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Gary Nixon and his Cham pion-sparked Triumph flash to victory at the American Motorcycle 

Association Daytona 200 on the way to the 1967 Grand National Championship 

Gary Nixon wins the 1967 AMA 
Grand National Championship
sparked by Champions! Here's more 
proof that Champions consistently 
deliver ~eak ~erformance! 
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Why settle for less in your bike? 
Always specify Champions! CHAMPION SPARK PLUG CO MPANY 
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CHES ON 
A bicycle company located in 

England and owned and operated by 
two Germans hardly seems like a sound 
lJasis for a motorcycle manufacturing 
firm that was to have a profound effect 
on the highly competitive, performance 
oriented motorcycle industry. But this 
is essentially what Triumph Engineering 
Co. , Ltd. looked like when it began, 
although it wasn't to acquire its present 
name until the mid '30's. 

Triumph's founder, Seigfried 
Bettmann, did a bang up job of making 
bicycles, beginning in 1885, and a 
couple of years later he enlisted the 
services of a young fellow countryman, 
an engineer by the name ofM.J. Shulte, 
who had better things in mind than leg 
power. Ten years-after joining Bettman, 
Shulte began in earnest to search for a 
powerplant that would suitably make 
their two wheelers more attractive to 
the sporting types. In the main he met 
with frustration for several years be
cause the small engines that were avail
able at that time were, by his standards, 
too primitive. 

In 1902 Shulte 's critical search bore 
fruit and the firm produced its first 
"motorcycle"-a beefed up bicycle with 
a Belgian-made Minerva single attached 
to the front down-tube of the frame. 
The following year saw an improved 
engine design, and in 1904 the Minerva 
gave way to a J.A. Prestwich of similar 
design . A second model was offered at 
this time which used another Belgian 
engine, the Fafnir. 

Shulte was not content with these 
off-the-shelf engines-a sentiment shared 
by many of the firm's customers who 
were anything but happy with the reli
ability of the firm's products-and so he 

designed the first all-British motorcycle, 
from the ground up-frame and all. The 
popular acceptance of the all-new 
machine was virtually assured by an 
unprecedented feat of stamina and per
formance-six days at 200 miles per day. 

The company was now on its way. 
The next few years were characterized 
by improvements such as a sprung front 
fork and increases in displacement and 
reliability. The embryonic go-fast set 
was more than pleased with the per
formance of the Triumph singles and it 
was inevitable that the company would 
have to test its mettle at the fledg
ling-to-become-classic Isle of Man TT 
race. The first outing in this event 
netted second and third places for the 
Coventry singles. In 1908 Triumph 
tasted its fust really big success with a 
first in the Island with a blistering 
average speed (considering that they 
were belt driven off of the crankshaft) 
of 40.4 mph. 

The next few years witnessed mean
ingful improvements in the breed, such 
as a hub-mounted clutch, adjustable 
valves, a three-speed hub, and little 
touches to enhance reliability. And as if 
to preview what was to come in later 
years a prototype vertical twin made its 
appearance. Triumph continued to grab 
off its fair share of the honors during 
this period with a new one-hour endur
ance record of close to 60 mph. backed 
up with sound placings at the Isle of 
Man. 

When the war to end wars reared its 
ugly head the frivolity of speed and 
endurace contests was necessarily set 
aside and the young company was called 
upon to provide courier vehicles for the 
military. When peace was finally re-
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stored and the company could once 
again turn its thoughts to the civilian 
market the wartime model H, a 547cc 
three-speeder offered good potential. 

Two years after the war the H model 
stepped down for the SD-a chain driven 
model that sported Triumph's first 
very-own gearbox. This was Shulte's last 
contribution to the wonderful sport; he 
retired ahd handed over his reigns to Lt. 
Col. C.V. Holbrook. Shulte's precedent 
of meaningful innovation was per
petuated by Holbrook. He conceived a 
350cc model, the LS, which boasted 
such things as unit construction and an 
automatic oiling system which did away 
with the current hand pump type. 

During the early '20's Triumph vir
tually paced the rest of the British 
industry in a move away from the old 
side-valve designs in favor of overhead 
valves. Triumph continued to make its 
presence known in speed competition, 
but its most remarkable achievement 
during this time was the periodic 
moving up of the one-hour record-a 
tnile or two at a crack until in 1926 
Victor Horsman rode his SOOcc single to 
a very creditable 94.15 mph for the 
60-rninute mark. 

With the hour record in their pocket 
Triumph, and the rest of the industry, 
entered into a new era characterized by 
a new philosophy: racing machines did 
not necessarily have to be production
based items. Triumph, however, felt 
differently about this point and forged 
ahead as eagerly as the other manu
facturers. The difference was, that while 
the competition struck off with racing 
iron that employed the most exotic 
concepts then extant Triumph conserva
tively-and wisely-stuck with their key 
ground rule that was to guide them 
throughout their history , right up until 
the present; race the machinery you sell. 
By current standards, and even forty 
some years ago this rnight seem to be a 
naive approach to the problem of 
making one's products known. And to 
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Triumph developed a "rolling road" 

to rest 'their bikes. It eliminates 'the 

problem of bad MNlfhttJr and allows a 
total program of testing to be run. 

some extent this was borne out because 
the production based Triumphs gave 
ground to the more clever designs 
offered up by other manufacturers. 

Triumph now faced a major decision, 
the outcome of which was to shape 
their future for the rest of their history. 
They could join the other factories and 
produce expensive one-off machines for 
racing, or they could continue on with 
their philosophy of careful, patient de
velopment of production machines for 
an eager public. The choice was to 
continue on as they had been doing. 
Not surprisingly, they de-emphasized 
their racing activity and soon faded 
away from the major scene as a par
ticipating factory. 

During the rest of the '20's and up to 
1936 Triumph continued to improve 
their products and add new ones to the 
line. By 1936, however, the company 
was not doing well. Motorcycle produc
tion was going to stop. And for the 
original company it did; but for Y.A. 
Sangster who happened along with the 
funds to purchase the ailing company 

Triumph still had some potential. 
Sangster who had been with Ariel , 
renamed the company and gave it its 
present monicker, but more importantly 
he brought with him Edward Turner 
whose engineering brillance had pro
duced the Square Four and the Red 
Hunter for Ariel. Almost immediately 
the new company was back on its feet 
with a line of new models that sold as 
quickly as they were made. 

The success of 1937 supported 
another new model that was to be 
introduced in 1938-the Speed Twin. 
Electing still to remain out of active 
racing, Triumph did satisfy their 
competition-minded customers with a 
complete range of suitably modified 
machines for trials, scrambles and pro
duction racing. 1939 saw much the 
same line as the previous year, but the 
Tiger 90 series which had been the line 
leader was replaced by the Tiger 100, 

which boasted hand-built, dyno-tested 
engines and a list of performance 
options that made it " the machine to 
have." 

Then, there was WW II, and to say 
that Triumph felt its impact is an 
understatement. The factory fell victim 
to German bombers and was reduced to 
rubble. But Triumph was not to be 
relegated to the casualty lists and the 
history books. In less than a year a new 
factory was built near Meriden, the 
marquis present home, and a continuous 
line of 350cc singles moved out the 
door and into the hands of the military. 

No sooner had peace been restored 
than Triumph was again in the business 
of producing machines for a transporta
tion-hungry civilian populace. The 
singles were dropped from the rolls and 
activity was concentrated on the vertical 
twins. Their postwar motorcycles were 
every bit as good as their pre-war 
numbers and Triumph continued on 
with their product development efforts. 



Perhaps the most significant innovation 
in this period was the Spring Hub, a 
large cylindrical rear wheel hub that 
enclosed a large watch-type coil spring. 
Vertical slots in the hub's backing plates 
permitted it to move up and down with 
respect to axle, and the spring effec
tively absorbed road bumps by 
maintaining the wheel at a pre
determined level with respect to the 
axle. For the time it was a good system 
and a welcome alternative to the 
previous rigidly mounted rear wheel. 

While the range of models was as 
broad as the prewar lineup, the postwar 
offering of options was scant. And 
things might have remained thus hadit 
not been for an enterprising, Irishman, 
Ernie Lyons, who got his hands on a 
Triumph engine that had been built to 
drive the electrics on a British WW II 
bomber. Unlike the motorcycle power
plants, these units used alloy cylinders 
and head, and when these were fitted to 
the basic Tiger 100 Ernie found himself 
with a pretty impressive piece of equip
ment. Lyons' early competition efforts 
were spectacular but not consistent , and 
it wasn't until the Manx Grand Prix that 
he had the model completely sorted 
out. But sorted out it was and Ernie 
found himself the winner when the final 
flag fell. 

As might be expected, Triumph sud
denly enjoyed a renewed interest in 
racing. The year that followed found 
the trademark in the money more times 
than not, and so for 1948 a new model 
was introduced, the 500cc Grand Prix. 
There was nothing exotic about the 
bike, but it incorporated all of the 
race-proven mods that Triumph hnd 
employed, and it had bags of that all 
too rare racing commodity, reliability. 
Meticulously polished, asseml::lled and 
tuned, the GP did the factory proud. 
While it gave a bit of ground to the 
overhead-cam Nortons with its pushrod 
arrangement, it gained it back with its 

weight which was over 50 pounds under 
that of the big Manx singles. 

Understandably Triumph was excited 
about their new model, and it was only 
logical that they entered a bevy of them 
in the Isle of Man TT that year with a 
group of jockeys whose names read like 
a who's who of motorcycle road racing. 
But fate's fickle finger pointed to failure 
rather than success as each of the entries 
dropped out with ailments ranging from 
split fuel tanks to spectacularly ex
ploded engines. Nothing was to be saved 
from the tragedy ; all nine of the 
factory-entered Triumphs came to grief. 

The factory took the devastating ex
perience in manly fashion and set about 
to correct all of the design flaws that 
had scut tled the TT assault. To their 
credit the bikes faired very well on the 
continental circuit for the rest of the 
season. But the Isle of Man disaster was 
not without its effect . Again the matter 
of racing involvement was brought up 
and as before the decision favored prod
uction models rather than all-out racers. 

The wisdom of the dicision soon 
made itself felt in 1950 when the 
factory introduced one of motor
cycling's all-time greats, the 650cc 
Thunderbird . Beginning with its 
introduction and carrying through to its 
demise at the end of the 1966 model 
year. Granted, there was the old Tri
umph, wisdom present in the decision to 
drop the T-Bird with the emergence of 
the high-stepping Bonneville . But it was 
a difficult thing to reconcile for all of 
those enthusiasts who had experienced 
the Bird's charms-one kick cold starts , 
the suds to see off just about anything 
else on the road, and an earned reputa
tion for outlasting a Rolls Royce. 
Happily, however, an era had not ended 
but instead continued. Only the names 
had been changed to obviate staleness. 

During the late '50's and early '60's 
Triumphs continued to add their initials 
to the record books in observed trials, 
the classic International Six Day Trials, 

and in this country in lightweight TT 
and scrambles and in the desert. This 
observation, of course, discounts Tri
umph's prowess in professional TT, rac
ing. Each season the question is not 
'which motorcycle will take top honors' 
but which Triumph rider will take the 
crown. And it might be well to mention 
here that up to the early '60's the 
super-fast western TT tracks saw lap 
times for the 200cc Triumph Cub falling 
within the very second that the quickest 
of the big bores were capable of. Many 
oldtimers will acknowledge that there 
was at one point a half-serious, half
joking proposal advanced to set up a 
"200cc Triumph Class" so that the rest 
of the lightweights might have a chance 
at an occasional trophy. 

Triumph's hare and hound and 
enduro records are so consistent as to be 
suspect. The matter really becomes 
humorous when it is remembered that 
this is a company that decided to stay 
out of serious racing and devote its 
energies to developing strong, depend
able machinery for the motorcycling 
public in general. 

But perhaps that is the answer after 
all ; races can' t be won by a machine 
that isn't as strong at the finish as it is at 
the start. And for this particular ability 
Triumph seems to hold a patent. 

There are a great many things that 
have brought about Triumph's success, 
including performance and reliability. 
But two characteristics that are 
evidenced in the breed will probably be 
the nostalgic tear-bringers 1000 years 
from now when we all float across the 
ground on cushions of air, and these will 
most certainly be "did you ever see a 
Triumph that couldn't be started on the 
first kick," and "was there ever a sound 
as sweet as a 'Trumpet' twin?" Old 
William Shakespeare may very well roll 
over with such license being taken with 
his words, but Triumph is a sound and a 
fury signifying ... everything! 
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Tl 20R BONNEVILLE 
G ROOVY, BOSS , IN.Just a few of 

the contemporary adjectives used 
to describe the 1968 Bonneville by our 
younger generation. For some time 
now, the Bonneville has been the " In" 
bike to have . 

Without a doubt, one of the big 
attractions is the muscle cradled in that 
single loop frame . Its longer stroke 
(3.23-inches) means more low and mid
range torque. This sort of thing is pretty 
nice when heavy traffic is your normal 
bill of .fare. Like other 650's, the com
pression ratio is 9 : 1 which also adds 
even more torque . At the very top of 
the engine is where a good portion of 
this power comes from as dual Amal 
carburetors are mounted to the large 
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splayed ports. The fuel/air mixture 
passes through these ports and enters 
the combustion chamber as the large 1 
19/32-inch intakes open up. The cams 
are in keeping with the rest of the 
engine. They're the popular "Q" type, 
and help considerably to push the 
machine well over 100 mph. The rest of 
the engine is not too different from last 
year's model, except the igmt10n 
system. With the amount of power the 
T120 engine develops, ignition matters 
become rather important. With this end 
in mind, Triumph engineers have come 
up with a fool-proof ignition system 
that is easily set, and what is more 
important, set properly. A strobe light is 
used to time the engine, and this instru-

ment cancels out any error previously 
encountered. An alternating current 
generator supplies the power needed. to 
replenish the 12-V battery. The AC is 
passed through a rectifier and converted 
to direct current. A Zener diode is 
placed under the lower triple fork clamp 
out in the breeze to help it cool. This 
diode is used in lieu of an ordinary 
regulator. · 

Directly behind t he engine , but 
housed in the same set of die cast cases, 
is the gearbox and clutch. To make 
things more livable for the fellow who 
works on Triumphs, the factory has 
very thoughtfully provided a way of 
servicing the gearbox without splitting ' 
the cases. You don't even have to 



Machine has a sporty, purposeful look. 
The new Bonneville is equally at home 
on the highway, or city streets. Check 
that large front brake. 

Overall finish is excellent. Bright 
colors with the polished stainless 
steel fenders contrast nicely. Large 
taillight can be easily seen. 

remove the engine from the frame. All 
of the innards can easily be gotten to 
through a hole (and a good sized one at 
that)- on the right side of the rear 
portion of the case. Not only does this 
arrangement make life a little more 
pleasant for the chap working on the 
bike, but it will cost. you less money. 
However, chances are rather remote that 
this will come to pass. The new Tri
umph gearbox is a stout one indeed. All 
of the bits and pieces housed in the rear 
portion of the cases are quite robust, 
and damage is rather doubtful. This 
same gearbox is used in the competition 
version T120 so if the transmission is up 
to the job in a racing machine, you 
know it'll give you the type of service 

you're looking for. The same holds true 
for the clutch. A six friction plate 
assembly is used in conjunction with a 
healthy sized rubber dampened hub. 
The clutch housing itself is a one-piece 
casting, eliminating any chance of 
anything loosening or breaking. 

While the transmission has its own oil 
supply, the engine does not. The engine 
lubricant is carried in a separate tank, 
and a high pressure pump delivers the 
oil to all the key points. The bearing 
surfaces are quite large throughout the 
entire power package, and like the very 
robust transmission, many miles will be 
accumulated on the odometer before 
any thought will be given to the 
bearings. 

Triumph has installed this package in 
a rather orthodox frame. It has a single 
down tube that forks below the engine. 
The frame is constructed as a two-piece 
unit that is quite sturdy. The top of the 
frame is a rather large tube affair, and 
the rear of the frame constitutes the 
remainder of the engine cradle and 
sweeps up to tie into the rear suspension 
units. The swinging arm is equally 
strong and resists flexing, even when the 
machine is ridden with abandon. The 
complete frame is quite light and very 
strong and rigid. This comes from many 
years of perfecting a good design. 

The suspension is generally one area 
not given a great deal of thought by the 
prospective buyer. He has stars in his 

Continued next page 
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As you can see, the instrument area 

is large and easily read. Two locks 

are also included, one for the 

ignition, and one for the forks. 
,r• 

Concentric Amal carbs mean better 
performance with less upkeep. New 
engine is clean running. 

Handlebars are comfortable, and 

all controls are within easy reach of 
the rider's hands. Brake and clutch 

levers have ball ends. 

eyes and can only see the shiny new 
looking exterior, the more than ample 
performance from the power depart
ment, and the promise of hurtling down 
the asphalt as king of the road. The 
thought of the forks and shocks doesn't 
really seem important at the time. 
Fortunately the owner of a new Bonne
ville needn't concern himself about 
suspension systems. The factory has 
done this for you, and it may be 
reassuring to note that the same forks 
that are used on the Daytona racers are 
used on your street machine. The same 
holds true for the rear shocks. Because 
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of the huge performance potential , the 
factory feels that only the best be 
applied to the top· of the line model -
the 1968 Bonneville. 

Another small item to help the 
handling along is a 19-inch front wheel. 
The rear is an 18-inch item. With the 
3.25 x 19 in front , and the 4.00 x 18 in 
the rear, the bike stands a little on the 
tall side, but the high speed stability is 
quite reassuring when you're cracking 
right along. 

The brakes, when set up properly, 
must be used judiciously, or a sudden 
handful of front brake will cause the 

rider a great deal of consternation. The 
brakes take a little getting used to, as 
it's quite possible to lock them up at 60 
mph. There is every reason to believe 
this condition would continue to exist 
at even higher speeds, but unfortunate
ly, our courage ran out. It is quite 
reassuring to know that this type of 
stopping performance is installed on 
your 11 2 mph Bonneville. All too often 
the brakes are something that is added 
as an afterthought. Not so with 
Triumph. They realize it is not enough 
to build a fast machine , but it must be 
able to stop quickly also. 



Then there's the subject of styling. 
We would venture a guess that a large 
percentage of the people become 
infatuated with the Bonneville because 
of the bright, contrasting paintworks, 
the abundance of polished aluminum 
and chrome. The fenders are made from 
heavy gauge stainless steel, which is a 
rather nice touch. The overall finish is 
quite attractive, and judging from the 
sales figures, we aren't alone in our 
opinion. There is a large, very com
fortable saddle, which is more than 
ample to handle two individuals of 
rather large proportions. The seating 

and handle bar position is equally as 
good. It is quite evident that Triumph 
has spent a good deal of time working 
out the human engineering problems of 
the new Bonneville. 

We like the Bonneville because it is a 
no-nonsense machine of the first order. 
Although the engine puts out a strong 
52 ponies, it starts quite easily. When 
you first go out in the morning, it will 
probably take two or three stabs to get 
fue in the boiler, but once warmed up, a 
single kick was all that was needed. 
Because of the surplus of power, some 
care should be taken unless your father 

The 1968 Bonneville has a large dual 
saddle that accomodates two passengers 
quite easily. 

The electrics are under the seat. Every
thing is quite accessible. Also located 
here is the filler cap for the oil tank. 

Rear Girling dampers smooth out the 
rough spots in the road. Strong 
swinging arm adds a good deal of 
stability to the chassis. 

is Chief of Police. Acceleration can only 
be described as "breathtaking" since a 
sudden opening of the throttle produces 
a blur of telephone poles. 

As we said, the Bonneville is a no
nonsen~e bike. It will cover large quanti
ties of ground without any apparent 
effort, and the rider is transported in 
maximum comfort. For the sports 
enthusiast, the Bonneville is a logical 
choice as it delivers performance in 
carload quantities. 

It's the real nitty gritty. 
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T HERE ARE MANY similarities 
between the several big Triumphs 

offered for sale. They all handle very 
nicely, perform great, are reliable and 
smooth. But each one has perhaps a 
slight edge on the others in one depart
ment or another. Thus, for sheer brute 
power, you would have to pick the 
Bonneville. For handling, it would be 
the Daytona Super Sport. The TR6R 
Trophy has its ace card in the smooth
ness department. Vibration is totally 
nonexistent , something that can't be 
said for many bikes. It is like riding on 
glass with good traction. 

The smoothness is due to a combina
tion of factors. The Trophy traces its 
origins back to the old Thunderbird. 
Over the years the Triumph people have 
had the time to develop and improve 
the breed to the present state of near
perfection that is the TR6R. The single 
carburetor, while not providing the 
power of the twin-carbed Bonneville, 
gets the job done with maximum 
smoothness and never a sign of a blub
ber or a misfire. And, of course, all the 
big Triumphs have terrific suspension 
both front and rear. 

The Trophy is a great bike for tour
ing. It is the kind of machine that you 
will gladly ride all day long - and 
probaWy hate to see the day end. You'll 
have to check the speedometer 
occasionally though, because the bike is 
so smooth that you won't realize how 
fast you are going. And when you get 
into the curving roads you will find that 
you can just roll the throttle on and off 
at any speed and enjoy the smoothest 



kind of acceleration or deceleration. It 
is surprising how slow you can go in the 
higher gears without lugging the engine 
or without any annoying jerking - then 
just turn it back on and take off again, 
still ever so smooth. This is not recom
mended riding practice , but it does give 
you an indication of how nicely the 
engine works. 

The big 45 horsepower TR6R engine 
with its 9: 1 compression ratio never 
seems to labor at all. You cruise along 
effortlessly at 3, 700 rpm in fourth gear 
and make 5 5 mph. And even when you 
are ready to run on up to 100 mph or 

more , when you wind it all the way out 
tight, the TR6R takes everything 
smoothly in its stride without any signs 
of complaining. 

I mentioned some of the similarities 
the Trophy shares with the other 
Triumph models. They are worth 
elaborating. The first thing you notice 
when running any of the new Triumphs 
long and hard is how clean they stay. 
There just doesn't seem to be any 
leakage of oil anyplace. Nor does any
thing shake loose . After really hard 
runs, these bikes stay clean and tight. 
The distinctive, mellow-sounding ex
haust pipes, the handsome , comfortable 
tuck and roll seats, the attention to 
detail , the appealing paint and 
chromium, and the polished alloy eng
ine cases, the Dunlop K-70s mounted on 
the rear wheels for super traction -
these are all things that keep intact that 
little something extra that is known as 
the Triumph tradition. These are just 
some of the things that make Triumph 
the most-wanted bike. 

In summary, the Trophy is an excel
lent buy for anyone, but it is particular
ly desirable to the tourist - the rider 
who frequently takes long, high-speed 
ride.s. It has all the features this type of 
rider would want and then some -
reliability, good looks, a fairly large {but 
streamlined) gas tank, a high perform
ance engine that doesn't shake things 
loose, separately-mounted tachometer 
and speedometer, etc. But most impor
tant is the fact that it provides an ultra 
smooth ride with no vibration. 

650cc Triumph engine use a single Amal 
carb and produces 45 horses. An ideal 
combination of power with proven 
dependability, TR6R is ideal for touring. 

The TR6R is an exceptionally smooth, 
well designed and built bike that pro
vides a vibration-less ride over long and 
short stretches of road. 

Rear tail light has Federal-approved 
side reflector mounted neatly on the 
side of the housing. 
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by Bob Braverman 

0 VER THE YEARS, there have 
been those who have claimed that 

racing does absolutely nothing in fur
thering development. On the other 
hand, many contend that competition 
not only breeds improvement, but does 
it at a faster rate than would normally 
take place. So, who's right? ls racing 
strictly a tool for the advertising depart
ment, or does it actually contribute 
something in the way of value that 
ultimately finds its way onto the black 
side of the ledger sheet? Unfortunately, 
there is no simple school solution to 
these questions , so I'll present the fact 
and you decide for yourself. 

It would be best to start at the 
beginning. It was in 1938, thirty years 
ago, Triumph Limited introduced a radi
cal new model called the Speed Twin. 
This machine was to change a lot of 
pre-conceived ideas about engine design, 
and at the same time revolutionize 
designers' thinking. This Speed Twin 
produced 28.5 HP at 6000 RPM, which 
at that time was quite outstanding. Up 
to this point most motorcycle engines 
were either single cylinder or V-twin 
affairs. The vertical twin arrangement 
was something quite new. This new 
,model sold quite well, and the following 
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year, Triumph introduced a new sport
ing version of the Speed Twin called the 
Tiger 100. 

Although the design of the Tiger was 
based on the Speed Twin, the horse
power had been raised to 33 at 6500 
RPM. You may not think this is very 
hot stuff, but 29 years ago, this was 
quite an accomplishment. Then to make 
things even more interesting, Triumph 
went all out and made available to the 
public the bits and pieces to make going 
faster much easier. Tiger riders had a 

much easier time of it raising the power 
output for the various sporting events of 
the time. Within a short time, the Tiger 
100 became a very formidable piece of 
racing iron. This machine soon became 
the scourge of the various scrambles and 
road racing events of the era. These 
early SOO's had a good deal of stamina, 
so reliability was quite excellent. Just 
when things were going along quite well, 
a rather infamous chap by the name of 
Adolph Hitier decided to change things, 
and so all production was ceased on 



• 
• improving the breed 

civilian goods. In 1945, hostilities ended 
and the motorcycling public eagerly 
awaited the new, shiny models to be 
released. Bill Johnson got the idea of 
importing the Triumph motorcycle in 
the U.S.A. The American public was 
hungry for new motorcycles, and the 
n ew light weight, high powered 
machines were eagerly snapped up. 

But here is where Triumph ran into 
trouble. It seems the American rider was 
able to break his new machine without 
any trouble at all. Unfortunately the 

type of competitive events so popular in 
this country were almost unheard of in 
Europe. Most of the imports from 
Coventry were finding their way into 
the Southern California area; there the 
local hot shoes would remove the lights, 
fit knobby tires and head for the desert. 
Now to those of you who have never 
ridden in the desert, I can only tell you 
this is something you must experience 
to believe . Mile after mile of uphill, 
deep sand washes will prove the mettle 
of any man or machine. Triumph irnpor-

ters in this country started to clamor for 
changes because of the severity of 
useage. Although the factory really 
couldn't understand what all the fuss 
was about (they had never been to 
Southern California, or it would have 
become painfully clear that some 
changes were in order) they slowly 
began to comply witl. the wishes of the 
riders and dealers in the U.S. 

Then in 1950, Triumph dropped an
other bomb on the motorcycling 
public - the 40-cubic inch Thunderbird. 
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Like the Tiger 100, the Thunderbird 
became an overnight success. By this 
time, Triumph had a very firm hold on 
the competition scene. Like the SOOcc 
version, the Thunderbird had its teeth
ing problems, too. Gearboxes were 
prone to give up at the most embarass
ing moments, and clutches weren't all 
they should be either. But these parts 
were modified and beefed-up so they 
could take all the punishment the hard 
14 

500cc racers, Triumph uses a 

standard head with GP carbs. Long 

carburetor couples are for induction 

tuning purposes. 

riding American hot shoe could hand 
out. Of course, these improvements 
were also shared and enjoyed by the 
rider who couid care less about com
petition and racing. All he wanted was a 
reliable mount to transport him around 
town, or across the country. 

An oil cooler has been found to help 

keep the temperature of the oil down 
to a minimum. A private tuner 
came up with this idea and it really 
works well. 

Upper left: On August 24, 1962, Bill 

Johnson set a World Record in this 

Triumph powered, single engined 

streamliner. The record of 230.26 mph 

still stands. Left: Bob Leppan rode 

this twin engined, Triumph powered 

machine at 245 mph in 1966. 

As fast as the problems were solved, 
new ones cropped up. It seems the 
horsepower race is never ending, and in 
order to remain competitive, it was 
imperative that Triumph riders seek and 
find new ways of extracting more go 
from both the SOOcc and 650cc units. 
This added power put additional loads 
on the various engine and drive line 
components, and this added power soon 
let itself become known with more 
broken pieces. Again the factory 
jumped into the frey and came up with 
the right answers to the problems. By 
this time the engines had been improved 
considerably, not only from a power 
standpoint, but from a reliability point 
of view. Crankshafts, bearings, valves, 
ignition systems, pistons, gearboxes and 
clutches were but a few of the parts to 
be changed and improved. 

Then on September 6, 1956, a young 
fellow by the name of Johnny Allen 
climbed into a streamliner at Bonneville, 



In the Triumph scheme of things, you'll 
find the racing chassis quite similar to 
those used on their road bikes. This 
applies to suspension, too. 

turned the throttle on and disappeared 
into the distance. His speed was a 
staggering 214 mph. The rather interest
ing part of this whole deal is that the 
powerplilnt components were mostly 
standard off-the-shelf parts that had 
been modified. This same philosophy of 
using off-the-shelf parts had existed for 
some time. In 1951 Triumph offered a 
kit (if I remember correctly, it sold for 
$100) that would convert a Tiger 100 
into a fire breather. Even number plates 
were included. A good number of the 
included parts were merely standard 

parts the factory had modified for 
competition purposes. A good many 
people got into racing this easy way. 
Factory produced kits are old news 
now, but it was Triumph who first 
offered this option to the public. Also 
in the mid-fifties, the factory started 
producing off-the-shelf racing machines 
for sale to the public. The early teething 
period was over. A flat tracker and a 
road racer were based on the standard 
SOOcc Tiger 100 chassis, and proved to 
be extremely fast and reliable. All of the 
early trouble and problems were behind 
them now, and the factory was now in a 
position to offer for sale a ready-to-go 
racing machine. This was due to the 
experience gained over the previous few 

years with the men and machines en
gaged in racing. 

Things went along quite nicely for 
the next couple of years, and in 1959 
Triumph offered a new machine to the 
competition enthusiast. This bike was 
based on the ST A road bike (Speed 
Twin.) The customer bought a standard 
ST A and Triumph supplied the informa
tion necessary to convert it into a racing 
machine. Included in this information 
was a complete list of parts necessary 
for the conversion. As might be ex
pected, these additional required parts 
were also off-the-shelf. The engine itself 
was the new over-square unit construc
tion power plant. To everyone's delight, 
this new machine qualified second 
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Triumph engines show up in the 

strangest places. This winning 
sidecar uses a single carburetor 

model 40-inch engine. 
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In 1963, Pat Owens built a machine for 

a young rider by the name of Eddie 

Mulder. Both Mulder and Triumph have 

done extremely well. The machine was 

Here's the dualcarbs installed on the 

1951 Tiger. A large single remote 

bowl is used. The carbs are 1 1 /16" 

in diameter. 

fastest at Daytona, the first time out. 
This is quite an accomplishment when 
you consider the caliber of competition 
at Daytona. But this first year proved 
frustrating. Although the engine was 
more than up to it, the gearbox wasn't. 
Later, the gearbox was to prove trouble
some in the road machine. Again the 
factory leaped into the breach and 
solved the case of the faulty gearbox. 

Bob Leppan's recent success at 
Bonneville (245 mph) proves again that 
it really isn't necessary to get exotic in 
order to go fast. A good portion of the 
engine came off the dealer's shelf. 
Another good example of what can be 
done with standard parts is Boris 
Murray's dragster. This fellow has 
fashioned a dual-engined Triumph drag
ster that cranks out 160 mph runs like 
there was nothing to it. A couple years 
ago, Boris packed up his dragster and 
went to Bonneville. He went 194 mph 
and this was without the aid of any 
streamlining whatsoever. It · takes a 
bunch of horsepower to go that fast . 

Except for a few specially built mach
ines, Triumph introduced its first dual 
carburetor SOOcc head in 1967. Dual 
carburetors and fussy performance in 
the past have gone hand in hand, but 
the practicality of this scheme is borne 
out by the fact that the same head used 
on the 1967 Daytona winner is duplica-



Although this brake is used on the 
racing machines, the information 
gained from using it will show up on 
next year's models. 

ted on every 1 OOR offered for sale by 
your local Triumph dealer (without the 
G.P. carburetors, of course). Triumph 
has proven time and time again that 
because a problem is difficult to solve, it 
isn't impossible. The dual carburated 
Triumph you buy today has all of the 
flexibility and endurance (if not more) 
than the earlier mildly tuned Thunder
bird. And the new bikes are consider
ably faster and handle much better , too. 

Chassis development also has come a 
long way. The late model machines look 
similar to the older. models, but the 

In the 1968 engine, the valves used are 
quite large. There is very little extra 
space in the combustion chamber. 

subtle changes have made a considerable 
difference in how the bike goes around 
corners. Today's frames are lighter and 
stronger. This has come about for the 
most part because of the lessons learned 
on the race track. A designer has a. 
certain amount of latitude when design
ing a frame for a bike for strictly road 
use , but it's another thing entirely when 
the bike in question is to be used to 
transport a rider through a 120 mph 
turn safely. New materials and manufac
turing techniques have also contributed 
greatly to lowering the weight and 

The degree of stability offered by the 
Triumph chassis is best illustrated by 
this rider doing a feet-up slide. All 
Triumph machines have very strong 
frames. 

improving stability. We have come a 
long way from the rigid frame and 
sprung hub to today's modern swinging 
arm chassis. Like the frames, the sus
pension also has come a long way. 
Better dampening means more control 
over bad road surfaces, and the new 
Triumph forks are another example of 
improved performance through com
petition. Racing places great stresses on 
suspension and chassis components, but 
in a single afternoon , the designer may 
learn more about his handiwork than in 
months of testing on the road. 

So, getting back to the original 
question about racing and development , 
one would have to be an ostrich not to 
see the two going hand in hand. The 
racing serves two purposes. First , it 
provides the advertising department 
with something to shout about. Sec
ondly, it greatly speeds up the develop
ment process. If something is weak, or 
going to give trouble , a racing machine 
will not be long in exposing the defect. 
We could go into various successes at 
Daytona and other events, but by now 
it should be pretty clear that racing and 
development do go hand in hand. 
Unless, of course , you're an ostrich. 
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~UMPHS OF 
ENCHANTED PARROT 

T RIUMPHS are most widely known 
for their competition successes, 

but they also play a major role in the 
custom bike world. One such sterling 
example is the " Enchanted Parrot," a 
West Coast-grown bike of brilliant plum
age. It was built by Jerry Wayne Weeks 
of Lynwood, California, and consumed 
a year's worth of time and 2600 por
traits of George Washington. 

The bike originally was a '60 Bonne
ville bought used at $650. The front 
foFks were swapped for '54 Triumph 
tubes with air scooped brake plates. 
Webco drag bars were installed and dual 
Japanese headlamps were mounted with 
chrome spears on the lenses. The rear 
suspension was kept stock. Pirelli tires 
(3.00 x 19 front and 4.00 x 18 rear) 
were mounted. 

Next was the tank and it got the full 
treatment! .{Jsing a universal model, 
Weeks sculpted air scoops and ridges 
into it and tunneled a custom filler cap 
in the middle. The fender was equally 
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reshaped with a flaring sculptered tail 
fin which, if you study it closely, might 
resemble a bird in flight. A special sissy 
bar was added. 

Turning his attention to the engine, 
Weeks bored the Bonneville .040-inch, 
ported and polished the valve ports, and 
lightened the valves. The heads, too, 
were ported and polished. Then, all 
remaining chrome-able components 
were given the shiny treatment and a set 
of sky scraper stacks were installed. 

When this was finished, the bike went 
to Bill Hines' paint emporium where 45 
coats of acrylic metalflake in a rainbow 
hue (remember the parrot?) were loving
ly applied. Joe Perez, meantime, 
stitched a complementing metalflake 
Naugahyde seat. When all was done, 
Weeks put the Triumph together and 
started collecting show trophies. To 
date, this flawless machine has collected 
five Sweepstakes trophies out of six 
shows entered! A remarkable record for 
a fabulous bike. 
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·"~~UMPRS OF 
W HAT 00 YOU 00 when you don't 

have a garage and you want to 
build a custom Triumph? You construct 

SCENE 
it in your living room, of course! But, STEALER should you be like Gerald Baldwin of 
Marion, Indiana and live in a trailer, 
what then? Simple. Move the couch 
away from the wall and have at it. 

That precisely, is where Baldwin built 
his '65 Triumph show bike. However, to 
make it even more difficult, he started 
with a total wreck. It took ten months 
from start to fmish and Baldwin was 
probably sorry to see it leave the living 
room as it was such a unique conversa
tion piece. But, show business was 
calling. 

The frame was completely reworked. 
Shortening the loop and swing arm and 
raking the frame took two months to 
complete. Various components from six 
different bikes and four automobiles 
were adapted, including '64 Pontiac 
parking lights with Lucas sockets and 
bulbs producing 90,000 candlepower. 
The front brake was switched from right 
to left side and leading shoe was 
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changed so the cable could be run inside 
a chrome tube to make a neater pack
age. The gas tank was split and made 
double so oil could be carried in one 
side. Cooling baffles were added to up 
the oil capacity to one gallon to enable 
the chromed engine to run cooler. 

The bike is finished in Sparkling 
Burgandy metalflake (by Nelson Stulz) 
with striping by Ron Shydeler and a 
black velvet round seat by Baldwin. 

The engine features a lightened valve 
train, Forgedtrue pistons with Perfect 
Circle rings and stock aluminum rods. 
The head was completely polished and 
ported. An Energy Transfer ignition 
eliminates the battery and ignition 
switch (lights are run straight through), 
and all wiring is channeled through the 
frame tubes. 

The results of the ten month labor of 
love speak for themselves, but to add a 
bit of spice to the whole affair, Baldwin 
has already won Best in Show and 
Custom Street Class trophies with his 
Triumph. 

That's what it's all about, isn't it? 
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SUPER SPORTS 
T HE FIRST THOUGHT one is apt 

to have when meeting the Daytona 
Super Sport for the first time is: "It 
looks like a motorcycle ought to look." 
The usual Triumph tear drop gas tank, 
which is probably the most copied gas 
tank around, is painted a beautiful 
shade of metallic turquoise. The bars are 
perfect with no unnecessary width or 
height. Instruments are mounted, sep
arately, so that they can be easily read 
from the seat without the stretching 
neck-craning antics that are necessary 

Photos by Dave Gooley 

on some machines. In front of the 

tachometer and speedometer, mounted 
in the detachable headlight, is the amp 
meter. 

Another nice touch is the light 
switch. It is on top of the headlight and 
can be flipped on or off with just a wave 
of the hand. Much better than the extra 
turn on the ignition key that some 
manufacturers use. The dimmer switch, 
too, is operated with just a thumb flick. 
The lights are either on high or low 
beam; no chance of getting the switch 

stuck in the middle and riding along 
without lights until you correct the 
situation. 

Many other things add to the overall 
good appearance of the bike. The seat is 
a handsome , and comfortable , tuck and · 
roll affair. The hand grips are the soft 
air-cushion type that are so comfort
able. The reflector requirements of the 
U.S. Department of Transportation have 
been handled very nicely. Reflectors 
have been built into the sides of the tail 
light in a style that makes the new tail 
light better looking than the old one. 

Triumph's TTOOR Daytona Super 
Sports is for those who want a 
medium-size motorcycle with the 
brawn of a race-proven heavyweight. 
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Front reflectors have been tucked-in 
under the tank on the frame downtube 
in an unobtrusive but functional 
manner. 

The Triumph mufflers are the ones 
that everyone mounts on their other
brand machines, not only because they 
look the best and provide the best 
performance, but because they have the 
mellow not-too-loud sound that is music 
to a cycle-lover's ears. And, of course, 
chromium and polished metal engine 
parts are unexcelled. 

After studying the appearance of the 
Daytona Super Sport you. expect a bike 
with powerful performance and good 
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road manners. When you ride it, it lives 
up to your expectations in a big way. If 
you prime both carburetors Gust hold 
down the tickle buttons on top momen
tarily) the bike always starts in one or 
two kicks even if the engine is cold. 
Kicking it over is no big chore either -
just put your leg into the kick in a solid 
manner and you'll get no kickback. 

Once the engine is running, settle 
back on the seat with the bike in neutral 
and feel it. Absorb it, soak it in. 
Anticipate the ride. Everything about 
the bike is so right . The engine sounds 
solid, powerful , clean. The pipes are 
mellow, emitting a throaty rumble. The 

The 8-inch front brake can really get 
the job done. Tire size is 3.25 x 19. 
Combination makes for a bike which 
handles extremely well. 

500cc TTOOR engine relies upon dual 
Amal carburetors to quench its mod
erate thirst. Horsepower is rated at 41 
when pulling 7200 RPM. 

handlebar-seat combination gives you a 
sitting position that lets you relax and 
tour or get into a little high speed 
manuevering with equal ease. Twist 
your right wrist and feel the power at 
your command. When the Daytona is 
warmed up, you are ready to go. 

The first thing you notice is that the 
bike has a super clutch. You keep easing, 
it out waiting for the bike to move and 
you discover that the clutch is ultra 

. smooth with lots .of adjustment and 
throw. Now you are moving down the 
road. You grab a handful of throttle and 
the acceleration is rapid, very rapid 



indeed, but also smooth and controlled. 
As you shift through the gears you 
really appreciate Triumph's great gear
box. With an effortless nudge of your 
right toe , the transmission slips easily 
into the next cog. 

Now it is time to become thoroughly 
familar with the bike before really 
wringing it out. Get it up to about 50 
mph and try both brakes simultan
eously. Not a real panic stop, the bike is 
still new to you, but a fast stop. The 
brakes do the job in unison very nicely. 
Now try it with the front wheel brake 
only. Okay, now the rear brake only. 
You find out that the Daytona's binders 
get the job done very well, and you 
reconfirm a fact you know about riding 
any motorcycle - stopping is accom
plished quicker, smoother, more safely 
by using the brakes together. 

Next comes the point in trying out a 
bike when you really can evaluate it -
riding it over a good challenging stretch 
of road. Every cycle rider should be as 

lucky as I am. Why am I lucky? Well, 
where I live in the north end of the San 
Fernando Valley, just outside Los 
Angeles, there are hundreds of miles of 
mountain roads just a few minutes 
away. I'm talking about winding, twist
ing, serpentine, blacktop roads through 
scenic lush green mountains. There are 
also hundreds of miles of dirt roads. 
Traffic is very light on both the paved 
and dirt roads on weekends, and during 
the work week you can ride for miles 
and miles without even seeing anyone 
else. One such stretch of road that I 
frequently ride is called Sand Canyon if 
you enter it from the north side from 
the Antelope Valley Freeway. From the 
south side, which takes off from Foot
hill Boulevard, it is known as "Little 
Tujunga." It laces through the Angeles 
National Forest, never getting too high 
- maybe 2,500 feet at its highest point 
- but it is loaded w,ith switchbacks. It's 
about 20 miles end to end, and this is 
the road I decided to have a workout on 

Rear suspension components feature 
swinging arm suspension with Girling 
shocks. Brakes are 7-inches in diameter 
with detachable sprocket. 

The Daytona Super Sports shares its 
500cc engine only with the Tiger 
Competition (T100C), but the T100R 
develops more horsepower. 

with the Triumph Daytona Super Sport. 
Now Triumphs have always been 

-known as good handling motorcycles, 
but in this department I would say the 
500cc Daytona Super Sport is the best 
of the Triumphs. It is very, very respon
sive. You can really heel it well over 
through the esses and always know that 
you are completely in control, that the 
bike will go where you want it to. In 
fact, it feels like a much lighter machine 
in the tight stuff. Good brakes, particu
larly the front one, add to your feeling 
of security. 

It has plenty of power to pull you on 
out of the curves and up the hills. It's 
true that it doesn't have quite the punch 
of its bigger 650cc brothers, but in no 
way does it feel like a medium-size bike. 
The power difference is really almost 
negligible until you get way up to the 
top of the speedometer. And for the 
rider who will spend more time riding 
the mountain roads than he will on the 
open highway, the lighter weight and 
better handling compensates for the 
extra 10 miles an hour or so difference 
at the top end. 

So there you have it, good looks, 
good handling, good performance, good 
reliability. An all around good motor
cycle that makes a lot of sense for 
almost any type of rider. 
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"Hold it, G\jry. One more shot," shout 
the photographers as Nixon accepts 
congratulations, for his Houston 
victory on the new TR25W. 

Nixon moves out below for a run at the 
clocks in a half-mile race. Nixon's num
ber 9 of last season has been replaced 
by coveted No. 1 rating. 

G ARY NIXON WAS DRAG RAC
ING Champion of Oklahoma at 15. 

At 17 he quit to become a professional. 
Today, Grand National titlist of the 
American Motorcycle Association at 27, 
he is the country's best-known motor
cycle racer - and perhaps its fastest, 
too. Nixon is a bright young man with 
big plans for the future. 

"You spend yqur life radng," he said 
recently, "and you finally start winning 
some of the big races. That's not the 
time to take it easy. That's the time to 
really go." 

It is easy to envy Gary Nixon, and 
many people do. He has fame and 
talent. He races all over the country. He 
finds life good. He is, in fact, a man who 
makes his living from his hobby, racing; 

With others, the envy turns to adula
tion. Nixon is a crowd pleaser. He puts 
everything he has in every race. He rides 
to win, and does win, but has never 
broken a bone, never had a serious 
injury from his racing. His riding style is 
fluid, not spectacular. Last year he won 
five Nationals, including the Daytona 
Beach, Fla. 200-miler. "Gary really is 
the Grand National champion," says 
rider Cal Rayborn, himself one of the 
country's top riders, "He's the best 
racer I've ever run with." 

Gary Nixon would appear to have it 
made. 

Yet the grim past is not so far behind 
him that Nixon has forgotten his strug
gles. Now he is Grand National 
champion, has a beautiful wife (Mary) 
and eight motorcycles in the garage of 
his Baltimore home. But as recently as 
six years ago Nixon was getting nowhere 
with his racing. He had hard times. He 
became discouraged. He even thought 
about quitting. 

Today, somewhere, there is a young 
rider thinking the same thoughts Gary 
Nixon did in his hard old days, wonder
ing if he should go on with racing. 
Nixon made the right choice but it still 
took him a decade to get to the lofty 
perch he now occupies. 
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His hard old days began in Oklahoma 
City, where he was born. In 1956 Nixon 
was 15 years old, weighed 89 pounds, 
barely topped five feet. His hair was 
even redder than it is today. 

Too small for sports in school, the 
redhead was not too small for motor
cycle racing, where riders are supposed 
to be small. But Nixon was really small. 
Someone sat him on a motorcycle and 
his feet could not even touch the 
ground. Mechanics, seeing this, shook 
with laughter. 

Nixon surprised them. "Well, I can 
still reach the throttle," he snapped. 
"Watch me." 

Soon he was zooming to sensational 
speeds at drag races on huge 40-inch 
machines. And as Nixon today is famed 
for his quick starts, it can be seen that 
his early drag racing surely taught him 
something. 

By 1958 he was racing professionally 
on the dry, forlorn dirt tracks of Kansas 
and Oklahoma and having trouble. He 
had filled out to 5' 7", 135 pounds but 
still could barely control a big motor
cycle. The other riders were too fast. 
His own motorcycle was too slow. The 
tracks were dusty and rutted. "It was 
good experience I suppose," Nixon now 
says, shaking his head doubtfully at the 
memory. "All I thought about was 
racing. If I had fifty dollars in my 
pocket at one time I was happy." 

There was also the traveling. Racing 
by day and traveling hundreds of miles 
across Kansas by night to a new track 
the next day had seemed adventurous to 
Nixon at first. But after one month all 
the romance was gone. It was tough. 
The hot summer and the hard racing 
came close to knocking dreams of glory 
out of his head. Who wanted to work 
this hard? Yet it was necessary if one 
was to learn how to race, and to make a 
name for himself. But many times 
Nixon doubted if it all was worth it. 
Sometimes he could barely keep his 
motorcycle running. Often the engine 
exploded. Nixon was not a very good 
mechanic. 

He might well have given up the idea 
of being a motorcycle racer had not 
seasoned riders taken an interest in him. 
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At home (and usually in the lead) in 

either road races or flat tracks, Nixon 

is always a charger and refuses to rest 

on his hard-won laurels. 

Perhaps they saw a glimmer of potential 
in him. One afternoon when Nixon blew 
up the engine of his old motorcycle and 
had no idea how he was going to buy 
parts, Dick Mann, one of the veterans of 
the Kansas circuit, loaned him a motor 
to use. 

Even then Nixon did not win races. A 
couple of seasons went by. Gary had a 
problem. He was a smooth rider, possi
bly even a ftatural rider, but he was still 
awed, even a little scared of, the big 
names he was racing against. They were 
the giants of motorcycle racing: Mann, 
Carroll Resweber, Joe Leonard, Bart 
Markel, Everett Brashear. I'm just a kid, 
Nixon thought. What chance do I have 
against these guys? They were like gods 
to him. 

One day Brashear took Nixon aside. 
Brashear was a tough old veteran, on the 
way down while Nixon was on the way 
up. He liked Nixon. 

"Dammit Nixon," he declared 
harshly, "you're a good rider. But if you 
want to be a real racer, you better start 
sticking your wheel in there with the 
leaders. You better make up your mind 
you can beat all those guys. You've got 
to try harder. You can do it. But no 
one'll do it for you. It's up to you." 

His words had a profound impression 
on the young Nixon. Gary says, "I'd 
never thought about it that way before. 
I thought: 'Maybe Everett's right'." 

Nixon did begin to try harder. Riders 
and fans who had never thought of him 
before suddenly began hearing his name. 
On a warm August day in Springfield, 
Ill., in 1962 Nixon got into the lead and 
was pulling away from the field before 
the heat wore him down. And at other 
races along the trail Nixon joined the 
top contenders. A sixth place finish 
here, a third place finish there, lots of 
fourths and fifths, he was getting better. 

He won the first National champion
ship race of his career at Windber, Pa., 
in summer of 1963. Nixon has always 
shown a flare for road racing, and 



Windber was a road race. Late in the 
going he was leading easily but still was 
streaking along, unslowing, doing wheel
stands while blasting out of the corners. 
No one could catch him. 

"That was the first National I won," 
he says proudly, "and I really wanted to 
tear it up." He lapped the second place 
finisher who was Dick Mann, the rider 
who had given Nixon a motorcycle to 
ride when Gary was down and out. 

Nixon can talk for hours about the 
Windber victory. "That was the turning 
point," he says. "All the good guys were 
at Windber and I beat 'em. There was no 
reason for me not to beat 'em at other 
tracks, too. Oh, I was ready." Nixon 
had been suffering from a lack of 
confidence and Windber gave him con
fidence - in spades. The next race was 
the .short track National at Santa Fe 
Speedway in Chicago. Nixon won that 
one as well. 

After that his progress was incredible. 
He was sixth in AMA points in 1963, 

sixth again in '64, third in '65, second in 
'66, Grand National champion last year. 

Now there appears to be no stopping 
him. 

Most of Nixon's wins have been 
recent enough so that everyone remem
bers them, but at least two deserve 

retelling. 
The first was at Sacramento, Calif., 

on the mile track in 1964 and was 
important to Nixon because it proved to 
him that it was in fact possible to ride at 
record speed for an entire afternoon 
without making one error. 

Sacramento was fast in 1964. The 
mile track was dry and slick, gleaming 
under an October sun. The first riders 
out for practice were making 120 miles 
an hour on the backstraight, and in the 
corners reported incredible traction. 
Four men immediately broke the old 
track record. 

When Nixon qualified he brought the 
track record down even lower. No one 
was to approach his average, which was 
in the high nineties. What with everyone 
running so fast this day, it was con
sidered outstanding for one rider to be 
so much quicker than all the others. 

Some of Nixon's most perfect races 
have occurred on the nation's dirt 
tracks and against the very best riders 

in the professional ranks. 

People really began talking about 
Nixon after his heat race. He won it 
easily. 

By the time the track was ready for 
the main event, the grandstands were 
buzzing. It was not a question of who 
would win, but the margin Nixon would 
win by. 

The margin was substantial. 
He led all the way, drawing away 

from everyone, lapping the slower 
riders, and establishing a track record 
which still stands. It was a brilliant 
performance, and Nixon is still thrilled 
by it. "That was the most perfect race I 
ever rode," he says. "I didn't make one 
mistake." 

For Nixon there may never again be 
such a perfect race (how many absolutely 

perfect races is a man entitled in his 
life?) but Daytona Beach, Fla. last year 
probably came the closest. 

To win Daytona is the dream of every 
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motorcycle racer anywhere. Certainly it 
was a dream of Nixon's. A Daytona win 
means prestige and glory impossible to 
calculate. A Daytona winner becomes 
an international figure overnight. The 
pressure builds right until the moment 
when the big field lashes round the high 
banks at 140 miles an hour on that 
thundering first lap. 

And so it was in March, 1967, that 
Gary Nixon went . to Daytona to try to 
win the one big race he had not yet 
won. He had won at Springfield, Green
wood, · Sacramento, most of the big 
tracks. Daytona had always been hard 
on him. 

In 1964 he had led for half the race, 
tired, and finished second. 

In 1965 he had been fourth. 
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And in 1966 a tire had blown out 
while he was making 135 miles an hour 
on the high banks. At such speed it is 
practically impossible to control a 
swerving motorcycle , to even hold it on 
two wheels. Nixon, somehow, was able 
to. Frightened, shaking all over, he 
limped into the pits and watched his 
Triumph teammate, Buddy Elmore, roar 
on to victory. 

But in 1967 it was Nixon who won 
Daytona at 98 miles an hour with 
Elmore a close second as Triumph again 
swept the field. 

Of the '67 season's three other 
National road races - Laconia, Indiana
polis Raceway Park, and Carlsbad -
Nixon won two. And he was leading at 
Indianapolis when he dropped out late 

Inside or outside, Nixon doesn't care 
as long as it's the fastest way around 
the track. For Gary Nixon, it usually 
is the fastest. 

in the going with mechanical troubles. 
Many riders who are as skilled at road 

racing as Nixon do poorly on dirt 
tracks. They do not have the proper 
"feel" for dirt. Nixon is the exception. 
On the Grand National circuit are dirt 
track miles, half-miles and TT steeple
chase tracks with . sudden jumps and 
both right and left hand tur~s. Nixon 
does well at all three. On the whole he 
does as well or better at them than any 
other rider. 

He is a perfectionist. In the past he 
was relatively unskilled on TT steeple-



chase courses. But Nixon has bulked up 
his knowledge through practice and last 
year led the big National at Peoria, Ill., 
till the very last corner when his old 
mentor, Dick Mann, passed him for the 
win. Nixon was second. Perhaps Mann 
was paying him back for Windber years 
before. 

Ask Nixon his favorite type of racing 
and he wiU tell you he likes them all, 
"but especially mile track racing. Mile 
track racing is the ultimate." 

The ultimate? What does Gary mean? 
"It's hard to explain, but a mile track is 
the ultimate to race on. It's not like a 
half-mile track. It's faster and roomier, 
so it feels slower. But we run 120 miles 
an hour. You've got to-be careful not to 
slip the groove in the corners. You have 
to be steady. And you have to be fast. 
But mostly it's precision. One little 

mistake'll cost you." 
As for the highpoint of his career, 

Nixon says there have been many. The 
Sacramento and Daytona race wins were 
two of them but what really pleases him 
is that in addition to his racing he has 
developed into a fine mechanic. "When 
I started racing," he recalls sadly, "every 
engine I touched would either run 
slower or not at all. Man , I was no kind 
of a mechanic! But now I take care of 
my half-mile and short-track motors and 
they run as quick as everybody else's, 
sometimes quicker." 

His engines had better run quickly 
because the 1968 racing season is now 
in full cry. This year everyone will be 
gunning for Nixon. Actually, it is the 
same in all sports. Everybody wants to 
beat the champion and in motorcycle 
racing Gary Nixon happens to be the 

champion. "They all come looking for 
me first ," he admits. "They want to 
whip me." 

Nixon's rivals will get many oppor
tunities. This year Gary will race in 
about seventy-five different races all 
over the country, including the 
Nationals. He will log nearly 50,000 
traveling miles, go without sleep and 
lose weight from the strain. But he will 
keep racing. Retirement is not in sight. 
For Gary Nixon the future is pleasant. 

"Racing is too much fun to think 
about quitting," says the Grand 
National champion. "I really mean that. 
After ten years, its still fun." 

Nixon at work in close quarters, but 
obviously enjoying it. "After ten years," 
he says, "racing is still too much fun to 
quit." 



ROAD TEST: 

TR6C TROPHY SPECIAL 
T HE TRIUMPH TR-6C, or Trophy 

Special, has owned the desert for 
more years than one would like to 
remember. It can be said the Trophy has 
won more desert races than all other 
makes combined. The reasons for this 
remarkable string of successes can be 
laid at the feet of the main thing in the 
6C's bag, torque. Great gobs of torque, 
the kind that will let a machine pull 
down a sand wash in third or fourth 
gear. The kind of torque that allows a 
rider to pull a comparatively high gear 
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so top speed will still be in the TR-6. 

neighborhood of 90/95 mph. That's The suspension units, Triumph forks 
what's needed in the desert and that's on the front and Girling shocks at the 

what the "6" has. back, are basically the same as any other 

Torque and horsepower is only half motorcycle, but the Triumph engineers 

the battle though. One other ingredient have had many years to come up with 
is needed to make a winning bike and . just the right combination of spring and 

that consists of two separate but damping rates. Because of this, many 
complimentary items; a strong and rigid TR-6's are raced with the stock 

frame and suspension that works. suspension. The suspension components 

Obviously, from looking at the racing are proof that ,racing improves the 
record of the Trophy, both these breed. For 1968 both the TR-6C and its 

features are found in abundance on the road-going brother, the TR-6R, have 



Fairly wide handlebars are used 
because with a bike this size, much 
leverage is needed when the bike 
is run hard off the road. 

TR-6C's sold on the West Coast are 
shod with Dunlop K-lO's front and 
rear. The East Coast machines use 
Dunlop Trials Universals. 

exactly the same forks and shocks. 
Because of this, the 6R is even better on 
the road than before. 

The powerplant of the Trophy is the 
familiar 40-inch twin that has proved to 
be one of the most reliable engines on 
the marke t today. Slightly undersquare 
at 71mm by 82mm, the mill this year 
has twin point ignition that allows a 
strobe light to be used for timing 
purposes. An interesting feature of 
the ignition system is the use of a 
capacitor which allows the battery to 

be removed for competition work. No 
other changes are needed, just pull the 
battery and the capacitor takes over. 

Compression ratio of the big twin is 
9.0 to 1. Racing cams are used as are 
oversized valves, both intake and 
exhaust. Carburetion is by Amal. A 
single 30mm Concentric carb is used 
since this is the best set-up for desert 
competition. A single carb allows the 
gas and air to mix better at lower revs 
because there is a smaller venturi area. 
This is what 's needed in the desert 

where it is very seldom that the bike is 
going full boil. As with everything else 
on the "6," the carburetion is designed 
for maximum racing performance. 

Don't make the mistake thafbecause 
we mention competition all the time 
that the TR6-C is just a racing 
motorcycle. To the contrary, most 6C's 
sold never see the dirt except in fun. On 
the road the racing suspension works 
wonders with the bumps and ripples 
found in pavement. The torque 

Continued next page 
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The double leading shoe front 
brake is developed directly from 
Triumph's production racing 
machines. Double damping forks 
are standard in the Triumph line. 

The compact headlight nacelle houses 
the light switch, bright/dim switch 
and warning lights for ignition and 
high beam. 

produced by the engine is just the thing 
for winning an impromptu grand prix. 
And the looks, well it's a known fact 
that the whole Triumph line is perhaps 
the best looking around. The Trophy is 
no exception. Everywhere we rode this 
bike during our testing period eyeballs 
snapped when people saw the machine. 
Finished in blue and silver with an 
abundance of chrome, the Trophy is a 
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study in classic motorcycle styling. 
A big improvement in the stopping 

departinent is the use of a double 
leading shoe racing front brake. In the 
past the Triumph brakes were adequate 
but just barely. With the advent of the 
new stopper repeated stops from 60 
mph produce no fading or grabbing. 
Used in conjunction with the partial 
width rear brake , the Trophy stops like 

a lightweight. 
Undoubtedly the best part of the 6C 

is the riding of it. The bike is very 
responsive to the slightest movement of 
the throttle. Whether used for high 
speed touring or spirited dirt throwing, 
its impeccable handling shows through. 
One word of caution though, the 
Trophy is not for the newcomer. It's 
too much machine for the novice. No 



The tuck and roll seat could stand 
some more padding for the dirt 
but is very comfortable for use on 
the street. 

The 40-inch powerplant is housed 
in a single downtube frame that 
splits at the bottom to provide a 
cradle for the unit. 

Cross-over pipes feature quiet 
mufflers and heat shields. Both the 
passenger and rider footpegs are 
of the folding type. 

one in their right mind should climb on 
a bike that has the speed potential of 
the Trophy. In stock trim the TR-6C 
will top one hundred miles per hot!r and 
have some left in reserve for the person 
who has a lightweight and is looking to 
move up, this is the bike for him. 

For night riding the Trophy has a 
good set of lights. Our one major 
complaint with the TR-6C has to do 

with the lighting; the high beam switch 
is located on the headlight nacelle and 
to use it requires a hand to. be removed 
from the handlebars. Granted, the hand 
only leaves the bar for a split second but 
we feel that a change should be made 
for safety reasons. 

Other than that one fault we 
recommend the Triumph Trophy to 
anyone who is in the market for a fast, 

reliable 40-incher. If memory serves us 
right, we seem to remember a fella by 
the name of Gary Nixon who shopped 
around and ended up with a Triumph. 
Look what happened to him. 
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ALL RACING SURF ACES 
ARE NON PARABOLIC 

ONE INCH EQUALS 800 FT. 

D AYTONA INTERNATIONAL 

SPEEDWAY rests on the south 

side of Daytona Beach, five miles from 

the Atlantic. Seen from the outside the 

Speedway is a great gray cement 

fortress-a fortress of speed. This year, 

for the first time at Daytona, 

motorcycles exceeded 150 miles an 

hour. 
Such speeds are unheard of at any 

other race track in the country, and are 

rare enough even at the Bonneville Salt 

Flats. But Daytona Beach is special. It is 

the home of motorcycle racing's most 

famous event, the 200 miles of 

Daytona. 
The race is always held in the middle 

of March with the entire motorcycle 

world watching. It is the first, the most 

important, the richest race of the season 

and al~o the longest and fastest. The 

winning rider, and the winning brand of 

motorcycle, both became overnight 

celebrities. 
Over one hundred starters usually 

take the flag. Half of them will not 
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finish. They will drop out with 

over-revved engines or because of other 

speed-induced malfunctions. All the 

finishers will be very tired and at least 

one of them--the winner-will have 

lapped Daytona 53 times to complete 

the 200 miles. Also, he will have earned 

about $4,000. 
A week of practicing and racing 

always precedes the 200. There are races 

for sportsman, novice and amateur 

riders. The day before the 200 a 

100-miler is run for lightweight 

machines. Also there are dirt short-track 

races, even hare scrambles. As many as 

800 riders may compete in all these 

different preliminary races but the real 

attraction, what everyone comes to 

Daytona for, is the 200 miles. 

The track is not difficult to ride, but 

it is very, very fast. From the starting 

line it roars into a sharp left-hand turn 

which leads through the infield. The 

infield, like the rest of Daytona, is of 

smooth asphalt. There are only four 

corners, one of which can be taken at 

slightly over 100 miles an hour, the rest 

much slower. The entire infield section 

represents only one mile of the total 

3.81-rnile track and road course. 

From the infield, the circuit swings 

out onto the big tri-oval. Here the 

terrain changes. Here the speeds rise. A 

rider shifts into top gear, lays flat 

against the gas tank and rockets down 

the tri-oval at 140-150 miles an hour for 

almost one full minute. 

At the end of the backstraight is a 

31-degree banked turn--so steep a man 

cannot walk up it. None of the fast 

riders shut off the throttle for this turn. 

They come round at peak speed, then 

streak down the start-and-finish 

straightaway, usually with a tailwind 

pushing them along. This is the fastest 

part of Daytona. 

Immediately after the start-and-finish 

line is the crucial test. A rider must 

brake and change gears and come down 

from 150 to about 50 MPH to make it 

safely through the left-hand turn which 

takes him back into the infield. This 



the greatest test by .Joe Scalzo 

The 1937 winner, Ed Kretz Sr. posing 
on the sands of Daytona Beach, Florida 
astride his 45-cubic inch Indian Scout. 

slowing down for the first turn at 
Daytona is the most exc1tmg 
moment-and the most dangerous-in 
motorcycle racing. 

"I hold my breath," says Gary Nixon, 
"everytime I do it." 

The extreme speeds tend to sort out 
the faster motorcycles from the slower 
ones, and the faster riders from the 
slower riders, too, But the good riders 
are not troubled by the hairy speeds, 
even though the 200 miles is the one 
race all year where they must go so fast. 

"We won't have any trouble in the 
200," says this year's winner, Cal 
Rayborn, "until we get to about 160, 
165 miles an hour." 

Daytona Beach is speed, but -it is also 
a re sort town, possibly Florida's 
best-known. Old folks, college kids out 
of school on vacation, and tourists from 
all over annually flock to the "world's 
most famous beach." The sand is 
smooth and white, hard-packed by the 
tide washing over it twice a day, and it 
is permissible to drive your car or 

motorcycle up and down the beach, 
although speeds are not supposed to 
exceed 15 miles an hour. 

No longer, of course, do brave men 
set speed records down the beach as 
they used to a few years ago. Record 
runs have not been permitted here for 
years, and only a few old-timers really 
remember how it was when Daytona 
was not the "world's most famous 
beach" but instead "the world's fastest 
beach." That was_ a long time ago. 

It was 1904, in fact, when a daring 
26-year old ex-bicycle racer named 
Glenn Hammond Curtiss arrived, 
bringing with him a cut-down 
motorcycle which was clocked at sixty 
miles an hour over the measured mile. 

The speed was a record, but 
Hammond was not happy. "I'll be back 
to Daytona," he promised, "to really set 
a record." 

He came back four years later, riding 
a motorcycle into which he had 
crammed an airplane engine. The thing 
hit 137 miles an hour- which was a little 

too fast for 1908. Curtiss later became 
world famous as an inventor and 
manufacturer of airplanes but at the 
time people thought him crazy. They 
were shocked over his speed for weeks. 

Daytona thundered to speed record 
attempts for more than twenty years. 
Motorcycle record runners always had 
to be wary. The tides would sometimes 
leave ripples in the sand, and winds 
from the sea could be deceptive. Mostly, 
though, these riders feared the 
unknown. They were going faster than 
anyone had ever gone before on two 
wheels. No one knew what it would be 
like to lose control at such speeds. 

In 1937 the annual 200 mile 
motorcycle race was moved from 
Savannah, Georgia to Daytona. This too 
was the unknown. Speed record 
attempts were one thing, but an actual 
race had never been run on the sands of 
Daytona before. 

The course was 4.2-miles around, 
shaped like an egg. The straightaway 
down the beach was two miles long. The 
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backstraight also measured two miles in 
length but it was a public road, and 
paved. This meant riders would be 
having to go from sand to pavement and 
back again every lap. 

A bulky field of 120 riders entered 
the inaugural. These riders were tough, 
but they all expected the worst. Many 
jammed huge air cleaners over their 
carburetors to keep the sand out. 
Others, anticipating a visibility problem, 
carried rags with them to brush wet 
sand off goggle lenses. Everyone was 
nervous. It was going to be a very long 
day. 

Thousands of spectators drove out 
from town to see the big race. They 
parked _their cars in the infield and 
crowded five deep in the turns, getting 
peppered with flying sand every lap. 
People went home deaf from the roar of 
all the engines. 

But if they had 
hotly competitive 
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expected to see a 
race , they were 

disappointed. When it was all over a 
young rider from California named Ed 
Kretz had averaged a blistering 7 3 miles 
an hour and had won by four miles. 

As for the other riders, to a man they 
admitted they had never seen a rougher 
course than this one. Only about twenty 
of the starting field of 120 had managed 
to finish. The rest had had all kinds of 
troubles. 

Sand had ruined scores of engines, air 
cleaners notwithstanding. No one could 
see very well. The sand in the air was 
like powder. The corners, wide and 
smooth in the beginning, had quickly 
become deep trenches from all the 
spinning wheels lap after lap. And 
accelerating off the paved backstraight 
onto the sand again had been like riding 
over ball bearings. Riders fe ll, 
remounted, then fell again. Remarkably, 
there were no serious injuries. 

Yet all these problems were counted 
as nothing compared to riding down the 

Daytona backstraight. The roadway was 
but sixteen feet wide-about the width 
of two cars- and on both sides grew 
dense foliage. Some of the bushes were 
as big as houses. Over the years many 
riders careened off the road into them, 
and one time a burning motorcycle 
bounded into the jungle and set the 
whole t hing ablaze. Worst of all, the 
backstraight was not smooth. It was 
pavement laid on top of sand and there 
were dips and rises in it for the whole 
two miles. On some of those dips a 
fas t -moving motorcycle might go 
leaping through the air for sixty feet or 
more. Many cycles were in continuous 
and terrifying speed wobbles the entire 
distance. 

"Riding the beach backstraight," 
remembers Ed Kretz, " was like riding a 
wild horse. You hung on and just tried 
to aim as best you could." 

Every time a man sped down the 
backstraight, he worried. The leaders, 



going thirty miles an hour faster than 
everyone · else, riding in each other's 
slipstreams, worried that slower riders 
might swerve into their paths. Slower 
riders worried that faster riders would 
run right over them-. And fast and slow 
riders alike worried that a spectator 
might unexpectedly dart across the 
roadway in front of them. 

There were more violent accidents on 
the Daytona backstraight than 
anywhere else. Overnight it became 
known as the most savage ride in all of 
motorcycle racing. It held that 
"distinction" right up till 1960, the last 
year the beach course was used. 

No one, however, would condemn 
the beach course. All riders found it to 
be a terrific challenge. Just to finish the 
beach race was a spectacular accom
plishment and if your mount had gone 
the full 200 miles without blowing an 
engine or transmission it was judged a 
fine motorcycle. 

Yet the man who really loved the 
beach course, who considered it his own 
private playground, as it were, was the 
1937 winner, Kretz. He was 27, only in 
his second year of professional racing. 

But he was husky', talented, ambitious, 
totally without fear, and whatever he 
could hot do his sister could. While 
Kretz was racing at Daytona in '37, Sis 
was off performing in a thrill show, 
riding motorcycles into brick walls ·and 
such. 

There were no qualifying heats at 
Daytona the first year. Starters would 
line up in eight rows, fifteen riders to a 
row. Positions were drawn by lot. 

"I drew 107 ," Kretz said. "What does 
that mean?" 

He was told it meant he had to start 
in the last row. 

But his 45 cubic inch Indian was fast, 
probably the fastest motorcycle 
entered, and Kretz understood how to 
slipstream his way past other riders. He 
had passed seventy-five of them before 
the field screamed into the first turn. 
And when he moved into the lead on 
the third lap he was never passed again. 

Kretz had a unique method for 
negotiating the Daytona corners. That 
first year and in all preceding years the 
corners would become rutted and 
battered. Slow riders would get stuck, 
their spinning rear wheels casting sand 

twenty feet into the air. Kretz would 
brake hard and drive into the first turn 
at about seventy, bulldoze his way 
through the loose sand, and still be 
doing a good sixty when he came out 
again. 

People called him the Iron Man. 
Many spectators bet fat wads of money 
on him. But 1937 was the only time 
Kretz was able to win the 200 miles. He 
had incredible poor luck. After the 
Second War, when the beach course was 
moved five miles further down the 
beach, he hoped his luck would change, 
but it never did. 

One year Kretz was leading and his 
bike threw a chain. He replaced it · 
himself, re-entered the race and kept the 
lead. Later it came off again. He again 
replaced it and was still leading. Then 
his engine blew up. 

Another year he was leading by miles 
and his clutch broke during a routine pit 
stop. 

In later years a son,. Eddie Jr., also 
raced on the beach. Eddie collided with 
another rider and they both plunged 
into the surf. Kretz, running directly 

behind his son, threw his own 
motorcycle down and hand-pushed 
Eddie for a mile down the beach to 
re-start Eddie's wet engine. 

Then Kretz sprinted back to his own 
motorcycle and rejoined the race. But 
he suffered another blown engine. 

Kretz competed in all the beach 
races, even the final one in 1960 when 
he was 48 years old. He did not finish 
but he was still Iron Man Kretz and he 
looked tremendous while he rode. 
Today he owns a Triumph agency with 
his son in Monterey Park, California. 
And his sister no longer performs in 
thrill shows. 

There was always a lot of luck 
connected with racing on the beach. Big 
names won the 200 miles (Campanale, 
Klamfoth, Goldsmith, Leonard, Andres) 
but there were a score of big names who 

Winner of the 1950 100 Mile event 
was Rod Coates, now Service Manager 
for the Triumph Corporation. 
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Don Burnett, 1962 Daytona winner 

cornering at speed lays his Triumph 

over on the pipes. 

never did, no matter how hard they 

tried. 
One of the greatest attempts was 

made by Al Gunter, who is still racing 

today. Certainly Gunter was talented 

enough to win the big beach race, and 

his motorcycle was fast enough, but he 

needed luck. 
He seemed to be having it for the first 

time in 1957. For the opening 100 miles 

he and Joe Leonard were locked in 

combat for the lead. The rest of the 

field was far behind. It was a dramatic 

race, perhaps the most exciting of the 

beach series. Gunter and Leonard were 

averaging 100 miles an hour, angrily 

swapping the lead back and forth every 

round. 
Then Gunter and Leonard dived into 

pits for fuel and clean goggles. Both 

stops consummed but ten seconds. The 

two roared back onto the beach again, 

ready to duel for the final 100 miles. 

But Gunter's pit crew had mistakenly 

given him a used pair of goggles. The 

lenses were badly pitted from the sand. 

It made it impossible for him to see 

where he was going. 

On and on Gunter raced, slowly 

losing ground to Leonard now. His 

vision kept growing worse. To stop for 

new goggles would drop him completely 

out of contention. Finally, in disgust, 

Gunter ripped off his goggles and rode 

the rest of the race bare-eyed. He 

finished in the top ten but his eyes were 

sandblasted and wind-burned. It was 

days before he could properly focus 

them. 
Leonard, meanwhile, had won the 

200 miles at the fastest average 

ever-99.86 miles an hour. 

As the years went on the motorcycles 

grew faster, although no one was ever 

able to better Leonard's average on the 

beach. By 1960 the leaders were making 

135 miles an hour down the beach 

backstraight and it was clear that they 

had outgrown the old beach course. The 
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speeds were too high, too dangerous. 

Besides, real estate was booming along 

the beach and realtors wanted to 

develop the area. 

So in 1961 the Daytona riders and 

the 200-mile race moved into the new 

multi-million dollar speedway five miles 

inland, leaving the sand and the surf for 

good. 
An era was over. 

At first, oddly enough, racing at the 

new speedway was something of a bore. 

In the years 1961, '62, and '63 the 200 

was conducted over a short two-mile 

infield course. The bikes did not get to 

go up on the high banks of the 

Speedway, and the '61 winner averaged 

only 69.25 miles an hour, slower than 

the winning speed in 1937. The infield 

course lacked character, it was 

featureless, a long way from the old 

beach course. 
In '62 things perked up a little. A 

relatively unknown Triumph rider 

named Don Burnett battled for almost 

the full 200 miles with Dick Mann. 

Mann was a much more famous rider 

than Burnett, and he may have been 

faster as well. But this was not his year. 

He fell off his motorcycle at least three 

times while dueling with Burnett. Each 

time he would have to ride spectacularly 

to make up .the lost time. 

But Burnett was steady and sure all 

the way and when the great 200 mile 

trophy dash was over he had given 

Triumph their first Daytona win. Mann 

finished a close second. By 1964 the 

Daytona circuit had switched to .its 

present configuration, from the 



two-mile infield course to the bold new 
3.81-mile track and road course. Once 

again the 200 miles was a challenge. The 
old beach course had had sand and the 
terrifying backstraight road. But the 

new course had speed. 
Qualifying that first year on the 

tri-oval produced a record average of 
129 miles an hour, and the winner, 

Roger Reiman (who had also won in 

'61), averaged 94 miles an hour. 

Like the riders, the motorcycles had 

come a long way. Now they used 

streamlining to take advantage of the 

speeds along the high Daytona walls. 

Some observers were worried about the 

tremendous speeds the bikes were 

clocking, but the 1964 200 miles was in 

fact one of the safest ever run. 
In 1965 the 200 was run in the rain 

and Reiman won again. In 1966 

Triumph's Buddy Elmore won. And in 

196 7 came one of the most exciting 

200-milers on record . 
The usual one hundred entries were 

counted in the field but by the end of 

the first practice session everyone knew 
that the 200 would be dominated by 
three riders, all on Triumphs : Elmore, 
Dick Hammer, and Gary Nixon. They 

were the three fastest. The winner was 

sure to be among them. 
The race started. Hammer, Nixon and 

Elmore rushed away from the pack on 

the first lap and the only time any othet 
riders saw them after that was when the 

three came up to lap them. It was a 

devastating display of speed. Hammer, 
Nixon and Elmore were three-abreast 

and flying. Surely the 105 mile-an-hour 

average could not last ... 

Elmore was the first to feel the 

pressure. He slowly fell back, the pace 
too hot for him. Both Hammer and 

Nixon roared on, battling for the lead. 

The lead changed 29 times in 25 laps. 
On one lap alone it chang1-d four times. 

No one could rememba another race 

like it. Hammer and Nixon both 
appeared to be enjoying themselves very 

much. 
While they dueled, Hammer and 

Nixon provided a beautiful contrast in 

riding styles. Nixon was riding as he 

always does-smooth and fast, but not 

over his head. Hammer was riding faster 

than that. He was aggressive and 

determined. He had had a lot of bad 

luck at Daytona in the past and 

probably thought he was at least ready 

to win the 200 miles. 
Even Nixon later admitted there was 

no holding Diek Hammer this particular 

day. 
"The way he was riding," Nixon 

remarked, "I pretty well figured he had 

me beat if he could keep up his speed 

clear to the finish." 
Unfortunately for Hammer, he could 

not. His luck ran out during his pit stop. 
In his close duel with Gary, oil and dirt 
had collected on the inside of his 
faceplate. Grabbing a rag from a 
pit-man, Dick cleaned out the grime and 
then placed the rag between his legs. 

Roaring out of the pits, Hammer 
took up the chase. But victory was not 
to be. After a couple of laps his bike 
started to backfire. Losing precious 
seconds trying to locate the problem, 
Dick finally saw that a corner of the rag 
he had so carefully tucked away had 
been sucked into the carburetor bell. 
After removing the rag, Dick proo.,;eeded 
to get down to the job at hand. 

Then, after chopping ten full seconds 

off Nixon's lead, Hammer slipped in 

some oil in the first turn and spilled, 

going end-over-end down the road. He 

slowly picked himself up off the 

ground, re-entered the course and 

doggedly rode on to the finish, his pace 

now slowed by the pain of a broken 
shoulder. 

Nixon raced to victory , Elmore came 
on to finish second. Hammer was 

seventh. 
In victory lane Nixon was ecstatic, 

jumping around happily. Flash bulbs 

popped. The giant Daytona trophy was 

presented him. Nixon had won races all 

over the country, big races, and before 

the year was over would be crowned 

motorcycle racing's Grand National 

champion. But this particular win was 
really some special, and well he knew it. 

Gary Nixon and Triumph had just 
won the 200 miles of Daytona. 

Gary Nixon taking the checkered 

flag as he wins the 1967 Daytona 
Classic. 
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For six years straight, Bill Baird has Jed _ 

the U.S. Enduro Riders in point stand

ing and won.the National crown a}Joarcf"% 

""' his Triumph Tiger T100C. 

Tl DOC TIGER COMPETITION 
C ONTRARY TO WHAT is said in 

various motorcycle advertisements, 

there are very few dual-purpose ma

chines available for the consumer. By 

dual-purpose we mean a bike that can 

be used both on and off the road. Now, 

we realize that almost any cycle can be 

used in the dirt, but this one fact 

doesn't necessarily make said bike into 

an instant fun motorcycle in the dirt. 

Many factors contribute to making a 

bike fun off the road. First and fore

most is frame and suspension. Unless 

the bike gives a fairly smooth and 
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comfortable ride the fun ceases and 

work begins. With the Tiger Competi

tion Triumph, the frame and running 

gear have been proven over many, many 

miles in desert competition. In fact, 

running in the desert the Tiger has not 

only scored hundreds of wins in the 

500cc class but many overall triumphs 

(no pun intended). 
As fine as this machine is for racing, 

it's better as a street bike. For the man 

who wants to have his cake and eat it, 

too, the TlOOC is the motorcycle. Here 

is a bike that can be ridden to work, 

either on surface streets or freeways, for 

months on end, and yet is ready, willing 

and able to take its owner for a fun 

weekend in the hills. 
Enough of what the Tiger can do, 

let's see what the Tiger is. For openers, 

it's an overhead valve.twin that displaces 

500c, 490 to be exact. The bore and 

stroke is oversquare at 69mm by 

65.Smm (2.72 by 2.58-inches). Com

pression ratio is 9.0 to 1 and the mill 

puts out 38 horsepower at 7000 rpm. 

Carburetion is by a single Amal Con

centric 26mm jug that is just right for 



A single Amal Concentric car
buretor is used as this works best 
for desert work. It's also more 
economical for the street. The 
fuel petcocks work smoothly. 

There is no problem involved with 
the Triumph valve cover adjusting 
nuts coming loose since they have 
added a spring steel snap that rides 
in the knurled edges of the cover. 

this type of machine. The transmission 
resides in the same cases as the engine, 
hence the name, unit construction. Tri
umph was one of the pioneers of this 
innovation and it shows in that there is 
no oil seepage where the cases and side 
covers come together. This has two 
benefits, the first is that no oil will drip 
onto the garage floor and the second, 
and most important reason, no oil will 
be thrown onto the machine itself. 
Other high pomts of the engme· include 
the use of high performance cams, 
oversize valves and, of course, the use ot 

The skid plate is fine as far as it 
g9es, but should be wider to pro
tect both side cases and oil lines. 
The two cylinder-looking objects 
under the tank are the ignition 
coils. 

a capacitor ignition that allows the 
removal of the battery tor competition 
work. 

In the transmission are the same 
oversized gears that Triumph has used 
for many years. As such, the gearbox 
enjoys a reputation for long life under 
the most strenuous conditions. A fea
ture we especially liked was the ease of 
shifting. All Triumphs have this ability 
and the Tiger is no exception. Perhaps it 
shows best when one comes to a stop in 
gear. Finding neutral is no problem at 
all. If the bike is in either first or second 

gear all that is needed is a slight pressure 
on the shift lever and gears move in
stantly into neutral. It's a pity that 
other gearboxes don't operate as 
smoothly as Triumph's. 

One point that must be mentioned is 
the appearance of the Tl OOC, in fact , all 
Triumphs. The wide-at-the-front, 
narrow-at-the-rear gas tank does the job. 
We feel that this one factor is the main 
reason behind the fine looks of the 
Conventry brand. Granted, the engine 
looks like an engine should, (whatever 
that means), the small headlight sets off 
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The two buttons mounted on the 
bars are the kill-button and the 
horn-actuator. The speedometer 
is provided with a trip odometer. 
Beneath the speedo is the steering 
damper. 

Mounted on the left fork leg is the 
ignition switch. Key slot below 
steering damper is for fork lock. 
Lights are turned on by the toggle 
switch on the headlight nacelle. 

Narrow at the rear and provided 
with rubber side pads, this 2.4 
gallon tank is great for gripping 
with your knees when boiling 
down the road. 

the rubber fork boots and most of all, rough and tumble world of racing will 
the comfortable tuck and roll covered be a winner on the street. The double 
seat blends in with the gas tank. As dampened forks smooth out all the 
proof of the good looks of the Triumph, ripples found on pavement and the 
a very large and famous Japanese firm , Girling rear shock, being three-way 
has introduced '68 models that bear a adjustable, can be varied for riding solo 
striking resemblance to the bigger Tri- or packing double. Coupling the front 
umphs. and rear suspension together is a strong, 

As mentioned earlier, the Tiger has rigid frame that has borne up under the 
won many events in the desert. Suspen- rigors of racing so you can be sure that 
sion played a big part in this remarkable it will last forever on the street. 
streak of victories but more important, As with the TR-6C, the one point we 
it makes for a better road-going cycle. felt might be a stumbling block was the 
Any motorcycle that handles in the location of the bright/dim switch for 
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the headlight. It's mounted on the 
headlight shroud and, as such, it is 
necessary to remove a hand from the 
handlebars to use it. Hopefully the 
factory will go back to a switch mount
ed on the handlebar near the hand. 

Even with this one minor fault the 
Tiger Competition is a whale of a deal 
for the money involved. It's fast, it's 
light and most of all, it's reliable. With 
this in mind, we can only say that the 
T 1 OOC fills the bill in all respects. 
There's really nothing more to say when 
a bike does all that. 



Under the tuck and roll covered 
seat lies the oil tank cap, battery 
and main fuse connector. Seat 
closes with a sturdy through-pin. 

The chrome upswept pipes are 
not only good looking but are 
out of the way of rocks and such 
when brush busting. 

The 500cc machines retain the 
single leading shoe brakes that all 
Triumphs had before ~68. They 
work fine. 



RIDE 'EM HARD! 
by Bob Braverman 
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A LTHOUGH HE REALLY isn't 
aware of it, the American rider is 

largely responsible for the changes made 
in the Triumph motorcycle over the last 
decade. Riders in this country are hard 
on equipment, make no mistake about 
it. There are very few places in the 
world today where you can cruise at 70 
mph (or faster) for hours on end. As a 
result, the drive line components must 
be strong enough to withstand this type 
of useage. At the same time we must 
keep in mind that not only is the driving 
portion of the machine under heavy 
loads, but usually the machine doesn't 
receive the proper and adequate atten
tion. In other words, as long as the 
engine is roaring, the owner is more 
often than not inclined to leave things 
alone, and not worry about servicing. 

This attitude, wrong as it may be , is 
very common, and as a result, Triumph 
has been working diligently to keep one 
jump ahead of the hard riding Ameri
can. This has not been an easy task, and 
it has taken a long time for the factory 
to not only satisfy our appetite for great 
gobs of power, but offer up this power 
in a package that we won't have to 
mortgage the homestead to maintain. 

And in this direction Triumph has done 
an a~mirable job. But it hasn't been an 
easy one, and to prove or disprove the 
worth of a change or modification takes 
time. 

The problem is to design a machine 
for transporting a rider from point A to 
point B in utmost comfort, and with 
but a few changes offer this same 
machine to the sporting rider who re
quests a mount to plunge through the 
brush and sand. Impossible, you say? 
Not really. The Triumph factory has 
done this, and more. 

It's been almost twenty years since 
the first 40-inch Triumph was intro
duced to the motorcycling public. The 
horsepower-eager riders were quick to 
buy these machines, and in large quanti
ties. These early machines were powered 
with an engine that is somewhat similar 
to those found at your dealer today. In 
those days though, the transmission was 
a separate entity from the engine. They 
were coupled together through the use 
of a single row primary chain. Rather 
surprisingly these early powerplants 
held up amazingly well, even in the 
hands of competition riders who have 
never been known to be particularly 

easy on equipment. The popular SOOcc 
engine was offered in the Trophy and 
Tiger models. The Trophy was the off 
the road bike, and the Tiger 100 was its 
road burning counterpart. When 
pressed, the TlOO would do an honest 
100 mph anytime the rider wished to 
twist it on. This may not sound like any 
great accomplishment, but remember 
this was in the very early fifties, and 
very few machines (regardless of dis
placement) would go that fast. Not only 
that, but how many machines do you 
know of that are powered by a SOOcc 
engine which will break a hundred? 

But because of the rapid acceptance 
of the Triumph motorcycle, this also 
created problems. Suddenly the mach
ine was being used for purposes for 
which it had never been intended. And 
instead of getting better, things got 
worse. The factory couldn't understand 
how the American rider could succeed 
in tearing up equipment at the fantastic 
rate of speed that he did. So, the 
factory decided that if you can' t lick 
'em, you had better join 'em. From that 
point on, things started looking up. The 
engine and gearbox were scrutinized 
carefully to see where they could be 

The entire unit can be removed easily 
from the powerplant section. It isn't even 
necessary to remove the engine from the 
frame. Unit construction is very strong. 

This illustrates the large induction system 
found on all Triumph motorcycle engines. 
You can get either a single or dual 
carburetor version on any model. 
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improved. It is quite interesting to note 
that there have not been any sweeping 
changes, but rather a slow and gradual 
refinement of a proven design. 

The early t,ransmissions were prone to 
give problems - like the shifter cam 
plate. One of those early, heavy handed 
Triumph pilots was yours truly, and I 
used to break the above mentioned 
plates with regularity. It wasn't that I 
was so terribly brutal {although I did 
have a reputation of riding rather vigor
ously) but these early cam plates were 
fashioned of soft material, and also I 
might mention that they were die cast. 
In one season, I went through no less 
than four of these beauties. But time 
marches on, and the factory realized the 
errors of their ways and corrected the 
situation. The replacement part was 

whacked out of a good hard piece of 
steel, and this completely solved the 
situation. I only mention this in passing 
because this was typical of Triumph's 
approach to ferreting out the problem, 
and then solving it. 

Then as more power was extracted, 
the entire drive line was beefed-up 
accordingly. In the early days, the con
necting rods were fashioned in much the 
same manner as they are today, with 
one exception. The early rods had no 
removable bearing inserts. The crankpin 
rode directly on the rod material itself. 
Before you throw your hands up in 
horror, let me hasten to add that this 
system worked quite well, and it wasn't 
until years later that the bearing loads 
got high enough where a different bear
ing material was needed. It is quite 
interesting to note that the engine and 
transmission bearings have never really 
been a source of trouble. It seems that 
before trouble developed, the factory 
foresaw the problem, and corrected the 
situation. 

In 1963, Triumph introduced their 
unit construction engine/clutch/gearbox 
package. The reason for this move is 
quite simple. As the power requirements 
were rising rapidly, it became clear that 
a stronger and more compact unit was 
needed. Another reason not too well 
known, is that it made it possible to 
build a better frame. Without the need 
to anchor the separate transmission, the 
chassis designer was now free to design a 
much stronger, rigid frame and save a 
few pounds in the process. And there 
were other advantages. Strength was 
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one. The unit construction engine/gear
box package is far stronger and, because 
they are no longer two separate items, 
are always properly lined-up. If there is 
any need to go into the transmission, 
there is no need to touch the engine. 
The entire gearbox is easily removable 
without taking the engine from the 
frame. The gears, shafts and related 
parts are all quite strong, so attention to 
this portion of the machine is now 
almost unheard of. It also might be 
worth mentioning that the gearbox 
parts are of considerable heft, so today's 
competition rider needn't worry on that 
score. 

To the uninitiated, there are a couple 
of tip-offs that Triumph has been dill-

1968 lower ends have holes for the pin 
used in timing the engines. The earlier 
version (right) had notches. The new 
system is more positive, and stronger. 

gently improving the output of their 
engines. Today you'll find a double row 
primary chain connecting the engine to 
the clutch and gearbox. The added 
power of today's engines necessitated 
beefing-up the power transmission 
chain. The clutch also shows the effects 
of this additional power. The clutch hub 
used to have four screws protruding 
from the hub. Now there's three. You 
needn't worry, there's more than 
enough strength with three instead of 
four bolts. The reason for the change 
was to make room for the larger impact 
and rebound rubber blocks. It is these 
blocks that smooth out the power im
pulses of the engine, and thereby makes 
the vibration level considerably lower. 

The Triumph gearbox is large and strong. 
As the power was increased, so was the 
gear and shaft size. 



This means a smoother and more com
fortable ride. Also the clutch housing 
(Triumph calls it the chain wheel) is 
now cast in a single piece. In 1968 
Triumph did another little trick that has 
made the machine much smoother to 
ride. They balanced the clutch. This 
may not sound like a big deal, but last 
year I spent some time on a Bonneville 
(1967 model) and the same model this 
year is much smoother. And the only 
change which could contribute to addi
tional smoothness is the balance job on 
the clutch. 

All of the gearbox and engine innards 
are housed in a conventional set of 
cases, not unlike many other machines. 
The largest single item to be housed in 
these cases is the crankshaft assembly. 
The crank is made up of two pieces, the 
crankshaft proper and the flywheel. The 
flywheel is shrunk on and held in place 
by three high tensile bolts and Loctite. 
There are oil passages pre-drilled 

A definite family resemblance can be 
seen between the 650cc head (lower) and 
the 500cc model. Both heads are aluminum 
and have very large ports and valves. 

through the journals to insure proper 
lubrication at high speed. Mounted on 
the arankshaft are the two connecting 
rods. These rods are manufactured from 
an RR 56 hiduminium aluminum alloy. 
Since the crankshaft is one piece, it is 
necessary to make the rod cap remov
able and, by doing this, it is also 
possible to make the bearing inserts 
removable. This type of construction 
makes an extremely rigid crank assem
bly, so crankshaft flexing is not a 
problem in the Triumph engine. In 
passing, it should be noted that it is very 
important that the bolts holding the 
two halves of the connecting rod to
gether be torqued to the proper value. 
Although friction fit nuts are used, it is 
still possible for the nuts to come loose 
unless tightened sufficiently. At the 
same time, if these nuts are tightened 
too much, this excess pressure will 
distort the top half of the rod in the 
area of the bearing insert. Fitted to the 
top of the rods are a pair of rather 
conventional pistons, with a pair of com
pression and one oil scrapper ring. From 
1966 on, the compression ratio has been 
9: 1. Pre '65 engines had 8.5: 1. The only 
exception to this was the TT Special 

which is no longer made. It had 11: 1 
pistons in it. The above mentioned 
ratios are for the 40-inch engines. One 
rather interesting facet of the Triumph is 
the choice of camshafts used in the late 
model hot 40-inchers from Coventry. 
They're designated as "Q" cams and are 
a perfect case of bootstr<1p engineering. 
There was a time (about 15 years ago) 
that the "Q" cam was only used on 
racing machines. This camshaft was con
sidered as part of the hot set-up in those 
days. But time does have a habit of 
changing things. Now standard street 
engines come equipped with compo
nents that were once practical only for 
competition. The entire valve train has 
been improved. (The 40-inch valve 
measures 119/32-inches (intake) and the 
exhaust is 1 7I16-inches in diameter.) 
The cylinder head has received a great 
deal of attention over the years. The 
early 40-inch head was made of cast 
iron, and the only thing I can think of 
in favor of this material is that it was 
possible to break a piston or a valve 
without ruining the head. But since this 
sort of thing doesn't happen to a road 
bike, the disadvantages far outweight 
the advantages. Aluminum is a much 

The low compression piston shown on the 
left was standard equipment just a few 
years ago. Now the engines come equipped 
wit/J pistons like those on the right. 

Rods have replaceable bearing inserts, 
and lock nuts should be carefully torqued 
down to prevent distortion. Notches in 
bearing fit in corresponding notches in 
the rod halves. 49 



better choice and all later model 
Triumphs, regardless of displacement, 
have been fitted with cast aluminum 
alloy heads. These heads have excellent 
cooling characteristics. This is borne out 
by the fact that Triumph motorcycles 
are used every weekend in various com
petitive events held in the Southwestern 
desert area where the average tempera
ture is 100 degrees, and there are miles 
of deep sand that must be traversed. As 
a result, the engines are punished far in 
excess of what they would ever receive 
on the street or highway. 

Motorcyclists are rather an odd lot. 
Very often they clamor for new, up-to
date innovations, and then when the 
factory does comply with their wishes, 
the cycling public backs away with 
suspicion in their eye. This was the 
problem faced by Triumph in 1963 
when they introduced the unit con
struction 40-inch powerplant. Believe it 
or not, there were many who claimed 
that the unit construction engine/gear
box units were -not as strong as the 
previous model. It seems incredible, but 
it is nonetheless true. It wasn't until a 
few private tuners took these machines 
and modified them for racing that the 
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public realized how wrong they had 
been. 

As the compression was raised, so was 
the pressure inside the combustion 
chamber. In an effort to circumvent any 
problems which might arise, Triumph 
widened the cylinder head bolt pattern, 
and added an additional hold down 
between the cylinder bores. By doing 
this the engine is capable of using more 
compression, and there is less chance of 
warpage affecting anything. You may 
wonder why raising the compression to 
9: 1 was necessary. The answer is a 
simple one - power. Remember a ways 
back we mentioned that the American 
rider is largely responsible for the 
Coventry-bred Triumph motorcycles? 
The American rider wants power 
(spelled in large capital letters) even if 
he knows he can't use it all. Don't ask 
me why, but that's the way it is. 

With the rise in horsepower, ignition 
timing became more critical. In 1968 
Triumph introduced an ignition system 
that could be set with a strobe light. 
And you can't set the ignition much 
closer than that. The electrical system is 
supplied from an alternating current 
generator contained in the primary 

"Q" cams used to be the "in" thing for 
a racing machine. But times change, and 
now these cams are offered in road bikes 
with excellent results. 

chain case, and driven from the crank
shaft. The alternator output is then 
converted into direct current by a 
silicon diode rectifier. Then this direct 

current is delivered to a 12-volt battery 
with a Zener diode in the circuit to 
regulate the battery current. Then the 
current is supplied to the ignition sys
tem which is controlled by a double set 
of contact breaker points driven directly 
from the exhaust camshaft. The breaker 
points feed two ignition coils, one for 
each cylinder. 

As might be expected, today's 
modern Triumph engine design places a 
larger responsibility on the lubrication 
system. Like previous models it is a dry 
sump system. (The oil is carried in a 
tank rather than in the sump of the 
engine, such as on your car.) The oil is 
fed by gravity from the oil tank to the 
oil pump. Then the oil, under pressure 
from the pump, is forced through the 
holes to the crankshaft rod journals. 
The oil is now thrown off and lubricates 
the cylinder walls and main (ball) bear
ings, as well as other lower internal 
parts. (Oil pressure between the oil 
pump and crankshaft is controlled by 

With the twin row primary chain removed, 
you can see the six friction plate clutch. 
Note the large lining area. The hub has 
rubber blocks to dampen shock and 
vibration. 



the oil pressure relief valve.) Then the 
oil drains back to the sump filter, and is 
returned to the oil tank by means of an 
oil pump scavenge plunger. Also, the 
scavenge side of the pump is of greater 
capacity, so there is no chance the sump 
can become flooded. But what of the 
top part of the engine? Oil is fed to the 
top end valve apparatus by means of a 
tube and is forced through the rocker 
arm shafts; it is then fed into the rocker 
boxes and passes through the holes in 
the rocker arms and onto the push rod 
end caps. Then it drains back through 

The 40-inch dual carburetor head uses a 
balance tube between both induction 
ports. This helps to balance the carburetors, 
and allows the engine to run smoother. 

All of Triumph 's racing machines are 
based on their standard models. 
Although more complex looking, it is 
still basically a Tiger 100. 

the push rod cover tubes. On the oil's 
return path, it passes through holes 
drill d in the tappet guide blocks, and 
the back into the sump. 

Because the exhaust valve gear is 
subjected to higher than normal tem
peratures, a very positive oil feed is 
provided for the exhaust tappets. The 
oil is pushed through holes from the 
timing cover (and through a fine mesh 
filter) and through a metering jet. The 
oil is then forced up through holes in 
the base to the tappets. 

As you can see, Triumph doesn't take 

this lubrication business lightly. With 
engine requirements rising, it is becom
ing more important than ever to insure 
the moving parts that they get their 
share of oil. It is highly unlikely that 
Triumph will have any problems in 
pressure, since the present pump set-up 
delivers 25 pounds of pressure at an idle 
when hot. The normal running pressure 
is 65- to 85-pounds per square inch. 
That should be more than enough for a 
long time to come. 

A good reason why it is now possible 
to pry out the kind of power we want is 
due to better components. Today's 
Triumph road bike is equal in power to 
an out-and-out racer of just a few years 
ago. Not only are we getting the same 
power over a larger range, but much 
better low speed performance to boot. 
A lot of this is because of improved 
carburetion. Today's concentric bowl 
units are a vast improvement over earlier 
types. At best, dual carbs have been 
rather fussy to set up and maintain. The 
new concentrics have greatly improved 
things. Idle and low speed performance 
is much better, and the carburetors 
stay in tune. 

Over the years, Triumph has been 
striving to give the American rider what 
he wants. The motorcycle you buy 
today is a far cry from the old 
40-inchers introduced in the early 
fifties. There is a certain family resembl
ance if you take a good look, but inside, 
where it counts, things are completely 
different compared to fifteen or 
eighteen years ago. Triumph has come a 
long way since the first 40-inch 
Thunderbird. A very long way indeed. 
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TRIUMPH TROPHY 250 
This exclusive Road Test Report is reprinted from the July 
1968 issue of CYCLE GUIDE Magazine. 



F OR MANY YEARS Triumph has 
manufactured and sold the 200cc 

Tiger Cub. In the past few yea rs the 
sales of this machine have not been 
wh at Triumph wou ld have li ked. There 
are many reasons fo r this; the infl ux of 
Japanese cycles in this class is one, but 
perhaps the biggest reason is because 
the re was a major problem with the 
lower end . 

As sa les dropped off, Trium ph 
looked for a way to rectify this situ
ation. What they have done is build an 
all new cycle, the Trophy 250. By all 
new we mean just that. As far as we 
could tell, no part of the Tiger Cub is 
interchangeable with the Trophy. It's 
a credit to any company that will wi pe 
the slate clean and build a new model 
from scratch. 

A great deal of questions might be 
raised as to the reason Triumph de
cided to keep a 200/250cc machine in 
their line when they are known for 
their fine line of bigger machines. As 
many of our readers know, the 250 size 
motorcycle is one of the largest selling 
classes in this country . And rightfully 
so, it 's perfect for the person who 
wants cheap transportation, (as com
pared to automobiles). Let's look at 
the Trophy and see what it is. 

Side reflectors, both front and rear, are 
provided one year before the National 
standards go into effect. 

The 18-inch trials universal front tire 
should be cornered with care on the 
street but is fine in the dirt. 
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The first impression we got riding 
the Trophy was the great amount of 
torque avai lable with j ust a small twist 
of the wrist. This is in direct opposi tion 
to the high revving two strokes that 
dominate the sa les in this size bike. 
The little Triumph pulls strongly from 
just a bove idle a nd keeps goi ng 
th ro ughout the rev range. 

The problem of keeping the lower 
end in the machine, so preva lent in the 
Tiger Cub, has been completely over
come with the introduction of ball
bearings on both sides of the crank
shaft. This theme of ball-bearings has 
been car ried on throughout the rest of 
the engine/transmission. Both sha fts 
in the gearbox run in balls and thi s 
should guarantee long life for thi s com
ponent. As with the Cub, the engine 
and transmission reside in the same 
cases . Along with simplicity, this has 
the advantage of adding great strength 
to the cases themselves. The other im
portant pa rt of the engine, the clutch, 
is a robust four plate unit that will 
ha ndle the transfe r of power without 
any difficulty. 

54 

One place that Triumph has always 
led the field is in the a ppearance de
partment. The new Troph y is no 
different than its big brothers . It's a 
real knockout. The molded gas tank of 
our test machine was finis hed in a me-

tallic purple, or dark red. Matching 
fenders go well in setting off the black 
frame and side panels. Chrome is evi
dent on the semi-upswept exhaust pipe 
th at runs between the frame and rear 
wheel. 



:;" 

The button on the headlight shell is the 
high beam switch. Placement is bad as it 
requires a hand to move from the 
handlebars to operate it. 

The battery and part of the ignition are 
hidden under the side cover which is held 
on by Dzuz fasteners . 

The frame is constructed from a spe
cial alloy tube th at is not only light but 
quite sturdy. The fra me of the Trophy 
is designed with all of the features 
so ught after by designers of racing ma
chines. 

The same can be said for the suspen
sio n. Regardless of how st rong the 
fra me is, the fo rks and shocks have a 
great deal to say when it comes to 
keeping the wheels on the ground. The 
forks of the T rophy are double damp
ened, and combi ned with the three way 
adj us table Girl ing shocks, help to ft oat 
the 250 over a ll b ut the roughest 
bum ps. As fine as the Trophy is on the 
road, it 's even better in the di rt. Even 

with the road tires on our test machine, 
ouP staff had an enjoyable few hours at 
a local moto-cross track playing Joel 
Robert. T his inbred handling ability is 
a standard fea tu re on all Triumphs, es
pecially the forerunner of the Trophy, 
the T iger C ub. It was , and still is, one 
of the best handling bikes ever so ld. 
We look to see the Trophy in com
petition soon and expect great th ings 
out of it. Come to think of it , the fi rst 
time the bike was raced was at the 
Daytona short track and Sammy Tan
ner took home all the marbles, to say 
nothing about the money . 

One thing about a T ri umph, any 
Triumph, they seem to fi t anyone who 
sits on them . We can't explain this but 

perhaps the engineer in charge of this 
department is a rider himself. It seems 
that you put on a Triu mph while you 
get on anyth ing else, (racing bikes ex
cluded). Once again the Trophy is like 
its big brothers. When our staffers put 
it on , all the controls fell easi ly to hand 
and foot. After a short period of time 
we a ll felt as though we were int imately 
fami liar wi th th is machine. Such is the 
co nfidence a good seat ing posi t ion can 
instill. 

Now th at Triumph has updated the 
Cub, we perdict they wi ll be able to sell 
all the Troph ys they ca n ge t the ir 
hands on. Whatever so-called experts 
say, the single is not dead yet. Long 
live the single. • 

Triumph 250 Trophy 
Suggested Price* $695.00 

ENGINE 
Type ....... four cycle, single cylinder 
Displacement ... .. ..... . ..... 250cc 
Bore and stroke .. .. . . . 67mm x 70mm 
Compression ratio ..... . . . . . . 8.5 to 1 
Horsepower . . ..... ... 22 at 8,250 rpm 
Ignition ........ ..... coil and battery 
Lubrication ......... ...... dry sump 
TRANSMISSION 
Type . . ... . . four speed, foot operated 
Primary drive ........ ... duplex chain 
Clutch . .. ........ . .. wet, multi-plate 

"Retail (P.O.E. 

FRAME 
Type ....... . ...... single down tube 
Front suspens ion .. . telehydraulic fork 
Rear suspension . ... . hydraulic shock 
Brakes Front .... single leading shoe 

Rear .... single leading shoe 
DIMENSIONS 
Overall length ... . . . ..... . . 82 inches 
Overall width ....... . . . . . . . 28 inches 
Seat height ............. . . 30 inches 
Wheelbase ... . .. . ........ 52 inches 
Ground clearance .... ..... 7.5 inches 
Weight . ...... . .. ........ 285 pounds 
Due to Cycle Guide's participation in 
the New York Show we were unable to 
run quarter-mile tests on this machine. 

4th .. 6.92:1 
3rd .. 8.60:1 
2nd . . 11 :40:1 All ratios 
Neutral final drive 
1st .. 18.30:1 
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Hovv good is a 

Number of motor 

What attra 

Motor le 

by Dave Hetzler 

S UPPOSE YOU ARE riding your 

brand new motorcycle down to 

show it to your best girl and all of a 

sudden there's a loud, expensive noise 

and the bike stops. There you sit, by the 

side of the road, wondering why you 

spent over $1000.00 dollars for a new 

machine that just has let you down in 

the first hundred miles. Frightening to 

comprehend, right? 
Chances are that if you bought a 

Triumph this wouldn't happen to you, 

but strange things do happen, so for 

sake of argument let's explore what 

would happen if this calamity befell 

you. 
Harken back to that day when you 

collected your money, stepped down to 

the local Triumph dealer and said, "I'll 

take the blue one in the corner." You 

can bet that he knew what machine you 

were talking about because this was 

probably your seventh trip to his store. 

The first six were spent talking to him 
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about the machine of your dreams. Not 

only did you talk about it but most of 

the time you sat on it, worked the 

controls, stepped on the foot levers and, 

most of all, asked more questions 

pertaining to the bike than any one man 

should be made to answer. 
On that last trip to the dealer, the 

one where you collected that impressive 

piece of iron, remember all the paper 

work you had to go through? 

Registration papers, licensing data, and 

the thing that probably bothered you 

the most, the dealer asked you some 

silly questions having to do with why 

you bought a Triumph, and the reason 

behind it. If you think back, you'll 

remember he wrote these answers down 

on a little pink card. At the time you 

thought that little pink card was a waste 

of time, but friend, right now that card 

is one of the most important pieces of 

paper in your short life. "Why?", you 

ask . Well, that pink card was the 

Triumph guarantee registration card. 

Yea, you think, as the light bulb goes 

on, the salesman did say something 

about a warranty. Quickly you go 

through your pockets and pull out a 

little white card. At each end of this 

inconspicuous looking paper is a tear 

sheet pertaining to a fre e 500 and a free 

1500 mile check-up . Since you're sitting 

beside the road with a seemingly dead 

cycle these don't concern you at the 

moment, but look at the center section. 

There it is, in black and white , (well, 

really blue and white), the Triumph 

guarantee . 4,000 miles or ninety days. 

Friend, you are saved. 

Let's explore this piece of paper and 

the planning that went behind it . 

First and foremost, when a company 

such as Triumph puts out a guarantee 

they don't expect it to be used. Why? 

Because they feel that no trouble should 

arise on any machine they build. You 

can't blame them for that. After all, 

every company feels their product is the 

best on the market or, if they didn't, 

they would upgrade it until it was. Since 

Triumph has been building motorcycles 



for many years there isn't too much 
upgrading to do except when there are 
breakthroughs in metallurgy or some 
related field. Another reason the 
Triumph factory doesn 't expect the 
warranty to be used is because of the 
extensive pre-testing that goes on 
before the bike is even crated and 
shipped to these shores. For example, 
each machine is tested in a room set 
aside for this one important step. Here, 
in a controlled climate, the bike is run 
on what the Triumph engineers call a 
"rolling road." Operating along the lines 
of a treadmill, various engine settings can 
be changed at will. This type of 
arrangement is in many ways better 
than road testing. After all, the weather 
in England is not quite what we've come 
to expect in the U.S. 

Of course, quality control is a big 
department in the factory. At many 
stages of assembly both the engine and 
frame are subjected to extensive 
inspections. This assures that when the 
bike gets to the end of the assembly line 
ever ything will be in order. 
Nevertheless, into the testing room it 

goes. Because of this forethought, 
bre:rkdowns on the Triumph line of 
cycles are few and far between. 

Think back in the story where we 
discussed that white card you received 
when you picked up your cycle. There 
are two tear cards provided for the 500 
and 1500 mile check-up. These 
check-ups accomplish two distinct 
things. The first is that the buyer of the 
cycle is happy in that his bike is being 
watched over by a qualified mechanic. 
The second, and perhaps the most 
important, is that it is just one more 
time the motorcycle can be checked for 
any problems. So not only has the 
factory kept the buyer happy but it 
lengthens the time period they have 
control over the machine . 

It's because of a program like this 
that Triumph can be sure that their 
machines will last many thousands of 
miles past the 4,000 mile or 90 day 
guarantee period. And whether you 
realize it or not, it's because of a 
program like this that the Triumph 
brand is more in demand today than 
ever before . 
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For finest service visit one of these authorized 

ALABAMA 
BIRM I NGHAM 
BELV I EW MOTORCYC L E CO. 
11 Second Ave. , North 

EAST GADSDEN 
GADSDEN MOTORCYC L E 
SALES 
411 Hoke Street 

FLORENCE 
MORR IS MAR I NE, I NC. 
1546 F lo rence B lvd. 

HUNTSVILLE 
CYCLE WOR L D, INC. 
2717 C l inton A ve., SW 

MOB I L E 
SCOOTERAMA, IN C. 
22 S. F lor ida St reet, Box 6023 

MONT GOMERY 
H O N DA O F MO N TGOMERY 
505 Montgomery Street 

SYLACUAGA 
F OY- BOB SPORTSCEN TER 
511 W. Ft. Wi lliams St r eet 

T USCALOOSA 
SM IT H'S SPORT S CYCLES 
1418 2 4 t h Avenue 

ALASKA 
ANCHORAG E 
A LASKA CYC L E CEN TER, L T D. 
1114 East Fifth Avenue 

FAIRBAN KS 
LEMETA MOT ORCYC L E 
6 1 2 C o llege R oad 

KODIA K 
R . G . BE RG MOT OR CO. 
Benson Avenue 

AR IZONA 
K ING M AN 
WALKER'S CYC L E SHOP 
301 South F ourth Street 

PHOENI X 
P & D M O T ORCYC L E SALES 
146 8 East V an Buren Street 

TEMPE 
TR I-C ITY M O T O R CYC L ES 
2308 Apa ch e Blvd 

TUCSON 
T R I-O N DA 
2 11 4 Sou th Alvern o n Street 

YUMA 
L EE'S C Y C LE & MA R IN E 
9 4 8 Fourth Avenue 

ARKANSAS 
FT. SMIT H 
L EROY' S CYC LE SHACK 
1213 Cava n augh Road 

NORTH LITTLE ROCK 
A R KAN SA S C Y C LE SPORTS 
CENTER 
48 00 Con way Highwa y 

CALIFORNIA 
AN A HEIM 
RO BE RT M . LAW MOTO R C Y C LE 
SA L ES 
239 North Anahe im B lvd 

AUBURN 
AL L AU ER H O N DA 
858 High Street 

BAKERSF IELD 
C U STOM ENG I NEE RIN G 
11 5 Roberts L ane 

BELLFLOWER 
BELLF L OWER MOT O R CYCLE 
5HO P,INC. 
9 135 East Compto n B lvd 

5 8 

DEALERS 

BURBANK 
H O N DA OF BURBA N K 
2909 west O l ive 

TR IUMPH OF BURBAN K 
1329 North Hollywood Way 

CANOGA PARK 
INTERNATIONAL M/C, I NC. 
7233 Canoga Ave nue 

CH ICO 
B I LL BROWNELL HONDA
TRIUMPH 
231 Nord Avenue 

CHULA VISTA 
SOUTH BAY Y A MAHA
TR I UMPH 
165 Broad way 

CITRUS HEl,GHTS 
H ONDA-T RIUMPH CITRUS 
H E IG HTS 
753 1 O ld A u burn Road 

CORONA 
CORONA MOTORCYCLE 
CENTER 
620 North Main 

COSTA MESA 
AWARD MOTORS, INC. 
1680 Newport Blvd 

CRESCENT CI T Y 
B L A CK'S CYCLE SHOP 
1145 Northcr est Drive 

D A L Y CITY 
C Y C L E C ENTER OF D ALY 
C ITY , I NC. 
6565 M issio n Street 

D UARTE 
M C LAUG HLIN MOT O R S 
2422 East Hu ntington D r ive 

EL CAJON 
V ALL E Y MOT ORCYC LE 
SALES, I NC. 
660 El Caj o n Blvd 

EUREKA 
RIC H A RD MI LLE R 
M OTORCYC L ES 
2000 B road way 

FAI R FIELD 
M A RTIN'S CYC LE SA L ES 
2 0 20 N orth Texa s Street 

FOUNTAIN VALLEY 
HOUSE OF SUZ U K I-T R IU M PH 
16112 sout h H arbor Blvd 

F REMONT 
CYCLE CEN T E R ST ORES 
37422 Fremont Blvd 

FRESNO 
WILSON'S MOTORCYCLE S H OP 
443 Broad wa y 

GILROY 
GEORGE E. HALL 
MOTORCYC L ES 
265 North Monterey Street 

HAYWARD 
CORREA SA L ES 
2 7955 Mission Blvd 

HOLL YWOOD 
B ILL RO B ERTSON & SONS, 
I N C. 
6525 Santa Monica B lv d 

I M PE R IAL 
I MPERIAL H O N DA SALES 
Highway 86 & I ra Aten Road 

INGLEWOOD 
BILL KRAUSE HONDA
TRIU M PH 
1257 South L a B rea 

LA HABRA 
DAN COT TERM AN 
MOT O RCYC L ES 
901-9 0 5 West W hitt ier B lvd 

LANCASTER 
LARRY LILLEY MOTORCYCLES 
45345 N o rt h Sierra Highway 

LOMPOC 
DAN 'S CYC L E & SPOR T CENTER 
320 East Wa l nut A venue 

LONG BEACH 
LO N G BEACH T R I UM PH 
624 west Pac if ic Coast H ighway 

LOS ANGELES 
ED'S CYCLE SHOP 
5663 York B lvd 

TED EVA N S MOTORCYCLE 
SALES 
13347 West Washington B lvd 

H ARRY D . FOSTER 
MOTORCYC L ES 
10425 South Vermont Avenue 

A . J. LEW IS TR I UMPH -YAMAHA 
400 South At lantic B lv d 

LYNWOOD 
SHELL MOTORS 
3365 Century B lvd 

MAMMOTH LAKES 
MAMMOTH I MPORTS 
Box 145 

MERCED 
JOE HERB MOTORCYC L ES, 
I NC. 
1645 Gust ine Highway 

MODEST O 
B U R K E ' S H ONDA 
1 130 S ixt h Street 

MONTEREY 
F I KE' S HON DA OF MO N TEREY 
915 De l Monte Avenue 

MONTEREY PARK 
E D KRET Z & SON 
MOTORCYC LES, INC. 
4 17 East Garvey Avenue 

MONT R OSE 
FOOT H I L L T R AI L & SPORT 
2131 V erd ugo Blvd 

NORTH H O LLYWOOD 
H O N DA TR IU MPH O F N ORTH 
H O LLYWOOD 
5626 Tuj unga 

OAKLAND 
NELSO N BROS. MOTORS 
4500 East 14 t h Street 

OAKL AND H ON D A 
3020 Broad way 

OCEANSIDE 
BOE'S CYCLE MART 
1003 N orth H ill Street 

OXNARD 
HONDA OXNARD 
1032 Sou t h Ox nard B lv d 

PALO ALTO 
LARRY'S CYCLE C ITY 
3960 E l Camino Rea l 

PASADENA 
MASO N MOTORS 
3360 East Co lo rado B lvd 

PETALUMA 
HONDA OF PET A LU M A 
15 I ndustr ia l Avenue 

PICO R IVERA 
C ITY CYC L E CENTE R 
8423 Rosemea d Blvd 

PITTSBURG 
SPOR T S CENT E R 
1033 Ra il road 

POMONA 
TR I UM PH SUZU K I MOTORS 
1049 West Fi ft h Street 

PORTERVILLE 
BORGES MOTORCYCLE SALES 
335 South Main Street 

R A N CH O M IRAGE 
HONDA TRIUMPH OF I ND IO 
71-306 Highway 111 

RED BLUFF 
JOHNNIE ROSS 
MOTORCYCLES 
625 Walnut Street 

REDDING 
JOHNNIE ROSS 
MOTORCYC L ES 
1055 Parkview Ave nue 

REDWOOD CITY 
MENLO CYCLE RY 
670 El Cam ino Rea l 

RICHMOND 
J. K . CYCLE INN , INC. 
12545 San Pab lo A venue 

RIDGECREST 
TR IANGLE SPORT SH OP, IN C. 
1635 North China Lake 

RIVERSIDE 
SKI P FORDYCE H AR-DAV 
SALES 
3698 Fourteenth St reet 

SACRAMENTO 
JOE SAR KEES MOTORCYC L ES 
2509 Broadway 

SALINAS 
SAL INAS H ONDA SA L ES 
125 Monterey Street 

SAN BERNARDINO 
THE TWO WHEELER 
867 west Colton Aven u e 

$AN CLEMENTE 
BEACH-CIT I ES CYCLES 
525 N orth E l Camino Rea l 

SAN DIEGO 
BRATT I N MOTORS 
495 2 E l Cajon B lv d 

PAC I F IC H O NDA 
1277 Garnet Avenue 

GUY URQUHA RT 
1041 Columb ia St reet 

SAN FERNAN D O 
ALL YN'S HON DA-TR IUMPH 
958 North Maclay Avenue 

SAN FRANCISCO 
M U NROE MOTORS 
412 Va lencia Street 

SAN JOSE 
BROOKS CYC L ERY 
1615 Al maden Road 

CYCLE IMPORT S OF 
SAN JOSE 
1039 South Highway 9 

EMERY'S 
140 1 West San Car los St reet 

SAN LU I S O B ISPO 
SAN LU IS CYC LER Y, I N C. 
1239 Mont er ey St reet 

SAN RAF A E L 
MAR I N MOT O R SPORTS, INC. 
1560 Fou rth St reet 

SANTA AN A 
ROY'S MOT ORCYCLE SHOP 
1246 1 West m inster Aven ue 

SA NTA CRUZ 
B & D MOTORS 
13 0 1 Water Street 

SANTA BAR BARA 
H ONDA OF SANTA 
BARBARA 
408 Chapala Street 

SANTA MAR IA 
SPEEDMARINE 
1637 North Broadway 

SANTA PA ULA 
BILL BOREN HONDA & 
TRIUMPH 
305 West Harvard 

SA NTA ROSA 
FORE IGN AUTOMOTIVE, 
INC. 
1026 Santa Rosa Avenue 

SANTA SUSANA 
S I M I VALLEY TRIUM PH 
HONDA 
2000 Ta p o Street 



SAUGUS 
NEWHALL HONDA
TRIUMPH 
26047 Bouquet Canyon Road 

SHERMAN OAKS 
BUD EKINS MOTORCYCLES 
14460 Ventura Blvd 

SONORA 
DAVE BIRD 
358 west Stockton Road 

STOCKTON 
GLEN A. McGILL 
MOTORCYCLES 
1850 Cherokee Lane 

SUNLAND 
LAMOREAUX 
MOTORCYCLES 
7830 Foothill Blvd 

TORRANCE 
HONDA-TRIUMPH OF 
TORRANCE 
18411 Hawthorne Blvd 

UPLAND 
FOOTHILL MOTORCYCLE 
CENTER, I NC. 
1811 West Foothill Blvd 

VALLEJO 
VALLEJO MOTORCYCLES, 
INC. 
3843 Sonoma Blvd 

VAN NUYS 
VAN NUYS CYCLE 
7630 Va n Nuys Blvd 

VENTURA 
HONDA OF VENTURA 
882 East Meta 

VICTORVILLE 
JACKSON MOTORCYCLES 
15171 Seventh Street 

VISALIA 
LARRY LILLEY MOTORCYCLES 
25 0 5 East Main Street 

WALNUT CREEK 
CYCLE CITY OF WALNUT 
CREEK 
2631 North Main Street 

WEST LOS ANGELES 
TED'S IMPORTS 
11726 Santa Monica dlvd 

YUCCA V ALLEY 
HI -DE-HO SPORTS CENTER 
5 6 436 - 29 Palms Highway 

YUBA CITY 
PRITCHARD'S McCULLOCH 
SALES 
32 5 Percy Avenue 

COLORADO 
ALAMOSA 
VALLEY FRAME & AXLE 
420 Main Street 

ASPE N 
. ALPI NE TR I U MPH 
Maroon Creek 

BO VLDER 
ROCKY MOUNTAIN 
MOTORCYCLES, INC. 
2506 Spruce St reet 

COLORADO SPRINGS 
B I LL BROKAW MOTORC Y C LES 
1314 Fountain Creek B lvd 

DENVER 
FAY MYERS MOTOR CO. 
2015 West A lameda St r eet 

RECREATI ON EQUIPMENT CO. 
2057 South Broadway 

F ORT COLLINS 
FORT COLLINS CYCLE 
CENTER 
511 Rive rside Drive 

GRAND JUNCTION 
CM & H TIRE CO. 
735 North Avenue 

GREELEY 
HOFF BROS. MOTOR & 
CYCLE CO. 
2526 Eighth Avenue 

LITTLETON 
LITTLETON HONDA CENTER, 
INC. 
6235 South Santa Fe Drive 

PUEBLO 
TIMME MOTOR SALES 
215 North Victoria Avenue 

CONNECTICUT 
BETHEL 
CHRIS'S LAWN & CYCLE, INC. 
81 Greenwood Avenue 

FAIRFIELD 
R ICHARD'S TRIUMPH SALES 
80 State Street, Ext. 

MIDDLETOWN 
RUSCONl'S GARAGE 
12 Liberty Street 

NEW BRITAIN 
CHOMKO~ CYCLESHOP 

40 Woodland Street 

NEW HAVEN 
NASH BROTHERS 
117 Fowler Street 
P. o . Box Amity Station 

RIVERSIDE 
IMPORTED MOTORCYCLE 
SALES 
1161 Post Road 

VERNON 
VERNON CYCLE & SPORT 
Route 83, RFD 2 

WATER.BURY 
TURMEL BROS. CYCLE SHOP 
335 Washington Street 

WATERFORD 
RALPH STRONG MOTORCYCLE 
SALES 
1018 Hartford Road, Route 85 

WILLIMANTIC 
BURTON L. IVES & SONS 
Columbia Road 

WINSTED 
WINSTED TRIUMPH 
RFD, Rt 44 

DELAWARE 
FELT ON 
RI DE RITE CYCLE SHOP 
Rt 1, Box 380-A, Rt 13 

LAUREL 
ADKINS & SON 
N. Central Avenue, Rt 13 

WILMINGTON 
D. T. VANSICE COMPANY 
6 East 15th Street (at Market) 

LEESBURG 
HONDA OF LEESBURG 
2220 W. Main Street 

MIAMI 
DADE CYCLE CENTER 
2939 N. W. N. River Dr. 

PANAMA CITY 
WH IT'S MOTORCYCLE SALES 
1241 East Avenue 

PENSACOLA 
SLIM'S MOTORCYC LES 
3113 Mobile Highway 

ST. PETERSBURG 
ALCO MOTORS 
6421 Haines Road 

SARASOTA 
CYC LE CENTER 
2114 17th Street 

TALLAHASSEE 
HARTMAN CYCLE CENTE R 
1500 s. Monroe St reet 

TAMPA 
CAH ILL MACHINERY, IN C. 
3407 Bay-to-Bay Blvd 

W. PALM BEACH 
G & Z ENTERPRISES, IN C. 
821 N. Military Trail 

WINTER PARK 
SC HMIDT MOTO R SALES, INC. 
544 w. Fairbanks 

GEORG IA 
ATHENS 
ATHENS IMPORTS, LTD 
245 W. Washington Street 

AT L ANTA 
ATLANTA MOTORCYCLE 
SA LES 
130 Auburn Avenue, N. E. 

TR IUMPH OF ATLANTA 
2415 Memoria l Dr., S. E. 

BRUNSWICK 
GOLDEN ISLE TRIUMPH 
SALES 
Rt 1, Box 579 

COLUMBUS 
COLUMBUS MOTORCYC LE CO. 
2507 N. Lumpkin Rd 

DALTON 
DAL TON CYCLE & SU PPLY CO. 
1701 Chatsworth Rd, Box 889 

GAINESVILLE 
DeLONG HOME & AUTO 
SUPPLY CO. 
31 0 Ma in Street, S. W. 

MACON 
CAPITOL CYCLE & MARINE 

DISTRICT OF COLUMBIA 1090 Washingt on Ave 

WASHINGTON 
REIBER MOTORS 
45 H Street , N . E. 

FLORIDA 
COCOA 
B l LL'S CYCLE CENTER, IN C . 
562 King Street 

DAYTONA BEACH 
B I RCH'S CYCLE SHOP, INC. 
533 N. Beach Street 

FT. LAUDERDALE 
BROWARD MOTORSPORT 
2491 West State Road, No. 84 

FORT PIERCE 
HONDA SPORT CENTER 
822 s. 4th Street 

FT. W AL TON BEACH 
FT. WALTON YAMAHA
TRIUMPH 
2 Elgin Parkway, N. W. 

GAINESVILLE 
STEVE'S TRIUMPH SALES 
819 W. University Ave. 

JACKSONVILLE 
TR IUMPH OF JACKSONVILLE 
4228 Phillips Highway 

KEY WEST 
INTERNATIONAL CYCLE 
SALON 
417 Southard Street 

MARIETTA 
TR IUMPH-MAR I ETTA 
266 South Four L an e 

ROME 
GEORGES MAR IN E 
Rt 7, Alabama Rd 

SAVANNAH 
QUALITY IMPORTS 
5115 Montgomery St reet 

WAYC ROSS 
DIXIE M/C MART 
Walters Street, Rt 4 

HAWAII 
HONOLU LU 
NIM ITZ HONDA-TR IUMPH 
3165 North Nimitz Highway 

IDAHO 
BOISE 
BUZZ C HANEY MOTORCYCLES 
2811 Main Street 

CALDWELL 
HONDA TRIUMPH OF 
CALDWELL 
3115 C leveland 

IDAHO FALLS 
SPORT CYCLE SALES, IN C. 
1954"North Yel lowstone Avenue 

POCATELLO 
IDAHO TIRE & SUPPLY 
1070 Yellowstone 

TWIN FALLS 
BLAS IUS MOTORS 
1806 Kimber ly Road 

ILLINOIS 
AURORA 

TOM'S MOTORCYCLE SALES 
Rt 2, Box 142T (US 30) 

BLOOMINGTON 
NEAL'S TRIUMPH SALES 
R. R. No. 2 , Rt 51 S 

BRADLEY 
TR I C ITY CYCLE SALES 
444 S. Schuy ler 

CHICAGO 
LOGAN SQUARE CYCLES 
2511 M il waukee Avenue 

MIDWEST TRIUMPH 
2108 N , Cicero Avenue 

NI CHOL'S MOTORCYCLE 
SUPPLY 
6831 S. Ashland A v enue 

SEAWAY CYC L E CO. 
28 1 2 E. 79th St r eet 

CREST HILL 
WERTH 'S TRIUMPH SALES 
2368 Plainfie ld Rd 

DANVILLE 
SMITH MOTOR COM PANY 
727 E. Main Street 

DECATUR 
LUND'S CYCLE SPORTS 
2635 N. 22nd Street 

DeKALB 
DeKALB TRIUMPH SALES 
1802 R Sycamore Rd 

DOWNERS GROVE 
ALLEN 'S CYCLE SALES 
1725 Ogd en Avenue ( Rt 34) 

E. ALTON 
VERNON BAILEY 
MOTORCYCLES 
202 E. St. Louis Avenue 

E. ST. LOUIS 
DOMYAN BROTHERS 
6900 Forest Blvd 

FREEPORT 
C & D GARAGE 
Rt 20 East 

GALESBURG 
GALESBURG TRIUMPH 
SALES & SERVICE 
162 W. Main Street 

GLEN ELLYN 
AUTO SPORT 
321 Rooseve lt Road 

IRVINGTON 
BONNER'S TRIUMPH SALES 
& SERV I CE 
P. 0 . Box 143 

JACKSONVILLE 
FORD'S HONDA SALES 
1010 N . Main 

MACOMB 
DAVIS M/C SALES & SERVICE 
R.R. No.4 

MATTOON 
MOFFETT T R IUMPH SALES 
308 N. 16th Street 

NILES 
MOTORCYCLE WORLD, INC . 
8107 W. Oak A venue 

OTTAWA 
LEIPOLD MOTOR SALES 
1228 Illinois A venue 

PEORIA 
SM ITTY'S M/C SALES & 
SERV I CE 
4700 W. Farmington Rd 

QUINCY 
McNAY CYCLE CENTER 
8th & Locust 

RICHMOND 
MORRIS GAUGER 
Box 3016 (Rt 173) 
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ROBINSON 
ACME CHEVROLET, CO., INC. 

111 N . Franklin Street 

ROCK ISLAND 
BRITI SH MOTORCYCLE 

SALES 
2212 3rd Avenue 

ROCK FALLS 
RISER MOTORCYCLE SHOP 

204 E . 8th Street 

ROCKFORD 
CAREY'S CYCLE SALES 

90 6 w. State Street 

ST. CHARLES 
CHAMPI ON MOTORCYCLE 

SALES 
840 W. Main Street 

SPRINGFIELD 
WALKER MOTORCYC LE 

SALES 
RR 4, Chatham Road 

URBANA 
HOUSE OF SUZUKI 
709 W. University 

INDIANA 
BLOOMINGTON 
STEWART'S SPEED & SPO RT 

SHOP 
311 S. Walnut St. 

BURR OAK 
BURROUGH 'S CYCLE SHOP 

P. 0. Box 313 RT. 17 

CEDAR LAKE 
LAKE CYCLE SALES 
Lowell-Cedar Lake Rd 

CLARKSVILLE 
S & S MARINE SALES & SERV. 

1407 Emory Crossing Lane 

CRAWFORDSVILL E 

HAYS HONDA SALES 
RR 2 Indianapolis Rd 

EVANSVILLE 
TRI-STATE M/C SALES & SERV. 

5908 Boonville Highway 

FT. WAYNE 
0. W. HALL M/C SALES 

2404 Fairoak Drive 

GRIFFITH 
TERPSTRA'S SALES & SERV. 

1235 E. Glen Park Ave. 

HUNTINGTON 
HOFFY'S SERVICE 

1249 1st St. 

INDIANAPOLIS 
HONDA OF IN DI ANAPOUS 

4930 N . Keystone Ave. 

IN DIANA CYCLE SALES 

1301E. 10th St. 

JEFFERSONVILLE 
GREENROSE SPORT CENTER 

907 Spring St. 

KOKOMO 
D & S CYCLE SALES & SERV. 

920 S. Main St. 

LAFAYETTE 
J. R. E WING, INC. 
S. 4th St. at Tea l Rd 

MICHIGAN CITY 
WAGNER 'S CYCLE SHOP 

1401 E. Michigan Blvd 

MUNCIE 
LES SMITH INC. 
6100 Kilgore Ave. 
State Rt. 32W 

PERU 
CYCLE CENTER 
73 S. Broadway 
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RICHMOND 
IKES M/C SALES 
113-115 So. 6th St. 

SOUTH BEND 
S & B ASSOCIATES 
220 E. Jefferson Blvd 

W. TERRE HAUTE 

HILL'S M/C SALES 

629 National Ave. 

IOWA 
AMES 
SPEED & SPORT, INC. 

902 S. Duff St. 

BROOKLYN 
LAVERNE'S REPAIR SERVICE 

Rt 1 Box 10 

BURLINGTON 
LEO'S CYCLE CENTER 

413 S. Marshall St. 

CEDAR RAPIDS 
PAZOUR MOTOR SPORTS 

3303 16th Ave. SW 

COUNCIL BLUFFS 

PAUL'S M/C SERVICE 
3341 W. Broaday 

DAVENPORT 
ART BROWN MOTORS 

1405 W. Locust St. 

DES MOINES 
LYNN~SPORTCYCLECENTER 

1700 E . University Ave. 

DUBUQUE 
SINDT TRIUMPH MOTOR SALES 

3300 Central Ave. 

FAIRFIELD 
DUKE'S CYCLE SALES 

808 W . Washington 

FT. DODGE 
FT. DODGE HONDA 
501 First Ave. S. 

FT. MADISON 
BILL'S TRIUMPH & HODAKA 

SHOP 
RR 2 Box 364 

KEOKUK 
ELLER CYCLE SERVICE 

615 B londeau St. 

SIOUX CITY 
OLSON BROS. CYCLE SHOP 

413 Pearl St. 

SPENCER 
GILMORE ENG. & MFG. CO. 

14 - 5th St. S.W. 

WATERLOO 
WEBER'S CYCLE CENTER 

647 Ansborough 

KANSAS 
INDEPENDENCE 
SMITTY'S CYCLE SALES & 

SERVICE, INC. 
1901 New Street 

LAWRENCE 
ART'S MOTORCYCLE SHOP 

1301 Haskell Avenue 

MANHATTAN 
MANHATTAN CYCLE SALES 

306 Houston Street 

MISSION 
MIDWEST CYCLE CO., INC. 

6130 Johnson Drive 

OTTAWA 
VAUGHAN'S IMPORTS 

Route 1 

SOUTH HUTCHINSON 

AL'S HONDA-TRIUMPH 

412 South Main Street 

TOPEKA 
NICHOLS MOTORCYCLES, INC. 

119 East 10th Street 

WICHITA FALLS 
JIM'S IMPORT CYCLES 

2818 East 31st Street South 

KANSAS CITY 
NORTHEAST SPORT MOTORS 

8315 State Avenue 

KENTUCKY 
ALLEN 
KINZER CYCLE SHOP 

Box 155, Rt 80 at 23 

BOWLING GREEN 
BILL'S TRIUMPH M/C SALES 

261 Holley Street • 

COV INGTON 
"NEW" RAY'S CYCLE CO. 

619 Main Street 

HAZARD 
ANDERSON RADIATO R CO. , 

INC. 
N. Main Street 

LEXINGTON 
PRICE CYCLE COM PANY 

270 Warnock Street 

PADUCAH 
MILAM MOTORCYCLE SHO P 

3027 Broadway 

PLEASURE RIDGE PARK 

CYCLES OF LOU ISVILLE, 
INC. 
7318 Dixie Highway 

PRINCETON 
PRINCETON CYCLE SHOP 

W. Main Street, P. o. Box 358 

STANFOR D 
FLOYD'S HONDA CO. 
Main Street 

LOUSIANA 
ALEXAN DRIA 
HAL~SMOTORCYCLESALES 

1697 Lee Street, Box 4103 

BATON ROUG E 
G . N. GONZALES MOTORS 

1928 Third Street 

BOGALUSA 
LLOYD'S DIAGNOSTIC & 

SAFETY CTR. 
744 Avenue F 

LAFAYETTE 
SOUTHSIDE CYCLE SHOP 

110 Mimosa Place 

MONROE 
EARL'S ENGINE SER VI CE 

31 0 6 Breard Street 

MORGAN CITY 
IRA'S INC. 
7016 Highway 90E 

NEW OR LEANS 

BOYCE MARINE, INC. 
2025-31 N. Broad 

SHREVEPORT 
SUZU KI SALES & SER VICE, 

INC. 
1800 Texas Avenue 

MAINE 
AUBURN 
SPORTSMAN'S CYCLE 
CENTER 
131 Winter Street 

BANGOR 
DARLING'S HONDA 
97-111 Oak Street 

EASTON 
Kl RKPATRI C K'S GARAGE 

R.F. D. N o . 3 

ELLSWORTH 
ELLSWORTH M/C SALES & 

SERVICE 
Rt 1, P. 0. Box 192 

GORHAM 
JACK REYNOLDS & SON 
Flaggy Meadow Rd 

POWNAL 
HAROLD'S CYCLE SHOP 
Route 9 

SANFORD 
GOODRI CH'S CYC LE SHOP 

111 School Street 

MARYLAND 
ANNAPOLIS 
SAM BANJO M/C SHOP 

9 15 West Street 

BALTIMORE 
BOUTWELL'S CYCLE 
CENTE R 
229 s. Broadway 

BLADENSBURG 
FREESTATECYCLECOR~ 

4418 Baltimore Avenue 

COCKEYSVILLE 
BOUTWELL'S OF 
COC KEYSV ILLE 
10768 York Road 

CUMBERLAND 
HEMM IS TRIUMPH SALES 

Rt 40, East, Rd 2, Box 213 

EASTON 
D&D,LTD 
Route 50 

FREDERICH 
C. E. BURLEY & SON 
268 W. 5 th Street 

MASSACHUSETTS 
BOSTON 
ANDREWS MOTORCYCLE CO. 

81 w. Concord Street 

EVERETT 
M ACK'S SALES & SERVIC E 

54 School Street 

GREENFIELD 
RAY'S CYCLE CENTER 

106 Wells Street 

HAVERHILL 
MERRIMACK CYCLE CO . 

125 River Street 

NEW BEDFO RD 

ARCHIE'S SCOOTER SER VI CE 

495 Ashley Blvd 

NORTHAMPTON 

THE DRAPER G ARAGE 
8 Pearl Street 

NORTH HANOVER 

SPOONER 'S G ARAGE 

907 Ma in Street 

PITTSFLELD 
TOM 'S CYCLE CENTER 

53 First Street 

STURBRIDGE 
J-K CYCLES 
Ro ute 20 

WAKEFIELD 
PETE & BOB'S C Y CLE SALES 

649 Main Street 

WELLESLEY HILLS 
TRIUMPH OF WELLESLEY, 

INC. 
184 Worcester Street, Rt 19 



WESTFIELD TRAVERSE CITY SEDALIA MARLBORO 

. PIONEER VALLEY M/C SALES WI KLE'S H - D SALES & TOM'S M/C SALES & DAN'S CYCLE SHOP 

44 Mechanic Street SERVICE SERVICE Dublin Road 

WHITINSVILLE 
Rt 2, Box 890 1020 s. Ohio Street NASHUA 

EBBELING MOTOR SALES, WARREN SPRINGFIELD GATE CITY CYCLE CENTER 
INC. SHORE'S MOTORCYCLE DIMOND'S HONDA 820 W. Hollis Street 
T/A VALLEY AUTO SALES SALES 1701 St. Louis Street NEWMARKET 
209 Church Stre~t 1983 E. 8 Mile Road 

WESTPHALIA ZEKE'S CYCLE SHOP 

WORCESTER BROSE'S MOTORCYCLE RFD 1 
R. G. WILSON MINNESOTA SALES 

NEW JERSEY P. 0. Box 54 G reendale Stn. 
AUSTIN 
TRIMBLE'S CYCLE CENTER MONTANA ASBURY PARK 

DEAN M/C & SCOOTER SALES 
MICHIGAN 

Highway 218 S Rt 2 
BILLINGS 1715 Highway 35, Oakhurst 

BRAINERD BILLINGS C Y CLE CENTER 
BOUND BROOK ADRIAN SLIPP'S CYCLE SUPPLY 820 Central Avenue HOOVER HONDA 1111 Oak Street RICK'S CYCLE CENTER 

1006 S. Main Street BUTTE 221 W. Main Street 
BUFFALO SNYDERS GARAGE GLENDORA ANN ARBOR FARM & HOME 

NICHOLSON MOTORCYCLE 1954 California Avenue HECKY' S CYCLE SHOP Rt 25 
SALES GREAT FALLS 419 Black Horse Pike 
224 S. First CAMBRIDGE 

SLACK'S CYCLE SALES HACKENSACK LARSON'S GARAGE & 2226 River Road GOLDEN CYCLE, INC. BATTLE CREEK CYCLE 
GIBBONS BIKE SHOP 110 S. Adams Street KALISPELL 339 River Street 

825 Golden Avenue DULUTH JIM'S CYCLE SALES LINDEN 
BENTON HARBOR BILL'S SALES & SERVICE 

25 La Salle Road CYCLE MOTORS, INC. 

HONDA OF BENTON HARBOR 4002 Grand Avenue NEBRASKA 
1100 E. Linden Avenue 

395 E. Main Street MANKATO MT. HOLLY 

BOB'S AUTO MARKET 
COLUMBUS FERRIS MOTORS 

BOYNE CITY PERSON'S SPORT SHOP Route No. 38 
MILLER'S MARINA 

614 S. Front 1363 Twenty-third Avenue 
PATTERSON Glenwood Beach MINNEAPOLIS 

GRAND ISLAND FRANK MARMO'S CYCLE 
DETRO IT RELIABLE CYCLE GRAND ISLAND KART & SHOP 
SOUTHWESTERN CYCLE 

COMPANY CYCLE 100 E. Railway Avenue 
SHOP 

2919 Central Avenue, N . E. Route 2, Box 272A 
PLEASANTVILLE 7421 W. Chicago Blvd ROCHESTER 

LINCOLN PLEASANTVILLE TRIUMPH 
T RIUMPH-DETROIT 

ROCHESTER MOTOR JERRYCO MOTORS, INC. SALES 
15 777 Harper Avenue 

SPORTS, INC. 2100 "N" Street 1110 Spruce Avenue Rt 3, 3 Miles Eon us No. 14 
NORTH PLATTE SALEM E SCANABA ST. CLOUD 
K & D MOTORS BAUER CYCLE SHOP B ERO MOTORS, INC. THE HONDA HOUSE 1819 East Fourth Street 15 New Market Street 31 8 N. 23rd Street Rt 1 E, Hwy 23 
OMAHA TOMS RIVER F LINT ST. PAUL 
RAMER MOTORS, INC. DICK'S CYCLE SHOP 

HO NDA OF FUNT MARTINSON C YCLE SHOP 2701 Leavenworth Street Route 37 & George Road 
436 6 E. Bristol 226 University 

N. Gilford Park SCOTTSBLUFF 
G RAND RAPIDS 

MISSISSIPPI BLUFF'S CYCLE CENTER TRENTON 
JO HN ESLER 1928 Broadway COOPER'S CYCLE RANCH 
28 2 W. Leonard Street, N. W. BILOXI 866 Route No. 33 

H OLT 
TRIUMPH SALES & NEVADA WASHINGTON 

SHEP'S MOTORS 
SERVICE 

BOB'S M/C SALES & 1623 W. Howard Avenue ELKO 
2460 N. Cedar Street ELKO HONDA SALES SERVICE 

JACKSON 
483 South Fifth Street Rt No. 69 K ALAMAZOO 

M ILWOOD CYCLE SHOP 
CAPITOL SPORTS CENTER 

WHIPPANY 944 Bailey Avenue ELY 
1017 E. Cork Street VALLEY MOTOR, INC. HANK SLEGERS CO., INC. 

McCOMB 19 Ridgedale Avenue at Rt 10 MARQUETTE 1050 Aultman 
Z AMBON 'S M/C & BODY 

HONDA OF McCOMB 
WILDWOOD 110 21st Street LAS VEGAS 

SH OP 
SCOTTERSVILLE HONDA MASON MOTORS SCOOTERS 

344 W . Washington MISSOURI TRIUMPH 11th & New Jersey Avenues 

MENOM INEE CAPE GIRARDEAU 
1001 South Main NEW MEXICO 

M & M M OTORS WIESER MOTOR COMPANY RENO 
ALBUQUERQUE 3700 Tent h Street 300 N. Kingshighway NEVADA CYCLE SALES 
MOTORSPORT 

M ICHIGA N CENTER 528 Morrill Avenue 
333 San Pedro, Northeast JOPLIN 

EARL'S CYC L E CENTER 
DON'S SHOP BILL RUDD HONDA-TRIUMPH ARTESIA 4108 Page Avenue 
310 N. Main Street 570 Gentry Way 

QUALITY CYCLE SALES 
MON ROE 

KANSAS CITY YERINGTON 807 South First Street 
JOES CYCLE CENT E R 

ENGLE MOTORCYCLE THE WESTERNER 
CARLSBAD 7 190 N. Telegraph 

COMPANY 404 North Main Street 
BRYAN'S CUSHMAN SALES 

M USKEGON 6633 Truman Road 714 North Mesquite 
SLATON MOTORS 

ST. JOSEPH NEW HAMPSHIRE CLOVIS 1343 N. Whitehall Rd 
SCANLAN MOTORCYCLE CLOVIS CYCLE SALES CONCORD 

PONTI AC COMPANY 
SANEL AUTO PARTS, INC. 2 12 East First 

ANDERSON SALES & 1125 Frederick Avenue 
SANELSPORTSCENTER FARMINGTON 

SERVICE, INC. ST. LOUIS 219-223 S. Main Street TRI-HONDA SALES 
1645 s. Telegraph Rd COUNTY MOTORCYCLE LACONIA 1703 West Main Street 

PORT HUR ON SALES 
CARLE'S MOTORCYCLE HOBBS 

GENE'S CYCLE SALES 10202 Highway 66 SHOP SIM'S CYCLE SALES 
4146 Pine Grove Avenue DOMYAN BROTHERS Stark Street, P. o . Box 322 401 South Turner Street 

SAGINAW 2739 N. Union Blvd LEBANON LAS CRUCES 
SAGINAW CYCLE SALES ST. LOUIS HONDA ANDY'S SHOP CRUCES CYCLE CENTER 
5066 Dixie Highway 6820 Gravois Stony Brook Road 620 North Main Street 
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NEW YORK 
ACCORD 
FOREIGN MOTORCYCLE 
SALES 
Box 107, Rt 209 

ALBION 
FREEMAN'S CYCLE RANCH 
Route 31 

BEDFORD HILLS 
PET RE MOTOR SALES 
655 Bedford Rd 

BINGHAMTON 
WOODY'S H-D SALES 
Castle Creed Road 

BROOKLYN 
CARDINAL MOTORS, INC. 
1049 Dahill Avenue 

BUFFALO 
IMPERIAL CYCLE SALES & 
SERVICE 
1184 Michigan Avenue 

BRONX 
FOUSE OF TRIUMPH 
4139 Boston Road 

CENTRAL NYACK 
HOUSE OF POWER 
70 Rt 59 

E. NORTHPORT, L. I. 
FURNWICK ENTERPRISES, INC. 
3034 Jericho Turnpike 

ELMSFORD 
HOUSE OF TRIUMPH 
205 Saw Mill River Rd 

HOOSICK FALLS 
BRITISH MOTORCYCLE 
SALES 
RFD 1 

HYDE PARK 
ED'S SERVICE STATION 
Violet Avenue & Prince Rd 

JAMESTOWN 
HECTOR'S AUTO SALES 
1200 E. Second Street 

MALONE 
FRANKLIN COUNTY FARM 
SUPPLY, INC. 
P. 0. Box 232 

MIDDLETOWN 
A .LBERT WEINERT 
RD 2, Rt 211 
Montgomery Rd 

NEW YORK CITY 
DART MOTORCYCLE 
LIMITED 
152 w. 56th Street 

NEWFIELD 
ITHACA HARLEY-DAVIDSON 
SALES 
RD 2, Rt 13 

PALMYRA 
FORD'S CYCLE SHOP 
RD 1, Rt 31 

PLATTSBURG 
EASY'S MOTORCYCLES 
RFD 3, Box 872 

ROCHESTER 
ROCHESTE R INDIAN CORP. 
25 Favor Street 

ROME 
ORISKANY CYCLE SHOP 
RD 2, Rt 233 
Westmore land Rd 

ROSSIE 
C & I SPORT SHOP 
Brasie Cors, 
Black L ake Rd, Rt 1 

SALAMANCA 
BANTIN'S TRIUMPH 
Center Street, Ext. Rt 353 
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SARATOGA SPRINGS 
MULLER'S CYCLE SHOP 
78-1/2 Walton Street, 
Railroad Alley 

SCHENECTADY 
TRI CITY CYCLE CO., INC. 
3065 Hamburg Street 

SYRACUSE 
FRED'S SPORT MOTORS 
2156 Erie Blvd, East Rt 5 

UNADILLA 
KEN'S BMW SALES 
25 Martin Brook Street 

UNIONDALE 
SAGAN .AUTO SALES & 
SERVICE, INC. 
350 Uniondale Avenue 

WARRENSBURG 
SHERMAN'S X-L CYCLE SHOP 
99 Hudson Street 

WOODSIDE 
JOHN'S CYCLE CENTER 
50-10 69th Street 

NORTH CAROLINA 
ASHEBORO 
Von CANNON MOTOR SALES 
319 E. Dixie Drive 

ASHEVILLE 
BLUE RIDGE SPORTCYCLE 
CO., INC. 
144 Coxe Avenue 

CHAPEL HILL 
TRAVEL-ON MOTORCYCLE CO. 
504 W. Franklin Street 

CHARLOTTE 
BOB CLONINGER'S TRIUMPH 
SALES 
110 Hoskins Road N 

DANA 
SCHROADER'S TRIUMPH 
SALES 
P. 0. Box 236 

FAYETTEVILLE 
MERIDIAN MOTORCYCLE CO. 
458 W. Russell Street 

FOREST CITY 
J. W. WATERS & SON 
Route 1 

GOLDSBORO 
SUTTON'S SPORT CYCLE 
2609 E. Ash Street 

GREENSBORO 
HAMBY MOTORCYCLE SALES 
5210 W. Market, P. o. Box 11006 

HAYESVILLE 
HOWARD'S CYCLE SHOP 
Route 2 

HICKORY 
FAR EAST MOTORS 
19 4th Street, SW 

KANNAPOLIS 
BARKER'S WORLD OF SPORTS, 
INC. 
Ebenezer Road 

RALEIGH 

HONDA OF RALEIGH 
209 Hillsboro Street 

ROCKY MOUNT 
BELK-TYLER CO., INC. OF 
ROCKY MOUNT, 
NORTH CAROLINA 
428 S. Main Street 

THOMASVILLE 

RA Y'S CYCLE SHOP 
Rt 4, Box 3 

TRAPHILL 
ABSHEY'S M/C SALES 
Route 1 

WINSTON-SALEM 
ELLIS CYCLE CENTER 
1047 N. W. Blvd 

NORTH DAKOTA 
BISMARCK 
SIOUX SPORTING GOODS CO. 
114 Fifth Street 

FARGO 
UNIVERSITY MOTORS, INC. 
1920 Twelfth Avenue North 

GRAND FORKS 
WELTER'S MARINE CO. 
Highways 81 and 2 

MINOT 
MINOT MOTORCYCLE 
SALES 
825 Fifth Avenue SW 

OHIO 
AKRON 
WORDEN'S MOTORCYCLE 
SHOP 
547 McKinley Avenue 

ASHLAND 
IDEAL CYCLE SHOP 
RD No. 5, Box 354 

ASHTABULA 
ASHTABULA CYCLE SALES 
24- 25 N. Ridge East 

ATHENS 
HAWK CYCLE SALES, INC. 
Rt 50 Z & 33 N 

BRYAN 
NORTH TRAIL CYCLE 
R.R. No. 2 

BUCYRUS 
SAM'S CYCLE SHOP 
835 W. Mary Street 

CAMS.RIDGE 
GIBSON SUPPLY CO., INC. 
2400 E. Wheeling Avenue 

CARLISLE 
HUMPHRIES CYCLE SHOP 
489 Park Drive, Box 118 

CELINA 
YOHEY'S TRI UMPH SALES 
R. R. l, Box 234 

CINCINNATI 
SPORT MOTORS, INC. 
5819 Wooster Pike 

CLEVELAN D 
SILL'S MOTOR SALES 
1901 Brook Park Road 

CLEVELAN D HEIGHTS 
CEDAR-LEE CYCLE, INC. 
2194 Lee Road 

COSHOCTON 
HONDA OF COSHOCTION 
750 second Street South 

DAYTON 
SEYMOUR-FREDETTE 
MOTORCYCLES 
427 E. Third Street 

E. LIVERPOOL 
E. LIVERPOOL CENTRAL 
SERVICE CO. 
142 w. 7th Street 
703 Dresden Avenue 

EASTLAKE 
H & H CYCLE COMPANY 
33484 Vine Street 

ELYRIA 
ELYRIA TRIUMPH SALES 
622 Lowell Street 

FREMONT 
SCHIETS GARAGE 
1115 Stilwell Avenue 

FINDLAY 
ROSE CYCLE SHOP 
408-412 N . Main Street 

GREENFIELD 
RICH MOTOR SALES, INC. 
1020 Jefferson Street 

GREENVILLE 
ANTHONY'S CYCLE CENTER 
1502 Ft. Jefferson Rd 

HILLIARD 
LEW'S CYCLE RANCH 
4900 Scioto-Darby Road 

IRONTON 
HARMON MOTOR SALES 
404 South 4th Street 

KENTON 
TRI-HONDA SPORTS CYCLES 
132 S. Main Street 

LANCASTER 
BILL CARPENTER MOTOR 
SALES 
933 Washington Avenue 

LIMA 
BEN MASSMAN SPORT MART, 
INC. 
3619 Elida Road 

MEDINA 
MEDINA SPORTCYCLES, INC. 
800 Lafayette Rd 

MIDDLETOWN 
CYC LE CENTERS, INC. 
814 S. Main Street 

MINGO JUNCTION 
DeSHONG'S IDEAL CYCLE 
SHOP 
878 Wilson Avenue 

NAVARRE 
STARK TRIUMPH SALES 
6421 Navarre Rd , US 62 S 

NEW PHILADELPHIA 
PENNLAND HONDA 
516 Fourth Street, N. W. 

NEWARK 
HARRY'S CYCLE CENTER 
Route 5 

SALEM 
SALEM CYCLE SALES 
RD 4 Pine Lake Road 

SHADYSIDE 
BONDS HARDWARE & 
MARINE SALES 
3896 Central Avenue 

SPRINGFIELD 
HAWK'S HONDA SALES 
704 Bechtle Avenue 

TOLEDO 
PAUJER CYCLE SALES 
5325 Lewis Avenue 

UNION CITY 
UNION CITY CYCLE SALES 
& SERVICE 
247 Sycamore Street 

WARR EN 
ASTON'S CYCLE CO. 
812 E. Market Street 

WESTERVILLE 
ROUSH HONDA 
74 W. Schrock Rd 

XENIA 
COMPETITION ACCESSORIES 
Cor. Hoop & Birch Rd 

YOUNGSTOWN 
ROMAN CYCLE SHOP 
1719 Market Street 

ZANESVILLE 
GREAR MOTORCYCLE SALES 
1360 w. Main Street 



OKLAHOMA 
A RDMORE 
YAMAHA SALES & SERVICE 
610 North Commerce 

BARTJ....ESVILLE 
WAL T'S CYCLE CENTER 
601 West Frank Phillips Blvd 

COMMERCE 
THOMAS TRIUMPH
YAMAHA 
700 North Jefferson Street 

CUSHING 
ED MEEKER'S HONDA 
TRIUMPH SALES 
118 East Moses Street 

DUNCAN 
DUNCAN CYC LE & MARINE 
SALES 
1504 Spruce Avenue 

ENID 
DEVERS MOTORS 
502 East Broadway 

LAWTON 
LEWIS MOTORS 
803 South Second 

McALESTER 
McCOY MOTORS 
11 06 North Main Street 

M USKOGEE 
A UGUSTA SUZUKI & 
T RIUMPH 
1700 Augusta Street 

NO RMAN 
D & D CYCLE CENTER 
1005 North Porter 

OKLAHOMA CITY 
CARL'S SPORTS SHOP 
1201 Sout heast 31st 

PONCA CITY 
F RANK DAVIS MOTORS 
Route 5 

SH AWNEE 
B & M CYCLE SALES 
702 East Main 

T U LSA 
JAN DEBEUR MOTOR CO. , 
I NC. 
52 68 East Pine 

OREGON 
A STORIA 
HON DA OF ASTORIA 
1606 Marine Drive 

BAKE R 
McCULLOCH CHA IN SAW SALES 
26 19 Tenth Street 

BEAVERTON 
HONDA OF BEAVERTON 
2 N orthwest Broadway 

BEND 
A RVIN COX MOTORCYCLES 
1405 South Third 

COOS BAY 
HA RLESS OUTDOOR STORE 
1127 South Broadway 

TH E DALLES 
MA R K'S MARINA & HONDA 
1318 West Second Street 

GR ANTS PASS 
FRED FOR D CYCLE SHOP 
29 10 Foothi ll Blvd 

K LAMATH FALLS 
LEE MILLER'S, INC. 
6940 South S ixth Street 

PORTLAND 
CYCLE HUB, INC. 
3602 Northeast Sandy Blvd 

HONDA OF ST. JOHNS 
7810 North Lombard 

UNITED MOTOR"cYCLE 
9160 southeast 82nd Avenue 

McSHERRYSTOWN 

MARTZ CYCLE COMPANY 
33 Main Street 

NEW CASTLE 

HAMPTON 
GENE STANLEY 
MOTORCYCLES 
812 E. Elm 

SALEM 
RONER'S CYCLE 

NEW CASTLE HONDA-TRIUMPH 
SALES 

MYRTLE BEACH 
BOB'S CYCLE SHOP 
807 Highway 501 2195 Fairgrounds Road, NE 

SPRINGFIELD 

EAST SIDE MOTORCYCLES 
1440 South "A" Street 

PENNSYLVANIA 
BLOOMSBURG 
SPEED & SPORT 
492 W. Main Street 

BUTLER 
KUPEC CYCLE SHOP 
RD 6 

CAMP HILL 
SHOLL Y CYCLE SHOP 
1101 Slate Hill Road 

CANONSBURG 
WASHINGTON - PITTSBURGH 
CYCLE, INC. 
US 19 S Box 170A RD 2 

CHAMBERSBURG 
M & S Cycle Sales 
1433 Lincoln Way E. 

CLARENDON 
C & S CYCLE SHOP 
22 Main Street 

COLUMBIA 
ED'S CYCLE SHOP 
RD 2, Rt 441 South 

COOPERSBURG 
LINK CYCLE SERVICE 
2nd & Charles Street 

FALLS CREEK 
S & W TRIUMPH SALES 
112 Church Street 

FRANKLIN 
MONACO CYCLE SALES 
8 5 Prospect Avenue 

GREENSBURG 
WESTMO RELAND TRIUMPH 
CYCLE SALES 
RD 5 

HARBO RCREEK 
DICK KOOS CYCLE SHOP 
1252 Villa Sites 

HATBORO 
HARTMAN'S TRIUMPH 
426 Oa k d ale Avenue 

HOLLIDAYSBURG 
STRICKLE R'S GUN & BIKE 
SHOPE 
513 N . Juniata Street 

JOHNSTOWN 
JOHNSTOWN'S CYCLE CENTER 
32 Walnut Street 

KITTANNING 

KIBUK'S CYCLE SHOP 
Box 501, RD 6 

LANCASTER 
ED FISHER, INC. 
1473 Manheim Pike 

LANGHORNE 

RIFF'S CYCLE CENTER, INC 
660 Linco ln Highway 

LEBANON 

.BINKS CYCLE SHOP 
1 io5 E. Cumberland 

MARKLEYSBURG 
ART'S CYCLE SHOP 
Route 281 

1800 W. State Street 

PALMERTON 

MILLER'S CYCLE SHOP 
439 State Road 

PARKESBURG 

ED FISHER'S MOTOR CO. 
RD 2, Rt 30 

PHILADELPHIA 

PHILADELPHIA SPORT CYCLE 
548 w. Rising Sun Avenue 

PITTSBURGH 

M. J. BOHN CYCLE SHOP 
2400 Saw Mill Run Blvd 

PORT CLINTON 
HERMY'S Tl RE & CYCLE SHOP 
Route 61 

POTTSTOWN 

KISS CYCLE SALES & SERVICE 
18 High Street 

READING 
APPLEGATE'S H-D SALES 
1220 Lancaster Pike w. 

RICHEYVILLE 
LUZIER SALES & SERVICE 
P.O. Box 393 

SAYRE 
BOB'S CYCLE SHOP 
RD 2, Elmira Street 

SCRANTON 
LUZERNE SPORT MOTOR 
SALES CO. 
801 Luzerne Street 

SHARON HILLS 
ED LaBELLE CYCLE SHOP 
Cale n Hook & Hook Rds 

SOMERSET 
JAMES D. BURKETT 
RD 1 

WAYNE 
LARRY'S CYCLE SALES 
388 W. Lancaster Avenue 

RHODE ISLAND 
E. PROVIDENCE 
ALWACO, INC. HONDA OF 
PROVIDENCE 
801 Taunton Avenue 

N. KINGSTOWN 
RAZEE MOTORCYCLE SALES 
730 Tower Hill 

SOUTH CAROLINA 
ANDERSON 
S & H MOTORCYCLE SALES 
108 Lakemont Drive 

CHARLESTON HEIGHTS 
STOKES CYCLE CENTER, INC. 
4045 Rivers Avenue 

COLUMBIA 
MOTORCYCLE SALES & SE RV IC 
3620 River Drive 

FLORENCE 
CANNON'S CYCLE CENTER 
185 E. Evans Street 

GREENVILLE 
BROWN'S CYCLE SHOP 
2019 Wade Hampton Blvd 

MILL HALL GREENWOOD 
WILLIAMSON SPORTS MOTORS BOULEVARD HONDA 
RD 1, Rt 64 Highway 25 N. 

N. AUGUSTA 
AUGUSTA CYCLE 
808 Edgefield Road 

SOUTH DAKOTA 
RAPID CITY 
RICE CYCLE COMPANY 
1617 Omaha Street 

SIOUX FALLS 
SHADCO CYCLE 
3005 East 10th Street 

TENNESSEE 
ATHENS 
MOTOR SPORT CYCLE 
COMPANY 
Hwy 11, By Pass North 

BRISTOL 
CANTER'S CYCLE SALES & 
SERVICE 
609 Blountville Highway 

CHATTANOOGA 

GRIFFITH CYCLE SHOP 
4705 Dodds Avenue 

CLARKSVILLE 

APPLETON CYCLES, INC. 
601 Riverside Drive 

COLUMBIA 
CROMWELL CYCLE SALES 
Williamsport Pike - Rt 4 

JOHNSON CITY 
GIL'S CYCLE SHOP 
1005 E. Unaka Avenue 

KINGSPORT 
TRI CITY YAMAHA 
East Stone Drive, RR 1 

KNOXVILLE 
MOTORCYCLE SPECIALIST 
5319 N. Broadway 

MEMPHIS 
ARNOLD MOTORCYCLE 
COMPANY 
4043 Burrow Road 

MURFREESBORO 
CROWELL CYCLE SALES 
Rt 2, New Nashville Hwy 

NASHVILLE 
EWIN WARMACK M/C SALES 
102 Lucille Street 

OAK RIDGE 
GREEN'S CYCLE SHOP 
40-1/2 Jefferson Avenue 

WINCHESTER 
ELDER MOTORCYCLE SALES 
508 s. College Street 

TEXAS 
AB I LEEN 
THE DAHLGREN COMPANY 
2025-33 South 14th.Street 

ALVIN 
TRIUMPH SALES - ALVIN 
CYCLE SHOP 
106 East Munson Drive 

AMARILLO 
FOUR SEASONS SPORTS 
CENTER 
2500 South Georgia 

AUSTIN 
D & L TRIUMPH SALES 
5120 Burnet Road 

63 



BAYTOWN 
WITT MARINE, INC. 
440 Decker 

BEAUMONT 
LEONE'S CYCLE SHOP 
4940 Port Arthur Road 

BIG SPRING 
BEDELL BROS. 
Gail Route, Box 2 

BROWNSVILLE 
BROWNSVILLE SPORTS 
CENTER 
205 Edst Elizabeth Street 

BR YAN 
HONDA OF BRYAN 
423 South Main 

CORPUS CHRISTI 
THE CYCLE SPOT 
2501 South Padre Island Drive 

DALLAS 

BIG 'D" CYCLE CENTER 
3600 West Davis Street 

DENISON 
JACK BARNETT CYCLE SHOP 
Highway 75 South 

EL PASO 
SH~RK'S CYCLE CENTER 
4425 Montana 

FORT WORTH 
JOH NNY ALLEN MOTORCYCLE 
SALES, INC. 
3733 East Belknap Street 

BOB COLWELL SPORT SHOP 
8406 Highway 377 West 

GLENN'S CYCLE CENTER 
1601-05 East Lancaster 

H O U STON 
STUBBS SUZUKI-TRIUMPH 
4057 Bellaire Blvd 

TRIUMPH OF HOUSTON 
2401 Bissonnett 

W & W TRIUMPH SALES 
6322 Gulf Freeway 

KILLEEN 
PAUL ROSER CORPORATION 
313 West Highway 190 

LAREDO 
GREGORY MOTORCYCLE 
SALES 
2911 San Bernardo 

LUBBOCK 
CYCLE CITY, INC. 
3108 Avenue "H" 

NACOGDO C HES 
BURGESS MOTORCYCLE SALES 
420 south Fredonia Street 

O DESSA 
MUSTANG MOTOR COMPANY 
2524 Andrews Highway 

R ICHARDSON 
SUN FUN CYCLE, INC. 
502 West Be lt Line Road 

SAN A N TONIO 
SAN PEDRO HONDA
TRIUMPH 
4413 San Pedro 

WILLIAM WOLTER 
2233 East Houston Street 

TYLER 
ADAMS TRIUMPH SALES 
2603 West Erwin Street 

V I CTORIA 
HONDA OF VICTORIA 
702 East Red River 

WACO 
LARRY'S MOTORCYCLES 
1960 Franklin Avenue 
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WICHITA FALLS 
CIRCLE MOTORCYCLE 
SALES 
3403 Seymour Highway 

UTAH 
OGDEN 
CAREY'S CYCLE CENTER 
3558 Riverdale Road 

PROVO 
CENTRAL UTAH CYCLE, 
INC 
99 West 3rd South 

SALT LAKE CITY 
SHAFFER & MOUL TON, INC. 
1160 South Main Street 

VERMONT 

CASTLE ROCK 
FRANKLIN MOTORS 
4858 Westside Highway 

CLARKSTON 
MAC'S CYCLE 
4th and Diagonal 

EAST WENATCHEE 
JOHNSON CYCLE SALES 
1051 North Main Street 

EVERETT 
BARD HANSON CYCLES 
6324 Evergreen Way 

KENNEWICK 
TRI-CITY HONDA-TRIUMPH 
422 Avenue "C" 

PORT ANGELES 
P. A . CYCLE HUB 
.221 South Peabody 

SEATTLE 
ESSEX CENTER 
FRANK'S M/C SALES & SERVICE BURIEN TRIUMPH 
Box 17 145 Southwest 152nd 

PITTSFORD 
LLOYD PROV IN SALES & 
SERVICE 
Route 7 

PLAINFIELD 
HUDSON MOTORCYCLE SALES 
RD 1 

VIRGINIA 
CHARLOTTESVILLE 
JARMANSPORTCYCLE 
Montecello Mountain Rd 
P. 0. Box 893 

CLINTWOOD 
BUD'S CYCLE SHOP 
Rt 1, Box 184 

COVINGTON 
HONDA OF COVINGTON 
112 N. Maple Avenue 

GALAX 
PATTON MOTORCYCLE SALES 
Rt 2, High 29S 

HAMPTON 
MOTOR SPORTS CENTER, INC. 
317 E. Mercury Blvd 

HARRISONBURG 
SUBURBAN MOTOR SERVICE 
1064 Mt. Clinton Pike 

NORFOLK 
MAC'S CYCLE SHOP 
1904 Granby Street 

PORTSMOUTH 
WELLS M/C CO. 
2116 High Street 

RICHMOND 
CLIFF'S MARINE, INC. 
2416 W. Cary 

ROANOKE 
REBEL CYCLE CENTER, INC. 
2332 Melrose Avenue, N. W. 

S. BOSTON 
ED'S TRIUMPH-HONDA 
Box 11 Riverdale 

WINCHESTER 
ADKINS TRIUMPH SALES & 
SERVICE 
524 Dodge Street 

WASHINGTON 

BELLINGHAM 
BELLINGHAM CYCLE & 
SPORT CENTER, INC. 
111 Grand Avenue 

BREMERTON 
CYCLE CITY 
6263 Highway 21 South 

DEWEY'S CYCLE SHOP 
1417 Twelfth Avenue 

TOM HINES MOTORCYCLES 
17000 Aurora Avenue North 

TOM'S CYCLE 
6727 Empire Way, south 

SPOKANE 
EMPIRE CYCLE 
East 6014 Valleyway 

TACOMA 
CYCLE CRAFT, INC. 
752 South 108th Street 

TACOMA MOTORCYCLE SALES 
1115 Center Street 

VANCOUVER 
TRIUMPH-HONDA OF 
VANCOUVER 
1711 Main Street 

WEST VIRGINIA 
BLUEFIELD 
ARNOLD'S GARAGE 
417 Cherry St. 

CHARLESTON 
CASTRO MOTORCYCLE SALES 
Rt 5 

CLARKSBURG 
MOUNTAIN STATE TRIUMPH 
SALES 
Rt 1 

HUNTINGTON 
J & L CYCLE SALES 
436 W. 6th Ave. 

KEYSER 
SKIP'S HONDA SALES 
49 W. Piedmont St. 

LOGAN 
LOGAN M/C SALES 
Rt 119 S. on Omar Rd 

VIENNA 
VIENNA M/C SALES 
1901 Grand Central Ave. 

WISCONSIN 
ASHLAND 
BODI N'S MARINA 
Lakeshore Drive 

APPLETON 
JIFFY CYCLE & SCOOTER 
320 Union Place 

BEAVER DAM 
MISCH LE R'S CYCLE & 
SCOOTER SALES 
113 Parallel Ave. 

CUDAHY 
SOUTHEAST SALES CORP. 
6001 S. Packard Ave. 

EAU CLAIRE 
EAU CLAIRE CYCLE SHOP 
405 Water St. 

FOND DU LAC 
E.H. TURSKY CO. 
207 S. Main St. 

GREEN BAY 
BROADWAY MOTORCYCLES 
837 S. Broadway 

KENOSHA 
ACE CYCLE SHOP 
5128 6th Ave. 

LACROSSE 
BILL'S CYCLE INC. 
325 S. 3rd St. 

MADISON 
CYCLES, INC. 
5201 A University Ave. 

MARSHFIELD 
CLIFF'S CYCLE .SERVICE 
926 W. Arnold 

MILWAUKEE 
DON & ROY'S CYCLE SHOP 
13198 W. National Ave. 

HERTTING'S TRIUMPH SALES 
8028 W. Appleton Ave. 

RACINE 
Bl LL'S CYCLE 
2405 Racine Ave. 

RICE LAKE 
LINK BROS. MOTORS 
330 S. Main St. 

RICHLAND CENTER 
TWO WHEELER'S INC. 
1297 Sextonville Rd 

SCHOFIELD 
CHUCK & DEL'S CYCLE SERV. 
Rt Maple St. 

PLYMOUTH 
MERV'S CYCLE CENTER 
RFD 3 

WISCONSIN RAPIDS 
BRING'S CYCLE & MARINE 
SERV. 
360 First St. North 



Y A KIMA 
POMEROY' S CYC LE SH OP 
6 11 South F irst Street 

WEST VIRGIN IA 

VI ENNA 

V I ENNA MOT O RC YCLE 
SA LES 
1901 Gra nd Central Aven u e 

WISCONSIN 

KE NOSHA 
A CE CYC L E SH O P 
5 12 8 6 t h A v enu e 

MADISON 
CYC L ES, INC. 
109 Shepard Terr. 

MARSHF IELD 

SCHOFIELD 
CHUCK & DEL' S CYC L E 
SERV ICE 
Rt 1, Map le Street 

W I SCONSIN RAPIDS 
BRING'S CYCLE & MAR INE 
SALES 

B LU E FI ELD 
A RNOLD'S GARAGE 
417 C her ry St reet 

CHARLESTON 

A PPLETON 
J IFFY C Y C LE SERVICE 
3 2 0 Unio n Place 

C LI FF' S CYCLE SER V ICE 
926 W . Arno ld 

36 0 Fi r st Street , W . 

WYOMIN G 
M ILWAUKEE 

CAST RO MOTORCYCLE SALES 
B ox 6 43, Rt 5 

CLARKSBURG 

BEAVE R DAM 
M ISCH LE R 'S C YCLE & 
SCOOTE R SLS. 

DON & R O Y 'S CYCLE SH OP, INC. 
13198 W. N ational Avenue 

CASPER 
Y A MAHA OF CASPER 
9 0 2 East "A" Street MOU NTAIN STATE TRI UMPH 

SA L ES 
Rt 1, Box 19 0 

11 3 Para l lel Avenue 

CUDSHY 
SOUTH EAST SA LES CO R~ 

6 001 S. Pac kard Avenu e 

HERTTING' S TR IU MPH SALES 
8028 w. App leton A venue CH E Y EN N E 

PLYMOUTH FAIRMONT 

FA I RMONT CYC L ERY 
100 M ercha nt Street EAU C LAIRE 

MERV 'S CYC LE CENTE R 
R. F . D. N o. 3 

LE E'S MOTORC Y C L ES 
6 1 5 So ut h Gree ley Highwa y 

LARAMI E 

R AC I NE 
L A RAM I E CYC L E CE N TER 
2 11 South Fi r st St reet HUNTINGTON 

J & L CYC L E SALES 
436 W. 6t h Aven ue 

EAU C L A I RE CYCLE SH OP 
40 5 Water Street 

F OND OU LAC 

BILL 'S CYCLE SERV ICE 
9 0 3 Washington Avenu e RAWLINS 

MO UNTA IN SPORT SH OP 
KEYSER E. H . TURSKY COM PANY 

207 S. Main St r eet 
R ICE LA KE 11 2 W est Sp r u ce Street 
LINK B RO THERS MOTORS, I N C. SK IP'S H ONDA SALES 

49 W. Pied mo nt s t reet G REEN BAY 33 0 s . M ain Street 

RI CHLAND CENTER LOGAN 

LOG AN M / C SALES 
Box 86 7 

B R O ADWAY MOTORCYCLES 
83 7 s . Broadway TWO WH E E LERS, I NC. 

Rt 11 9, S. o n Om ar Rd 

SPECIFICATIONS 

650c.c. 
ENGINE • 40 cu. i'n. (650 c.c.) 0.H.V. Vertical Twin. • Splayed port alloy 
cyl inder head with twin 30 mm dia meter AMAL concentric carburetors. • 
Single carbu retor on TR6 models. • Removable air cl ean ers for easier se rvic
ing . • 9:1 High compression pi stons, racing " R" tappets, large in let and ex
haust va lves with improved va lve springs for better performance at high 
r.p .m . • New separate point adj ustments for accurate ignition timing and 
provisions for strobe light timing. • large capacity rubber mounted oil 
tank (3 qts.) 
FOUR-SPEED GEARBOX • Built-in un it wi th engine. Standard ratio gears. 
• Shafts and gears of hardened nickel and nickel chrome steel. • Needle 
roller layshaft bearings . • Pos itive stop gearchange mechanism. • Multiplate 
clutch with indestructible linings and rubbe r torsion shock abso rb er. • Ea sily 
accessible oil fi ller and level plugs. 

EX HAUST • Twin downswept chrome plated exhaust system with high 
performance sports mufflers on Tl 20R and TR6R. • Twin upswept exhaust 
and sports mufflers on TR6C. 

FRAME • Brazed cradle type frame with large diameter front down tube and 
swinging arm suspension. • "Easylift" cen ter stand and new rugged side 
stand. Side stand only on TR6C. • Anti- theft lock. 

FORKS • Triumph Trophy type telescopic hydraulic forks with new internal 
"shuttle valve" design give s exceflent suspension under all conditions. 
BRAKES • New full -width 8 ... diameter front brake with twin lea ding brake 
shoe design and racing air scoop. • 7• diameter rear brake with detachable 
sprocket. 
ELECTRICAL EQUIPMENT • 12 vo t battery ign ition electrical system with 
improved 12 vol t battery . • Electr ic output supplied from AC Alternator 
crankshaft mounted. • Charging rate con trolled by new Zener Diode voltage 
control. • All chrome detachable he1 lamp with ammeter, " ignition" and 
" high beam" indicator lights. • Wide angle tai l/stop light with sa fety side 
refl ectors . • Horn is standard equipmen\ . 
OTHER DETAI LS , Il luminated 10,000 r. p.m. Tachometer and 150 m. p.h. 
Speedometer with odometer. Speed me ter on ly on TR6C. • Slim modern 
sports gas tank (2~ &IL capactty). (3 ~ gal. on TR6R). • New side panel 
battery cover with built-in tool kit trq. • Two-level hinged twin seat. • Fold
ing passenger foot rests. • Competition type adjustable clutch and brake 
levers. 
COLOR • Tl20R _ Hi -Fi Scu let and Silver. TR6 - Hi- Fi Ri viera Blue and 
Sil ver. 

129 7 septonvi lle Rd 

500c.c. 
ENGI NE . 30.5 cu. in. (500 c. c. ) "oversquare" unit construction O.H.V. Ver
ti ca l Twin. • New twin 26 mm AMAL concentric ca rburetors with separate 
air clea ners on TIOO R.Single ca rburetor on Tl OOC. • High pe rformance 9 :I 
com pression pi stons . • Racing in let and exh aust camshafts. • Large inlet 
and exhaust valves. • Racing tappets. • l arge capacity rubber mounted oil 
tank (3 qts). • New separate point adjustmen ts for accurate ignition l iming 
and provisions fo r strobe light liming. 

FOU R-SPEED GEARBOX • Bu ilt -In un it with engine. • Efficient positive 
stop gear-change mechanism. • Heavy duly shafts and gears of hardened 
nickel -chrome steel. • Mulliplate clutch with heavy du ty lin ings and rubber 
torsion shock ab sorbe r. 

EXHAUST • Twin downswepl chrome plated exhaust system wi th high per
forma nce sports muffl ers on TlOOR. Twin upswept exha ust and mufflers on 
nooc. 
FRAME • Heavy duty brazed cradle type frame with swinging arm rear sus
pension. • " Easyli ft" center stand and side stand (TI OOR). Side stand only 
(TlOOC) . • An ti-theft lock. 
FORKS • Triumph Trophy ty pe telescopic hyd raulic forks with new in ternal 
"shuttle va lve" design gives excellent suspension under all conditions. 

BRAKES • Full-width 8" diameter fron t brake. • 7" diameter rear bra ke with 
detachable sprocket. 

ELECTR ICAL EQU IPM ENT • 11 volt battery ignition elect rical system with 
Improved 12 volt battery . • Electrical output supplied from AC f, lterna lor 
crankshaft mounted . • Charging rate controlled by new Zener Diode voltage 
control. • All chrome detachable headlamp with ammeter, "ignit ion" and 
" high beam" indica tor lights . • Wide angle tai l/stop light with sa fety side 
reflectors. • Horn is standard equipment. 
OTHER DETAILS • Illuminated 10,000 r. p.m. Tachometer and 115 m.p. h. 
Speedometer with odometer. Speedometer only on TlOOC. • Slim modern 
sports gas tank (2~ ga l. capacity) . • New side panel battery co ver wi th bu ilt
In toot kit tray . • Two level hinged twin seat. • Folding pa ssenger footrests. 
• Competition type adj ustable clutch and brake levers. 

COLOR • New Hi-Fi Aquamarine and Silver. 

250c.c. 
ENGIN E . 15 cu. In. (250 c.c.) O. H.V. 4-cycle single cyl inder unit construction 
engine-gearbox design. • 8.5 :1 compression piston, sports camshaft. • New 
28 mm AMAL concentric carburetor and air clean er. • One-piece forged 
crankshaft with bolt-on fly wheels. • Double-gear driven oil pump. Alloy 
cylinder head and barre l with large "square barrel " finning for good cooling 
under hard running conditions. 

FOU R-SPEED GEARBOX • In unit with engine fitted with standard ratio 
gears. • Multiplate clutch and rubber torsion shock absorber. • Positi ve stop 
gearchange mechanism. • Long-lasting Dupl ex pr imary chain. 

EXHAUST • Chrome pla ted upswept exhaust pipe and sports muffl er. Ex
haust pipe is "tucked in" neatl y out of the way behind fr ame. 

FRAME • Rugged loop type frame . • Swinging arm rear suspension with 
hydraulically dampened shock absorbers. • Crankcase undershield (skid 
plate). 
FORKS • Triumph Trophy type telescopic hydrautµ; forks with big twin 
internal damping design for excellent suspension on or off the road . 

BRAKES • Fu ll width 7" lightweight front brake. 7" rear brake with quick de
tachable rear wheel and bolt-on rea r sprocket. 

ELECTR ICAL EQU IPMENT . Full 11 volt battery ignition electrica l system 
with improved 12 volt battery. Electrical output supplied from A.C. Al ter
nator. Charging rate controlled by new Zener Diode vo ltage control. All 
chrome deta chable sports headlight with bui lt-in headlight switch, dip switch 
and high beam Indicator light. • New polished aluminum rear l,.ait light as
sembly with license plate bracket, approved type (679) lens and side re
flectors conforming to motor vehicle safety standards. 

OTHER DETA ILS • New completely re-designed sports gas tank (2~ gat.). 
• New contour shaped oil tank (3Yt pints) and side pane l ba ttery cover with 
" Tri umph 250" emblem s. • Illuminated speedometer with intern al anti 
vibration mounting. • All bl ack " pl eated" twlnsea t cove r. • New combina 
tion chrome plated rea r lifting handle and seat rail. • Competit ion folding 
footrests, passenger footrests, side stand - no center stand. • Competition 
type adjustable clutch and brake levers. • Crankcase undershield (skid 
plate) , horn , tool kit , and safety sidA reflectors are all standa rd equipment. 

COLOR • New Hi -Fi Scarlet. 



Great new, beautiful, big Triumphs. 
Powerful, rugged machines that capture 
the true spirit of motorcycling. In 
the same tradition that has made Triumph 
a winner~at Daytona two years in a 
row and now the Grand National 
champion. Added performance 
features, improved braking, updated 

styling, built -i n tail light side reflectors 
for greater safety. And the all-new 
Trophy 250 model that, for the first time, 
delivers Triumph performance in 
a lightweight. So see your Triumph 
dealer, there are over 600 coast-to-coast, 
and ride a '68. It's such an exciting 
experience you really ought to hurry! 

/ For FREE color brochure write Dept. HR268, Triumph, P.O. Bpx 275, Duarte, California 91010 
65Qcc BONNEVILLE I 650cc TROPHY I 500cc DAYTONA" I 500cc TIGER I 250cc TROPHY 250 

Go with 
the leader, Go 


