The 38mm modi�cations

with Lectron carburetors have given up to 138hp at the crank shaft and 109bhp sustained at the rear wheel.

Building

 

a

 

Water

 

Buffalo

 

Rocket  

     



Porting should follow diagram height in with. We shall begin with the exhaust port. Finished height of 32mm (1

1/4″) should be measured with the position at B.D.C. Caution must be exercised when reaching maximum height

so that one does not break through the water jacket (see barrel diagram). This problem can best be avoided by

raising the port at about a 30° angle. The width of port is limited somewhat by the battle holes, but primarily by

ring �utter. The maximum width that will avoid premature ring wear, is 52mm. We recommend a 50mm oval

with a good chamfer around the edges. The volume of the port should be increased until the other edge. As a

bit of caution, be certain to leave enough shoulder on the exit side of the port so the stock exhaust gasket has

suf�cient support.

Transfer ports are to be raised to a height of 16mm, and are to be well chamfer. Accuracy cannot be stressed

enough and this point. The new top of the port must be �at across and at 90° with the bore of the cylinder.

Make certain that whoever does the transfer ports is very, very good board is very good and has a machining

setup that will mechanically and rigidly cut the roof of the port. It is essential that the difference between the

heights of the transfer ports and the exhaust port be within the range out of 16 ±.5 mm. There can be no

variation from this narrow range because the expansion chambers are tuned to this split and any deviation from

port heights will alter the effective tuning speed of the engine, either cutting power slightly with a great

increase in peakiness if the split is narrow, or cutting powder considerably but with greater tractability in the

split is increased. Do it right the �rst time.

The intake port should also be sized as in the porting diagram. Widening of the port is not necessary. If it is

widened by enough to be signi�cant, the piston skirt will no longer be wide enough to seal off the port. The

result would be increased blowback and a loss of bottom-end the power. The �oor of the port should be

lowered until the port is 30mm high. The edges of the piston should be chamfer to improve �ow.

For AMA superbike, the volume of the intake ports will receive little increase because stock carburetors will

have to be used. Be careful not to take meat out of the sides of the port to such an extent that the port exceeds

the width of the piston skirt, as mentioned previously. This is very important. Also, be certain that the correct

piston is �tted to the correct cylinder, or the transfer ports passageways will be shrouded, blowback will be

greatly increased, and power will drop by at least one-third. The window rib will be retained but its length should

be shortened to 3/4″ to 7/8″ and blended to the cylinder liner. The intake opening should be matched to the

carburetor mounting spigots.

For maximal output, the port should be the same as described above at the piston. The volume should be

opened up considerably going out to a 38mm opening at the carburetor mount. The back of the cylinder block

where the carbs are attached must be milled until it is �ush with the back of the block. Then it should be milled

again in order to tilt the big carburetors up about 15° and out of the way of the top of the crankcase. With the

early ’72 �anged block this is a simple operation. With a later spigoted blocks, the spigots must be cut off and

the face that is left must be �lled in with aluminum welding. Then milling can be done and the new, tilted face

can be tapped to accept a set of 38mm Mikuni mounted manifolds. These are available through most Suzuki

dealers from Rocky Cycle Supply. Match the Manifolds to the cylinder block. Either 38mm Mikuni or Lectron

carburetors will �t the rubber manifolds without modi�cations. With some modi�cations, a set of 40mm

Dellortos can be mounted. We have never tried them, but we may future. Expect 109bhp.

Back to the AMA superbike. The carb mount spigot is to be �tted as shown in the appropriate diagram. It must

be �tted as closely as possible and must clear the clutch hump of the crankcase. The G.P. bike avoids this by

having its face tilted up some 15°. If the bike is to compete in AMA superbike, the standard carbs must be used

and modi�ed. If the bike is to be street ridden or is to compete in event to other than G.P. or drags, 32 or 34mm

Mikuni VM racing carburetors or 34mm Lectron’s can be �tted. Our machine has 32mm stock carbs (72 J thru

     



74 L model only). CV carbs 1975 and on are totally useless. Carbs will be discussed later. After all welding,

porting, boring if necessary is done, the barrel is to be faced off to make sure that all surfaces are straight. The

bottom �rst, .005″ to .010″ and then the top, .020″ to .030″. Barrel’s may very from the factory, so be sure that

when the top is faced off that not too much metal is removed. When the Pistons are �tted they should have at

least .020″ clearance to the top of the cylinder block. Finally, all port edges are to be chamfered at .020″-.030″
radius to avoid ring damage. All SRIS tubes must be removed. The intake ports are to remain free from

obstruction, so remove the brass tubes. The transfer tubes are to be removed and plugged. We used 1/2-

20×1/2 set screws. The barrel is now �nished and ready for its Pistons.

It is advised that ’73 on pistons be used. If yours are within tolerance, they will need to be modi�ed. If new, the

same modi�cations will apply. The ’76 and ‘ 77 piston are thicker and heavier and will withstand more heat, so

they are favorable. Modifying ’72 pistons has proven to be somewhat tricky and since the engine will have to be

dismantled anyway, the ’72 crankshaft should be modi�ed to accept later pistons. The ’72 crankshaft in

standard form will not withstand high rpm. Stock street Suzuki’s in 1972 had the same problems and were later

modi�ed. 1973 and on are acceptable.

The piston skirts are to be cut 3.0mm as shown in the appropriate diagram, and the entire piston should be

micro shot-peened or glass beaded. This will eliminate surface fracture and hold oil, reduced friction and

increase cooling. Piston clearance should be .0005″ over stock when �tted for racing. Honing of the bores is

recommended, and standard rings may be used. It is and a blind recommended that only the top ring the new.

The old one may be left in the bottom groove since only the top one does any work. Do not leave the bottom

groove empty. If using new pistons, old rings of the same size can be used on the second ring land. The pistons

are now ready.

B. Cylinder head

The cylinder head should be left totally stock. Raising compression ratios to beyond sanity has caused more

problems among two-stroke tuners then any other modi�cation. Among these problems are detonation leading

to holed pistons, blown gaskets, and warped heads. Remember we are dealing with a stock engine whose

actual compression ratio is 11.5-1 uncorrected, and we have already removed .030″ to .040″ from the block.

You will need to use the late style head gasket part #11121.31600 which will give about 6.1-1 corrected. Any

effort to use a higher compression ratio for sustained running will result in a loss of power due to overheating

which results in a less dense fuel mixture. The previously mentioned problems usually follow overheating.

Cylinder head bolts can be modi�ed as shown in a diagram to help in sealing and in weight reduction (1 3/4 lbs.

removed). Torque on larger bolts should be 35 ft. lb. and on small bolts, standard as described in the GT-750

manual. The bottom water bypass below the thermostat is to be blocked off since it is unnecessary. An

automotive (Chrysler Corp.) thermostat of 180° is used. It’s outer diameter is to be cut down to �t the Suzuki

housing. (Suzuki O.D. is 52mm Chrysler O.D. is 53mm). The head is ready.

C. Crankcase

The crankcases need little modi�cation, except for 1972. Water bypass hole between cases does not have O-

rings as in later models, so care must be taken when �tting the engine. SRIS valve in front of lower cases are to

be removed and sealed. Remove the starter, the water bypass should be sealed off, as should be all

unnecessary covers and bolts. It will also be necessary to fabricator a plug for the starter mounting hole. The

sure to clean all mating surfaces and used Suzuki No. 4 sealer when closing the cases.

D. Crankshaft

Those with 1972 or early 1973 crankshaft will do best to modify the crank or get a new, later one. The old style

crank can be identi�ed by the thrust washers between the rod on the crank cheek. Side movement is only .020″
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or .030″. The late style crank has no washers and about rods move up to 1/8″ sideways. The a rod is held in

place by the wrist pin thrust washers. Give ’72 cranks are to be modi�ed, be sure that rods have lubrication

holes on the small and enlarged. Also as in any modi�cation of a high-performance engine, if the crankshaft has

3000 or more miles on it, seals should be replaced or the entire crank assembly should be renewed. The

balancing factor can be left stock. Our G.P. engine was lightened and re-balanced, but nothing was gained by it.

We have, however, found rods to differ as much as 15 grams since Suzuki uses four different manufacturers to

make rods. It therefore will become necessary to carry out only this portion of balancing, which is to even out

the rod weight by determining the lightest one, and then taking off enough material from the other two to bring

them down to the correct weight. Next, checkout crankshaft alignment. New cranks are often as much as .007″
off, while only .001″ to .002″ is acceptable for racing.

If you have installed new crank that was perfectly aligned and your engine vibrates, you may be one of the

unfortunate ones with the 15 gram difference in rod weight. If your low mileage crank was smooth, trueing may

be all you need. Poor balance along with excessive crankshaft runout can result in a loss of as much as 10bhp,

so spend the money to do the job right. When �tting the crank into the cases, locktiting of the bearing support

or spreading a thread lock on the supports will help eliminate pounding on the crankcases at high rpm’s. When

rebuilding and old-style crank, the #3 inner seal must be replaced with a late style #09263-38008 seal. The old

seal will have a plate associated with it that should be discarded.

E. Carburetion

We have tried three different types of carburetors and have had good results with all three. The question

becomes one of money. To begin with, if the standard carbs are to be used, they will require extensive

modi�cation and can be made to work well. J, K, or L, ’72 through ’74 carbs only can be used. The ’75 and on CV

carbs as mentioned earlier are useless, responsive and �ow being inadequate. The other choice are VM type

Mikuni racing carbs and Lectron carbs. It must be remembered that AMA rules require stock carbs, but can be

modi�ed. All other associations have no limits. Begin with, all carbs will be mounted to the barrel with a Mikuni

rubber �ange VM 30-34 (38 in the case of a G.P. engine). All three types of carbs will �t. Mikuni intake tracks

are not straight. A 32mm carbon is actually 30mm in effectiveness, so it is necessary to bore them so they are

straight. This should be done by reaming followed by hand honing. Be sure not to exceed 1.25mm (.050″), as

further boring would break through some lines and render the carbs useless. Modify as follows: (1) stock carbs

bore an modify intake mouth as shown in diagram, 2.5 slide �tted with 6DP1 needles in top or 2nd notch, 159-

R-O ? (bad type, posibly 159-R-C) needle jets, 45 to 50 pilot, increase �ow needle to 3 or 3.3, adjust �oats on

the high extreme, air screws from 1 1/2 to 3 turns, made jets vary from 160 to 200 depending on where or

when. (2) VM Mikuni’s, bore and modify intake mouth as shown, all other components to be the same as stock

carbs including removing air jets, if any. Lectron’s will be left as they found except that road race carbs are to be

speci�ed, 34mm can be used. Needles vary from 5 series to 7 series depending on what the engine requires. To

the Lectron is more dif�cult, but more rewarding. They have shown better performance throughout the entire

range with better acceleration, however, cost is also a factor. They are not cheap.

The components that are to be used inside carburetors may vary from engine to engine depending upon usage.

Since out engine is used in competition, no air �lters are used. Those who drive on the street will �nd it

necessary to �t �lters. Dry K&M’s are recommended, as large as can be �tted.

F. Ignition

The ignition chosen in our engine is a Lucas Rita LR105. It can be used as a total loss, but it is recommended

that the charging system be retained in order to keep spark and maximum intensity. The LR105 bolts on to wall

     



GT-750’s; timing should be set at 2.5mm instead of 3.0mm as indicated on the LR105 instructions.

Standard points can be used and modi�ed if limited to street and occasional drags, but since ignition plays and

important part in the role of horsepower, an electronic system is essential for serious work. Points are subject

to wear and cause is timing changes. Springs can lose tension and �oat points, causing erratic spark and since

they are operated at the crankshaft speed and are mounted on the end of the crank, they g subject to excessive

wear and crank vibration. All of these symptoms will cause some form of engine failure, from overheating to

detonation and �nally, seizure. The LR105 is an electronic trigger not affected by any points problem.

Furthermore, all three plugs �re at the same time, which keeps them clean. Timing is changed to 2.5mm for

racing and develops the widest power band and insurers safe engine operation.

Any form electronic system can be used, and the results will be the same, accurate �ring of the plugs. The

LR105 also introduces some 30,000 volts or about twice is much as a stock system. The standard spark plug

connectors in should be discarded since these have resisters and should be substituted with a racing type or

the ones from RM series Suzuki’s. For spark plugs we followed the following to be adequate and best

performing; Bosch 290S2S, 310S2S; NGK B8EV, B9EV; Autolite AG701, AG 901. Champions were used,

however they must be checked carefully for open circuits. KLG FE220 or FE265 were found to be satisfactory,

although not as good as the �rst three.

As for modifying points, although our tests showed constant weakening, it was advised that an automotive

heavy-duty condenser be substituted for the standard ones g. that the stock plug gaps be replaced as

previously mentioned. One must also constantly watch for timing changes. Better still, it makes no sense to

spend considerable money on developing a superior motor only to have it destroyed by points.

G. Transmission

hence transmission is inadequate for street use or racing. Although robust, its ratios are totally inadequate,

hence our choice of engine modi�cations. Although desirable, a close ratio gearbox is not essential. Our best

inexpensive move is to change top gear. First, check all gears and shaft forks as indicated in the Suzuki shop

manual. 1974 and earlier transmissions can be modi�ed by installing the later �fth gear. The ratio will be

changed by exchanging the 24-26 gears for the newer 25-26, #24351-31201 and #24250-31001. This will

make the jump from forth to �fth gear smaller and less painful. Lastly, the proper �nal ratios as indicated in the

gear ratio chart should be referred to for proper gearing depending on what the application will be. As for

lubrication, the standard 20w-40 recommended is a adequate for all around use. For drag racers, ATF Dextron

is better.

H. Clutch

The GT-750 has one of the best clutches and in the business, but can be improved upon. The old-style cork

plates will show signs of strain. They can be easily replaced by the Barnett clutch plates or by GS-750 plates

parts #21441-45000. Heftier Suzuki plates are heftier, the Barnett’s grabbier. Either way, they are better than

the all �ber plates. The old-style spacer which is supported by a bushing should be replaced with the ’75 and

later model roller bearing #09263-51001 and #21251-31600. The stock springs should be replaced by Barnett

MT-23 springs. Of course all other clutch related parts should be inspected as per the shop manual.

I. Exhaust System

The expansion chambers outlined in the diagrams have been tested to give the best all-around results. They

will work with various size carburetors from 32mm through 39mm, will tolerate minor port timing changes 

and

     



compression changes. With them our engines have developed as much as 109bhp sustained at I. D. rear wheel.

To fabricate them we chose .032″ chrome moly sheet metal available at aircraft supply houses. Header pipes

for made for stock exhaust pipe U-bends of 2.0″ O.D., 1 7/8″ I.D. welded to Suzuki T. 500 header pipes that are 1

7/8″ O.D., 1 3/4″ I.D. If the U-bend tubing cannot be found, one can get away with using the T-500 header alone.

Mounting should be made with springs and the use of the exhaust mount as shown in the diagram. The rear or

of the chambers can be supported by using Suzuki MX mounts and welding adjoining tabs to the frame.

Silencers can be made oil shown or purchased as weld on’s from J&R, Skyway, or Torque Eng. We used Caslers

and found them to be the best but also loudest. They cannot be used on the street. For the street rider and drag

racer, chambers can be routed in the stock con�guration, but for road racing this method does not give

adequate ground clearance. All three pipes must be mounted under the framing between the �oor rails. The

sure to allow clearance of frame, chain, tire, whenever.

J. Lubrication

There is much room for argument here, but we will state what has worked for us. For street use we used Suzuki

CCI, Castrol injection oil, R Full Bore injection oil, pump set stock. Drags, Castrol R-30 in the injector, pump set

stock. Road racing, Castrol R-30 in the injector, 32:1 in tank and pump set stock. We found synthetics to be

extremely poor, showing the most wear and the least heat control. The injection oils for street use were better

and Castrol “R”, although messy, was the best even after a solid 8 hours of dyno work. Castrol “R” ONLY is

recommended for road racing. We have used it for 15 years and have not yet found anything better. One should

be cautious against using mix that is more than 12 hours old. It begins to breakdown and reduces the octane

rating of the gasoline as well.

K. Cooling System

The Suzuki cooling system needs little attention, but it will need some modi�cation. Remove the water by-pass

from case to head. Replaced the water pump if it has seen more than 3000 miles, and also pre-1975 pumps

with pump Kit #17400-31830. Use water only with water pump lubricant, about 4 oz. Water pump lubricant can

be purchased in any auto supply house. Suitable oil can also be used in the same proportion. Suzuki Bars Leak

can also be used if any minute leaks occur, but care should be taken because if repeated often, it may clog the

radiator. To save weight, the radiator �ller can be welded directly atop the right side of the radiator and all extra

plumbing can be removed.

Part II: Chassis

We have now completed the engine, and now are ready to install 100bhp into a chassis designed for 60bhp. We

have enough power to reach 150 mph without streamlining, again for which the chassis was not design. In order

to make riding a little less frightening without the cost of a sophisticated and expensive chassis, we have made

the following modi�cations to make the standard chassis as liveable and safe as possible. Keep in mind that

those who plan to compete in AMA superbike must use a standard frame which can be modi�ed.

A. Frame

On our machine we chose an earlier frame, but all are adequate. The earlier frame needs only one brace located

across the front down tubes just above the lower radiator mount. Newer frames already have this. Remove all

unnecessary brackets and mounts that will not be used in an effort to decrease weight. Excessive weight full

effect handling, acceleration, stability and breaking. Suzuki’s have approximately 9 pounds of wire. One-half can

     



be eliminated along with a lot of decorative junk, such as around radiator hoses, for example. For street used

use and drags remove the center stand and keep the side stand. For road racing remove both stands and

brackets so that chambers will clear. Since the starter has been removed, when necessary we can use a battery

from a T250 for other small bike and save 1/2 the weight of the GT-750 battery. The tail lamp can be replaced

by an earlier T-20, K10, K11, S32, etc. to save another pound. The headlight can be changed to an accessory 5″
type along with clip on brackets. The front fender can be replaced by a �berglass or aluminum one. (Try Dick’s

Cycle West). Finally and most important, the steering head bearing should be replaced with tapered rollers. The

standard steering bearings of the same as on the MT50 mini-bike and will cause high-speed wobbles due to

lack of thrust pressure. Steering head bearings from the GS1000 can be modi�ed to �t. The rigidity of the

tapered roller bearings cannot be over emphasized for high-speed use. Of course, check for cracks and signs of

stress, although such is unlikely with the GT-750 frame. This 52 lb. frame can shed 10 pounds. The front portion

of the rift fender on the late ’75 and later models can be replaced with the earlier plastic type to save an

additional two pounds. It may seem like nit-picking, but if you save a pound or two here and there, after �fteen

spots are covered and analyzed, you may have saved twenty-�ve pounds.

B. Forks

Suzuki forks are adequate. We use ’73 and later forks since these have disc brakes which we will discuss later.

The ’72 forks can be used with the light weight drum for street and drag racing with little change, but for road

racing 1973 and later discs are better. The drum will fade road racing. ’76 and later forks with rubber top covers

are more dif�cult to service, but are adequate and can be used. The best forks are ’73 and ’74 since the

dampers are of Ceriani design. Since much weight has been shed at this point, ’72 through ’74 springs can be

changed with comparable springs from the GT-550 of the same year. 1975 and on forks must remain the same.

Do not increase spring tension by using spacers since this will cause early spring bind, but instead choose a

heavier spring TZ will allow the entire travel of the fork to be used and will permit proper dampening. S&W will

supply fork springs. Damper action and spring weight must be carefully chosen. A lot of people make the

mistake of stiffening the spring when they should ” stiffened the dampening, or vice-versa. Many also attribute

fork bottoming to weak springs when the fault is poor dampers, frame mounted fairings and other types of

overloading should be considered.

A. GT-750 fork on a stock weight machine has approximately 4″ of travel. When the bike is resting on two

wheels, up to 2″ is lost. As one sits on the bike, another inch is taken up, and when the bike reaches higher

speeds, 1/2 inch of heaviness is gained back. This leaves the rider with only 1 1/2″ to work with, so at 150 mph, a

small ripple will bottom the forks resulting in what is called taken slapper. Lightness is important.

As was indicated before, the frame is only adequate. It was only 26° fork rake to make up for the heaviness of

the bike in an attempt to make its steer easier at low speed, but who’s going to drive it at 5 mph? The earlier

Yamaha TZ-700’s and 750’s have the same problem. 28° is recommended and better, but to do this we must

make extensive modi�cations that would require much work, expense, and �ve pages of instructions. It is not

worth it. The next best thing is remove all excess weight from the bike, choose the correct spring, (stock is

inadequate in most cases), and experiment with oils so that the dampers work properly. Later on we will see

what else affects the front end. As for oils, we have try to ATF, and recommended 10-W40, 20W and 30W

racing fork oil, and mixtures of 10W and 25% STP, all at the recommended amount. All work for different

applications; trial and error is the only way. A last note. When re-�lling, the tubes must be entirely emptied and

left to empty for at least one hour.

C. Shocks

     



Shock absorbers play an extremely important part in handling and stability. We shall start �rst by taking the

stock units and making book ends out of them. For street and drag racing, we found Konis to be the best. Konis

have adjustable dampers and can be ordered with matching springs. Girling shocks have also been tried with

excellent results along with Girling adjustable gas shocks. The Konis, however, allow the dampening rate to be

adjusted for street and drag. This will be discussed later.

For road racing the founder the best to be Girling gas MX medium dampening shocks with dual springs, not

progressive. Before we go further, do not use progressive wound springs. Girling MX shocks have extra travel,

approximately 5″ and the rate can be controlled from start to �nish. With the bite of road race tires along with

88 horses at the real, we need all of the dampening we can get. The object here is to get constant dampening

throughout the travel during compression and rebound. This will, of course, help control the front end.

Confused? Here is an example situation. This particular bike has correct springs but the wrong dampers. It

accelerates hard out of a corner, the rear ends compressed making it the equivalent of a rigid frame and leaves

the front end to do all of the work. The bike is �nally and speed and the rear spring shoots the tail end up but

the shocks do not dampen the spring reaction causing the front end to drop, losing some of that critical travel.

This nose dive also causes the fork angle to change to 25° or 24°, causing the front wheel to want to turn in

under the bike. Conditions are now perfect for a speed wobble (commonly called a tank slapper). Now the rear

end is bouncing and hopping wildly with 88 horses twisting the frame, and if the rider is lucky, he will get off

with only a few bruises, but he most certainly will get off. It is essential that the spring rate and dampening rate

are closely matched. This is the main ingredient to stability. The rules of thumb are: adequate and matched

travel, front and rear, spring rate to be as soft as possible, (too stiff a spring will override a good shock), and

dampening that is constant throughout the entire travel.

On our bike we use GT-550 springs with ATF, and in the rear we use Girling gas MX shock #(un-readable) and

spring #(un-readable) and (un-readable). Ours is used for road racing and has a modi�ed swing arm. If the swing

arm is not to be modi�ed, shock #(un-readable) with spring #(un-readable) can be used. The combination with

modi�ed swing arm was stable without streamlining at speeds up to 152 mph.

E. Wheels

There seems to be a fallacy that cast wheels are better than spoked wheels. First of all, let us examined the

development of cast wheels. The reason was for light weight. For this we must use magnesium such as used in

aircraft. Magnesium is soft, expensive and light. Magnesium is also weak. Load factors in drag or road racing are

much less violent than in street driving as there are few potholes to worry about. Therefore a racer does not

need a strong wheel nearly as much as he needs a light one. Weight, as we mentioned earlier, is very important

for acceleration in handling. Since we’re dealing with unsprung weight (weight located between shock

absorbing device and the road), light weight is essential. An average magnesium wheel with bearings and no

tire set up for discs weighs around 7 lbs. and cost about $250. A street type “mag” aluminum wheel weighs

about 14 lbs. and costs about $120. A stock Suzuki steel wheel weighs about 131 lbs. and costs nothing as the

rider already has it. Last but not least, the spoked wheel with an alloy rim weighs about 8 1/2 pounds and costs

about $45. This alloy wheel can also be used on the street. Since we are dealing with dynamic load, (load around

the circumference), we �nd that at any measured point a spoked wheel will withstand some 20,000 lbs. of

weight. The cast wheel, magnesium or aluminum, will withstand about the same AT THE POINTS OF

ATTACHMENT. These cast wheels have an area of some 5″ to 7″ of empty space with no support. These areas

have less than half the strength of the supported areas. On the racetrack one is not faced with the problem, but

if a street rider hits a bad pothole or bump and bends his magesium wheel, he will be out $250. An aluminum

wheel would cost him $120, an alloy rim about $45, and a steel rim about $28.

     



For our money, the best all around buy is the aluminum alloy rim on a spoked wheel. We can buy a lot of shock

absorbers to control 1 1/2 lb. of unsprung weight and we can certainly afford to check spoked’s. On one

application or spoked rear wheel weighed 1/2 lb. more than the magnesium wheel at 1/4 the cost. $90 vs. $360.

T-ring the rim and checking spokes is far cheaper. So if money is no object, go magnesium. If you are thrifty and

wise, you will use aluminum alloy rim’s.

F. Brakes

In road racing, stopping is at LEAST as important as going like a bat out of hell. Two-stroke engines offer no

breaking force, so all of the stopping force (minus body wind resistance) must come from the breaks. As was

mentioned earlier, the 1972 drum breaks should be limited to drag racing and street use. The ’73 through ’77

double discs are more adequate if the bike has been lightened considerably. If you are into road racing, and are

an above average rider, even the double discs are inadequate without considerable modi�cation. We will

discuss only maximum or road race use. We are attempting to give you the best stopping power for the money.

Breaking also plays a part in unsprung weight, which help suspension. To begin with, do not mount these

calipers on the rear of the forks as they were not designed to perform properly when so mounted. Suzuki brake

discs weight 8 lbs. each and are useless. They are stainless steel which has a low coef�cient of friction, poor

heat dissipation, and great weight. Even so, they can be made to work. We do not like them, but we must think

of the expenditure level as well as how well they can be made to work, and this is the best combination. To

begin with, we will lightened them by drilling as shown in magazines. This will cut weight to about 5 3/4 lbs., and

help throw off heat. The standard calipers were found to be in adequate for road racing (they are adequate for

everything else). They �ex too much under extreme usage and give a spongy, erratic feel. They should be

replaced by GS-1000EC calipers and hoses. Fit to the standard junction.

Caution: calipers on the GS-1000 are mounted in the rear, but on the GT-750, they must be mounted in the

front. They have been tried bold ways, and they work best in the stock position. GS-1000 calipers are one

pound each heavier, but more than two pounds each have been lost on the discs, and stopping power has been

improved.

The let us consider the rear brake. To begin with, the street bike in dragger can get along with the stock unit,

but the road racer should change to disk in the rear. Stock breaks would require constant maintenance, for

example, some sort of cooling must be provided by �tting an air scoop and providing exhaust holes. Brake

shoes would have to be replaced often. Stock units are better and more reliable than metallic shoes. The rubber

damper may get destroyed, so carry an extra one and last, the extreme heat generated will cause spokes to

loosen, so one must constantly check them.

A disk should be �tted. A GS-750 unit can be modi�ed to �t which would probably be the easiest, but the best

and the lightest is the one we have made up in our diagram from stock parts. We also use one of the discarded

front calipers in order to save more money. This combination of front and rear brake has been used successfully

and is by far the best when all factors are considered: weight, stopping power, and money.

H. Tires

This is an extremely touchy subject since all riders have different preferences. We argue among ourselves on

this one. We will only discuss our superbike. First, we will have to back up a bit and discuss rim and tire size.

Street and drag racers do not have much of a problem. To save money, one can retain the 19″ front wheel and

replace only the rim. Use of 18″ rim will require an expenditure for spokes. The 19″ size will work on road racing,

but it will severely limit the selection of tires. You should �t the 2.15 or WM-3 rim. In the rear, one should �t at

     



least a 3.0″ or WM-5. This combination is good for street and drags. The WM-5 rim will all use of most tires. We

recommend a Michelin M45 3.50 x 18″ at the front and a Michelin M45 4.25/85v18 at the rear. Michelin PZ2

compound can be used on the street but life is very short (about 500 miles). On our bike we use a WM-3 x 18″
rim at the front and a 3.5″ WM-6 x 18″ at the rear. S41PZ2 and PZ4 slicks have been used at the front, while a

PZ4 4.00/5.60×18 has been used on the rear. We are limited to using only road racing slick tires. With 88bhp it

becomes a necessity for all out competition, especially the rider is good. Without the wide back rim, the bike

will burn a normal tire.

Tubeless tires should be mentioned. We have seen too many accidents in road racing that were a result of their

use. We always use tubes, and recommended that all do likewise.

As one increased tire size, rim width, and the resulting bite, handling will become more accurate since traction

becomes greater. The more traction, the more likely the �ame will �ex, and the more critical the suspension will

have to be. When our bike was conceived, �exing and bending from horsepower were taken into account. The

combinations we have outlined work the best.

D. Swing arm

In an effort to reduce unsprung weight and to increase rigidity, we have modi�ed ours as shown in the

diagrams. The stock arm weighs about 21 lbs., ours about 17 lbs.. The 4 lb. lost aids in controlling unsprung

weight. Our modi�cation will also aid rigidity. We also found the stock iron and plastic bushing of the stock

Suzuki to be inadequate and replace them with Webco #2429 bronze bushes in order to minimize play. On

earlier Suzukis ’72 and ’73, the thread on the swing arm shaft is too short, so when the nut is tightened, only the

shaft is tightened, not the swing arm. This can be cured by adding washers to take up the slack, and torque to

45 ft. lbs. The welding around the reinforcement web will have to be ground away to allow for tire clearance. It

must then be re-welded.

III General

Here we will discuss some general problems in building the superbike. In porting the barrel we found that a

smooth rather than mirror �nish is more effective. Old parts to be reused should be carefully inspected and

discarded if in doubt. Stock carb cables can be used with stock choke cables on Mikuni stock and VM racing

carburetors. Lectron carburetors will require some modi�cation. Those with ’75 and later engines will have to

modify the oil pump arm to �t the standard early style cable, also a �tting must be added on the crankcase to

accommodate the pump cable adjusting screw. Pumps run in �xed positions will consume more oil and tend to

load up at low speeds.

Check crankcase support bushes for wear and replace if necessary. Loosen bushes will cause whipping and

twitchy handling with premature chain wear.

Extra strength Denselube chain was used to transmite power to the rear wheel. Chain play should not be less

than 1 1/2″. Denselube’s need no oil. Check all sprockets for wear. Use new countershaft sprockets and alloy

rear sprockets. Don’t use nylon sprockets, as they are not strong enough.

The neutral indicator switch can be replaced by plate #(un-readable) from the TM-400. This will eliminate the

possibility of a loose chain wrecking the neutral indicator switch and will also allow the use of a 17 tooth

countershaft sprocket. Rear sprockets can be replaced with alloy types and can be purchased from most

dealers. This is in keeping with trimming weighed down to reduce unsprung weight. For those who must use the

stock fuel tank (AMA superbike rule), it will be necessary to fashion a petcock with ample volume to feed 3

     



carburetors. We may ours from old petcocks and made one with three outlets. Keep in mind that the stock

petcock is vacuum operated and should not be used in a racing engine because it does not flow enough fuel

and the vacuum diaphragms could fail if the engine should backfire.

Since our sheen is used in AMA superbike and WERA superbike classes, we had to conform to both association

rules. The only difference between the two is that AMA allows for use of total loss ignition and total removal of

all starting mechanism. WERA says it wants a fully operative electrical system and an operating starter system

(kick or electric), so he chose WERA rules on these points. The AMA wants handlebars at least 3″ high to fit

stock mounts. WERA allows any bar but it must fit stock mount; AMA says the footrests must be in front of the

swing arm pivot, while the WERA says any type of footrest can be used. We chose AMA on this point. In short

we build the machine to comply with both sets of rules. These modifications will also comply with most drag

rules.

One note on the footrest. We chose AMA rules. We use stock petals, however, the footrests were modified to

accept folding types and relocated some 3″ higher to accommodate cornering. We also made them as narrow

is possible.

The cooling system of the GT-750 is over design. It is too good. Although we left the radiator alone, size wise,

on our superbike, we did cut down on our G.P. machine. Operating temperature of the engine must be around

185° to 190°, but the system will keep it at 180° to 185° so we upped the thermostat. Next season we will make

the radiator as small as it is on the G.P. bike, thus losing weight and providing proper engine temperature. We

will then go back to the 180° thermostat. Although a thermostat may be labeled to open at, say, 180°, it may

vary to such an extent that may open as early as 176° or as late as 189°, so if you have the same error at 185°,

your high level may be 194° bringing you closer to disaster should the thermostat fail, and sometimes they do.

At this point you will have completed your rocket and should have your 545 lb. buffalo down to 397 lbs., 60

crankshaft hp up to 105 hp, and streetable. Major engine modifications can be used to boost power to exceed

135 hp, but remember that this will require more exotic ignition, transmission, carburetor and more internal

lightening along with extensive chassis work. If you wish to pursue it, contact us for details. As of now you have

built an extremely rapid and competitive motorcycle. The machine should be capable of top speeds of as high

as 152 mph (honest ones), 1/4 mile speeds of high 10’s, and it should be competitive in at least four classes

combined in AMA WERA and two or three drag classes not to mention a real rocketship on the street that is

comparable to nothing now available.
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 Pictures from Holland
by Sakia van den Ham

 

 

 

 

 

 

 

The rider is Eric Kerkhof, my neighbour from Holland. Last year he won the championship for classic street races in Belgium.
The

 

bike

 

on

 

the

 

picture

 

is

 

a

 

Susuki

 

TR500

 

Replica

 

from

 

1970

 

with

 

60

 

PK.

 

(or

 

is

 

it

 

HP

 

for

 

you?)

 

 
  
  

 

 

    
   
   
   
   
   



Suzuki Snapshots
Eric Kerkhoff

"Hereby a picture of a Suzuki TR500 ridden by Erik Kerkhoff from Holland, who really races this converted T500 in Classic races in 
Belgium , France, Germany and Holland. He scored a 2nd place in Chimay 2001 ( Belgium) a real road track , behind the
snake Bill Swallow and scored a victory in another race in Belgium. The bike has a converted standard frame, Ceriani 35 mm forks, 
front brake:I'm not sure ,either a Ceriani or Oldani or converted standard Grimeca with self-made anchor plates. The fuel
tank , dry clutch and exhaust pipes are really home-made ! Carburettors are Mikuni VM38 with Powerjet from a TZ350F/G. Ignition 
is converted PVL .Barrels , pistons and gear box are little changed for racing purpose. He raced it also in the international

classic meetings, we organise in France and Germany.

With regards.....Guus ten Tije "

Bike

 

looks

 

great

 

with

 

the

 

mock

 

Suzuki

 

factory

 

paint

 

job

 

from

 

the

 

60s

 

on

 

the

 

frame

 

and

 

tank.

 

Exhaust

 

pipes

 

also

 

look

 

long

 

and

 

lean

 

and

 

not

 

too

 

wild.

 

Nice

 

job

 

indeed.

Dry clutch modification is pretty neat.

Thanks

 

for

 

sharing

 

the

 

info

 

and

 

pics

 

with

 

us

 

Guuss.

 

Guus

 

is

 

from

 

the

 

Netherlands.

       

 
   

  



 

There

 

are

 

some

 

picture´s

 

of

 

me

 

and

 

my

 

bike

 

on

 

this

 

site.

 

(

 

sent

 

to

 

you

 

by

 

some

 

others!

 

)  I

 

learned

 

some

 

about

 

computers

 

now

 

so

 

I

 

can

 

send

 

you

 

some

 

updated

 

pictures

 

myself

 

.
First

 

picture

 

is

 

made

 

just

 

before

 

I

 

crashed

 

my

 

bike,

 

like

 

it

 

was

 

until

 

2002

 

(

 

pict.

 

croix

 

2002

 

). I

 

had

 

to

 

restore

 

the

 

bike

 

but

 

decide

 

to

 

make

 

a

 

new

 

frame

 

instead

 

of

 

use

 

the

 

modified

 

standard

 

frame.
I

 

made

 

a

 

exact

 

copy

 

of

 

the

 

original

 

tr

 

frame

 

including

 

a

 

new

 

alloy

 

tank.(

 

pictures

 

suzuki

 

tr500

 

)(

 

got

 

the

 

old

 

damaged

 

seat

 

on

 

it

 

but

 

going

 

to

 

make

 

a

 

new

 

one

 

when

 

I

 

have

 

some

 

more

 

time

 

!!

 

)
only

 

raced

 

Chimay

 

(

 

belgium)

 

in

 

2003

 

.

 

1st

 

race

 

didn´t

 

finish,

 

piston

 

broke

 

last

 

round

 

in

 

2nd

 

place, put

 

in

 

a

 

new

 

piston

 

and

 

finished

 

2nd

 

the

 

next

 

race.(

 

pict.

 

chimay

 

2003

 

), mayby

 

75

 

hp

 

on

 

the

 

wheel

 

is

 

to

 

much

 

for

 

the

 

original

 

suzuki

 

pistons

 

!!

 

(

 

pict.

 

piston

 

)

 

- this

 

is

 

it

 

- maybe

 

you

 

can

 

make

 

something

 

nice

 

out

 

of

 

this.
Regards,

 

Erik

 

Kerkhoff

 

Netherlands
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2001



   

PEI
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Pascal Benoot

Pictures of a race in Jehonville (Belgium). Now I am busy to building  new cylinder heads with special combustion chambers, new pipes, and a larger fuel tank with seat of polyester. I have also mounted a
new fork with double disk brakes.

Pascal Benoot lives in Belgium

 

 

June 2000



Pascal Benoot - Suzi T500 racebike 
 

Pascal has just been to Perth, Western Australia, from his hometown in Belgium and likes it so much he is coming back for another
holiday along our spectacular West Coast.

In the meantime he is building his new T500 racebike and has shared the following pics with us....
"it was a unfogettable holiday in Australia and we come back in 2004 to do the West Coast. Now I be very busy to make a new t500 race

bike. My old bike go very hard for the last race. I buy the Swarbrick pipes and I made the cylinder heads with the special combustion
chambers ( I made 5 pair so I have some for sale). The big problem with the bike was that the frame is complete standard.  First I cut my
swingarm by 7.5 cm and make a bridge (see picture).  I have made also my own fuel tank and seat in fiberglass (see picture) - now I am

busy to reform my T frame to a "TR" frame as good as possible ( see picture)."

Shortened and strengthened swingarm

Braced T500 frame

Fibreglass seat and tank under development

Pascal and friend's son feeding man-eating parrot in the Western Australian bush

       

       
 

 

 
   

  



Suzuki Snapshots

Pascal Benoot 
 

I worked 5 months to make the bike ready.
Thess are the thing I've done and changed about the original T500 bike.
 
- shortning the wheel base from 1.52 meter to 1.37 meter so the bike is 15 cm shorter.
- bring the front fork angle from 25° to 23°.
- build my own tank and seat in fibreglass.
- reinforce the frame.
- mount 18 inches aluminium rims on the front and rear wheel .
- mount a GT 750 fork with double disk brakes.
- assemble a transistor ignition which works with the(old) contact points.
- assemble my own tachometer.with LEDs
- make my own heads
- mount and assemble the Swarbrick pipes.
- mount a M-Toby steering damper
 
I have driven two times at the circuit with this new bike and i can tell that the concept is very
good. The frame is very strong.also in the curves. The next step is tuning a engine to +/- 65 hp.
The engine I tuned past year is a total loss at the moment so now i have an original engine in the
bike with my own heads.
 
regards
 Pascal Benoot

 

              

 

 

 
   

  



Suzuki Snapshots

Pascal Benoot - Suzi T500 racebike

Pascal has been busy building a completely new T500 racebike, and achieving good performance from it as well...first some shots of
the old bike in action.....

and now the new bike....





and the new bike under construction.....

Muzza - 2001



   

Graham
 

Moorehead
 

–
 

NZ
 

–
 

racebike

  

     



Graham Moorhead's Suzuki T500 from New Zealand
by Glen Morgan

 

I went to the Paeroa Street Races about a month ago. Bloody spectacular. It's a round of the NZ Battle of the Streets so the top
riders were all there: Tony Rees, Shaun Harris, Brian Bernard, Craig Shirrifs et al. I used to do a bit of street racing in the South
Island, but this was a step up and a bit - with Formula Extreme and Superbikes whistling up the main street of a country shopping

centre, doing the best part of 300ks, about two meters from the crowd. 

Anyhow, I went to meet up with Graham Moorhead and have a look at his T500 race bike. He's still sorting it, but it was showing
plenty of speed, and he's one of those riders who goes fast without fuss.  I took a couple of pictures in the pits but didn't get any
good moving shots. You are too damn close to the action at Paeroa - too close for my reaction time with a camera anyhow!
I asked Graham if it was OK to forward the pics of him and his bike to you, and he said that was fine as he hadn't sent you any yet.
Graham is the guy standing with the bike, and a very tidy one it is too.

 



 

 
 



 Dr

 

Gaz’s

 

T500

 

race

 

project
  

     



Gazza's Project
Gareth Ace (better known as Gaz) has started on his T500 race project in his back shed in Colchester.

As he still scouring the country for parts, it is a good bet that his wife probably doesn't know about this yet.

An endless supply of bits







A pretty wild set of pipes here. Look like they may be peaky.



   Gareth Ace (Gaz)
Colchester UK

Gaz
 
sharing

 
with

 
us

 
some

 
pics

 
of

 
his

 
Sprint

 
project

 
bike.



Just thought I would send you a couple of photos of the other sprint bike I am going to run next year!  I think maybe,
probably, hopefully I have sorted out the dosh for the other two bikes, but I thought, why be a racer when you can be a
team manager/racer, so I have offered my mates a chance to sprint next year with me.  Yeah they have to fork out to the
National Sprint Assoc but thats only £50, cheap racing mate, even though its normally only in a straight line LOL.  But I
get the chance to be first at the auto jumbles!!!!  Ignore the seat as I have ordered a rep Honda CR93 seat, yeah I know



its not Suzy but they do look nice and for £50 covered in any colour u want!  £20 extra for suede.  They are in glass
though not super dooper ally!  Still you will get the general drift.

Thanks Gaz..

 
   

  



   
Glen

 

Morgan’s

 

racebike  

     



Suzuki Snapshots

Glen Morgan - NZ

Glen has been a regular contributor to the website, with articles on his bike, building chambers and making racing heads.Here he shares with us some data on his racebike and some pics.

Well, here it is!

 

After five years, three shifts around the country and a few other projects in 
between. It's finished, it's had a couple of race meetings and it's about to be moth-balled while I 
head off overseas for a bit. The specs are: Seat, tank, chambers and oil tank by me. Taper roller 
steering head bearings. RS Honda electronic taco. Forks from a GT 550 disc brake model. GT
550/750 quad shoe front brake. Brake cable balance box by me.

RD250 front guard.

Wheels, standard steel 18 -19 combo on

 

Avons.

GT350 swing arm (4 inches shorter).

Frame braced and shock brackets shortened 2 inches.

Hagon shocks

Gearbox has oil level modification to 1400cc.

Chain, o-ring on narrower sprockets than standard.

Carbs, standard but overbored to 35mm.

Squish heads at 12.5 to 1 compression (running avgas)

Ignition advance 18 degrees.

Exhausts 182 degees. (widened eliptical)

Transfers 126 degrees (barrel raised)

Inlets 160 degrees. (widened semi-eliptical)

Ignition, total loss with alternater rotor removed.

How's it go?

Good plenty of mumbo and very quick off the line.

 

There's a bit of a hole in the middle of the mid-range, but I expect to be able to tune that out as I've done nothing to the 
needles or needle jets yet.

 

The motor is surprisingly keen to rev.

 

The big surprise was that I needed to go to smaller main jets (1.30mm). It just bogs on anything bigger (
standard is 1.50-55 mm).

 

This is not an uncommon phenomenon when carbs are over-bored.

Handling?

No problems so far. It turns quite well with the short swing arm. It's fairly easy to lift the front wheel when you get on the gas out of slow corners. The back end 
steps out if you get on the gas cranked over, but nothing hairy has happened so far.

Brakes?

Fine for drums and will get better with a bit more work.

 

The balance box that I made is probably responsible for this. The original 
system was a shocker and should be biffed to someone who is doing a road going restoration.

Riding it?

This is definitely a quick bike off the mark - weight forward and hope no one goes down in front of you.
The stock box leaves you in a bit of a hole between first and second and you need to watch the revs as you transition,
but I expect to deal with that by tuning that flat spot out.

 

After a couple of seasons on modern light weights, I found myself riding it all wrong. Sweeping 
lines and trying to carry the cornering speed were not the way to go.

Once I was confident that it wasn't going to do a wild head shake (I hate that!) I found that the time honoured method of stuffing it up the inside, standing on 
the brakes and grunting away on a tight line was the way to get through the pack. It's not demanding to ride, there's plenty of room on it for someone my size (
5,11) and it's considerable physical presence discourages those who would lean on you.

The future?

It's still a heavy bike and I'm tempted to make a lighter frame for it by cutting out some of the tubes and replacing them with lighter ones, but that's "
some when" territory. I will definitely put it on alloy 18s when I get back to doing some work on it.

I haven't gone silly on this bike. It's pretty much what I set out to build. More than enough grunt to keep an older guy like me happy, comfortable to
sit on, plenty of room to tuck down, good ground clearance - generally rider friendly! It's tidy, without being a show bike, and I might look at getting a fairing and a close 
ratio cluster.

That will be about it for this one. I've got my BSA 500 classic racer project to keep me busy for the next five years! Cheers Glen



 

Gary raced a modified 1972 T500 at Wanneroo Western Australia.

Gary

 

Griggs

 

–

 

Western

 

Australia
  

     



 

Andres – Belgium – Andres worked on a racing GT500

Andres

 

–

 

Belgium

 

–

 

racing

 

GT500
  

     



    
Suzuki

 

Service

 

Bulletins

 

–

 

General

 

Specs

 

and

 

Carburetor
Settings

 

–

 

1976

 

models

  

  

      

     











    

Norman

 

Will iamson

 

–

 

racing

 

T20

 

and

 

T500  

     



Suzuki Snapshots

Norman Williamson - UK

Norman has had some serious T500 and T320 racers  

Suzuki T320 (1967 T20 250cc Road based conversion)  Air cooled, Twin Cylinder 320cc Two-Stroke,, Gears 6.  The engine of this machine revs to approximately 10000 rpm and is capable of 130mph.

Suzuki T500 (1967 T500 Road based conversion) Air cooled, Twin Cylinder Two-Stroke, Gears 5.  The engine of this machine revs to approximately 10,000 rpm and is capable of 145/155mph.

NW and sponsor Eric Hulme, Aintree paddock 2001

Ballakeighan, Pre-TT Post Classic Super-bike Race, 2002



   

Christian

 

Mille

 

–

 

T500

 

racer
  

     



Suzuki Snapshots

Christian Mille

 

 

Bonjours, quelques photos du No 84 second au challenge AFAMAC 2002.

Cordialement, Christian MILLE

 

  



  Paul

 

Sandley

 

–

 

TR500

 

MkII

 

project
  

     

https://ozebook.com/wpsuzi/?format=pdf&post-type=post&order-date=asc&order-menu=asc&statuses%5B%5D=publish&dates%5Bafter%5… 284/809



Suzuki Snapshots

Paul Sandley - South Australia
Paul was a Suzi and Panther fan, good one Paul, and he is working on a watercooled T500 racer using TR500 MkII barrels 
and heads.



   

Kris

 

( Krash)

 

Larivee

 

shares

 

his

 

racing

 

experience

 

on

 

a

 

T500
racer

  

  

      

     































































 Bort

 

Koelewijn’s

 

Muzza

 

Replica
  

     



   

Andres

 

Urban

 

on

 

the

 

track
  

     











Suzuki Snapshots

Cor Geraet's T500 Racebike
A nice bike from the Netherlands

 
 



Suzuki Snapshots

Cor Geraet's T500 Racebike - page 2
A nice bike from the Netherlands

 

The pipes we build them ourselves from original specifications.  The fibreglass parts are built in

Holland by a firm on my special order by  Ruigs glasfiber , I spent about 2.5 years to make

the bike.  It runs like hell.  We have driven the bike this year at some race

demos and we rode the bike on the Nurnburgring grandprixcircuit.  Next year

the bike is going to run on Spa Fracocamps circuit and some race demos we

now have to do some little work on the bike in the winter to optimise it. 

P.S   the name Samracing its the name of my son borne 03-03-03  he

is one the pictures

 

http://www.ruigspolyester.nl/


Suzuki Snapshots

Cor Geraet's T500 Racebike - page 3
Samracing from the Netherlands

Samracing on the circuit of Spa Francocamps  the TR 500 replica was very fast on this day 

Samracing are also  making  replica  pipes,  contact  Cor  Geraet  here  for  details

 

 

ozebook.com 2003

mailto:corgeraets@12move.nl


 
Jean

 

Claude

 

Kreutz’s

 

T500

 

race

 

replica  

     



 Ralph

 

Spencer

 

( Desmocat)

 

builds

 

a

 

T500

 

racer
  

     



































 

Neat machine, good one Laurent,

Laurent’s

 

Race

 

Replica

  

     



 Noel

 

Soudant’s

 

T500

 

racer
  

     



Suzuki Snapshots

 Noël Soudant - Netherlands

Noël Soudant's racing T500, excellent looking bike

Tech stuff

year: 1970

weight: 128 kg

power: about 70 bhp

top speed: about 235 kph (145 mph)

frame: home made by Erik Kerkhof and myself

ignition: PVL magneto

Tank and seat: custom tank and design

ceriani frontfork

grimeca 4 leading shoe drum brake

fairing: TGA TR3 fairing

tyres front: heidenau

        rear : Dunlop KR124A

I live in the Netherlands

I started racing in 2002, just 2 meetings in Belgium: Chimay and Jehonville. It was not a big success, lots of bugs, just finished in 1 of the 4 races all the rest I retired with engine trouble
(seizures).

But in 2003 I entered in the same meetings and I finished in 3 out of the 4 races. A big step forward. and in the last 2 races (this was the meeting in Jehonville Belgium) I finished 2nd in the first
race and 1st in the second race.

Not bad for someone who had never seen a racetrack before that.

Noël Soudant

The Netherlands.

Noel has sold this machine and moved on to a Nicco Bakker TZ350G

 



Suzuki Snapshots

 Noël Soudant - Netherlands

Noël Soudant's racing T500, excellent looking bike

Tech stuff

year: 1970

weight: 128 kg

power: about 70 bhp

top speed: about 235 kph (145 mph)

frame: home made by Erik Kerkhof and myself

ignition: PVL magneto

Tank and seat: custom tank and design

ceriani frontfork

grimeca 4 leading shoe drum brake

fairing: TGA TR3 fairing

tyres front: heidenau

        rear : Dunlop KR124A

I live in the Netherlands

I started racing in 2002, just 2 meetings in Belgium: Chimay and Jehonville. It was not a big success, lots of bugs, just finished in 1 of the 4 races all the rest I retired with engine trouble
(seizures).

But in 2003 I entered in the same meetings and I finished in 3 out of the 4 races. A big step forward. and in the last 2 races (this was the meeting in Jehonville Belgium) I finished 2nd in the first
race and 1st in the second race.

Not bad for someone who had never seen a racetrack before that.

Noël Soudant

The Netherlands.

Noel has sold this machine and moved on to a Nicco Bakker TZ350G

 



C AT E G O R I E S :  T R 5 0 0 ,  L E S  VA N  B R E D A

This is Les van Breda multiple South African Motorcycle Champion.

The Blue bike is my XR05 (ready to run at last!), and the wine red bike

you have featured before is Phil de Gruchy’s air cooled TR500.

Les won South African championships on both of these bikes. He says the

watercooled XR05 had a great engine, but the aircooled TR handled much

Les van Breda – TR500 &  XR500 (TR500 MkII )

A P R I L  1 3 ,  2 0 2 3

8/25/24, 6:25 AM Suzuki Two Stroke Enthusiasts



    

Spike Livingstone shared this pic with us….of his rare Dresda race framed Suzuki 500…back in 2006

DRESDA

 

SUZUKI

 

500

 

RACER

 

–

 

Spike

 

Livingstone  

     



Hi Muzza, bought chassis from TGA racing at the end of `04 and put what should have been a very quick (according to

seller) tr500 lump with a standard gearbox…. Finished build in time for first outing in classic parade at snetterton in June.

Everything felt fine so after recovering finances entered first ever race, post classic, at Pembrey. Put a big hole in the piston
after three laps but established that it, and I, were more than up to the task. Look forward to `06……

 Frame is Dresda racing type, not the same as the roadgoing t500 Dresda frame. Tank is also a Dresda item. Forks are

works Suzuki and shocks are Falcon aluminium items. Braking is supplied by three AP racing calipers & is plentiful to say the

least. seat unit also works item from an xr14 and fairing from a tz700……. The engine is currently undergoing a rebuild at the

hands of Rob Greenhill of Cobra Racing, I`ll fill you in on specs when I run out of money but its gonna be very, very fast…..!!

     



      

Seeley framed T500 Suzuki racebikes

seen at Wanneroo Western Australia

Jack Coyle

Seeley
 

T500
 

racers
 

at
 

Wanneroo
 

Western
 

Australia
  

     



Martin Pearson

     



   

My name is Gerard Kampen and i live in Holland, I am a great Barry Sheene fan, I have raced motorbikes here in

Holland from 1977 until 1982. At this moment I am building a Suzuki TR500 replica and I am going to race it

here in classic events. In complete Sheene style, with replica helmet and leaters and with number 7 on the bike.

Gerard

 

Kampen’s

 

T500

 

racer
  

     



     



     



 

Sukidookie has supplied some pics of his great T500 based racer…..

“Here are some pictures and info on my bike. ere’s my story:

I picked the bike up for free from someone that just had it rusting away in the backyard. They actually had it

next to the fence so the dogs could stand on it to look over. I started by taking the bike apart and modifying

things.

Frame- chopped the rear of the frame and relocated the shock mounts, shortened the swing-arm and added

gussets, added extra frame tubes for bracing, remove unwanted brackets and stands. Tank and rear cowl- I

made them from 3003 aluminum and fit them to the frame, lots if work. Paint was handled by a friend of mine

(pete “hot Dog” finlan) who paints for West Coast Choppers. Thanks Pete.

Chambers, Silencers and rear sets- I made them all with my own hands, rolling cones is a bitch and I think I will

just buy the cones next time. rear sets were designed in Cad and the cut out on the water jet at Boyd

Coddington Hot Rods (my current employer). Other things include clip-ons, number plates and all brackets that I

made for the bike.

I plan to finish the bike by April 2008 and take it out to race at willow springs with AHRMA I have never raced

before so it’s an exciting time for me.

All The Best, Robert Taylor”

Sukidookie’s

 

( Robert

 

Taylor)

 

T500

 

Racer  

     



     



     



     



 

Robert Echard
Lanham Maryland USA

Robert’s T500 is a 1970 with an original paint job from the 70s including the essential accessory of the time, a bikini fairing.

Robert

 

Echard’s

 

T500
  

     



     



 
Peter

 

Nutland’s

 

wild

 

bike

  

     



 

“I bought it in about 98 and it was a complete basket case.  I think it had been around Australia 5 times, the electrics had
caught fire and then it was left out in the weather for a couple of years before I bought it.  The parts were either very worn,

crispy black or rusty brown – often all three.  But it was a T500 and  a MkIII at that so I just had to have it!  I was lucky

enough to make contact with someone who was restoring a Cobra and who had to move house.  After a little haggling, I got

his spares (more or less a whole machine – thanks Andrew!) which saved the day. I’m still chasing the tank rack, the front

mudguard stays, and a few other bits.  One day I’ll restore it to original but for now it’s just a blast to ride one again.”

Sam Peterson

Brisbane Qld

Sam

 

Peterson’s

 

T500  

     



 

Hi,
  Just finished restoring my fathers t500,  The bike stayed in the backyard under a tarp for 7 years before i decide to take a

look at it.   Changed the battery, Removed the heads and cleaned the tops of the pistons, changed spark plugs, trans oil, 

Polished and painted. All original except for the handle bars.  Has 18000 miles  My father never thought it would start but to

his surprise it did on about the tenth crank.  Love the bike.  Lots of  power

Regards

Paul Payette
Montreal, Quebec

Paul

 

Payette’s

 

Suzuki

 

T500
  

     



  Pictures

 

from

 

Denmark

 

by

 

Per

 

Norstedt
  

     



GT 500 from previous picture.

The engine have been tuned, All Speed exhaust system, GT 750 double disc front fork,

Nico Bakker fairing, Raask footrest system and Kawasaki Z 650 saddle.

     



Now all parts have been painted, and the fairing have been modified to suit the GT 500.

This bike could run about 200 km/h.

GT 500 B, 1978. 

This i it´s first tour to Sweden, it had only run 80 km, when i bought it.

Picture is taken in Linköbing, Sweden, the day we went back to Denmark ( 600 km ).

     



T

 

500´s,

 

seen

 

on

 

the

 

racetrack

 

in

 

Linköbing.

     



 Brian

 

Dawson’s

 

–

 

T500

 

Suzuki
  

     



Brian

 

wrote

 

on

 

8

 

Nov

 

2001

 

–

Attached

 

is

 

a

 

pic

 

of

 

my

 

1974/75

 

T500L/M.

 

I

 

came

 

across

 

this

 

bike

 

while

 

I

 

was

 

working

 

in

 

a

BMW

 

motorcycle

 

shop.

 

A

 

customer

 

came

 

in

 

one

 

day

 

and

 

wanted

 

to

 

buy

 

a

 

set

 

of

 

vintage

 

BMW

saddlebags

 

(or

 

panniers

 

as

 

they

 

are

 

also

 

known)

 

but

 

didn’t

 

have

 

any

 

money.

  

He

 

offered

 

“an

old

 

Suzuki”

 

that

 

he

 

had

 

in

 

the

 

back

 

of

 

a

 

van.

  

I

 

took

 

a

 

look

 

and

 

the

 

bike

 

was

 

a

 

T500

 

in

horrifying

 

condition.

  

But

 

I

 

decided

 

to

 

give

 

him

 

the

 

saddlebags

 

in

 

exchange

 

for

 

the

 

bike

 

and

pay

 

the

 

shop

 

for

 

the

 

bags

 

later. 

Taking

 

a

 

hard

 

look

 

at

 

what

 

I’d

 

purchased,

 

I

 

was

 

not

 

encouraged.

  

The

 

poor

 

old

 

thing

 

was

filthy

 

and

 

covered

 

in

 

oil but

 

it

 

was

 

mostly

 

complete

 

and

 

the

 

exhaust

 

pipes

 

were

 

undamaged.

 

Cleaning

 

it

 

off

 

I

 

found

 

that

 

the

 

bike

 

was

 

actually

 

fairly

 

well preserved

 

under

 

the

 

film

 

of

 

oil.

  

But,

the

 

previous

 

owner,

 

apparently

 

having

 

the

 

IQ

 

of

 

a

 

potato,

 

had

 

tried

 

to

 

install a

 

Suzuki

electronic

 

ignition

 

on

 

a

 

points-and-condenser

 

engine.

He

 

did

 

not

 

know

 

that

 

the

 

nose

 

of

 

the

 

older

 

crankshaft

 

and

 

the

 

nose

 

of

 

the

 

later

 

e-ignition

crankshaft

 

are

 

quite

 

different.

  

In

 

his

 

attempt

 

to

 

make

 

things

 

work

 

he

 

had

 

actually

 

punched

 

a

hole

 

through

 

the

 

engine

 

cases

 

and

 

had

 

then

 

plugged

 

the

 

hole

 

with

 

silicon

 

seal!

  

How

 

he

expected

 

that

 

to

 

work

  

I

 

don’t

 

know. 

I

 

searched

 

around

 

for

 

a

 

while

 

and

 

found

 

another

 

two

 

bikes

 

–

 

both

 

of

 

them

 

incomplete

 

and

damaged

 

but

 

with

 

useful parts.

  

I

 

bought

 

them

 

cheap.

  

I

 

also

 

came

 

across

 

a

 

guy

 

selling

 

a

T500

 

half-converted

 

to

 

a

 

racing

 

bike

 

with

 

no

 

less

 

than

 

five

 

spare

 

engines!

  

I

 

bought

everything.

I

 

assembled

 

a

 

1975

 

T500M

 

electronic

 

engine

 

out

 

of

 

all the

 

bits

 

and

 

installed

 

that

 

in

 

place

 

of

the

 

original,

 

and

 

butchered,

 

1974

 

T500L

 

engine.

  

And

 

that

 

is

 

why

 

I

 

list

 

the

 

bike

 

as

 

both

 

a

 

1974

and

 

a

 

1975

 

and

 

a

 

T500L

 

and

 

T500M!

All the

 

bodywork

 

is

 

original with

 

original paint

 

and

 

original chrome

 

except

 

for

 

some

 

of

 

the

fasteners

 

which

 

were

 

rusted.

  

The

 

side

 

cover

 

was

 

also

 

badly

 

damaged

 

and

 

I

 

have

 

purchased

a

 

new

 

one

 

but

 

it

 

is

 

not

 

painted

 

as

 

yet.

  

Since

 

the

 

pic

 

was

 

taken

 

I

 

ran

 

across

 

a

 

chrome

 

handrail

and

 

installed

 

it

 

on

 

the

 

bike.

  

The

 

total cost

 

of

 

this

 

bike

 

as

 

it

 

sits,

 

with

 

all the

 

spares

 

including

the

 

half-done

 

racebike

 

conversion,

 

is

 

less

 

than

 

$1000.

BTW,

 

the

 

racebike

 

has

 

been

 

torn

 

apart

 

and

 

is

 

being

 

rebuilt

 

as

 

we

 

speak.

  

The

 

engine,

 

with

crankcase

 

stuffers

 

is

 

done,

 

the

 

frame

 

is

 

welded

 

up

 

and

 

the

 

bodywork

 

has

 

been

 

built

 

and

 

is

being

 

painted.

  

I’ll need

 

to

 

find

 

some

 

Akront

 

rims

 

and

 

buy

 

spokes,

 

get

 

some

 

tires

 

and

assemble

 

the

 

whole

 

thing.

  

I’ve

 

been

 

taking

 

pics

 

as

 

I

 

go

 

so

 

when

 

it’s

 

done

 

I’ll pass

 

them

along.

In

 

addition

 

to

 

this

 

T500

 

and

 

the

 

coming

 

T500

 

racebike

 

I

 

own

 

a

 

TR250

 

replica

 

racebike,

 

an

under-restoration

 

T250

 

street

 

bike

 

and

 

an

 

unrestored

 

and

 

not-yet-running

 

T350

 

which

 

is

extremely

 

rare

 

here

 

(Canada).

     



 

Chris

 

Gyorgy

 

shared

 

some

 

shots

 

of

 

his

 

T500J

 

with

 

a

 

$LS

 

drum

 

brake

Chris

 

Gyorgy’s

 

T500J

  

     



     



 

Bob

 

Parkes

 

from

 

Canberra

 

Australia

 

with

 

his

 

T500

  

     



     



 

Hi there muzza. (pardon me for my bad English but I am Dutch) Like I promised iI would send you some pictures

of my T500. I used lot’s of your info and still am. (Thanks for that man). I got the T from friends when my former

bike was stolen and I did not have money to buy an other one. I still don’t know whether to thank them or…..haha

Patrick

 

Peters

 

T500

 

restoration

  

     



     



Looks

 

like

 

a

 

T20

 

sidecover

 

there!

     



     



 

John Mackay shares his machine with us. Don’t be fooled by the paint-job, it is a T500M

JohhnyUK

 

and

 

his

 

Suzuki

 

T500
  

     

https://ozebook.com/wpsuzi/?format=pdf&post-type=post&order-date=asc&order-menu=asc&statuses%5B%5D=publish&dates%5Bafter%5… 347/809



     



    

     



     



    

     



     



 

Simon Horder has moved to Perth, Western Australia from the UK and brought a T500J with him to restore.

The bike has now been restored and is a credit to Simon’s dedication to the task.

Simon

 

Horder’s

 

Suzuki

 

T500J
  

     



 

Before

Mike’s

 

NZ

 

T500R

 

restoration
  

     



     



     



 

Eddie Brackenridge from Lisburn, Northern Ireland has sent us these pics of his bikes….including his nice

looking T500 MkIII

Eddie

 

Brackenbridge’s

 

T500-III

  

     



     



     



     



 

Alex Ellis has a 1973 Suzuki T500 that looks almost as good as new…nice paint job Alex!

Alex’s

 

T500K  

     



     



     



     



     



     



     



 
Hansen’s

 

Ebay

 

Special

 

T500

 

from

 

Norway  

     



     



     



     







    
Suzuki

 

Service

 

Bulletins

 

–

 

GT750/550/380/500/250/185:

 

1972-77  

     

https://ozebook.com/wpsuzi/?format=pdf&post-type=post&order-date=asc&order-menu=asc&statuses%5B%5D=publish&dates%5Bafter%5… 375/809
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South African TR500
HISTORY OF SUZUKI TR500

ENGINE NO. TR10028

This SUZUKI racing motorcycle was one of (2) two bikes supplied to sponsored riders in South Africa in 1972 and

arrived by ship at Durban harbour on the 19 th of December. The sponsored riders who were allocated the bikes
were Jon Ekerold and Les van Breda, Jon Ekerold of course eventually would become 350cc World Champion a
few years later on a Yamaha. This particular machine was the bike used by Les van Breda, who had won the South
African Championship on an earlier XR05 model in 1971.

The bike’s first outing was at a race meeting in Lourenço Marques , Mozambique (now Maputo), on the 27  of
December 1972. The first race did not start well as the bike seized at the end of the main straight resulting in
considerable damage to the machine and fractured ribs for its unfortunate rider, Les van Breda. The machine was
then repaired and raced at the Killarney Circuit in Cape Town in early January in the first round of the South African
Championships in 1973 .

Les had finished 2  overall to Kork Ballington on an ex- Gillie Cruise TR500 in the previous 1972 season, Kork was
another South African rider who was to leave for Europe early in 1973 and of course later to become a double World
Champion in 1978 and 1979 on the Kawasaki Tandem Twin.

During the 1973 season the standard Fontana 4-leading shoe front brake was swapped for the Ceriani unit from the
earlier machine which Les still had in his possession, and the standard Suzuki PEI ignition was replaced with a
Spanish Femsatronic System to improve reliability.

In 1973 many well known international riders were invited to contest certain prestigious events in South Africa.

The first of the South African T.T. series was held at the Roy Hesketh Circuit outside Pietermaritzburg, Natal, where
Les riding the TR500 finished second to John Cooper – BSA 750cc, Derek Chatterton was 3  with Giacomo
Agostini 4  having slowed on the M.V. Agusta with machine problems.
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The second race in the series was held at the Kylami G.P. circuit in Johannesburg, where Les was the quickest local
rider passing Tony Jeffries – Triumph 750cc, Barry Sheene – Seeley Suzuki TR500 and Agostini on the MV Agusta
to take the lead which he held for most of the race. A few laps from the end, holes began appearing on the
expansion chamber of Les’s TR500 due to scraping on the road in an attempt to defend his lead from Agostini who
came past 2 laps from the end of the race as the Suzuki lost power. Les was awarded the Dickie Dale Trophy for his
efforts in this International series as best local rider, and went on to claim the South African Championship on his
bike in 1973.

In 1974 Les was given the new more powerful water cooled TR500 and this air cooled machine was sold to another
local rider Roy Hill in 1974 and then re-sold to Van Rooyen Motors a well known motorcycle dealer in Bulawayo,
Rhodesia, where a local rider named John Warburton won the Rhodesian Championship in 1975 and 1976.

In 1978 the bike and its rider officially retired due to the escalating war in Rhodesia. All racing was suspended, the
bike was then stored in a garage in Bulawayo until 1982 by which time white Rhodesians were leaving the country
in large numbers as the economy and lifestyle deteriorated under the new government. John and his family loaded
all the possessions they could carry onto a trailer and headed for Botswana, the Suzuki now in a very dilapidated
state was stored with household goods on the trailer and towed thousands of kilometers across Africa to Botswana.

I first heard rumours of an old Suzuki racing machine lying under a cover in a dusty corner of a garage in Gaberone,
Botswana, from a friend who was a traveling salesman. At first I thought it was just a modified T500 production
machine similar to the one which I had ridden in Classic racing events from 1987 to 1990, but from the description I
was given I felt sure this might the real thing. I negotiated for the bike and bought it without actually having seen it,
and it was subsequently smuggled across the border back into South Africa and delivered to my Johannesburg
home in June 1992, on returning from a trip to the Isle of Man TT races, I found the bike in my yard awaiting my
arrival in a rather sad and neglected state , but at least it was complete and mostly original , the bike even came
with the original spare barrels, heads , pistons, clutch plates and factory parts list .

Les van Breda who is still a Suzuki Dealer in South Africa was able to provide me with the detailed history of this
bike , during our conversation he mentioned the fact that the top frame rail was actually broken in the high speed
crash in Luanda at his first outing on a racetrack , and that the frame had been “fixed ” in the pits by brazing on a
piece of conduit tube obtained from a local contractor . I inspected the bike on my return home to find that the
chrome moly frame was still being held together with that piece of conduit tube , in spite of the fact that the bike had
changed hands on 3 occasions . that repair, and the fact that it had the Ceriani front brake confirmed that this was
indeed his original bike .

The restoration project was completed by July 1995 and once again another rather special racing motorcycle has
been saved for future generations of racing enthusiasts and represents the ultimate engineering technology
available in 1972.

I must thank many specialists in South Africa for their help in restoring the bike in those instances where my skills
were lacking, and to those people who assisted me in tracing and identifying the bike and it’s colourful history.

     



     



(What a pleasure viewing your website, lovely pics, can’t get enough , I though I was alone in the
universe with my passion for T500s. I can’t remember if I spoke to you at the NZ race meeting in
Pukekoe Auckland in 1998 , but I did have long chat with some Aussie  bloke who was racing a much

modified road going T500 who was very knowledgeable on the subject of making them go faster. 

I have two bikes at the moment and am trying to acquire another , a watercooled TR500 machine
from friend here in South Africa.  I currently have restored a 1971 TR500 Daytona which has a long
and interesting history , briefly, this bike was assigned to Cal Rayborn for the 1971 Daytona I was told
, but unfortunately he was killed at Pukekoe raceway in December 1970 , and this bike and one other

was shipped to Durban in January 1971 for Jon Ekerold , 350cc world champion in later years. I have

documented the entire history of this bike and will e-mail it to you if you are interested.  

My other bike is a modified and  ” very tasty ” T500  Gus Kuhn Cafe Racer  in  production race trim  , I
am nearly finished converting the bike for road use and am trying to finish it off before the  Classic

Motorcycle club’s annual 1000  Bike show on the 2nd of July 2000 . I would be happy to share my
knowledge of building and preparing this bike over the years and of course I still have some
problems, with which I could do with some advice from your circle of friends)   

Regards – Philip de Gruchy  
Johannesburg South Africa

Some more info on this machine………………

I was really interested to read the story of this bike. I can also add a few paragraphs to the story. During 197I I went
to the then Rhodesia
(now Zimbabwe) with Les van Breda to a race meeting in Salisbury. Les had started campaigning his new water-

     



cooled TR500, and I was to race the air-cooled model now owned by Philip. In practice the water-cooled bike ran its
crank bearings, and Les, myself and Mickey Chalom, a Suzuki dealer from South Africa who went with us on this
weekend race trip, fitted a new one at the deserted circuit by the light of our car’s headlights. I had never even sat
on a racing two stroke, never mind having raced one, but I loved the aircooled TR, and rode it as much as I could
during open practice. The Donnybrooke Circuit in Salisbury was brand new and was very abrasive, and I used up
the only set of slick tyros we had before the official qualifying practice, so we fitted a set of Dunlop TT100 tyres from
van Breda’s production racing Suzuki GT750. To tell the truth I couldn’t really feel the difference between them and
the racing slicks, and qualified third behind Les On the water-cooled six speed TR 500 and the Rhodesian Champion
at the time, Geoff Downing, on a factory Kawasaki H1R 500. In the race itself I made a complete mess of the start,
which was a push start, and by the time the bike fired I was almost a full lap behind. Anyway I had a wonderful time
making my way through the field, and finished about fourth or fifth. Les won, and Downing was second.  All the local
riders were really interested in our two Suzuki’s, and regarded them as factory exotica! About a year later I received
a phone call from one of the Rhodesian riders, Roy Hill, who wanted to know if I would find out from van Breda if the
aircooled TR was for sale. Les was just to glad to be able to sell it, and a deal was agreed. The big problem was how
to get the bike into Rhodesia, which was subject to trade sanctions from the West etc, and also had a very strict
import policy. As the country was technically at war, luxury imports were completely banned. I was competing in the
South African national motocross championship at the time, so I took it, packed in the back of a caravan, as spare
parts for a Honda CR250 Elsinore MX bike. In order to fit the two bikes into the caravan and to convince the customs
that I had only one bike in the back I stripped the Elsinore completely and packed it into the caravan cupboards. I
them took the Suzuki decals off the TR and replaced them with the Elsinore-Honda winged decal! This plan worked
completely, and the buyer Roy Hill, got his TR500. A footnote to this story is that this TR500 has now gone a full
circle and has arrived back in SA, I now own the water-cooled TR500, and Roy Hill now lives in South Africa two
blocks away from me in a town called Benoni. 

Clive Strugnell South Africa

Murray Barnard

June 2000

     



      

  

Pictures and technical
info on a water-cooled

Seeley TR500 from the
UK

by David Maskell

I bought new Seeley Suzuki at the start of the 72 season from Eddie Crooks, complete rolling chassis
£350, new std T500 engine £250 with racing parts in exchange for std road parts returned – that’s some

of the help Eddie gave us in those far off days( I am still playing at it 28 yrs on) you are supposed to grow
old gracefully.)

About 1989 I was lucky to come across brand new genuine factory parts for a XR05 w/c 500 twin.

advertised in MCM ( motor cycle news). These parts camefrom the famous BARRY SHEENE stable hidden

under RG500 /TR750 spares he was selling. The guy that bought them had no reason to keep them so I

managed to clinch a deal, lucky me.

10YEARS later, now retired, I completed the project. We ran it at OULTON PARK 29 Oct last year. My test

rider was the 1981 250cc TT winner Steve Tonkin -3 times British 250cc champ- riding an Armstrong-Rotax 
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(Australian Jeff Sayle was his teamate).



(      

INTRO- Steve started out racing my Seeley in 1973, the following year, he moved up to full sponsorship on

250/350 TZ’s. (I was his race mechanic until 1984 TT ) racing a RG500 the g/box sprocket sheared off
thro’ the drilled radial holes (made by Suzuki) chain locked the rear wheel throwing him and bike into the

wall at Handley’s cottage, RG burnt out, Steve lived to tell the tale, lucky lad. He retired after this bad
crash from professional racing. He now owns/ runs a very succesful bike restoration workshop and enjoys
our gallops out on the Suzuki track days and parades. He has a wealth of racing knowledge ie setting up,

giving the best feed back I could wish for.

The track day started 8am. very cold (air temp. 50F – air density 112% ) must start off rich, weather fine all

day, after briefing the bikes are let loose on the track in 20 min sessions mostly the latest superbikes R1’s,

Fireblades, 901’s, fast stuff. My Suzuki was the oldest bike there. This was the first time out on the w/c, I

have fitted an EGT meter sent over from a contact in the States so it was new to our setup. FANTASTIC after

jetting down from 420 – 360’s m/jets 38mm mikunis, taping up the radiator to get some heat in the engine,

temp increased from 55deg-75deg’s water temp) EGT,s readings increased from 800 – 1200F as

carburation was leaned out to get the rev’s, boy does this engine rev easily, power from 5,000-10,000 and if

you dont keep your eye on the tach – 11,000rpm. No vibration or buzzing like the turned down T500 road

cranks, FANTASTIC! I have raced bikes since 1956,( 250cc MOV Velocette) at last the machine I have

dreamt of owning, yes a WORKS FACTORY ENGINE. Granted 27 yrs too late; but, hey who cares.

     



Martin Crooks suzuki 40th anniversary lap,exiting the QUARTER BRIDGE

TR500 SEELEY conversion to w/cooling using genuine factory parts XR05 parts I obtained 1989

3-barrels – 1 nicosil plated, 6 pistons, 2 cyl/heads, waterpump, last but not least 1 crankshaft .

STD.T500 crankcases need welding to fill up transfer cutaways, cylinder stud holes etc, this together with all

the machining operations, re-drilling stud holes for cylinder, facing off case to accept new barrel correcting

slight distortion thro’ welding, care here makes for very good motor.

Next the crank is definitely a special item crankpins integral with inner wheels,balance holes size/location

non std. I fitted my own tried & tested 4 bearings, centre lab.seal as fitted to my air-cooled TR. No sucking

oil out of the g/box. Total wgt. crankshaft complete 18.5lbs. std 500 – 27lbs. a big difference, short 130mm

rods, ie 750 kettle are fitted. Waterpump is driven of oilpump drive, no problem here making up spacer for

case clearence.

A dry clutch conversion made by NOVA in 1990, is fitted from the old aircooled together with a 5-speed box

st.cut primary’s complete’s the bottom end, no clutch drag here. Chassis mods required specialist frame

builder Roger Titmarsh (Seeley replica’s) to alter front down tubes and engine mounts to fit straight out

forward exhausts. Suspension upgraded by Maxton Eng.(Ron Williams) fitted HRC racing inserts to my

Seeley forks reworking rear konis to suit. Brakes are cast iron discs, front master cylinder to suit both Steve

and I, small bore to give 2 finger operation, combined with all up weight. Stopping indeed outbraking all but

those on a suicide mission no problemo!

Power to weight ratio takes some beating. Putting all this together has given me tremendous satisfaction

not forgetting all the advice, help and hands on exspertise you pick up over the last 45 years.

     



Steve Tonkin on the Seeley. The big Ducati clocked Steve at 160mph on the TR

Now for the technical stuff, all tuning data from Suzuki etc,stuffer rings squish band heads, turned down
cranks (more

vibrations) forget it! Granted the barrel has plenty of ports including ported pistons,
Exhaust .op.80deg atdc(200deg duration)
Transfer .op.115deg atdc(130 deg.duration)

Inlet .ops.85deg atdc(190 deg.duration ign.timing 2.5mm)
38mm mikuni p/jets

ign. Hitachi ex tz 350
Combustion chambers none squish same as T500 road bike but has central plugs,
pistons no deck height atdc.

head gasket 1.6mm
ccv.atdc=23.5cc cranking pressure 125lbs.ins
fuel pump

petrol not unleaded 4* or lead replacement.
20-1 oil mix R-30

Expansion chambers are really trick items needless to say I must keep the details under my hat suffice to
say tuned length is greatly reduced 200mm , mid section dia increased to 116mm as mentioned power starts
5000 I try to gear it for 10,000 rpm tops but have run out of sprockets the highest we have gives 10500

and still rising.it is just too good to be true.

Any advice will be willingly given to genuine queries good tuning everyone!

hope this info gives food for thought.

     



Also enclosed are measurements for 1984 Suzuki wc pipes I have just found in my files, these are Suzuki
data. I made a set for guy who fitted them to his aircooled t500 racer he did a back to back test on a

rolling road, just hung them on to try without changing any settings gave a 10bhp increase at the top.

Good tuning all,

cheers Dave Maskell.

Dave@sundawn.fsnet.co.uk

     



     



    

Tony raced with the Historic Motorcycle Racing Association, Victoria, Australia in the 1990s.
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TR500 Watercooled MkIII – 1975

Bore

 

and

 

Stroke:

 

70

 

x

 

64

Carbs:

 

2

 

x

 

38mm

 

Mikuni

 

VM38SS

Compression:

 

7.4:1

TR500

 

MkIII
  

     



Max HP: 80 @ 8900rpm

Max speed: 160 mph

Dry weight: 140kg
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Suzuki Snapshots

Bimota TR500

Probably the most beautiful TR500 built, using the 85BHP Mk3 motor the Bimota was built for an Italian Bimota only race series.

The late Don Leeson on a Bimota 500



Suzuki Snapshots

Bimota TR500

Probably the most beautiful TR500 built, using the 85BHP Mk3 motor the Bimota was built for an Italian Bimota only race series.

The late Don Leeson on a Bimota 500



  

Suzuki Bimota TR500 MkIII Photos – click here
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Suzuki Snapshots

Ralph Hudson’s TR500
2003

Geoff Perry helped me put this bike together back in ’72 to campaign in the states on the AMA circuit. The advent of the TZ700 made the 500

uncompetitive on a national level, so it was retired at the end of ’73. I just took it out of the garage to run at an AHRMA race this last weekend, I

had a crankshaft problem and also need some pistons/rings.  The top guy in the vintage races here rides an H-1R, but after following him around

on a TD-3, I’m pretty sure the TR can beat him, there aren’t any others running.  Photo from the vintage race at Thunder Hill. Thanks, Ralph
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Christian Desbordes' - TR500 Suzuki
Christian lives in France and has a very nice racing 500 indeed, and 

to cap it off he has succeeded in achieving the French
500 Classic Championship on this machine





















C AT E G O R I E S :  T R 5 0 0

Robin McKenzie‘s Suzuki TR500

Back in 1980, while living in Christchurch NZ I found a TR500 in a guys shed, back in the good ol days when old race bikes

were worth nothing. Anyway I bought this old TR500, for the princely sum of $500 I think it was, got it going and raced it for a
year. The bike was one of the 3 that Colemans did, using a Works sandcast motor, Ceriani suspension and Fontana brakes

and a NZ made frame, by Steve Roberts I think. I was told that my one was the one that Geoff Perry rode and was the one

that set a NZ speed record in 1970 of 155mph, but the name of the rider eludes me now, possibly Dennis Ireland??

Anyway I have attached a photo of the beast as I raced it, basicly stock apart from the TZ seat, and under the tail section

was a battery, as I fitted T500 points ignition running total loss, as the CDI units were not working when I bought the bike. I
do not know where the bike is now.

Robin McKenzie’s Suzuki TR500

A P R I L  2 1 ,  2 0 2 3

8/25/24, 6:25 AM Suzuki Two Stroke Enthusiasts
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Hello, I have a TR500 with a Steve Roberts frame that I got from Geoff Perry in 1972. I was able to get some

parts out the back door at Suzuki when they got the TR750’s and sent the 500 parts to the crusher. I’ve been

racing in AHRMA with it for about 4 yrs, after a 30-some year hiatus from bikes. I have one of the factory close

ratio gearsets in it. Took it to Daytona this year and won the Formula 500 race. That was particularly satisfying
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because the number 1 plate is held by a guy with an H1R. The Suzuki had top speed on him, it was great.

However, I pulled it apart for another problem and found that I’d lost a tooth on the 2nd gear on the driven shaft.

All the gears are looking a little ragged. Ralph Hudson
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Ken claimed this machine was raced to victory in the 1973/74 Marlboro Series in New Zealand by Dale Wylie,

but that claim is disputed. Ken’s seat is not standard.The standard seat can be seen below in the shot of Jack

Findlay’s TR500II pictured in 1973. (Picture borrowed from Ray Battersby’s book Team Suzuki)
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TR500III Suzuki

DiamondJ has shared some pics of a TR500 MkIII watercooled barrel with us….nikalsil liners rather than steel

sleeves on these guys, plus the transfer ports have been re-arranged.
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In Feb this year the owners of the Zwartkop Raceway, in Pretoria, South Africa, hosted a classic racie bike day,

where the feature event was ”SA Legends“  As many South African Champions as possible were contacted to

take part, and the result was an amazing collection of over 35 past South African motorcycle champions, many

of them with their old bikes. Two of these were factory Suzuki two stokes, imported by Suzuki South Africa for

local rider Les van Breda to use in the South African national championship. The circuit also brought Mick Grant

out from the UK with his 1984 Isle of Man TT winning Suzuki RGB 500 (This is an XR45 factory bike).

The first is a Suzuki XR05  watercooled twin. This must be one of the rarest Suzuki GP bikes around. It was the

first of the waterooled  500 cc models.   This bike is still as it last raced in 1975 (when it was completely

outclassed by the Suzuki TR 750, and the RG500 raced at the time by Keith Zeeman.  It has never been

restored.
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Also out for the day was the Suzuki TR750 raced by Les van Breda. This bike was put on display after a short

foray in Europe by van Breda, and has been hanging on a wall for the best part of 25 years. It took two weeks of

cleaning and checking and it was ready to ride.

No 77 Les van Breda on his Suzuki TR 750, no 31, Clive Strugnell on his Suzuki XR05 , both a Zwartkops

raceway, 2nd Feb 2008
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Suzuki TR500

Steve Wheatman has picked up a factory TR500 Daytona which was imported into Australia for racing. This

bike’s engine number is T500-24895 – The original owner was Kijima engineering from Japan & the bike was

bought to Australia in 1973 by Grant McRichie & other Australian owners have been Martin Hone, Steve Trinder,

Jeff Curley & Ray Weston
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Found in a New Zealand shed.

Hi Suzuki fans, here’s a pic of a couple of TR replicas I recently picked up with the plan of racing them in NZ’s

classic scene. Built by a craftsman named John Anderson they are reasonable replicas of the mighty TR 500

and TR 250, the porting is supposed to be TR spec. I got them in Tuakau, they were built by John Anderson, its

not a Steve Roberts frame, although it will be just as good. It was copied from an original air cooled TR frame,

and also incorporates elements of an original water cooled TR frame that was also available for the maker to

copy. At the moment they are covered in dust, and need a bit of TLC. When I saw them they spoke to me…buy

us….and after a couple of beers and a handshake deal with the owner having settled on a reasonable price, they

were mine. The plan is to have them singing in time for the “Burt Munro Memorial Street Race” on the 26th of

November in Wyndham, Southland (if you are in New Zealand at this time this weekend will be an epic

showcase of motorcycle racing with beach, circuit, street and speedway events all held in the Invercargill

region. Hopefully the TR500 replica will give me the power I need to beat the Honda CB750’s that dominate

our pre 72 class racing.

I’d like to thank Muzza for his great website, its been very interesting and inspiring, and the pics of the early

Australian racing days are excellent. I’d like to know more about his T500 racer with the 2 in to 1 expansion
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chamber…how it went, power characteristics, etc. The only other 2 stroke I have seen with 2 cylinders breathing

in to 1 chamber is the Koenig, if it works why isn’t it more common…it must be a lot easier to only have to make

one expansion chamber for the T500 instead of 2 eh?

More later,

Brooksy

Ed. 2 into 1s are great fun but they don’t make enough top end to be competitive on most tracks…they work

mighty good on the road though where top end is not so essential.

regards  Muzz

     



    

 

Floyd Emde Suzuki T500 Rickman Metisse

A rare pic of a Rickman Metisse Suzuki 500 raced by Floyd Emde…

From the April ’68 issue of Cycle World on pages 66 and 67 comes an article titled “Daytona:The Men and

Machines for 1968″…..with a quick mention as follows…..

“Floyd Emde has entered his 500-cc Suzuki-Metisse, which rider Johnny Apple took to second place in its race

debut at Carlsbad, Calif. The machine uses Suzuki’s two-stroke twin-cylinder engine in one of the Rickman

brothers’ Metisse frames, complete with fiberglass tank and seat.”
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She’s

 

painted.

 

Photo

 

doesn’t

 

do

 

it

 

justice.

 

Waddya

 

think.

 

I’m

 

just

 

outright

 

grateful

 

to

 

my

 

Dad

 

for

 

the

 

paint

 

and

polish….
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I’m too frightened to ride the thing now!!! What if it gets oily and dirty! Many thanks too my Dad for the many

many hours of work to get it pretty.

     



   

A Suzuki Italy special model. They also did a limited edition called the Vallelunga based on the GT750, ten
to full TR750 works spec. and a hundred less potent look-alikes. – great tank, GT750 drum brake, rear sets
etc.

Umberto wrote to say he has one for sale, a T500 sport customizedby the Italian importer in 1972 and he

would like to sell it. It has fibreglass fairing, gas tank and front fender. It has also front GT750 forks and

Borrani alloy rims. Perfect.
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Pics below courtesy Maurizio

     



     



 

Great
 

chambers,
 

both
 

exiting
 

on
 

the
 

right
 

side
 

and
 

tucked
 

under
 

the
 

motor.

Lot
 

of
 

work
 

in
 

the
 

fairing
 

as
 

well,
 

took
 

a
 

lot
 

of
 

plastic
 

welding.
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Good work Dave, err Dr Von Strange, I mean.

     



  

A Dunstall Suzuki T500 from South Africa
by Philip de Gruchy

Thought you might like to see my Dunstall Cafe Racer , it used to be my classic race bike , which
I raced for about 5 years in South Africa but it became uncompetative . I bought this bike and

3 others as basket cases in 1985, the bikes had been lying in an open compound at a Military
base for 10 years or so , where they were used as despatch riders bikes, and came complete

with side panniers. 

All three bikes went classic racing eventually, and ran in the senior class with 750 sohc Honda
Fours , but some rules got bent and eventually we were up against 1000cc 4 cylinder bikes, so I
ended up collecting more X rays than Trophies so thought it was time to call it a day ! Bike is
very quick having  TR500 Barrels , heads , pipes etc , fitted Modern Mikuni race carbs and

Bransden Ignition . some essential mods were done to clutch , extra plates . heavier springs etc
and longer thrust arm inside casing for fingerlight operation , also bored engine casings to

accept GT750 Rubber engine mounts which works a treat , engine wobbles at tickover , but no
numbness from waist down after 10 laps.

Dunstall

 

Suzuki

 

T500
  

     



Neighbours are not impressed when I fire her up , but it’s like music to my ears with those
expansion boxes ..

Philip de Gruchy – Johannesburg   South Africa

     



  

Nicholas Riley, Hull UK

Dresda

 

Suzuki

 

GT500  

     



     



 

Formula 500 -1977
UK parts bin special

Formula 500

  

     



“Pseudo racing bikes can be relied upon to be disappointing. More often than not their glassfibre exterior

conceals a plainly unexciting motorcycle, fitted with ill-conceived “goodies” that merely make the bike

uncomfortable and difficult to ride. The Suzuki Formula 500 isn’t like that. It fulfills its promise of excitement in

full. With a top speed of 110.5 mph, 14 second standing quarter mile, and – on our test bike at least, weird and

wonderful handling. this……”

Thanks to Gazza for the copy……I used to have those Italian mags on a Suzi T500, threw them out after they got

buckled, softest wheels I have ever ridden on, can’t imagine many have survived the years.

     





 

Suzuki Snapshots

Jan Kronslev  from Copenhagen and his friend Kim Nikolaisen’s T500 specials

Jan

 

Kronslev’s

 

special

 

T500s
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The start of the project & below, the final product.

Below – Kim Nikolaisen’s extremely modified T500

     



“With factory exhaust and cylinders and 145 kg dry, I can still give modern machines a run for their money, which is a lot

more fun to do on this than on my Ducati 900”

Thanks Jan for sharing your bike with us.

     



 
Jan

 

Kronslev’s Cafe

 

racer  

     



Jan Kronslev’s Cafe racer
Its in Danish but I thought that you would like the attached article for your collection.

Its about my T500 and was published in the Danish magazine BIKE April 2005.

     





Since last I have done a lot of trackdays on my T500 and send you an aditional pic for my small corner of your
incredible T500 page.

jan@kronslev.dk

     



 

Suzuki Snapshots

Henri Goodman

1971 T500 for your web site. Started as a basket case, and has taken a few years and a lot of money to finish. Rickman fairing and parts from a

lot of different bikes purchased from swap meets and salvage yards. Very few new parts were used, with the exception of the motor. From

California.

Henri’s
 

cafe
 

racer
  

     



Looks like a GSX250/GS450 tank fits quite well! Black chrome on the pipes as well, nice touch.

Parts used in construction:

Suzuki GS450E Gas Tank (Polished to look like aluminium – no paint)

Suzuki GS450E seat foam cut down w/custom upholstery on a custom made base, with a Kawasaki KZ750

Seat Cowling attached

Yamaha XS650 Front Fork Assembly

* Fiberglass Front Fender

Yamaha XS650 19” Front Wheel W/ Dual Disc

Yamaha XS400 16” Rear Wheel W/ Drum Brake

     



* Tires 100/90X19 Front 130/90X16 Rear

* Aluminium 32T rear Sprocket

* 12 ¾” Rear Shocks

Rickman Fairing came off of a Kawasaki Z1. I cut the bottom part of the fairing off so you could see more of the

motor.

The exhaust system is ceramic coated

1976 GT500 motor w/P.E.I ignition,

1971 cylinders & heads (Spec II stage II porting)

     



JUGHEAD’S
Cafe racer

     



Here’s the Pictures of my 69 T500 Cafe Racer.Modifications Include:

34mm Mikuni Carbs

Billet Intakes

Uni pod Filters
Milled Heads

J&R Chambers

Redwing Shocks

GT Front End

GS550 Drilled Discs
GS550 Calipers

Nissin 5/8 Master Cylinder

Fiberglass Rear Fender and Side Panel

Euro GP Bend Handlebars (Thanks Gordon!)

     

 



 Nico

 

Naeye’s

 

Cafe

 

GT500
  

     



 

Tim Hart’s T500 Cafe Racer

THOUGHT YOU MIGHT LIKE TO SEE MY 73 T500 Café racer, I live in Kent U.K. and have a collection of bikes

but this is my current favourite ..I forgot how much fun old two strokes really are !!     The tank is handmade alloy

by Custom Tanks and Design in the U.K.,wheels are Akront flanged alloy with s/s spokes. Motor is mildly ported

by Stan Stevens racing as I didn’t want to lose the famed T500 TORQUE.

I now have some expansion chambers that are being ceramic coated .i am now building a GT500 café racer for

my brother so we are keeping the 70’s spirit alive. as these bikes are becoming rarer in jolly old England

Great website, keep it up

Tim Hart

Tim

 

Hart’s

 

Cafe

 

Racer
  

     



 

Chris is building a T500 based road racer….here is his story…

This is the ’76 GT500 I started out with. I bought it off Ebay in ’07. It needed a top end rebuild, carb kits,

sprockets and chain and some rust removal and shinning to get her road worthy. I road the bike all summer and

fall of ’07. Then, I came up with the idea to convert her into a road racer and scrapped my other racer project

Chris’

 

Cafe

 

Racer

 

build
  

     



building a Honda CR750. The CR750 project would have costed me 4-5 times what this build will cost. I sold my

CR750 tank, seat, fender and exhaust and that should cover the entire TR500 build.

This is a mid point picture of the minor restoration to get her road worthy in ’07.

     



These are pictures i took while tearing down the engine for a rebuild.

This is the first time I have rebuilt a bottom end, so i wanted to make sure everything goes back in it’s place.

     



     



     



     



Frame mod to add support tubing. I used chrome moly tubes which are light and strong.

This was a mock up step in the process trying to get the placement right.

     



This is a 1/2 inch steel tube used to mount the tank.

I cut notches in the tubing that will allow me to use the stock GT500 tank mounting strap.

I cut and ground off about 5lbs of scrap metal in the form of center stand, side stand, fender mounts, side panel

mounts, etc…

     



These are the mounting tabs for the rearsets I’m making up.

They will have holes drilled for the aluminum mounting plates.

     



Rear fiberglass fender.

I used foam from a hobby shop and shaped it until i had the right shape.

Then, I covered it and the frame with blue painters tape, cut the fiberglass and added the epoxy.

Rear view shows the fender out of the mold and mounted.

I have also made up the front seat mount made out of aluminum �at bar, bent and bolted into the existing frame

mounts (I think originally used for the seat grab handle).

     



I had to grind douwn the inside of the two mounts and tap out the hole from the inside of the frame.

The original holes were tapped from the outside of the frame where the grab bar bolts mounted.

Side view with the tank, seat and fairing. I’m in the process of figuring out how to mount the fairing in the right

place. This was not an easy job!!

     



Front fairing mount. I used a fairing mounting system from Meadspeed in the UK. I had originally purchased it

for a CR750 race bike I was building up, but decided to switch to this build instead. The mounts ended up

working perfect on this build with only a few minor modifications.

     



Here is the beginning of my rear sets being mounted to the frame.

The mounting plates are rough cut and will have some shapping and buffing once I get the fit right. I had to

make them pretty long to accomodate my long legs and to get into a nice racing position. Getting the right

position has taken several tries, but I think I finally have it.

     



Front end showing the new wheel from east coast wheels mounted to my stock GT500 hub and tire from RC

Barker.

Jemco chambers

     



   John

 

Kruger’s

 

T500

 

Sport

 

TT

 

SAIAD

 

Suzuki
  

     



 

This one will be code name Trojan………. don’t ask why. It’s what popped into my mind. Never owning a sport bike

and not wanting to go to 4 Stroke squid Bikes I’ve decided to build my own almost modern 2 Stroke from pieces

of spare parts that I have lying aound. This one will probably take a little while to finish. (It took 8 years to get

something resembling a finished bike from my 69 T500)

When finished I’m hoping to get something a Little similar to this…..

The Modifications to the engine will be going on thru out the summer as time and money allows.

My

 

Next

 

Project……………..

 

by

 

Jughead
  

     



So far the mods are turning out pretty good. There is a lot of work to go but this will give you a general Idea of

what’s going on.

I’m going to attempt to Install these stock Yamaha Banshee reed cages into the intakes. I’ll be Using the 3/4″
Trinity Racing spacers as the boxes. This means I only have to worry about enough room to sink 23MM of the

tip of the cage into the cylinder. This itself makes for another problem. Getting the cages angled to point

downward to the intake port. Hmmmmm, OK here we go.

Actually I don’t think that the angle milling would have been a big Problem. It just that in order to make room the

cylinder fins had to be welded up to get a flat area big enough to gouge out and still have enough flat space to

seal the spacers against.

     



OK it doesn’t look pretty right now. I would have liked to have gotten them Tig welded but the welder said that

for this Mig was the way to go. The one on the left was the first to be done. The second? Well, that’s what a

cylinder looks like on 190 Everclear. Still not bad at all but he used a little more wire than I really liked. I may take

the left one back and have him fill in the Lower fin to match it up a little if it looks a little out of sorts when I have

them milled. Right now the reed boxes won’t be attached to the Cylinder by welding. They will be bolted so that

I can play with different spacing to see If there is any changes in the tune Between them.

OK. here is the donor bike. It’s an 89 GS500 E that had a clear title. I picked up for a really fair price off of Ebay.

Well the Intake I’m going to use finally arrived. Notice no balance tube/boost bottle spigots. Good they are a

waste of space. Especially for what I’m building. Just one more thing to leak air. Right Now I have enough to

     



worry with to keep air tight.

Now it’s onto worrying with what I’m going to stick in the bores. Instead of playing around with the baby size

stock suzuki pistons I’ve decided to go all out with a set of old Wiseco .080 ( 2mm).This will take the

displacement from possibly the stock 492cc up to 521cc.  More is better I guess? That is until the pistons

detonate or seize and ruin the bores.

     



  

T500/5 or Cobra (has later oil tank but otherwise looks good, even down to road grime).

T500
 

Cobra
 

pics
  

     



  

 

T500 Cobra

T500

 

Cobra

 

pics

 

courtesy

 

Jughead

  

     



  

 
SUZUKI

 

COBRA

 

(T500-1) ,

 

Cycle

 

World

 

test,

 

1967

  

     



SUZUKI COBRA (T500-1) INTRODUCTION FALL, 1967

Just think….it’s Fall, 1967….a time before a lot of you were born. The world was a lot different then than now,

wasn’t it ?? Well….kind of. Canada was celebrating its centennial as a country, the US was getting more

deeply involved in Vietnam and the hippies’ “summer of love” in the Haight-

Ashbury district of Fan Francisco was just winding down. If you wanted a big bore motorcycle of 500cc or

larger (which an increasing number of young people did), then you bought British-made or a Harley. The

largest percentage of Japanese bikes at this time were 305cc or smaller. The bike that

most people got their start on, the Honda 50 Cub step-through tiddler, was still very popular although not

anything like it was just 3 or 4 years earlier.

Suzuki decided to raise the bar in the motorcycle world somewhat by unleashing a half-litre two stroke

twin cylinder motorcycle. With magazine lead times being what they were back then (and probably still are,

for all I know) the Cycle World tests/story had to be done in early/mid September to meet the

December issue deadline for the article you see here. Can you imagine the excitement at CW and the

competition amongst the staff to get picked to write up this story ?? And in California (the centre of all

things new and good), on top of it all !!!

Some other large cities (Toronto, NYC, Chicago, Vancouver) in North America, besides LA, probably had the

bike in dealers’ showrooms around the time this article was written but for the rest of us…… we were

bowled right over when this issue of CW hit the stands in mid November. This was the first time any of us

had seen such a bike and what a bike it was.

     



The Cobra was quite a bike for its day as the article makes clear. Unsuspecting, the Cobra would occupy

the motorcyling limelight for exactly one year. Multicyclinder offerings from Kawasaki and Honda would

eclipse the Cobra in just one short year.

Some said the Cobra was just a big Hustler (X6), which was kind of true….but the main thing was that the

engine was BIG. Big for Suzuki, for sure, and big for a two stroke, as no one had been successful with a

half-litre capacity air cooled two stroke ever before. The performance was big too, as the CW test panel

and writeup shows. How would the whole gamble work out for Suzuki ?? Well, we now know the answers to

all these concerns as the Cobra/Titan went on to be the most durable model in Suzuki’s lineup through to

the last GT500 in the 1977 model year. Ten model years of production is an eternity compared to the

current manufacturers’ practices of changing bikes totally every 3 or 4 model years…..and sometimes

more often.

The Cobra/Titan went through very few serious changes in its production life thus showing the rightness

and thoroughness of the original design/testing work. The two most important changes were:

– modification of the main engine castings to give better transmission lubrication. This occurred

somewhere during the early part of the 1973 model year.

– change of the front forks/brakes over to more modern units with single disk brake at the beginning of the

1976 model year.

Other than those two major changes and the usual annual “Detroit-style” colour and trim changes, the

Cobra/Titan stayed pretty much as originally designed all the way through to the end of production.

Thousands of them are still on the road today, 35 years after the first one rolled off the assembly line at

Suzuki’s Hamamatsu plant. Reasonable purchase price, faithful as a St. Bernard (and easy to fix if

something did go wrong), no evil handling vices hidden away in the frame anywhere and capable of running

as long as you could sit on the saddle and hang onto the bars. And all this from a type of motorcycle (two

stroke) with a reputation for supposedly poor durability. What else could you ask for from any motorcycle

??

This is one of very few “modern” motorcycles with a fairly large and loyal worldwide following of

enthusiasts that are still resurrecting, riding, racing and restoring a single model of motorcycle. 

Copyright © 2003, R. W. Best (H2RICK)

     















 

Got
 

this
 

info
 

from
 

Hyside
 

Racing
 

about
 

their
 

pipes
 

and
 

some
 

pics…..

“The
 

spec
 

I
 

am
 

running
 

on
 

my
 

T500
 

is
 

actually
 

TR750
 

spec,
 

my
 

cylinders
 

are
 

ported
 

to
 

T500
 

race
 

spec,
 

which

was
 

sent
 

out
 

by
 

the
 

factory
 

back
 

in
 

the
 

70’s
 

running
 

with
 

36mm
 

carbs,
 

Pete
 

is
 

building
 

one
 

at
 

the
 

moment

which
 

will
 

have
 

TR500
 

watercooled
 

spec
 

pipes
 

on
 

it,
 

same
 

porting
 

but
 

with
 

38mm
 

carbs.

Pete’s
 

Pipes
 

are
 

not
 

just
 

off
 

the
 

shelf
 

one
 

spec,
 

Pete
 

has
 

been
 

building
 

2
 

stroke
 

pipes
 

for
 

over
 

35
 

years,
 

he
 

has

found
 

that
 

the
 

later
 

spec
 

pipes
 

are
 

not
 

as
 

peaky
 

with
 

the
 

power
 

delivery,
 

as
 

the
 

early
 

ones,
 

so
 

making
 

the
 

bike
 

a

bit
 

easier
 

to
 

ride
 

and
 

seems
 

to
 

give
 

just
 

as
 

much
 

power.
 

You
 

are
 

always
 

better
 

off
 

building
 

the
 

pipes
 

to
 

suit
 

the

bike,
 

rather
 

than
 

trying
 

to
 

build
 

a
 

bike
 

to
 

suit
 

a
 

set
 

of
 

pipes.

I
 

have
 

attached
 

a
 

pic
 

of
 

the
 

pipes
 

on
 

my
 

bike,
 

but
 

as
 

you
 

will
 

see
 

I
 

don’t
 

have
 

a
 

standard
 

frame.

Martin
 

–

Got
 

this
 

info
 

from
 

Hyside
 

Racing
 

about
 

their
 

pipes
 

and
 

some
 

pics…..

“The
 

spec
 

I
 

am
 

running
 

on
 

my
 

T500
 

is
 

actualy
 

TR750
 

spec,
 

my
 

cylinders
 

are
 

ported
 

to
 

T500
 

race
 

spec,
 

which

was
 

sent
 

out
 

by
 

the
 

factory
 

back
 

in
 

the
 

70’s
 

running
 

with
 

36mm
 

carbs,
 

Pete
 

is
 

building
 

one
 

at
 

the
 

moment

which
 

will
 

have
 

TR500
 

watercooled
 

spec
 

pipes
 

on
 

it,
 

same
 

porting
 

but
 

with
 

38mm
 

carbs.

Petes
 

Pipes
 

are
 

not
 

just
 

off
 

the
 

shelf
 

one
 

spec,
 

pete
 

has
 

been
 

building
 

2
 

stroke
 

pipes
 

for
 

over
 

35
 

years
 

and
 

will

build
 

the
 

pipes
 

to
 

suit
 

your
 

bike,
 

he
 

has
 

found
 

that
 

the
 

later
 

spec
 

pipes
 

are
 

not
 

as
 

peaky
 

with
 

the
 

power
 

delivery

as
 

the
 

early
 

ones
 

so
 

making
 

the
 

bike
 

a
 

bit
 

easier
 

to
 

ride
 

and
 

seems
 

to
 

give
 

just
 

as
 

much
 

power.
 

sorry
 

I
 

cant
 

help

you
 

with
 

any
 

dyno
 

sheets
 

or
 

graphs
 

as
 

I
 

dont
 

have
 

any,
 

believe
 

me
 

Pete
 

doesnt
 

normaly
 

get
 

it
 

wrong,
 

as
 

long
 

as

Hyside

 

racing

 

T500
  

     

ht



he  has  the  spec  of  your  engine  he  will  work  it  out,  you  are  always  better  off  building  the  pipes  to  suit  the  bike,

rather  than  trying  to  build  a  bike  to  suit  a  set  of  pipes.

I  have  attached  a  pic  of  the  pipes  on  my  bike,  but  as  you  will  see  I  dont  have  a  standard  frame,  I  dont  have  any

pics  at  the  moment  of  a  set  on  a  standard  frame  I  will  have  in  a  couple  of  weeks.  also  a  pic  of  some  T250  pipes.

I  hope  this  answers  some  of  your  questions,  please  feel  free  to  contact  if  you  need  any  more  info

Many  thanks, Martin, Hyside  Trading  Qld

T500

     



 

I am Daniel, I just got a hold of a GT500 to race here in New Zealand. I don’t have a race licence yet but race at

“have a go” days. I thought you would like to know that these things are still around in New Zealand. I am still

building this bike to be competitive; but, hell its fun. Here’s some pics of me on it at Teretonga in Invercargill.

Daniel

 

rides

 

a

 

GT500

 

in

 

New

 

Zealand
  

     



     



  

 

Tony Jarvis wrote:

“Down the road from me here in a place called Wetaskawin is a Transportation Museum called the Reynolds-Alberta
Museum. Starting on May 14th this year they opened a two year display called “Life and Times of the Motorcycle” All together

there are 150 motorcycles of all years and makes on display. I was there on opening day along with about 250 other bikers.

It’s a great display and they have published a book showing all the bikes in the collection. As you guessed, there was a 1968

T500 there that I photographed like crazy. The bike belongs to Kenneth New of Edmonton.”

Cobra

 

T500

 

at

 

the

 

Reynolds-Alberta

 

Museum

  

     



     



     



Ed. Nice replica….I am sure the best part of the bike is original but it looks like a later model motor has been dropped in and

a later model front guard. Still looks real good though..
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Cobra

 

T500

 

&

 

sidecar
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Already

 

replaced

 

by

 

the

 

T500II

 

by

 

the

 

time

 

this

 

report

 

was

 

published…..

T500

 

Cobra

 

Road

 

test

 

–

 

Two

 

Wheels

 

Australia

 

–

 

Feb

 

1970  

     



     





     



  

Tony Jarvis. in Canada, has owned this wonderful machine since 1974

Tony’s
 

Suzuki
 

T500-II

  

     



     



  

Suzuki

 

T500-II

 

road

 

test

 

–

 

Two

 

Wheels

 

Australia

 

–

 

March

 

1970  
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T500II

 

Road

 

Test

 

–

 

Cycle

 

–

 

June

 

1969  
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T500-III

 

Road

 

Test

 

–

 

Cycle

 

Guide

 

–

 

April

 

1970  
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Magazine

 

says

 

it

 

is

 

a

 

T500II

 

but

 

it

 

really

 

is

 

a

 

T500III!!

Suzuki

 

T500III

 

Road

 

Test

 

–

 

Motorcyclist

 

–

 

July

 

1970  
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Hi Muzza,

I’m a Suzuki two stroke fan having had many in my younger years and currently have a 1970 T500-3, 1971

TS125, and a Kawasaki 175 F7 which are all complete and running nicely. I recently bought a 1973 TS400K

basket-case ‘cos it’s a bike I always wanted but never owned, but am having trouble locating a few bits. I love all

this old stuff  —  you climb on to one, kick her over and you’re 18 again !! No aches, no pains, no worries !!

Cheers and regards, Paul Brocker, Brisbane.

Paul

 

Brocker’s

 

Stable
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Miss

 

Two

 

Wheels

 

–

 

Australia

 

–

 

Suzuki

 

T500R

 

–

 

July

 

1971  

     



  

 

  

Suzuki

 

T500

 

Cobra

 

Road

 

Test

 

–

 

Cycle

 

Guide

 

–

 

January

 

1968

 

–
Short

 

wheelbase

 

prototype

  

     



     





     



     

 

Suzuki

 

T500

 

Cobra

 

–

 

Owner’s

 

Manual  
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Note:

 

short

 

wheelbase

Eddie

 

Crooks

 

in

 

Japan

 

on

 

prototype

 

T500

 

Cobra

 

1967
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Suzuki T500R – Kevin Bedell

Kevin
 

Bedell’s
 

T500R
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Steve

 

Traynor

 

from

 

Scotland

 

shares

 

his

 

1972

 

J

 

model

 

steed

 

with

 

us…..and

 

a

 

nice

 

job

 

it

 

is

 

indeed

Steve’s
 

T500J
  

     



      



      



    

Hi, here

 

are

 

two

 

pictures

 

about

 

my

 

SUZUKI

 

T500J…green

 

and

 

white,

 

built

 

in

 

1972,

 

also

 

my

 

GT500A

 

and

GT750B,

 

thanks, Daniel

 

from

 

Courbevoie,

 

FRANCE

Daniel ’s

 

Suzukis
  

      



      



GT500A

GT750B

      



  

Here’s a picture of my 1974 K-model T500.
When I was about 12 years of age (1974) I fell in love with this impressive bike. Now I am 41 years old and I decided to buy

one. Next to my Honda Pan European it looks rather small instead of impressive, but who cares! Every now and than I ride it

and i love it! I named it “Snoepie” which is dutch for “candy”, because of the color which was called candy-lavender. The bike

is unrestored and I am planning to keep it this way, after all it will be 30 years old next year and it still looks acceptable.

Tony van den Berg
Almere, Holland (near Amsterdam)

Tony’s

 

T500K
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Gazza’s scrapbook
1974 Suzuki T500L

(extract from Motorcycle Sport – July 1974)

“Motorcycle Sport” July 1974

It wasn’t very long ago that the Suzuki Cobra 500cc two stroke twin was being brandished by Suzuki as the

hottest thing on two wheels. By one of those ironies of fate they are currently running a series of

advertisements on the latest version “running cool even in Death Valley” just as we have the latest 1974 model

on test as an example of a mild cool, middleweight machine. It’s funny how a few years and a single model can

transform a common view: the Honda 750-4 completely changed the face of motorcycling with the coming of

the technical masterpiece with civilised appurtenances. Now one looks beyond a Honda 4 and seizes on the

latest Italian nine-days wonder; the Four is a part of every day motorcycling.

The Suzuki T500 arrived in a world that regarded a big twin two stroke with great reserve, almost mirth. Yet

after the horri�c  fuel  consumption  of  the  �rst  Cobras  had  registered,  the  reliability  moan  vanishes,  and  now
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that the T500 is quiet economical and nice to ride, it is almost a standard “it’s solid, reliable, good value and big

enough to do most jobs well” motorcycle – much to Suzuki’s satisfaction, as well they keep on wheeling them

out in their thousands. But the T500 has been completely buried by the tide of big and shiny motorcycles, and

somehow takes a back seat to the water-cooled 750 or the 550 three twin with it’s fancy four pipes. Yet, take a

look at the production racing results: TT wins and 500 Miler victories have left their mark on the sales �gures,

and after the TT victory the sales gave a mighty bound, thereby directly in�uencing the decision to form the

Suzuki GP racing team. At club and national race meetings up and down the country the Suzuki 500 is a sure

�re runner in the PR classes, and in the absence of Yoshimura’d Hondas they tend to win, too…. and in very

standard trim indeed.

The people T500’s all seem to be very happy with them, and have cretinaly kept them far longer than one

would have expected. Why is this?

The Suzuki is a big small machine: it does not have the height, the mass, the width or the weight of the modern

750’s or even “500”s” like the 550 three. The handling of the machine about the garage is of a small machine,

and the slim seat helps to retain this feel when on board. Once moving, the 500 has a quite remarkable ability to

pull high gears at low r.p.m.. This is really a big bike feature – and is not adequately present in the R75/5, and

helps immeasurably to give a relaxed and controlled feeling to the machine on the move. The carburetion and

porting alteration introduced as an almost immediate reaction to the reception of the Cobra have given the

Suzuki a delightful spread of torque: 2000rpm in top gear is quite acceptable to the motor and the engine pulls

sweetly up to about 3500rpm or 4000 before vibration set in. When the vibration does start it is severe and

becomes quite remarkably uncomfortable above 5000. To use the 500 to full rpm limits is an unrewarding

experience as ones foot can be �rmly but steadily shaken off the footrest, as ones hands go to sleep under the

shaking.

The front brake is a twin leading shoe affair that works adequately, but it is dif�cult to be enthusiastic about it

as it simply works, fading a bit as it’s used, and always stopping, the machine with a faintly tired air. The tyres

front and back seem to �t the vintage Japanese theme of the T500. They grip well enough in the dry, although

the squeals at mild brake pressure discourage one from pressing the front too hard.

The rear tyre is �ne in the dry except for the distinct tendency to track along the lines of the road, but then once

the wet weather arrives….. I had two unnerving slides under very mild low speed braking in the wet, and felt very

wary from then on. On the race track the T500 has proved itself over and over, once given the advantage of a

good set of tyres and damping.

The front mudguard is solid and works well, keeping much of the water from the rider instead of aiding it in it’s

progress onto the riders knees as is done so successfully by certain other makes. The headlight at one time

might have been regarded as excellent but the presence of 12V equipment on even Italian machines has now

deprived the Suzuki of any distinction in this quarter. The main beam was adequate for the job, and the dip

suffered from a strange pattern that did not seem to be very sensible.

The handlebar controls for the lighting where very neat and easy to use, and the well lit and well marked

tachometer and speedometer are equally well designed. The handlebars are high wide and ugly. They are

rubber mounted in a vain attempt to hold vibration at bay, and to rub in the hopeless attitude of the designers

even the handlebar mirrors have rubber isolation in the stem to make the mirrors usable. The depressed

engineer who decided to go to these length might take some heart from the fact that both handlebar and

mirror isolation work well over a considerable range of rpm, and it is hardly possible to carp when the vibration

only gets through outside the normal cruising range of rpm.

The tank looks a lot bigger than it is and, in spite of the great improvement in fuel consumption over the Cobra

tested about six years ago, the 2.8 gallons that went in only produced between 38 & 42 mpg in mixed town and

country use. The cruising speed of an indicated 85 on motorways for 30 miles at a time required full throttle

and was in fact the top speed under these conditions on many occasions, although once an indicated 95 – 100
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crept up under favourable conditions. The overall performance was closely similar to the old Yamaha 350cc R5

model up to 80 mph, and rather worse than the 380 Suzuki subsequently. Two up the T500 would hold an

indicated 80 with little if any to come, translating to about 75 real mph. Not too different to any other 500 or

good 350, really, and probably a bit more economical than any 350 could manage at that sort of speed. On

re�ection, 80 two up sounds so slow: the degree or exaggeration of modern “speedometers” is such that one

hears complaints that 350’s won’t hold 80 two up on wide handlebars………. which, when converted into straight

bars and a solo rider, equates to around 100mph in general for bikes of a 350c.cc. style of torque.

The Suzuki shows its strength here, and really eats up the distance into wind and two-up. With the wind behind,

the Suzuki was �ogged up to an indicated 90-93 mph and the attendant vibrations were so severe that the

passenger lost her grip on a sweater that she was carrying when shifting around to try to escape the tooth

grinding tingle. Let the Suzuki drop back down to about 60 and it is mild and smooth enough for comfort. The

rate of oil consumption is remarkably low: the level barely shifted over several hundred miles. The Suzuki

positive feed system is much more ef�cient in its use of lubricant than the Yamaha or Kawasaki variants. The oil

pump assemblage is �tted to the top at the rear of the crankcases, and the feed pipes can be seen twisting

their way to the crankshaft bearings.

The gearbox has �ve speeds and a very nice action. Switching from a BMW to the Suzuki gave it a pretty easy

mark to beat, but the comparison with a Yamaha RD250 gearbox placed the Suzuki �rmly as a good gearbox by

the standards a few years ago.

Positive, but heavy, with a long action, it was dif�cult to miss a gear and engagement was commendably quiet.

The wet clutch dragged a little and made neutral selection dif�cult at a halt. Once on the move the neutral

selection was precise and easy to engage. A dated feature was the lack of a primary gear kick-start

engagement point; one must �nd neutral to start the Suzuki, and had it been easier to obtain neutral it would

have seemed less of a fault.

The seating position was good, and a 40-mile trip led neither to discomfort nor to fatigue on the part of

machine or rider. This was perhaps the best feature of the Suzuki: it could be caned as hard as the rider could

stand it, and not wilt. The Suzuki really gets its own back on anyone who treats it so severely and the discomfort

at 6,500 r.p.m. is equalled only by the 650 c.c parallel twins that are now nearly defunct.

The Suzuki was very much at home in congested traf�c; the immediate response to the throttle, the wide

spread of torque, and the crisp gearbox provided just the right set of characteristics for decisive town

manoeuvring. The Suzuki is lighter than most medium-sized machines now sold, and weighs about 420lb or so.

This is enough to sustain strong gusting motorway winds with some stability, and yet light enough to throw

about with fair abandon when the opportunity arises. The T500 was one of the nicest machines to use to travel

40 miles each way each day to London on, and one of the least fatiguing to drive in the heaviest traf�c.

On back roads the Suzuki’s suspension showed up rather better than it did on main roads. On smooth

motorways the odd bump seemed to produce a painful jar, but once the suspension was working on undulating

and bumpy lanes the Suzuki was far more comfortable to ride, and displayed a capacity for soaking up really

nasty-looking holes without passing the jolt to the rider.

The 500 Suzuki has remained virtually unchanged for most of its six-year life, and probably owes its present

existence solely to the American AMA racing regulations. It has a very �ne reputation for reliability and

strength, and a string of major Production race successes.

All this well proven product is worth a second look: the enviable stability of the machine has ensured that all the

results of the “early sorting out” have been incorporated for years, and the customer can purchase a really well

proven all round machine without the blandishments of instant redesign every year.

Unfortunately six years is a long time, and the new round of 350 machines have the T500 taped. Suzuki’s own

380 undersells. out accelerates and out handles the T500. Yamaha’s RD 350 will do the same, and Suzuki’s

550 three concedes only too much weight to the older twin.
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Yet all these comparisons can do little to disguise the fact that the T500 twin will do almost everything that one

would want from a motorcycle, and has been really well proved and not subjected to yearly replacements like so

many others from Japan. The simplicity of the two stroke twin is a real advantage. Now that the T500 has sat

back on it’s laurels it will be shortly replaced by a far more complicated and expensive beast that will require far

longer to deal with when something goes wrong. The T500 may well be a visitor left over from the 60’s but it

fills a real slot in the market. Dated now, but with a friendly rugged character, the T500 is likely to continue to

appeal to a sizeable group of motorcyclists for quite a while yet.
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C AT E G O R I E S :  T 5 0 0 ,  T I TA N

Ted Harris’ T500K Restoration

Ted, who lives in perth Western Australia, is a brilliant mechanic and a perfectionist when it comes to

restoration…Ted has spent countless hours and over $6,500 (in 2004) in new parts and rebuilding to arrive at

his restored T500. Ted painted the tank black rather than follow the standard pattern purely due to personal

preference. No-one can doubt the excellence of the work he has conducted on this machine…..it is restored to

almost new condition. Who could argue with that?

(Muzza Note: I was lucky enough for this machine to end up in my garage, later)

Ted Harris’ T500K Restoration

A P R I L  2 2 ,  2 0 2 3
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Muzza’s

 

T500L Gallery

The

 

Midnight

 

Express

 

T500

 

now

 

graces

 

Muzza’s

 

garage. 
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Ted
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T500L

 

looks

 

good

 

for

 

now
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not
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long

 

once
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gets

 

his

 

greasy

 

mitts

 

on

 

it!

I

 

couldn’t

 

keep

 

Muzza

 

Jnr

 

off

 

the

 

beast

 

either!
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Welshpool
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Western

 

Australia

Nigel’s

 

T500L

 

in

 

1975
  

      



  

  Bill‘s T500K – USA

Bill’s

 

T500K
  

      



Immaculate and only 700 miles on the clock! Lucky Bill. Bill Moore lives in California and has a fine collection of bikes.

Some of Bill’s other beasts….

      



      



  

1975 Suzuki T500M Torture Test

Big Bike Magazine

A rather strange test from 1975 – the rider underwent an unusual process to test the durability of the T500 – why they waited until 1975 (8 years after the

bike was released I’ll never know) and 3,000 miles is nothing, even weird miles in this case. Anyway, no surprises to us T500 fans, but interesting to read

one strange chap’s view of our favourite beast.
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T500M
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And so it was to be. All the arrangements had been

made. US Suzuki Corp. was to release to BIG BIKE

Magazine one of their 1975 Suzuki T-500/M Titans for

testing. At first we had planned to run a standard road

test on the T500 and then return it to Suzuki after a

couple of weeks. But we decided that a straight road

test couldn’t possibly evaluate the Titan’s reputation

properly. Reputation for what? The main word has

always been reliability. More accurately, words like

simplicity, maintenance-free, bulletproof, and forever

have also been hurled at the largest of The Two-Stroke

Twins. We had even heard stories of Titan owners that

had gone for three or four years without any

maintenance, still using the ORIGINAL spark plugs.

Aside from the stories about reliability, we had also

received more than a few reports on long-range touring

comfort, handling, and ease of maintenance (even if it

does look like its big brother the Titanic). With input like

that, we had to bump a few heads together to come up

with a less-than-kind test procedure for the 500. So it

was decided that what the Titan needed was some

serious torture. Say about 3000 miles worth of

torture… loaded down with every conceivable touring

item, which is exactly what we set out to do, and I was

to be somewhere in the middle. We started out by

running the bike down to Bates Industries, where we

put on two of their largest saddlebags, a large tote box

and luggage rack, highway pegs, safety bars and &

Ride-Off Stand. In  addition to the Bates items, we had a

number of touring items that needed to go through

tests of their own – goodies like Vetter Hippo Hands, a

DB touring fairing, a Suzuki Tank Bag, a Chameleon

Adjustable Backrest, GDH Rain-suit, and so on.

By late that afternoon, the Titan began looking a lot like

an Electra Glide (it was even blue). Into the saddlebags

and tote box all of my worldly possessions were

crammed — clothes, tools, inner tubes, oil and Chain

lube, camera equipment and film to the point where

motion was almost a questionable subject. At this point,

the bike was roadworthy. A last-minute conference

brought up the idea of providing the bike with

absolutely no maintenance for the duration of the test.

We decided that the bike

was to be totally neglected with the exception of gas

      



and oil. That was to include neglecting the timing,

injection adjustments,

chain adjustment, transmission maintenance, bolt

tightening and, heaven forbid, the spark plugs, for as

long as they would

continue, or until they no longer resembled the original

part.

Everything was ready for me to set out on this barbaric

mission. All that was needed was a name for the

operation. Since the

object was one of mileage rather than destination, and

since I had no particular destination, the trip was to

become known as “Journey To The Centre of

Nowhere,” with all due apologies to Jules Verne and

Rick Wakeman.

THE JOURNEY: Journey on through the ages gone, to

the centre of the earth, Past rocks of quartz and

granite, which gave mother nature birth. Burial ground

of ancient man, his life no more is seen, A journey

through his time unknown, I wonder where he’s been —

From “The Forest” by Rick Wakeman.

And so I was off – eight or ten days of mechanical

abuse, totalling around 3000 miles, was about to start

on my doorstep that

morning. If was a Friday, as I recall, when I first walked

out to that Titan in front of the house. I struggled into

all of my touring

gear – boots and gloves and jacket and helmet and all.

Swung my right leg over the saddle, bent down and

inserted the ignition

key, turned it on, and engaged the choke lever. I

prepared to swing out the kick lever with my right foot,

when I remembered that nasty feature of the Titan –

left side kick starter. I climbed off again, since I’m as

inept with my left foot as I am with my left hand, and

proceeded to boot the lever right-footed. About

halfway through the stroke of the lever, the big twin

grumbled. The instructions say to let it idle with the

choke engaged until the engine is warm. Fine, I sat and I

waited. After a moment or two, I found that suddenly I

was losing my eyesight – objects started to fade out of

view – was I coming down with a strange disease or

something? – soon all sight had left me – was I about to

die? As I was about to give myself up as a basket case. I

      



realized that I had no sight problem at all – I had been

swallowed up in billowing, CCI-metered, triple-thick

two-stroke oil fumes. I reached down and released the

choke lever, and the billowing began to subside. Even

though some of the smoke was dispersing, I could still

hear the angry voices of neighbours and howling of

irate canines. I wouldn’t have been too surprised to

hear fire engines enroute. but it seemed that nobody

cared if a magazine editor was smouldering in his front

yard.

Must be warm enough by now. A neighbour started

running toward me with rolling pin in hand. Yup -it’s

plenty warm. Pull in the

clutch, boot the shifter and it’s away, off the curb and

out into the streets. Look around for freeway on ramp –

lessee, eeny, meeny, miney – this one looks good: State

Hwy No. 10/Eastbound. Up onto the freeway and point

the Titan out of Los Angeles,

toward the desert. Let the revs climb as I go through

the gears. letting the little white pointer of the speedo

rest around the 80

mark Lean on back behind the shelter of the fairing and

relax. Cruise on past the factories and junkyards, the

smog, suburbia,

and the ugly greyness of LA. About an hour out. I

couldn’t help but notice that I was just as comfortable

at this point as I was some 70-some miles ago. Indeed

this bike is proving to be quite nice to live with. Good,

soft seat – rubber-mounted bars and

foot pegs – quiet exhaust note, and the engine turning a

leisurely four-or-so grand. Looking around before me –

check out the gauges and controls’- very well laid out.

All of the thumb switches were in just the right places,

and the gauges are relatively uncluttered and well

marked.

I was out in the very border reaches of civilization when

it was time for a quick pit stop for gas. First station I

came to turned out to be some cheap independent,

that looked like it made more from the egg, beer and

cigarette sales than it did by pumping gas. Pulled into

the station and headed for the pump that appeared to

have their best stuff in it, but then decided to use their

cheapest, lowest octane, low lead sub-regular instead.

After all, this was an exercise in organized abuse and

torture, wasn’t ‘it? Filled up and started the Suzi. Fired

      



first kick. For that matter – it always fired first kick.

Back on the road after going through five crisp, positive

shifts and settled down for some more rolling comfort.

Continued on for an hour or so, till I reached Blythe. Ah.

yes – Blythe – the city of dreams – if you happen to be a

cow, a cowboy. a trucker, redneck, right-winger or a

combination of all five. Felt as though I’d just leave the

dream city behind, but I did need gas and a bite to eat.

Head down the offramp and on through the center of

town. People stare, turn around, make funny faces;

continue down the main street, stop and get required

food and gas, and make way for the road again.

Putting through town through their “Makes Crawling

Look Good” speed limits, had taken a small toll on the

Suzi and gotten both plugs a bit loaded up. Down the

ramp, I ran both first and second cogs up to the redline.

Clouds of blue smoke piled up

behind me, and the bike cleared out just fine. The

highway patrolman behind me felt that the bike had

cleared out just fine, too. He even pulled me over to

have a friendly chat. “Goin’ jest a wee bit fast there, huh,

son?” “Well, uh, you see now – uh, – I mean – you know

– two stroke and all that – would you believe that the

throttle stuck?” Funny, he didn’t seem to believe me. He

rattled on about how I should be conserving energy and

that I was a threat to the public, and so on. He was also

a bit curious as to why the bike had no license plate,

paper plate or registration. Cops get curious about little

detail’s, you know. Then the gent informed me that I

was estimated to be traveling at about 70 per when

pulled me over. I knew that this was impossible,

because you can’t reach 70 in second gear on a Titan.

Signed the ticket anyway, and demanded to see the

judge right away. He “escorted” me to the town

court/jail/post office/country store, where I convinced

the judge that he should reduce the fine from 94 bucks

to a more acceptable 25. He something about having

his town badmouthed in a national publication – and

now I don’t have to say that if California was given an

enema. they’d stick the hose in Blythe. Hi America!

Out of Blythe and back to the desert. SIT AND

daydream about The Journey To The Centre Of

Nowhere. Would I ever find it?

what. do I look for? Nothing? And could I manage to do

any sort of damage to the Titan, or would it keep on

      



running? With a question like that staring me in the’

face, I couldn’t help but start some of the Suzi torturing

right away. Let’s see – what shall I dish out first? it

wasn’t long before my sadistic mind had come up with a

great idea: at 80 per – maybe more – I dropped the

gearbox down from fifth to third, popped the clutch,

watched the engine border on over revving, and

opened the throttle all the way: the miles per rose up to

the 100 mark, and then I just held it there – third gear,

seven or eight grand – for 30 minutes straight. Hmm,

this isn’t doing anything bad to the dam thing; in fact, I

was beginning to think the bike was enjoying it.

Looking up the road a piece, I saw a car over on the

shoulder of the road. with a rather attractive woofie

standing nearby. How

could I resist being a good Samaritan at this point?

Simple – why resist? Pulled over and asked what was

wrong, and she said that it just wouldn’t go. It was a Fiat

850 Spyder, and since I’d had a little experience with

Fiats, I had a look. It appeared as though she had

overheated the poor thing to the point where it

completely seized up solid. One thing was for sure,

though, that car wasn’t going anywhere – at least not

under its own power. This was my golden opportunity.

No, not THAT, you filthy-minded perverts. The

opportunity in question was one of perfect torture for

the Titan. I latched onto a piece of rope that she had

with her, tied one end to the front of her car and the

other to the back of the Suzuki. What the hell – I’d seen

a Yammie 250 pull a fully-laden NSU before, so why

couldn’t I tow a Fiat with a Suzi? I was right – the Suzi

did pull the car, and at a pretty decent pace as well.

Within about 40 seconds, I had the both of us rolling

along at about 40, and the darn bike continued to haul

the car up to almost 50 or 55 per. And it did it for some

60 miles. She gave me a nice big thank you, and I left,

feeling half defeated and half victorious, the Suzuki’s

show of strength being the victorious half of the

feeling.

And so the Journey continued on into the night. until I

reached some little town in Arizona. It was ‘here, in that

town, whatever

town it was, that I decided to end that day’s travel, and

get food and a room for the night. “Say, mister, you can

tell me where a man might find a bed?” He just smiled

      



and shook my hand. “No” was all he said. A bit further

down the road l did find a bed, and even a place to eat.

TWO hamburgers. an order of fries and an hour of

Johnny Carson were all I could stand. Sleep.

Waking up in a strange place isn’t any fun, especially

when it’s at six in the a.m. and to the sound of garbage

trucks outside my window. Should have gotten a

different room. Well, now that I’m up, I may as well hit

the road. The weather was warm, the sky

was blue, and the Suzuki was covered with dew from

the night before. Darn thing fired up first kick once

again. There’s got to be some way that I can slow

this machine down… with a little effort, maybe I can

cause a blinker bulb to bum out or something.

Out on the road I gave it my worst, by winding out the

gears to set the motor into the deepest reaches of the

Red Zone, banging shifts, and generally being nasty. For

several hundred miles this went on, into the night and

until I was almost out of

Arizona and into Nevada.

Throughout all of this torture, the bike (and I) had been

going through several seasons of varied weather. From

40 to 80 to 90 to close to zero the temperatures rose

and fell. The Suzi handled them all easily. On to Nevada,

Las Vegas, some sleep, and the next day it was off to

Utah, more highways, and more searching for The

Centre of Nowhere. For several hundred miles I sat,

searching, and getting tired. It seemed sure that my

fate was to never find No place, not to mention the

Centre of the darn

place. I felt positive that if I was to find the Centre of

Nowhere, I wasn’t going to find it in Utah. Apparently,

the only thing there

is in Utah are pickup trucks and Sheriff’s cars. Sadly, the

pickup trucks are grossly outnumbered. There is,

though, at least one

other thing in that state – snow – and quite a bit of it at

that. It has never been claimed by anyone, that riding ·a

motorcycle is fun when the fairing’s windscreen is

clouded with frost and ice, or when snow and muck

start blowing up under your chin and into a full-

coverage helmet, Nor is it a jovial experience to be

Frozen all over until every nerve is flashing pain instead

of cold. I

      



was
 

in
 

the
 

kind
 

of
 

weather
 

that
 

was
 

severe
 

enough
 

to

render
 

Hippo
 

Hands
 

helpless.
 

Weather
 

that
 

had
 

the

power
 

to
 

turn
 

heavy-duty
 

touring
 

apparel
 

into
 

a

defense-less
 

babe
 

in
 

the
 

woods.
 

To
 

make
 

the
 

picture

perfectly
 

dear
 

–
 

I
 

was
 

freezing
 

my
 

butt
 

off.

A
 

beacon
 

in
 

the
 

snowy
 

sky,
 

reading:
 

“Astro
 

Motel”
 

was

signifying
 

heavily.
 

Sleep
 

came
 

easily.
 

but
 

when
 

I
 

was

ready
 

to
 

depart
 

in
 

the
 

morning,
 

I
 

found
 

the
 

weather
 

to

be
 

just
 

as
 

bad
 

as
 

it
 

was
 

an
 

evening
 

ago.
 

Great,
 

Back
 

into

the
 

cold
 

I
 

went,
 

and
 

battled
 

it
 

back
 

into
 

Nevada,
 

hoping

to
 

find
 

warmer
 

weather
 

and,
 

eventually,
 

The
 

Centre
 

Of

Nowhere.
 

On
 

one
 

stretch
 

of
 

road
 

I
 

thought

that
 

maybe
 

I
 

might
 

be
 

getting
 

close
 

to
 

the
 

ultimate

goal.
 

I
 

had
 

found
 

a
 

road,
 

a
 

small
 

road,
 

in
 

the
 

middle
 

of

the
 

desert,
 

that
 

looked
 

as
 

if
 

it
 

might
 

led
 

me
 

to
 

Nowhere.

There
 

was
 

even
 

a
 

sign
 

saying
 

that
 

there
 

were
 

no
 

place’s

to
 

get
 

gas
 

for
 

the
 

next
 

100
 

miles
 

or
 

so.
 

I
 

flipped
 

up
 

the

gas
 

cap
 

and
 

peered
 

down
 

into
 

the
 

tank.
 

Looked
 

like

plenty.

Headed
 

out
 

in
 

search
 

of
 

Nowhere.
 

Travelled
 

on
 

for
 

a

way
 

and,
 

being
 

still
 

within
 

the
 

bounds
 

of
 

“Somewhere,”

decided
 

to
 

take

time
 

out
 

for
 

a
 

torture-break.
 

My
 

timing
 

must
 

have
 

been

right
 

(about
 

the
 

torture
 

session),
 

because
 

directly
 

to
 

my

left
 

I
 

could
 

see
 

a
 

beautiful.
 

straight,
 

narrow
 

set
 

of

railroad
 

tracks.
 

Perfect
 

–
 

what
 

better
 

abuse
 

could
 

I
 

find

in
 

the
 

middle
 

of
 

the
 

desert?
 

I
 

bumped
 

the
 

bike
 

over
 

one

of
 

the
 

tracks
 

.and
 

pointed
 

the
 

Titan
 

down
 

the
 

centre
 

of

the
 

two
 

tracks…
 

and
 

ran
 

first
 

gear
 

up
 

as
 

far
 

as
 

it
 

would

go…
 

say
 

to
 

about
 

the
 

end
 

of
 

the
 

tachometer
 

dial…and

held
 

it
 

there
 

for
 

some
 

15
 

minutes.
 

The
 

“test”
 

would

have
 

lasted
 

longer,
 

but
 

my
 

body
 

was
 

about
 

to
 

become
 

a

giant
 

mass
 

of
 

jello.
 

I
 

bumped
 

on
 

down
 

from
 

the
 

tracks

and
 

onto
 

the
 

road
 

again.

As
 

I
 

motored
 

on
 

down
 

the
 

highway,
 

I
 

thought
 

back
 

on

what
 

the
 

tracks
 

must
 

have
 

been
 

doing
 

to
 

the
 

bike.
 

I

could
 

picture
 

the

crank
 

as
 

the
 

bike
 

went
 

over
 

each
 

railroad
 

tie…
 

a
 

sudden

jolt
 

as
 

it
 

went
 

up…
 

a
 

micro-second
 

of
 

slack,
 

and
 

then

another
 

jolt…and
 

having
 

it
 

happen
 

about
 

350,000

times
 

in
 

first
 

gear…
 

and
 

in
 

the
 

Red
 

Zone.
 

Gawd,
 

it
 

made

me
 

cringe
 

just
 

to
 

think
 

about
 

it,
 

but
 

the
 

Suzuki
 

just
 

kept

on
 

humming
 

along
 

never
 

giving
 

any
 

sign
 

of
 

snivelling…..

      



A few more miles and another day had gone by… eat,

refuel, sleep, and then another day of torture – and

another – and still searching for The Centre Of

Nowhere through it all. A couple of times I thought that

perhaps I had seen a fleeting glance of Nowhere, but I

was mistaken. ” It wasn’t until I’ had been in several

different states that l realized what I was looking for

was back in Nevada. At least I thought it was, because

there were a few times that I could remember when a

strange feeling came over me. It was ..a feeling of

nearness, as if I wore close to my goal – so I went back

into the middle of Nevada, to try to track down that

same feeling. and possibly even find The Centre Of

Nowhere.

It happened a couple of hours after I had crossed the

border – that feeling of nearness returned again. It

drew both me and the

Suzuki away from the main highway, onto a smaller

road, and from there we were led to an even smaller

road, then to a dirt

road, then finally to a small cow trail. The Suzi carried us

along the trail, which grew smaller as the feeling of

nearness to Nowhere grew larger. Eventually, the trail

could become no smaller, and the feeling could become

no larger.

It was at this point that both the Titan and I were sure –

yes, very sure, that we had at long last completed the

Journey To The

Centre Of Nowhere. All around us, there was nothing.

No sight of civilization in any direction was detectable

by the naked eye. Or even naked sealed beam. Before

us there was a huge rock-like formation that was to

mark the Centre. Along the upper portion of the Great

Rock there were smaller rocks, both small and large

variety rocks, some short, some long. And these small

stones were laid out in a most peculiar pattern. Looking

more closely, it was madly apparent that the rocks had

been strewn

about in a makeshift type of Morse Code. It was hard to

see exactly what the stones were spelling out, due to

the diminishing light of the dusk time hours. But then it

was clear – the rocks spelled out the words: “WHERE

AM I?” At that moment there was

no longer any doubt as to our exact location. We were.

indeed, in the Centre Of Nowhere. A quick salute  to

      



The Great Rock, and away we went, the Titan and

myself, off to bring the news of our Journey to the

people . . . and to further continue the torturing of each

and every component of the Suzuki.

Once out on the open road, I felt that travel was more

important than torture, and headed out into the

darkness towards Las Vegas once again, and a place to

rest for the night. Riding through the desert was

altogether effortless, and I settled the bike into a

steady 70 mph hum. Usually the desert is pretty much

void of through traffic at night, but this particular night

was a slight exception to the rule – I had company. A

BMW. Not the BMW bike, but a Bee Emm automobile. A

2002 to be precise. Now, in case you didn’t know, the

2002 has a very heavy reputation for being one of the

few true Grand Touring Coupes around. The reputation

that the car is built upon deals with claims of being able

to cruise al 100 mph all day long. Not being one to let a

chance or a reputation slip by, I decided to play a few

games with the Bee Emm. After he went wooshing by

me at his leisurly century mark I chose to wind out the

Suzi a wee bit and cruise along with him at his set pace.

The Titan did the job in a very respectable manner. Not

really straining at all, it was as solid on the road at 100

as it was at 50. We continued on like this, at the same

steady hum for all of two hours, which put us a few

miles short of Vegas. In memory of the Nevada

Highway Patrol, or whatever they call themselves, I cut

down on the ol’ sped limit until I approached what could

be described as a sane rate. The Bee Emm kept up his

pace, and I waved him adieu.

Into Las Vegas – a few beers, a little TV, and Off to

sleep. The following morning marked the last day of

“testing,’° and the day would be spent going back into

LA. That morning also marked the day of the First

Annual BIG BIKE/Suzuki Vegas to Barstow Run. The

planning of this year’s run had had been done a bit

haphazardly, but it didn’t really matter because I was

the only contestant in the race.

I set up the ground rules anyway. Actually, they were

quite simple. All a rider had to do to qualify for the race

was: ride a minimum of 2700 miles prior to the race,

without maintaining the bike at all during that period,

have had no more than four hours sleep before the

      



race, and be nursing a sickly headache and hangover at

the start of the race. To help keep with the spirit of

competition, none of the riders would be able to bring

along any took or supplies for the race and all repairs

that must be performed enroute must be made by

hand. The last prerequisite for entering the race is that

each bike must have at least 95 kilograms (209.5

pounds) of excess weight on the rear 50 percent of the

machine (rider not included). Since I had already taken

care of all the prerequisite for The First Annual BIG

BIKE/Suzuki Vegas To Barstow Run there was nothing

holding me back. I fueled up the bike and was ready to

rum, hangover and all.

I left the border of Vegas at precisely 9:37 am., and set

out to make history on the First of all B.B./Suzuki Runs.

Surprisingly, I

was faced with very little in the way of traffic along the

way. My speed average was up to par, nothing broke,

and my one gas

stop in Baker, California was very quick indeed. All the

way into Barstow the bike held high average speeds,

and I came across the border of Barstow with flying

colours. I forgot to check my watch to see what my

total elapsed time was, but it didn’t really matter,

though. because I KNEW that I had won. Hell, the

competition never even showed up. Next year it will be

held on February 25, 1976, and everyone will depart at

6:00 a.m. from the Las Vegas Suzuki Shop on Fremont

Blvd. You can’t miss it, it’s the only Suzuki shop in L.V.

All that was left to do to complete the Journey To The

Center Of Nowhere was to get back from Barstow into

North Hollywood

and still keep the record of no breakdowns with no

maintenance. You could have guessed the rest – no

breakdowns all the way

into LA., and the bike had undergone 3000 miles of

sadistic abuse with not even the tiniest of wrenches

coming close to a

single nut or bolt. I must admit that I was still a bit

disappointed that i couldn’t make something start

running amuck. After all, I

had even been heralded as The Only Living Person to

Almost Completely Overheat a Suzuki Water Cooled

750, so why was I unable to render the Titan defunct?

      



Throughout our testing period of over 3000 miles. we

subjected the Suzuki T500 to the worst possible

conditions and abuses –

without maintenance of any kind. The bike functioned

flawlessly without any mishaps whatsoever. We at BIG

BIKE Magazine are thoroughly convinced that the

Suzuki Titan is the most reliable twin-cylinder

motorcycle available. It can handle anything that any

cyclist could conceivably dish out. And to top it off – the

Titan is also the lowest priced 500 on the market. What

more

could you want?
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Ruud

 

Duynisveld’s

 

GT500  

     

https://ozebook.com/wpsuzi/?format=pdf&post-type=post&order-date=asc&order-menu=asc&statuses%5B%5D=publish&dates%5Bafter%5… 593/809

 



 

T

 

to

 

GT500

I

 

wanted

 

to

 

get

 

my

 

hands

 

on

 

a

 

T500.

 

My

 

Dad

 

rode

 

one

 

when

 

I

 

was

 

a

 

kid

 

and

 

I

 

always

 

loved

 

to

 

ride

 

on

 

the

 

back.

After

 

lots

 

of

 

searching

 

I

 

met

 

a

 

guy

 

who

 

was

 

selling

 

a

 

restored

 

one.

 

I

 

went

 

to

 

have

 

a

 

look

 

and

 

it

 

was

 

lovely

 

but

way

 

beyond

 

my

 

price

 

range

 

and

 

it

 

did

 

not

 

need

 

anything

 

doing

 

to

 

it.

 

This

 

bloke

 

took

 

me

 

to

 

his

 

house,

 

we

 

made

our

 

way

 

through

 

the

 

waist

 

high

 

grass

 

to

 

his

 

back

 

shed

 

where

 

he

 

rolled

 

out

 

an

 

assortment

 

of

 

bike

 

bits

 

and

 

then

between

 

an

 

old

 

T250

 

and

 

a

 

rusty

 

bathtub

 

was

 

this

 

rather

 

neglected

 

GT.

 

He

 

told

 

me

 

the

 

price

 

and

 

I

 

bought

 

it

right

 

away.

 

he

 

could

 

not

 

find

 

they

 

key

 

but

 

it

 

was

 

just

 

what

 

I

 

wanted.

 

Hours

 

of

 

work

 

and

 

as 

 

I

 

found

 

out

 

later

 

lots

 

of

money,

 

but

 

it

 

is

 

all

 

worth

 

it.

 

.

Smokey

 

Matt’s

 

GT500  

      



The motor in the bike i had, had a bent conrod, due to hydraulic lock. The crank had filled with oil after sitting for

12 months. I stripped the whole bike with all nuts and bolts going into labeled ziplock bags (there’s a tip you can

have for free). I had to use a carefull mix of precision work and extreme violence with a hammer and a block of

wood to remove the cylinder with the bent conrod. Now has anyone out there tried to located a conrod for a

T500. Well you might know how difficult that can be unless you have squillions of dollars, you will end up with a

crank worth more than the whole bike. A guy in Germany can offer some new ones, and someone in Sydney

said they might have one. Still i manage to acquire another bike with a proper GT motor in it so hopefully my

troubles would be over! here is a photo of the beautiful machine.

When I finally kicked it over it fired once and stopped with a mighty clang and a little puff of smoke. the engine

would not turn over again, didn’t matter though because I wanted to completely strip it down anyhow. Once I

started taking covers off I found it had a set of points and on further investigation it was an old motor from a 72

T and not a proper GT motor. I know now that I should have spotted the closely mounted carbs and lack of

electronic bits. But this was my first 500 project and so begins the process of learning about the bikes history

and model differences. Where would I have been without Muzzas top site, everything I ever needed at the click

of a button.

8/25/24, 6:25 AM     



Maybe it looks like junk but not to any suzi 500 fan. When I opened it up however it was full of water and the

crank rusted and worthless including conrods. Electrics were good and complete. So I bought a complete t500

crank from the same guy and had the GT end pressed onto it, well almost ready to go. The gears in the second

bike were perfect and I couldnt be happier but I noticed a difference in that the gears had slots in them to help

them carry oil, very effective as i tipped some oil on them to see. The GT motor also does not have bolts at the

bottom of the cranks to drain our the sump, why do this? Hope I dont have an oil leak and bend another

conrod.Another little gem I got off this bike was that funny bolt that the seat clips onto. Any wreck is valuable,

dont throw anything away!

The final product….

      



      



      



      



      



      



 

A
 

neat
 

GT500A
  

      



 

Suzuki GT500 from Norway
Runar Lehne

I live in Geithus in Norway.I own two GT 500`s one A model and one B model.
I also have a Suzi VS1400 as a daily driver.

Runar

 

Lehne’s

 

GT500  
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NOS SUZUKI GT500

Dave Woodruff from Charleston, AR. USA   has sent us a series of photos of his NOS Suzuki GT500 which
he just picked up from the original dealer, Never sold until now, the bike even came with the Original MSO,

Keys & Tool Kit.

Suzuki fans may drool, now!

Dave

 

Woodruff ’s

 

NOS

 

Suzuki

 

GT500B
  

      



      



      



      



      



      



      



      



      



   

Suzuki Snapshots

Joe Eastmure
and the 1972 Castrol Six Hour Production Race at Amaroo, New South Wales, Australia.

The giant-killing Suzuki 315 and the controversy that dogged the finish.

The 1972 Castrol 6 Hour Race

Recollections by Joe Eastmure

Joe

 

Eastmure

 

and

 

the

 

controversial

 

1972

 

Castrol

 

6

 

Hour
Production

 

Race
  

      



Joe

 

Eastmure

 

receiving

 

line

 

honours

 

before

 

the

 

“sh..

 

hit

 

the

 

fan”

These

 

are

 

my

 

recollections

 

of

 

the

 

1972

 

Castrol

 

6

 

Hour

 

Race;

 

but

 

to

 

do

 

justice

 

to

 

the

 

story

 

I

 

need

 

to

 

set

 

the

scene

 

for

 

the

 

race

 

first.

The

 

late

 

1960’s

 

and

 

1970’s

 

were

 

good

 

times

 

for

 

motorcyclists

 

keen

 

on

 

riding

 

road

 

bikes

 

fast.

 

The

 

bikes

 

of

 

the

era

 

were

 

comparatively

 

simple

 

compared

 

with

 

1990’s

 

roadbikes

 

but

 

they

 

went

 

reasonably

 

fast

 

and

 

handled

 

well

enough.

 

My

 

road

 

bikes

 

routinely

 

cruised

 

at

 

100

 

MPH

 

without

 

incident.

The

 

best

 

thing

 

about

 

the

 

era

 

for

 

a

 

motorcyclist

 

was

 

the

 

relative

 

freedom

 

of

 

the

 

roads

 

in

 

terms

 

of

 

traffic

 

volume,

the

 

absence

 

of

 

boring

 

freeways,

 

unrestricted

 

speed

 

limits

 

outside

 

built

 

up

 

areas

 

and

 

the

 

fact

 

that

 

police

 

radar

      



hadn’t been developed yet. Road racing to me was always an extension of my road riding and it’s no coincidence

that the hard core of touring riders in Willoughby Club, of which I was a member, were riders of the calibre of

Paul Giles, Tony Hatton, Dave Burgess and Blair Harley, so it was natural that the 6 Hour concept was revived by

Willoughby Club in 1970. In the inaugural race I not only partnered the winning 250 class Suzuki with Dave

Burgess but as honorary Treasurer of the Club went home with about $20,000 in gate takings! Not to keep of

course.

I had drifted into road racing using �rst my R60 and later my R75/5 BMW’s as well as a 250 Suzuki specially

bought for production racing. As a junior Customs of�cer production racing suited both my limited pocket and

interest.

Leading up to the 1972 6 Hour I had the experience gained from some hundreds of thousands of road riding

miles, a few years production racing and the lessons of the 2 preceding 6 Hours. Following the 1970 win Dave

Burgess and I shared a 315 Suzuki for the 1971 race and this race was important for my subsequent 6 Hour

rides.

In the 1971 race I was riding the bike at about the 3 hour mark and leading the 500 class, when the chain broke

(luckily) at the pit entrance. Chains were a problem for the 315 as it ran a 525 size and we were unable to obtain

a racing quality chain for the 1971 race. Compounding the problem was the fact that we used a 31 tooth

countershaft sprocket which, while giving absolutely perfect gearing for Amaroo, meant that the standard

chain had a very hard time. By the time the chain broke it was very loose and breakage came as no surprise.

For some reason �tting a new chain took forever and as the chance of winning the 500 class slipped away I

grew steadily more upset so that by the time I got going again I was very angry. The spur of that anger seemed

to tip me into a new approach to determination and calculated aggression which completely changed my

approach to riding in the 6 Hour race. The 315 was blessed with virtually unlimited ground clearance and I

simply threw the Suzuki past other bikes at every opportunity. In the following 2 odd hours I found that as my

anger cooled off I could maintain the pace as a calculated tactic and while other riders seemed to be tiring or

their bikes went off I could thread the Suzuki past most of them.

After re�ecting on my experience in the latter part of the 71 race, for 1972 I elected to ride the whole six hours

myself on a new (but now superseded) J model 315 Suzuki provided by NSW distributors Hazell & Moore. Dave

Burgess had taken the 315 we raced in 1971 and converted it to a racing machine and had teamed up with Mike

Steele on a 750 H2 Kawasaki for the 1972 race.

I was having trouble �nding enough time to run in the Suzuki properly so I lent it to a mate who promptly ran it

short of oil and lightly seized the pistons. Bob Burgess from Pittwater Motorcycles was preparing the bike and

after boring the barrels had the bottom skirts of the new pistons chamfered by 1mm to bring the port timing up

to full standard speci�cation because of barrel liner/port misalignment. This turned out to be a disastrous move

because it was the real reason why I was subsequently disquali�ed from the race results.

The 1972 race started with me in mid �eld as bikes were lined up according to capacity. The Suzuki was away

quickly and I settled down with my only ambition to win the 500 class. Despite lapping in practice within 1

second of the unlimited bikes I had given no thought to an outright win.

After about half an hour the Suzuki began to settle into its racing stride characterised by a peculiar whining

yowl which developed as the induction and exhaust harmonics stabilised at racing temperature. For a mere 315

cc the Suzuki really did go well at Amaroo Park when settled into racing pace because the gearing options

allowed every bit of power to be used to the full. It was nowhere near as quick as the 750s or the full 500s in a

      



straight line but as a total package of power, handling and braking it was perfect for Amaroo where the

emphasis was on cornering.

Starting from the hairpin exiting in second gear I would go up to fourth for the right hander onto the straight,

changing to fifth at the control tower and sixth at the kink going up the hill. At the left hander over the top of the

hill the bike was absolutely screaming at around 8000 – 8500 RPM and if I had a clear run and set up the apex

right I could just get through without having to feather the throttle. Coming out of the loop in 5th gear I would

go to 6th and if everything was right I could get through the next fast right hand bend with only a faint easing of

the throttle. Down a few gears at the tight left hander against the inside concrete wall and after a short sprint

beside the lake, late braking for the hairpin again.

My technique for the race was simple – head down, throttle against the stop and never get slowed down by

traffic. I think the secret of riding the Suzuki fast was to avoid delay as much as possible to maximise the bike’s

high cornering speed potential. No other bike in the race could stay with the Suzuki around corners and I simply

rushed inside or outside other bikes to maintain corner speed on every possible occasion. Any check to follow

another rider through a corner, especially a larger capacity bike with better acceleration, meant that the

Suzuki’s comparatively poor acceleration trapped me until they either went away up the straight or I got past at

the next corner.

After the race settled into a pattern I tried to offset the Suzuki’s straight line speed disadvantage by trying to

slipstream the bigger bikes at every opportunity and slipping past at the next corner. If they went past again I

would repeat the tactic until either I cleared away or they did. Then I would wait for another big bike and repeat

the process.

Because I did not do a lot of road racing during the year it took an hour or so to really get into the groove and in

that first hour I was racing for the 500 class lead with Les Kenny (H1 Kawasaki) and Peter Stronach (RD350

Yamaha). The outright lead was being fought over by H2 Kawasaki riders Geoff Lucas, Gregg Hansford and Mike

Steele and Yamaha 750 riders like Ron Toombs and Brian Hindle.

The H2 Kawasaki’s were handicapped by having to stop 5 times for fuel while all the serious 750 Yamahas had

time bombs ticking away in their engines which would put all of the serious contenders out of the race.

After a couple of hours I was in the groove and started to lap consistently in the low 62 second mark which was

right on the Unlimited bike’s pace. My fastest lap when everything must have clicked was 61.4 which was within

a fraction of the outright production lap record.

My favourite passing spots were:

The loop at the top of the circuit which as a double apex corner allowed me to pass up the inside under brakes

leading into the first apex or, entering the first apex faster than a bike I was about to pass, I could come inside

and block out the other bike as I would be first to the second apex. It’s true that I must have given quite a few

riders the horrors here as, just as they were about to line up for the second apex, my Suzuki would come up on

the inside at a rate of knots, taking them by surprise.

I never made contact during the race but sometimes the speed difference at this point was so great I worried

about the rider in front making a sudden change of line, unaware that I was fully committed to passing. I was left

with fleeting impressions a number of times of riders wrestling with a bike trying to tie itself in knots because I

had forced them to make a sudden direction change or braking manoeuvre.

     



Exiting the back loop became a personal test to progressively nail the throttle earlier and harder on leaving the

second apex and still just stay on the road as the track curved right around to the fast loop at the back of the

circuit. It took about 1 hour of racing to gradually increase my con�dence to the point where I could exit the

second apex at my own limit.

The fast curve around the back of the circuit was another good spot for me to pass because with a good run out

of the loop and up the short back straight I could just about take this corner �at out. I found that riders of H2

Kawasaki’s and similar bikes ridden by good riders could out accelerate me in the short connecting straight but

because they would have to brake and I didn’t, I could achieve a higher apex speed and pass them coming out

of the corner on the run down to the tight left hander. The Suzuki had quite good drum brakes (provided green

Ferodo racing linings were used) and I could outbrake the bigger bikes leading into the tight left hander before

the run along the dam to the hairpin.

The mental and physical effort of keeping at this race pace was substantial and I had to do a lot of physical

conditioning in the previous months including road running, weights and using a spring loaded hand squeezer at

every opportunity. I spent many hours at work using the squeezer while working on Customs import entries.

The ability to never fall off the pace was essential for a good six hour place and showed up after about 2 hours

when many riders began to tire. I had the capacity to keep my concentration pretty well focussed for the whole

6 hours whereas I noted that many riders would begin to visibly slow after an hour or so. Riders like Kenny Blake

and Tony Hatton had the same approach as me but there were not too many others who could keep up full race

pace from start to �nish. Strangely, keeping focussed was dif�cult despite the high level of risk and I would

have to constantly tell myself to keep alert and concentrate on the race. However, I often found my mind kept

drifting away onto other matters and it would show on your lap times.

To keep alert I would note each lap time displayed by my crew and if it showed I had slowed and I could not

blame slower riders or an error, I would screw up my concentration to attack each corner as best I could until

the lap time came down to the low 62’s.

At around 1.30pm I was presented with some very unexpected news when my pit signalled I was in the lead

outright! Now I knew I was going pretty well from the race pattern because so few bikes were passing me, but

to be in the lead was not in the race plan. I can remember doing a double take and wondering if my pit was

playing a joke after reading this news, but as I had also been given my best lap speed of 61.4 around this time I

realised I must be doing OK.

The news certainly gave me plenty to think about and I began to redo fuel consumption �gures in my head as

this would be very important from here on. The 315 had a big 3.7 gallon tank and could just last one and a half

hours at full race speed, but with the reserve tap set on there was no second chance if we misjudged things. I

had made the �rst stop at 11.30, the next stop at 1 pm and was scheduled to make my last stop at 2.30pm.

Having to make only 3 pit stops obviously helped me keep up with the Kawasakis while the top 750 Yamahas

were steadily destroying themselves.

With the race some 23 years in the past I �nd it hard to remember the ebb and �ow of the whole race but the

memory of the sheer effort of the thing is still clear. At 3pm I was looking forward to the race ending and at the

3.30pm mark when I was quite tired, I really needed the pit signals telling me I was in the lead again to spur me

on as Mike Steele on the H2 Kawasaki closed in with about 10 minutes or so to go.

When Mike caught me I was determined to �ght it out by slipstreaming as much as possible up the straights

and retake him around the corners so that we changed positions a number of times. With about 5 minutes to 

go

     



I finally pressured him into a mistake and he dropped the H2 around the loop. While Mike was on the deck I

lapped him about 3 times and was happy to finish the race absolutely knackered but feeling pretty pleased with

the effort.

Of course it was all for nothing in the end because of my disqualification.

Why was I disqualified? The missing horn became the accepted reason but it really was because the

scrutineers considered the barrels and pistons had been doctored beyond acceptable limits.

However, remember that for 1972 Willoughby adopted more stringent standards than in previous years,

perhaps spurred on by the outrageous oversized Ducati that was also disqualified, but I think marketing reasons

had a big role in the decision. The previous year’s Chief Scrutineer, Blair Harley, stated he would have passed

the Suzuki and my belief is that a win by a discontinued 315 Suzuki did not fit the new marketing image for the 6

Hour race as a race for “superbikes”.

I later learned that one of the placing bikes also did not have a horn and Dave Burgess,

who was my best mate, later confided to me that because of chronic pinging on the winning H2 Kawasaki, his

crew took a punt the evening before the race and put in extra head gaskets to try and control it. The vigilant

scrutineers somehow failed to notice this.

One of the scrutineers later earnestly told me he had conducted tests on a 315 and had found that the horn

interfered with cooling air and caused a noticeable drop in power. What bunkum as proved in the following

year’s 6 Hour race.

In the 1973 6 Hour race I rode the same 315 Suzuki after taking over engine preparation myself to avoid any

further trouble. After a precautionary crankshaft rebuild, new barrels and pistons AND a horn, I won the 500

class completing 234 laps – the same lap total that won the 1972 race!

The 1973 win came despite race regulation changes which required using the Suzuki’s standard 3.00 size front

tyre and the fitting of new footrests and rubbers for the start of the race. In the 1972 race I used a 3.50 front

tyre for extra ground clearance and the footrests for the race were mere pegs after practice wear.

The 1973 changes meant I lost time in the first hour grinding the footrests away to achieve reasonable racing

clearance plus I had an unscheduled pit stop in the first quarter hour to let off a rear brake which began to bind

because the cable had not been properly secured. Despite these extra handicaps, especially the reduction of

ground clearance caused by the smaller front tyre, I still did the same number of laps as in 1972 when the bike

was supposed to be illegal.

It’s all ancient history now but you can see that the episode still irritates me. Hazell & Moore gave me the bike

and I continued to use it as my road bike until 1984 when I bought my Honda CX500EC.

I’ve always ridden a bike to work every day and the old 315 had notched up about 150,000 km by the time I retired it. The

Suzuki sits in my garage today in very good condition just waiting for the dollars to restore it to concourse condition. I must

dust it off one day and give it a fling on a club run.

 

     



          

 

Suzuki Snapshots

William Hardin

William (Willie) Hardin worked for U.S. Suzuki Motor Corp. from 1969-74 and has shared the following photos with us.
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Above photo is from the early 70’s. It was taken at Orange County Raceway in Sth’n California. Ron Grant and

Art Bauman had competed on a couple of new TR500s before the trip to Daytona. From L-R tuner Bud Parker,

me, Ron Grant, Art Baumann, tuner Chris Young, Nat’l Advertising Mgr. John Butcher.

Suzuki TR50 (RK67)

The road racer I am sitting on is a piece of world motorcycle history. It is the motorcycle that won the 50cc class

at the Isle of Man in 1963 ridden by Mitsuo Itoh, the �rst Japanese rider to win on the Isle. I feel bad that during

preparation for the commercial, I repainted the gas tank and fairing which took away from the authenticity of

     



the motorcycle. It had been on display in the pagoda at the entrance to the national offices of U.S. Suzuki Motor

Corporation in Santa Fe Springs California. The engine had twin rotary valves mounted on either side of the

engine. I saw a photo of the crankshaft and it was being held in two hands tightly pressed one side against the

other. The crankshaft barely over lapped the hands. The pistons were about the size of a U.S. quarter. A co-

worker from U.S. Suzuki who I worked with at the time this picture was taken said that this bike is in the Suzuki

museum in Hamamatsu.

Isle of Man winning 50cc rotary valve twin 12 speed that M. Itoh rode. The paint scheme is not correct. It was

beginging to look a little “Ratty”, so I painted it. They were taken at Indian Dunes Cycle Park in 1971 for a TV

commercial. Ron had raced it at an Orange County club race and it was said that he looked like a spider on a fly

when sitting up at the end of the front straight. You can see how small it is (I’m 6 feet 1 inch tall). Definitely

designed for a Japanese rider!

     



Riding the 50cc twin cylinder bike required you to hold the rpm’s at 17,000 and slip the clutch “a lot” to get the

bike rolling. Once under way, if the rev’s dropped below 15 or 16,000, the motor would fall flat on it’s face. It had

a 12 speed gear box to deal with a powerband that was about 2,500 rpm’s wide. There were other

transmissions rumored to exist for the 50, some with 14 speeds or as many as 16! Very busy bike to ride!!!

Ron Grant on an early TR500 – 1968

     



Below: Ron Grant on the TR500 – 1970

     



Ron Grant wins 1968 12 Hour Endurance Race, on a T500/5 (Suzuki Cobra), at Willow Springs

Above: 1968 A100 Suzuki Production Roadracer: After finishing first in the 100cc class at the 1st ACA 12 Hour

Production race in September 1968 at Willow Springs, my first roadrace, I wanted to go roadracing some more.

I worked for the shop that sponsored Dale Hopkins and me for the 12 hour, Dale Brown Motors in Long Beach

California. I was preparing the bike for the 1968 California International Grand Prix held at OCIR (Orange County

International Raceway). Yeah, it was a drag strip, but they had a nice twisty return road and a real long straight!!
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Ron Grant won the 500cc Class on a Cobra T500, Willie Hardin won the 100cc Class on a Suzuki
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Willie on a 1970 Suzuki TS90 at Adelanto Raceway
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April 13, 1969 Suzuki TS250 at Adelanto Raceway

April 13, 1969 – I was still working at Dale Brown Motors in Long Beach Callifornia when I bought my first 250. I

put it in the back of my ’69 Ford Econoline and headed for Adelanto after I got off work on a Saturday

afternoon. My buddy Jerry drove the van while I was pulling lights and other street stuff off. I didn’t have

anything to block off the tach and speedo drives, so I left them on the bike. The “Universal Trials” tires didn’t

work too awful bad, but it was a stock motor, so traction wasn’t really an issue… ‘cept in the corners!! This is how

the bike got it’s “Break In”… Ride it like you stole it!!

     



Willie featured in the cover art for the Clymer T500 manual. The picture on the cover came from a T500

modification article in Cycle Guide Magazine. Willie never got paid for the pic.

Willie on the cover of Cycle Mechanics – 1972 & below in 1973 with a GT750 Suzuki
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The 1967 Suzuki RK67 (14 speeds). It’s one of the few Suzuki factory 50cc racers still running. Its twin cylinder

(32.5mm x 30mm bore and stroke) produced 17.5bhp @ 17,300 rpm. Riders were Hans-Georg Anscheidt,

Yoshimi Katayama and Stuart Graham, who took the top 3 places in the 50cc World Championship that year.

Mitsuoh Itoh rode the RK67 too and finish 6th in the World Championship.
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Track testing the TR750

GT750

     



Trackmaster framed 500 – San Jose Mile

Willie Hardin on a T250 Suzuki at Ontario

     



“These are a few “Vintage” photos. We were in the studio in Los Angeles shooting Sportswear. We got thirsty,

so I “Jumped” out of the set so there would be no marks on the set. Had to jump back in after tossing in the

beers! The billboard is from 1971. That’s me at Pismo Beach, California on a TS185.”

     



Willie and his TS185 featured on a Suzuki billboard

GT550 road test

     



1970 – Factory testing pre-release models of Suzuki off road machines – T250, TS250, TS 185 & TS125
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A great looking bike with heaps of spirit
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Arne lives in Norway and is keen on 70’s Suzukis

1973 GT750

Arne

 

Markussen’s

 

Suzis
  

     



1975 GT250

1971 T350

     



       

    Fork

 

Fix

 

–

 

GT380/500/550/750

  

     



     





8/25/24, 6:25 AM    



Fork fix review kindly prepared by Jim Winters:



   

     

Suzuki

 

Disc

 

Brake

 

Manual:

 

GT750,

 

GT550,

 

GT380,

 

GT250
  

     





FOREWORD

The purpose of this service manual is to provide a detailed description on the construction, operating

principles, adjusting and operating methods of the hydraulic disc brakes which have been recently
adopted to Models GT250, GT380, GT550 and GT750.

To ensure a safe operation of these models capable of high-speed performance, an adequate main­
tenance of the brakes is vital. This manual is presented in a si11)plest possible manner so that the

materials included are easily comprehensive to you. We hope that correct maintenance of these disc

brakes will be facilitated most effectively by utilization of this manual.

Because this manual has been compiled on the models of the motorcycles available as of November,

1972, it is possible that the contents of this manual may not necessarily correspond to the motor­
cycles delivered to you due to possible changes of their specifications.

November, 1972

Export Service Section

SUZUKI MOTOR CO., LTD.



FEA TURES OF DISC BRAKE

Compared with the conventional drum-type brakes, the hydraulic disc brake has the following
features:

1) Heat radiation from the friction surfaces is quite effective since the discs rotate in direct

contact with the air. Therefore, stable brake power can always be provided, even if the disc
brake is used repeatedly at high speeds.

2) A brake lever stroke remains <;ilwaysconstant since none of the disc brake parts is subjected to
any deformation due to elevated temperatures.

3) Replacement of pads is simple and no troublesome adjustment is required.

4) Steady brake performance is ensured, since, even if the disc is wet during running in rainy
weather or on muddy road, the restoring ability of brake power is excellent due to the extreme
pressure characteristics for pushing pads.

5) It has a smooth operation, since it has little portion to be mechanically abrased.
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3. OUTLINE OF HYDRAULIC DISC BRAKE
3-1 General

Master cylinder

Front brake hose

Right brake hose

Front
brake

disc

Fig. 3-1-1 (GT250, GT380 and GT550)

The· hydraulic disc brake adopted in Suzuki's

models GT250, GT380, GT550 and GT750 consists

of four main portions, i.e., brake discs mounted

on a front wheel hub, master cylinder for pres­
surizing, brake pipe line for fluid pressure, and

caliper which presses pads to brake disc by means
of hydraul ic pressures.

Brake hose three
way joint

Master cyl inder

Front brake hose

Left brake hose

Left brake pipe
ight brake pipe

Left cal iper

Fig, 3-1-2 (GT750)'

6



The piston ® is pushed in the direction of arrow

by the brake cam ® when the brake lever is
squeezed. The primary cup ® also moves to­

gether with the piston and when it closes the

return port ® which is provided at the master

cylinder body, brake fluid in front of the primary
cup begins to be pressurized and delivered to the

caliper by opening the check valve ® with its
pressure.®

3-2 Operation of Master Cylinder

3-2-1 "Squeezing brake lever
CD

Fig.3-2-1 3-2-2 Releasing brake lever

1 Reservoir 6 Check valve
2 Brake lever cam 7 Spring
3 Piston 8 Inlet port
4 Primary cup 9 Secondary cup
5 Return port

Fig~3-2-2

As soon as the brake lever is released, the piston

is pushed back by the spring (J) _ Because the
brake fluid from the caliper may not return to

the master cylinder immediately due to its flow

resistance, hydraulic pressure inside the cylinder
is reduced momentarily and fluid flows from the

reservoir to the front section of the primary cup

through the inlet port ® , three small holes ®
on the piston flange and the circumference of the
primary cup.

Then high pressure brake fluid from the caliper

releases the check valve body "from its contact with
the outlet part allowing to have the clearance for

a fluid passage. A small amount of the fluid

returns from the caliper to the master cylinder
through the clearance thus made by the movement

of the check valve body.

3-2-3 After completing return stroke
of brake lever

Fig.3-2-3

A large amount of the brake fluid having been

del ivered to the cal iper returns to the reservoir

through the clearance behind the check valve base

and the return port on the master cylinder body.

As the brake fluid from the caliper returns to the

reservoir, hydraulic pressure in the brake hose is

reduced gradually and the spring tension sur­

mounts the hydraulic pressure of the brake hose

resulting in closing the clearance behind the check
valve base. However, some flU'id pressure still
remains in the brake hose because of the initial

tension of the spring. Brake fluid continues to
flow into the reservoir through a small notch

provided around the periphery of the check valve
body and the return port. The master cylinder

completes its operation when residual pressure in

the brake hose vanishes completely.
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Fig.3-3-3

Releasing brake lever

Squeezing brake lever

3-3-2

3-3-3 Self adjusting of clearance
between pads and disc

When the brake lever is released and fluid pressure

in the caliper cylinder vanishes, the piston moves
in the direction of arrow in Fig. 3-3-3, being

pushed by piston seal ® which was pressed onto
the piston by fluid pressure and is now restoring

its original shape with fluid pressure released.

Therefore, the pads pressed to the disc part from
the disc since the piston moves as much as the

piston seal displacement, thus setting the brake
disc free.

8

If the traveling distance of piston exceeds the

displacement of the piston seal, the piston is
moved as far as the braking stroke while the piston
slides between itself and the piston seal, vyhereas

a return stroke of the piston due to the piston seal

restoration after brake release is always constant

and the returned position of the piston relatively
varies with the wear of pads.

Consequently, clearance between the pads and the

piston, or between the pads and the brake disc is

always kept constant regardless of the condition

of pad wear.

Brake fluid from the master cylinder delivered

under pressure flows into the caliper cylinder

through inlet portion ® of the caliper and push­

es piston CD in the direction of arrow.,

The pushed piston moves together with the pad

No.1 @ in this direction until it can not move

any further forward due to the pad No.1 hitting

brake disc ® .

As soon as the pad No.1 touches the brake disc so

that the piston may not move any further, the

caliper body floating on the caliper axle is pushed

in reverse direction by the fluid pressure in the
cylinder and moves in the right side direction as

shown in Fig. 3-3-2.

Since the pad No.2 @ is mounted to the caliper

body, the disc is subjected to a powerfl,ll braking
force with pads Nos. 1 and 2 depressi ng. the disc

from opposite directions respectively.

3-3-1

5 'Piston seal
6 Caliper axle
7 Caliper body
8 Caliper holder

~1...•JL Return stroke
of piston

When brake lever is squeezed

~Piston seal

; /. LCYlinder
Piston

When brake lever is released

1. Piston
2 Pad NO.1
3 Brake disc

4 Pad j'Jo.2

Fig.3-3-2

Fig.3-3-1

3-3 Operation of Caliper



4. INSPECTION AND REPAIR
4-1 Brake Fluid and Its Handling
4-1-1 Replenishing brake fluid.

Be sure to check brake fluid level in the reservoir after removing the reservoir cap CD and dia­

phragm ell. In inspecting brake fluid, first mount your motorcycle firmly onto the center stand

with its handlebar kept straight up without fail. If the level is found to be lower than the level mark

® provided on the reservoir, replenish the reservoir with motorvehicle brake fluid graded "DOT 3"
or "DOT 4" in U.S.A. and equivalents in other countries.

Note: Since the brake system of these motorcycles is filled with a glycol base brake fluid by the

manufacturer, do not use or mix different types of fluid such as silicone-based and

petroleum-based fluid for refilling the system, otherwise damage sustained will be serious.

Do not use any brake fluid taken from old or used, or unsealed containers.

Do not squeeze the brake lever while the reservoir cap is removed, otherwise brake fluid

will sometimes spout out, Brake fluid will damage the paint surface and instrument
gauge lenses.

Take due care especially so that water may not enter brake fluid on rainy day particularly

duing replacement or in handling a brake fluid container, because brake fluid has hygro­
scopic property, and its boiling point falls excessively if water is mixed with it.

Fig.4-1-1 Fig.4-1-2

4-1-2 Air'bleeding from brake system

If the brake lever travel becomes excessive or the lever feels a soft or spongy feeling, you must carry

out air bleeding from the brake system in the following procedure:
It is best if two persons perform this.

1) Attach the bleeder tube to the bleeder valve after removing the bleeder valve dust cap as shown

in Fig. 4-1-2. A transparent tube is useful in finding air bubble expelled from the system.
2) The tube must be submerged in a clean container partially filled with brake flLLid.
3) Fill the reservoir with the aforementioned brake fluid.

Note: Keep at least one half full of fluid in the reservoir during the bleeding procedure.

4) Screw in the cap on the reservoir to prevent a spout of brake fluid and .entry of dust.
,5) Allow the pressure in the hydraulic system by squeezing rapidly the brake. lever several times

and then holding the lever tight.

6) Unscrew (open) the bleeder valve by one half turn and squeeze the lever all the way down.
Do not release the lever until the bleeder valve is screwed in. (closed) again.
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7) Repeat steps 5) and 6) until air bubbles disappear in the bleeder tube or container and screw in

(close) the bleeder valve securely.
8) Remove the tube and install the bleeder valve dust cap.

9) Check the fluid level in the reservoir and replenish if l'Iecessary, after the bleeding operation has
been completed.

10) Reinstall the diaphragm and the diaphragm plate and tighten the reservoir cap securely.
Caution: Do not reuse the brake fluid drained from the system.

For model GT750, bleed air at first from the left-hand side caliper and then from the right according

to the aforementioned procedure.

4-1-3 Changing brake fluid

Fig;4-2-1

•

Caution: Wash mud and dust off around the

front wheel and/or caliper prior to the

replacing operation.

4-2-2 Replacing of pads for models
GT250, GT380 or GT550

Check worn condition of the friction ['lads. I f any

of the friction pads is worn out up to the red

limit line CD marked on its circumference, replace
it following the procedure of "4-2-2" or "4-2­
3"

1) Set up the center stand and load at the rear

portion to let the front wheel free.
2) Remove the front wheel assembly.

3) Unscrew the pad fastening screw, and take off

pad No.2.Fig.4-2-2

Boiling point of brake fluid falls considerably with absorption of moisture which may take place

during a long period of use. Therefore, it is recommended to exchange old brake fluid with new one

periodically.

Exchange interval: One year

On changing brake fluid, extreme attention should be paid so as not to mix any foreign materials

because they would block the return port of the master cylinder resulting in the brake dragging or
squeaking.

When brake fluid is to be changed, perform the following procedure.
1) Attach a bleeder tube to the bleeder valve. Drain out old brake fluid by squeezing the brake

lever with the bleeder valve opened until the brake fluid disappears in the bleeder tube.

2) After old brake fluid is drained out from the system completely, carry out the same procedure

as described "4-1-2 Air bleeding",

4·2 Inspection and Replacing Method of Pads

4-2-1 Inspection of pads

I

I~[

. i
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Fig.4-2-3

Fig.4-2-4

Suzuki Brake
Pad Grease

4) Squeeze the brake lever two or three times

gradually to force out pad No. 1 by fluid

pressure while observing the motion of pad.

5) Apply Suzuki Brake Pad Grease, which is
provided as a component of Pad Set as shown

in Fig. 4-2-4, onto the periphery and back
plate of pad No.1 as illustrated in Fig. 4-2-5

in a very thin layer.

Caution: Do not use another grease.

Apply grease thinly so as not to

flow out resulting in reduced brake
performance.

Brake disc side•

J•
Piston side

Fig.4-2-5

Do not apply grease
at this portion

Fig.4-2-6

11

6) Push in pad No.1 into the caliper holder.

7) Mount pad No.2 to the caliper body.

Caution: Do not apply any grease to the pad

NO.2, and take care not to mount
it inclined.

8) Install the front wheel assembly to the front
fork.

9) Squeeze the brake lever two or three times to

confirm its operation, and bleed air if necessary.



Fig.4-2-7

4-2-3 Replacing o{ pad for model
GT750

1) Take off the left brake pipe cover CD and pipe
guide ® as shown in Fig. 4-2-7.

2) Loosen the two left caliper fitting bolts ® as
shown in Fig. 4-2-8.

Fig.4-2-8

Fig.4-2-9

Fig.4-2-10

3) Detach the left caliper with the brake pipe

connected and fix it on the front fork by string
or hold it unmoved so as not to bend the brake

pipe as shown in Fig. 4-2-9.

4) Take off the front wheel assembly.

5) Mount the removed left caliper to the front
fork.

6) Insert a spacer G) between pads Nos. 1 'lnd 2

of the right caliper to stop piston movement

and clip it with an elastic rubber ring ® to pre­

vent it from falling as shown in Fig. 4-2-10.

7) Replace pads Nos. 1 and 2 of the left caljper

in the same method as for models GT250,
GT380 and GT550.

8) Remove the spacer from the right caliper, and
insert 'It 'In the left cai·lper.

9) Replace pads Nos. 1 and 2 of the right caliper.

10) Take off the left caliper and hold it.

11) I nstall the front wheel assembly to the front
fork.

12) Mount the left caliper to the front fork.

13) Mount the left brake pipe cover and ·guide.

14) Squeeze the brake lever two or three times

to confirm its operation, and bleed air if
necessary.

Note: When replacing the front tire or repairing
puncture, it is necessary to remove the left

cal iper before removing the front wheel
assembly.
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4-3-1

4-3 Master Cylinder, and Brake Hose and Brake Pipe

General

Index
Description

Q'ty
No,

1

Master cylinder assembly 1

2

Secondary cup 1

3

Primary cup 1

4

Stop plate 1

5

Circlip 1

6

Boot 1

7

Check valve 1

8

Diaphragm 1

9

Diaphragm plate 1

10

Reservoir cap 1

11

Washer 2

12

Bolt 2

13

Master cylinder boot 1

14

Bolt 1

15

Washer 2

16

Brake front hose 1

17

Right brake hose 1

18

Brake hose guide 1

19

Nut 1

20

Lock washer 1

21

Grommet 1

22

Brake hose grommet 1

23

Brake hose damp 1

24

Hose clamp lock plate 1

25

Grommet 1

26

Lock washer 1

27

Screw 1._

28

Brake pipe cover 1

29

Brake pipe 1

30

Spring 1

31

Piston 1

32

Boot plate 1

33

800t stopper 1

Fig. 4-3-1 (GT250, GT380 & GT550)
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If"
se~
its

Index
Description

Q'tyNo.
1

Master cylinder assembly 1

2

Secondary cup 1

3

Primary cup 1

4

Plate stop 1

5

Circlip 1

6

Boot 1

7

Check valve 1

8

Diaphragm 1

9

Diaphragm plate 1

10

Reservoir cap 1

11

Washer 2

12

Bolt 2

13

Master cylinder boot 1

14

Union bolt 4

15

Washer 8

16

Front brake hose 1

17

RH & LH brake hose 2

18

Brake hose guide 1

19

Grommet 1

20

Grommet 2

21

RH brake pipe 1

22

LH brake pipe 1

23

RH brake pipe cover 1

24

LH brake pipe cover 1

25

LH brake pipe guide 1

26

Screw

27

Lock washer

28

Three way joint

29

Spring

30

Piston

31

Boot,plate
32

Boot stopper

Fig.4-3-2 (GT750)
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Always check the master cylinder, brake hose and the brake pipe for operation and leakage of brake

fluid since they are very important parts for safe riding.

If any abnormal condition is found, repair or replace. Though every part is made of material rigidly
selected under high degree quality control, periodically replace the master cylinder piston cup and

its related parts in order to always keep the motorcycle in its best condition.

4-3-2 Removing master cylinder

1) Remove the stop switch from the master

cylinder (only for U.S.A. and Canadian specifi­
cation).

Fig.4-3-3

Fig.4-3-4

2) Put a piece of rag beneath the union bolt on

the master cylinder to catch drops of brake
fluid. Unscrew the union bolt and disconnect
the connection between the brake hose and the

master cylinder as shown in Fig. 4-3-4.
3) Unscrew two master cylinder fastening bolts

and remove the master cyl i nder body from
the handlebar.

4) Empty brake fluid out of the reservoir.

1) Remove the brake lever.

2) Remove the boot stopper while taking care not

to damage the boot and then remove the boot

as shown in Fig. 4-3-5.Fig. 4-'::'3-5
\>~
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4-3-7 Assembling brake hose and pipe

When connecting the brake hose and pipe, pay attention to the following points.

1) Be sure to use new brake pipe at all times when the brake pipe is assembled, because the cut end

of the used brake pipe has been flared along the shape of the caliper inlet or the bra_ke hose
outlet as shown in Fig. 4-3-13. If the used pipe is reinstalled as it is, the air-tightness of the

connection decreases, causing the brake fluid leakage.

2) When tightening two brake hose joints for models GT250, GT380 and GT550, be sure to be
free either hose so that may not be twisted.

-
r=-

Index
Description

Q'lyNo.
1

Caliper assembly 1
2

Caliper holder 1

3
Caliper stopper 1

4
Stopper rubber 1

5
Piston 1

6

Piston seal 1
7

Pad No.1 1
8

Pad No.2 1
9

Screw 1
10

Lock washer 1

11

Caliper axle 2
12

Axle dust cover 4
13

Caliper axle "0" rinq 4
14

Piston boot 1
15

Bleeder cap 1

16

Bleeder 1
17

Boll 2

18

Washer 2
19

Lock washer 2

20
Caliper emblem 1

3) When connecting the brake pipe to the caliper
body, screw the nut in with your fingers to

prevent stripping the threads, then tighten with

a wrench to the specified torque.

4) Check that there is a generous space between
each of them and the fuel tank, the front fork

or other parts, and correct if any abnormal ity

is found. Check that the hose or pipe does not

contact any other parts particularly when the
handlebar is turned fully to the right or left or

when the front fork is brought down to the
bottom.

5) After the assembling, check for no brake fluid

leakage at any connection while holding the

brake lever tightly.

Brake pipe

Brake pipe nut

Fig.4-4-1

4-4 Caliper
4-4-1 General

Fig.4-3-13
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4-3-3 Disassembling

1) Unscrew the brake pipe nut and caliper fasten­

ing bolts.

2) Pullout the caliper body from the disc plate.

1) Unscrew the caliper axle bolts with a special

tool (8 mm hexagon L-type wrench 09900­
06904) and separate the inner caliper body

from the outer body as shown in Fig. 4-4-2.

Removing4-4-2

Fig.4-4-2

Fig.4--4-3

2) Remove the caliper holder.

3) Remove "0" rings on the caliper axle.

4) Remove the caliper axles.

5) Remove the piston boot.

6) Push out the piston with compressed air while

holding it with finger to prevent it from blow­
ing out as shown in the figure.

7) Remove the piston seal.

Fig.4-4-4

8) Wash the piston, piston boot, piston seal and
"0" rings of the cal iper axles with new bra ke
fluid.

Caution: Never use gasoline or petroleum;
otherwise rubber parts will be dam­

aged.

Do not wash the pads and also take

care that brake flu id is not splashed
Fig.4-4-5 onto the pads.
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4-4-4 Checking

2) Piston: Its outer diameter is not worn out of
its limit.

When disassembling the caliper, check the follow­

ing points and replace if any abnormality is found.

1) Cylinder: Its inner diameter is not worn out
of its limit.

Model

GT250 GT380
GT550 GT750

LimitStandard

38.18 to 38.20 mm Over 38.22 mm

(1.503 to 1.504 in.) (1.504 in.)

Fig. 4-4-6

3) Piston seal: No damage nor excessive wear

4) Piston boot: No damage nor settling

5) Pads Nos. 1 and 2: Not worn out of its limit

(refer to page 10),

6) Caliper body: No crack

38 15 to 38.18 mm Under 38.10 mm
(1.502 to 1.503 in.) (1.500 in.)

Standard Limit Model

GT250 GT380
GT550 GT750

Fig. 4-4-7 4-4-5 Assembling =

Apply grease here

\
O~~"'

~-'~,2:"~'.
Caliper axle

Fig. 4-4-8

Fig,4-4-9

Suzuki Caliper
Axle Grease

Follow the removal procedure in the reverse

order. When assembling them, pay attention to
the following points.

1) Apply Suzuki Caliper Axle Grease with prop­

erty of high heat resistance onto the caliper

axle as shown in Fig. 4-4-8.

2) Apply a generous amount of brake fluid onto

the inner surface of the cylinder and periphery

of the piston and then assemble.

3) Do not assemble the piston seal with it inclined
or twisted.

4) In installing the piston, push it slowly into the

cylinder while taking care not to damage the
piston seal.

5) Apply Suzuki Brake Pad Grease onto the

periphery of pad No.1 (refer to page 11).

6) Bleed air after assembling (refer to page 9).

7) After bleeding air, check for brake fluid leakage
while holding the brake lever tightly.

8) After a test run, check the pads and brake disc

do not press each other excessively by turning
the front wheel by hand.
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4-5 Brake Disc

4-5-1 General

The brake disc, made of stainless steel having excellent heat-resistance and abrasion-proof properties,

is fastened to the front hub with six high tensile strength bolts.

Runout or wear of the brake disc may not only reduce braking performance but also cause the brake
to squeak.

1) Runout of the brake disc should be not greater
than the limit. Measure brake disc runout with

a dial indicator as shown in Fig. 4-5-1. If the

runout is over the limit on the largest periphery

of the disc plate, check whether the cause lies

in the front wheel bearing or the brake disc
itself, and replace defective parts.

Standard

Checking

Model

GT250 GT380
GT550 GT750

Limit

0.3mm
(0.012 in.)

0.1 mm

(0.004 in.)

4-5-2

Fig. 4-5-1

2) Thickness of the brake disc should be not less
than the limit. Measure its worn portion with a

micrometer as shown in Fig. 4-5-2 and replace
the brake disc if the thickness is less than the

limit.

Standard

7.00 mm

(0.276 in.)

Limit

Under 6 mm

(0.236 in.)

Model

GT250 GT380
GT550 GT750

Fig. 4-5-2

Fig. 4-5-3

3) Surface of the brake disc should be free from
oil. Take care that no oil is adhered on the

brake disc surface, since oil adhesion there is

very dangerous. If oil is placed on the disc by
mistake, wipe off the oil with a soft waste-cloth
soaked with alcohol.

4) The brake disc fitting bolts should be securely

tightened with the specified torque and should
be secured with lock washers.
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4-6 Periodic Replacement Parts

The component parts of the master cylinder assembly and the caliper assembly may be worn and

deteriorated in function in long period of use, however, it is generally difficult to foresee how long
,each component will further work with proper function thereafter, since deterioration of function

much depends upon usage of brake by individual motorcycle.

Then, from safety points of view, the folfowing is 'defined as periodic replacement parts in order to

prevent unforeseen trouble caused by wearing of component.

Replace all the following parts at a time with Suzuki genuine parts sets.

Exchange interval: Two years

1 Primary cup 4 Check valve 7 Boot
2 Spring 5 Circlip 8 Stop plate
3 Piston 6 Boot plate 9 Boot stopper

Components of master cylinder assembly

(Use Suzuki Genuine parts: Master cyl­

inder cup set)
®® (J)®®

t
1t~t0 © @G

\
~

•
r

t
I

I
..: . CD0Q)@

.Fig.4-6-1

2 Component of caliper assembly
(Use Suzuki Genuine parts: Pad and
piston set)

Pad and piston set includes two kinds of

grease packed in pouch. Grease in the
pouch printed "Caliper Axle Grease"
should be used for the caliper axle and

printed "Brake Pad Grease" for the pad
NO.1.

Pad NO.1
Pad No.2
Suzuki Brake
Pad Grease

5 Piston 8

6 Suzuki Caliper 9
Axle Grease 10

7 Ax Ie shaft dust cover

Note:

1 "0" ring

2 Stopper
3 Piston seal
4 Boot

@

! '
. !

~ .._~ it~.:',.,',

."••
®

,~ W
®

Fig.4-6-2

.'

Caution: Be sure to wash all component parts in
the above sets with clean brake fluid

before installing them into the master

cylinder or caliper.
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s. TIGHTENING TORQ.UE

GT250, GT380, GT550 GT750

@

Item
Description

Bolt and nut

Q'tv
Tightening torque

No.

diameter

mm

kg-cm.,ft-Ib

Master cylinder clamp bolt

62 (2)
{r'

3.6 to 5.81 50 to 80-

2

Union bolt 101 (4)150 to 25011 to 18

3
Handlebar clamp bolt 84 (4)120 to 2009 to 14

4
- Brake hose guidenut 101 (0)200 to 300- 14 to 22

5
Brake hose guide nut 8o (1)90 to 1406.6 to 10

6

Brake pipe nut 102 (4)130 to 1809.5 to 13

7
Caliper axle bolt 102 (4)250 to 35018 to 25

8
Brake disc fitting bolt 86 (12)150 to 25011 to 18

9

Front axle holder nut 84 (4)150 to 25011 to 18

10

Front axle shaft nut 121 (1)360 to 52026 to 38

11

Caliper fitting bolt 102 (4)250 to 40018 to 29

12
Brake hose joint 101 (0)250 to 35018 to 25

13
Brake hose clamp bolt 61 (O)60 to 1004,4 to 7.3

14
Three way joint fitting bolt 6o (1)40 to 702.9 to 5.1

15

Bleeder bolt 71 (2)60 to 904.3 to 6.5

Note: The figure in the parentheses is for model GT750.
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8 mm hexagon L-type wrench

Used for

Disassembling master cylinder

Disassembl ing cal iper

Descri ption

Special circl ip openner

8 mm hexagon L-type wrench

6.SPECIAL TOOLS FOR DISC BRAKE

Special circlip opener

24

Parts No.

09920---:73110

09900-06904

The following special tools are necessary for disassembling and reassembling disc brakes. Please use

these special tools to ensure your operation.
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R A C E T E S T : 

THE CROOKS 
T H E S M A L L E R C L A S S E S I N 
production races tend to be a little over-
looked, the glamour of sheer ccs and bhp 
tending to hog most of the limelight when it 
comes to press coverage. Added to this, 
the technical development that has pro-
vided three and four cylinders in the 750 
ciass has received more prominence than 
the equally exciting things happening in, 
for instance, the 500 class. 

While the two-stroke versus four-stroke 
battle has yet to hit the big division, though 
it can't be far away, it must, for the 
technicaily minded, be just about the most 
interesting phase of engine development at 
the moment. In ciasses under 500 the war is 
on with a vengeance and in the last couple 
of years it has been possible to see adverts 
setting out why the biggest manufacturer 
of four-strokes thought you ought to be 
buying one instead of a nasty smelly, 
smoky abomination - though perhaps not 
in quite those words. 

The aforementioned battle has gradually 
worked its way up the capacity scale to the 
point where, even in the 500cc class, you 
can choose a two-stroke twin, or three, and 
for four-stroke enthusiasts the choice can 
be four, two or one pot. Whichever you 
choose, the 500 class provides the greatest 
variety and it is the most successfui 500cc 
two-stroke that is the subject of this 
particular test. Which is that? The one 
which has won the class in the 500-Miler 
and the T . T . - the Suzuki Cobra T500. 

SUZUKI 
T500 

By RAY KNIGHT 
This delectable piece of hardware came 

to US courtesy of Eddie Crocks , and it was 
this particular 'bike that was clocked in the 
T . T . at 120.4 mph in the speed trap. I t was 
by 0.4 mph the fastest bike in the race, 
ridden by Graham Baiiey. 

When it arrived at Snetterton in the 
Crooks van it was essentially the same as 
when it finished in fourth place in the T . T . 
race. I t managed to look businesslike at the 
same time as also looking pretty Standard, 
which brings us to how Standard the bike is. 

John, Eddie 's mechanic, says that - as 
the saying goes - the motor is absolutely 
bog Standard. Other items that differ from 
the original spec. are the A M 4 Ferodo 
linings in the front brake, which also 
boasts, as the regulations say it may, an air 
scoop. Alloy rims grace the wheels and 
these are shod with Dunlop T . T . 100 tyres. 
Changes at the rear end are that the 
Suspension units are, like several other 
foreign 'bikes, fitted with Girling Suspen­
sion units while at the front end a 90 grade 
"straight" oil is used to control the move-

ment of the wheel. One last mod. is that 
silencer baffles fitted permit a little more 
than the usual amount of exhaust noise. 
This is because Graham, while riding the 
machine in the Island, and not being used 
to Suzukis, found it difficult to judge just 
what the engine was up to without looking 
at the rev-counter - and in the Island there 
is not always time to do that. So Eddie 
fitted baffles that, while letting a little more 
noise out, do not actually add anything to 
the Performance - John says. 

The Bemsee meeting at which our test 
was to be conducted fielded a füll grid of 40 
riders for the production race, of which no 
fewer than 12 were 500s. These included 
Alan Dunscombe on Vic Camp's Mach 
I I I D Ducat i - tha t ' s the 450 with desmod-
romic valve Operation; Tony Hall from 
Zambia with a Kawasaki three; and An­
drew Barr riding what was Garry Green's 
old Daytona which has a phenomenal turn 
of speed and is about the fastest I ' ve ever 
come across. It was going to be fun and a 
real test of the Suzuki 's capabilities. 

But first to practice. I collected the bike 
from John who relieved my feelings more 
than somewhat by telling me that the 
gearchange was one up and four down, just 
the same as my Trident. There were no 
tricks, John said, just switch on and kick it. 
Mmmm! Left side kickstarter and just 
missing the left footrest but even with only 

continued on page 18 

The T500 II CrooKs Suzuki , a s used for the 1970 s e a s o n . C h a n g e s from the original 
specification were cosmet ic rather than mechanical . 



Eddie Croolcs (above), winner 
and traffic poiiceman Gral iam 

Baiiey (right). 



R A C E T E S T : 

continued from page 16 

half a kick - to make sure I missed the 
footrest - it gurgled into life. Now I could 
understand why two Suzukis had beaten 
me away from a superb start (though I say 
so myself) in the T . T . I t really was that 
easy. 

The Suzy and I burbled off down to the 
collecting area, trickling along in bottom 
gear, slow enough for a traffic jam, and 
joined a collection that comprised just 
about every sort of machine, not just 
production "bikes. Rather unlike Bemsee 
to be a bit disorganised. With a watchfui 
eye on the gate marshal I was nearly first 
out on to the track as he waved us on. Just 
one machine was quicker, a 500cc open 
racer. In fact, a 441 B S A Single ridden by 
Clive Hunt, that I was to remember. And I 
set off in pursuit. 

So I gave it lash, as the saying goes. Fiat 
in one, two and three with the revs rising 
just into the red band which was at 7000 
rpm. Then we arrived at Riehes' bumpy 
right-hander to lean cautiously over, as I'd 
been warned by both Graham Baiiey and 
John that the silencers might ground. In-
deed, they already bore mute evidence that 
this was so, with flats and scratches right 
up both sides. Anyway , I pointed the T500 
after the B S A , not really expecting to be 
able to do much with a stripped and tuned 
racer. Surprise, surprise! The big two-
stroke was actually making ground when 
rd got the thing really wound up. Then we 
came to the hairpin. 

This is where he made some back as, not 
yet sure of the brakes available, I appiied 
them rather early. Though the action of the 
front seemed a little on the spongy side the 
stopping was there. Never mind, wait until 
next time, after the Beesa and into the 
Esses. I think that if I were not used to 
heaving a 470 Ib Trident about I might have 
found the Suzy ' s 450 Ib noticeable when 

THE CROOKS 
SUZUKI 

T500 
flipping from left to right. But I didn't, and 
since you can get used to it anyway, it 
obviously is no problem. 

Into Coram's long, long, right-hander, I 
put the bike down until I heard the scrape 
that denoted nil clearance between silencer 
and track, in spite of which the humming 
"s t roker" never deviated from the chosen 
path. The T500R, to give it its proper title, 
turned out to have quite a bit more power at 
the top end than the racer, and it got near 
enough to pass it down the straight several 
times, only to get outbraked. But it and fun 
and augered well for the race. I was 
beginning to get over some of the lack of 
ground clearance by doing a "Smar t " , 
climbing off it on the bends. Nobody eise 
had come by during practice but Dave 
Potter on the big Norton and since he was 
out of my class, that didn't matter. St i l l , I 
did get a flying start, so mustn't get to 
complacent. 

Unleashing the 
Crooksmobile 

T H E D R A W F O R G R I D P O S I T I O N S 
for the race resulted in nuiriber 18, third 
row - not too bad. With left boot poised 
over the crank and adrenalin coursing 
through the veins, I jabbed (all that's 
needed) the Starter, got instant response, 
shifted to balancing on the left foot and 
engaged first, screwed the ears off the 
motor and fed the clutch in fast. The action 
was nearly too rapid, as the man in front 
still had his 650 in the way. As the fast men 
on the front row blasted off under the 

bridge I got the Cobra round some delaying 
machinery and unleashed the "Crooks­
mobile" to such good effect that I made 
about eighth into the first corner. 

After practice John had said that I could 
in fact use more than the 7000 revs at which 
the "bloodline" was drawn - 8000, if I 
wished. So when the motor went up to 
about 7200-7300 there was no worry. I 
found there was really no point in hanging 
on until eight as there was little to be gained 
in the way of acceleration: about 7400 was 
plenty. The motor was dead flexible all the 
way up the ränge and with five gears to use, 
why abuse it? 

The .300-yard marker board went by on 
the approach to the hairpin where I had to 
get from somewhere about 110-115 mph 
down to about 40 to get round the corner. It 
really sorts out the brakes. Two-fifty yards 
and bang everything on. Wel l , I won't 
pretend that the results were great. The 
front anchor has green AM4 Ferodo linings 
and an airscoop, and I guess it does pretty 
wel l . I think it would stop 450 Ib of 'bike as 
well as any other touring brake - but it 's not 
designed for the rigours of racing and 
absolute crash stops that you would never 
get on the road. But it stopped in the 
required distance and did not fade, with a 
bunch of 650s around me all jostling for the 
best line round the hairpin, the best exit, 
and off down the road to the Esses . 

Some of the fast 750s really went by, as 
you would expect them to, but some that 
were rather ordinary, rather than really on 
top tune, only just got away from the 500 as 
it was lashed through the gears. Could not 
see a 500 in front. I could see just about all 
there were as they started to string out as 
superior Performance told, and the fastest 
men went to the front. Not unnaturally, 
though, I 'd been keeping an eye out for 
those yellow numberplates that denoted 
the 5(X)cc class colours and all those that I 

S U Z U K I in 
Wales means 
Two Wheel Services 
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record as a long-distance runner. 
For Instance, Martyn Ashwood (above) 

and Mick Chatterton rode such a model to 
tenth in this year 's SOO-Mlier. 

had been able to spot had been black on 
white, l(X)Occ colours. Could not be bad. 

However, the momentary complacency, 
a thing that you should never get in racing, 
was shattered as just before the Esses the 
Cobra was passed by a Triumph Daytona 
ridden by Andy Barr . No ordinary one this, 
but just about the fastest one around. 
Though I followed it out of the bends and 
around Coram Curve, the fact that he could 
just it over and screw it on meant that he 
gradually got away. Not quick, but in 
racing the odd yard or two on each corner 
looks like a mile or two when you are trying 
for the inch or two, which is what I could 
have used between the " c a n s " and the 
road. 

I meet a Mach III 

B Y D I N T O F H A N G I N G O F F T H E 
thing and trying a little more than I am 
happy to do on somebody eise's 'bike I 
managed to keep Andy in sight, fairly dose' 
for a couple of laps. Then he got involved 
with a bunch of 750s and I got dropped 
from the bunch, but then more fun. Screw-
ing out of Sears Corner, sharp right-hander 
just before the Norwich straight, the three 
exhaust pipes of Tony Hal l ' s Kawasaki 
Mach I I I suddenly appeared in front. 

Th is was really interesting as we com-
pared two-stroke twin with three, and out 
of that sort of slow corner the three 
certainly had the edge, though there was 
little in it for top speed. But the brakes 
were rather better than I 'd thought, it 
seemed, as when Tony put the brakes on at 
the end of the straight I got the Cobra back 
in front and scratched round the hairpin in 
front only to have him again blast by with 
his better bottom-end acceleration. 

This sort of thing went on for about three 
weeks. Wel l , it seemed like a fortnight, in 
fact it could only have been about three 
laps before the fun became even better as 
V i c Camp's 450 Ducati went by going into a 
corner, that front disc brake giving Alan 
Dunscombe a real edge. I blasted the 
" D u c " down the straight without any 
bother and was just trying to get into the 
Kawasak i ' s slipstream again when Tony ' s 
right hand shot into the air to signal that he 
was in trouble - the " K w a c k e r " had 
blown. 

So we were back in second spot in the 
class ägain. It was still possible to catch a 
glimpse of Andy in front now and again, as 
I went into a slow corner and the bunch he 
was with went out. Though it looked close, 
in fact it was just that too much to be really 
in the hunt. Braking for the hairpin again -
at least I and the Suzy were - Alan was still 
on the tank, his disc brake was worth that 
much. Wel l , consider that the Ducati must 
have been over 100 Ib lighter, Alan is few 
pounds lighter than me to boot and the 
result gave his disc more than just an edge. 
E a c h bit of straight and I could "blas t" 

him. Each corner and he got it back and as 
we took Coram he laid the Ducati over 
about 90° more than the ground clearance 
on the Cobra permitted and just banged it 
against the stop, making yards. 

Conclusion of a dice 
W E L L , T H E R E I W A S S T A Y I N G 
close enough to kid myself that it might be 
possible to blow him off in the rush for the 
line when a fellow competitor threw his 
Trident up the road in a big way, parked the 
bike in the middle of the road and himself 
unconscious on the side. The plethora of 
yellow flags displayed by the marshals did 
credit to their zeal, but it meant that Alan 
had to knock it right off to keep clear of the 
debris and marshals on the track. In situa-
tions like that one expects anyone with any 
sense to keep Station and resume racing 
when it 's safe to do so which we did, for the 
last couple of laps, but it really concluded 
our dice which, in all, had been one helluva 
load of fun. 

This was the end to an enjoyable race. 
One that could easily have been blest with 
more success, like a first, in another 
meeting, or to put the other face on it -
fourth instead of third at this one. I say this 
because there is only one Daytona, that I 'm 
aware of, that goes quite like that one, so 
you won't meet it too offen. There is only 
one disc-braked Ducati 450 about with 
Alan Dunscombe riding it. And , of course, 
Tony Hal l ' s Kawasaki could have kept 
Cracking, which would have meant fourth 
place. But there aren't many of those 
racing either. 

So it always comes down to - would you 
buy one if you wanted to go production 
racing a 500? Leaving aside personal pre-
ferences like do you prefer two-strokes, or 
anything eise for that matter, the answer 
must be that it certainly has the sheer 
Performance for the right result. I f one just 
organised a little more ground clearance. 
and production racing regulations permit 
the altering of the line of the pipes, then 
you could be on a winner. Even without, 
look at the success it 's achieved so far. 

ENGLAND'S NO. 1 SUZUKI SHOP FOR YOUR NEW T500R 
T500R COD spares Service 

T500R Renolds chains 
and Girling units 

T500R Production 
Racers bullt 
to Order 

T500R fibre tank & seat 
units in ivory colour 

CROOKS SUZUKI 

T500R engine units 

T500R G.T. fairings 
For spares 
tel. T.T. 
Production 
winner 
Frank Whiteway 

T500R 6 gal. alloy racing 
tanks and racing seats 

E D D I E C R O O K S 3 6 - 4 2 C R E L L I N S T R E E T B A R R O W -1 N - F U R N E S S 2 2 3 4 2 
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