                                                                       Primary Chain cases
                               An article by John Hudson. Published in Roadholder Magazine # 156.

The chief cause of leakage from the Norton pressed steel chain case is distortion of the outer half by over tightening of the nut on the footrest sleeve, and owners must study the design of the footrest assembly. After the sleeve nut has been tightened, the domed nut securing the footrest itself does tighten still further the whole assembly by pushing the chain case back towards the engine plate by some 3/16”. 
Initial tightening of the sleeve nut (11/16” Whit) pulls the sleeve away from the left hand engine plate, and this nut is usually sufficiently tight when only one thread protrudes through it. Then when the footrest nut itself is tightened this completes the final tightness of the case.
A distorted case outer half can be reclaimed as follows: -   Place it inside up on a piece of wood 4” x 2” and at least 6” long – similar to a house brick (a flat sided brick with a cloth over it will do) – so that the clutch and alternator domes straddle the wood; but with the end of the wood up against but not under the small flange where the inspection cap fits. Now find as large a piece of steel tube or socket spanner which will just fit inside the flange which deflects oil from the footrest sleeve, and with a hide mallet or hammer and wood, knock on the spanner or tube to push the outside of the case out flat. It will be found that the strengthening channel, spot welded down the centre of the case has also distorted so that its strengthening flanges have opened out. Using a light hammer knock them inwards until they are at right angles as they should be with the centre of the channel.

Next holding the case inside up in your left hand, hammer the straight outer edges inwards until they make a close fit over the sealing band when it is in position on the inner half of the case. The engine end of the case is not likely to be far out of shape; but you may have to turn inwards slightly the outer edge at the clutch end.

The sealing band – except the very early ones – can be put on four ways and only one is correct. One of its four edges is feathered and this should be positioned towards you on the outer edge of the band, not on the inner or either edge at the back. A very slight smear of grease on the outer edge of the sealing band is all that is necessary to help the outer cover to go fully home – no jointing cement of any sort – and no leakage.

Finally, if the complete case is off the machine you can assemble both halves with the sealing band in position, and secure them with the footrest sleeve and sleeve nut. For this test tighten rather more than described above for assembly on the machine – this is because you would then have the additional tightness from the footrest nut itself. Now put a little thin oil in the case through the engine end aperture, holding it as you do so in a position as it would be on the machine, and examine the joint for leakage. Turn the case slowly, end over end, to check for leakage at any point all around the joint and turn in the edge of the outer half at any place where there is a leak.

It is important that there is no leak at the alternator lead outlet and a good fitting grommet is necessary here. The two sealing discs which fit over the gearbox main shaft may have been damaged by attempts to lever off the clutch centre and back plate from the end of the gear box main shaft. On AMC gearboxes the discs fit over an extension of the sleeve gear which has a larger diameter than the shaft.

All traces of jointing compound should be removed from the sealing band, and both joint faces of the halves of the case itself. A trace of grease smeared on the outside of the band all round is all that should be necessary to help the outer cover go fully home. If the case has passed your leak test when off the machine no jointing cement should be required.

One final point about the sleeve and its nut – sometimes the serrations on the outer end of the sleeve become burred; perhaps due to the footrest being insufficiently tight at some time so that when a rider’s weight has been put on it, it has ‘ratchetted’ round, burring the serrations. When this happens the sleeve nut may not pass over the end of the sleeve and if force is applied the threads are damaged so that the nut becomes difficult to start, and may even start cross threaded. With a smooth file clean up all round the end of the sleeve so that the nut passes easily over it. Then with the sleeve held in a vice (preferably one with plain jaws) by the two dogs which engage with the engine plate, run the nut up and down a few times to ensure that it is reasonably free on the threads.                                            

