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cross bike (all the autos we had
seen had been 4 speeders) and
tested it on (of all places) the Grand
Prix motocross circuits of Europe.
The results were very encouraging.
Enough to convince the factory that
they were ready to get back into
producing automatic dirt bikes to
sell to the public again.

THE 500AE

Qur test bike, aithough it's an
enduro machine, is a direct
descendant of the automatic GP
Husgvarnas. At least the gearbox
is. The top end of the motor is the
488cc unit used in this year's
500WR manual enduro machine
and the Cross-Country and Moto-
cross 500 huskys of the last two
years.

It's all in the frame and suspen-
sion package shared by all the new
enduro Husgvarnas, and a pretty
good package it is too. Steering
head angle has come back tc 28.5
degrees as part of what seems to
be Husqvarna's plan to give buyers
the tighter turning bikes they
demand. The head-shaking beha-
viour which was unheard of with the
earlier, ultra-stable Husqgvarnas
looks asifit's here to stay. It's not as
bad as some, butit's not as good as
others.

The suspension goes a long way
towards making up for any com-
plaints by long-time Husky riders.
Qur test bike wasn't the first of the
'84 enduro Husgvarnas we have
ridden, but the suspension
impressed us a lot more for some
reason. Now that the hopeless
effort by the FIM to restrict suspen-
sion travel has well and truly been
abandoned, Husgvarna is free
again to put whatever length sus-
pension they want on their enduro
bikes.

On the rear it is right back up to
300 mm of travel. And it's the same
system of the twin Husqgvarna-
designed Ohlins rear shock which
was introduced last year under the
ITC name, only this year damping
has been updated to the latest
specs.

Up front, suspension is still
270 mm. with the shorter travel
being achieved not by the fitting of
a travel-restricting spacer, but by
sliding the forks up through the
triple-clamps and using shortened
sliders. The forks still feature the
same overlap but the reduced
travel enables the overhang below
the front axle to be less. The factory
must have figured keeping the
length of this overnang to a mini-
mum to be quite important on
enduro bikes.

More important, we feel, is the
fact that the self-destructing fork
damping washers in last year's
forks nolonger self destruct and the
transition from soft to hard damp-
ing halfway through the fork travel
has been smoothed out.
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The overall result is a suspension
package that works so well you
can't help but be impressed.
Superb comfort combined with
control that will see you safely
through the rough stuff. It's quite
noticeably different to the suspen-
sion of the motocrosser which can
handle high speed whoops much
more aggressively, but in typical
enduro terrain the suspension on
our test bike worked beautifully. We
wouldn’t change a thing.

The 1-st of the bike, in keeping
with Husgvarna's policy of using as
many common components as
possibie (you reap the benefit when
you go to buy spare parts), looks
much like the rest of the '84 range.
The most obvious change is in the
styling of the bikes with the switch to
new tanks. Plastic tanks in fact.

This move sees the disappear-
ance of the iast metal fuel tank on
serious dirt bikes, but the factory
didn’t go all the way and produce a
safely-seat layout. Instead they
allowed the rider to move a little fur-
ther forward by lengthening the
seat and shortening the tank. You

still have a flat seat to slide forward  § ;

on and fuel capacity has been
maintained with a lowered section
of tank similar to that seen on some
factory motocross machinery. The
side-panelinumber-plate  fits up
against this section of tank to give

an integral appearance to the |

whole side-on blaze of white plas-
tic.

blue, the rims are polished-alloy sil-

ver, the motor is black, tyres are

Trelleborgs and generally the bike
is the same simple and efficient
package you expect from the
Swedish factory without any unnec-
essary changes. Minor undates
have made life easier for owners of
these latest model Huskys, but as
we said the 500AE hasalotin com-
mon with the rest of the '84 range.
The thing about this bike is the
gearbox.

TRIMATIC

It's not really a Trimatic Holden
gearbox, but Husqvarna have
switched from four to three gears
with their auto and, by the look of it,
reliability  (which was  often
regarded as the big failing of all the
four-speeders) should be much
more Holden-like.

The basic system of the auto-
matic gearbox remains the same as
in the four-speeders but there have
been a few major changes which
make a lot of difference.

To begin with, starling often
became a problem. A variety of
one-way locking systems were
used to engage the kickstart mech-
anism to the first gear clutch drum.
Systems which would lock to spin
the motor over but then spin freely
once the motor was running. They
had a tendency to self-destruct,
which virtually left you without a
bike. When you can't kickstart the
auto you can't do anything.

Now the little one-way bearing
has been replaced with three
heavy-duty, spring-loaded fingers
(one on each of the three first-gear
clutch shoes) which lock positively
into slots in the first-gear clutch
drum. Once the motor fires up the

The frame is white, the seat is

ABOVE

These shots show what is
involved with stripping down
the gearbox. You need an Allen
key, two spanners, a holder and
a Husqvarna flywheel puller. We
saw the process reversed in

very casual fashion in under
four minutes. From disassem-
bled (clutches intact) to ready to

ride. That included an oil
change. You should be able to
doitin under three minutes eas-
ily with a bit of practice.

counter-balanced fingers are
thrown out of engagement by cen-
trifugal force. It looks bullet-proof
and even if you were able to some-
how break two of the three springs
on the engagement fingers, you'd
still have kickstart engagement.
Still, in first gear we have what is
probably the most significant
change to the gearbox. The clutch
shoes are steel instead of grooved
brass and the initial take-up of drive
when you open the throtile is much
more positive. Kind of like dumping
the clutch instead of easing it out. It
works better riding-wise and it
works alot better as far as reliability
goes. The old grooved brass clutch
shoes tended to slip slightly as the
drive took up (which is why the
grooved brass shoes have been
retained on the second and third
gear cluiches — 1o make the
changes smoother) and, particu-
larly on an enduro bike where the
motor spends more time just on the
point of engaging drive, the shoes

slip and wear.

This of course creates heat,
which accentuates the problem. If
you got stuck on a hill, for example,
you would soon have an over-
heated gearbox with a first gear
clutch slipping more and more as it
burred over the grooved brass
clutch shoes. Thisthen restricted oil
flow through the grooves and fur-
ther acceniuated the problem. First
gear clutch dogs have always
needed a regular cleanout with a
hacksaw blade but now the prob-
lem doesn’t exist.

The third main problem area to
be attended to was the replace-
ment of six teflon bushes with four
(one less gear means two less bear-
ings) needle roller bearings. | don't
know what the idea behind the tef-
lon bushes was in the first place, or
why the factory persevered with
them for so long but the needle
rollers are meant to be the deluxe
set-up and it sure sounds like a
smart move to us. The teflon




ABOVE
On the left is the clutch drum
from the previous model

4-speed auto. On the right, with

one less set of clutches, is the
one from the new 3-speeder. It's
as light (compared with the old
version) as it looks.

bushes were just not up to the job.

The engagement of the gearbox
(from neutral into drive) was
another area to come in for major
changes. Previously the engage-
ment gear was slid along the main
shaft until it slotted into position on
what was virtually a coarse spline.
Trying to engage drive at anything
above a slow idle was a problem
because not only was the gear
reluctant to slip into position (the
noise it made let you know just how
reluctant), but it could cause
serious damage and leave you
stranded once again.

Quite a few riders ground to an
expensive hait on some of the
earlier autos when the handlebar
mounted engagement lever caught
on a branch, allowing the motor {o
slip momentarily into neutral. If you
were on the gas at the time, the revs
naturally rose and there was a good
chance that the branch would slip
oft the engagement lever right at
this time, slamming the gear back

down the shaft in an attempt to re-
engage. At high revs there was no
chance.

This problem was side-stepped
by swilching to a small engage-
ment lever on top of the engine
cases behind the motor where it
couldn't get bumped accidentally.
The engagement lever is still in the
same spot on the new 500AE but
the engagement method is all new.
Big, hefty engagement dogs like
you find on a regular gearbox.
Judging by the amount of abuse
this tried and true system can put
up with in virtually every manual
motorcycle gearbax, buyers of the
new Husgvarna auto should be
able to look forward to ultra reliabil-
ity in this department.

All  this new eguipment is
wrapped up in an extra heavy look-
ing, sand cast lefthanded side-
case which features cooling fins
(despite the fact that heat is much
less of a problem with the steel
clutch dogs on first gear now) and

ABOVE

The two gears on the left com-
prise the new drive engagement
system using good, strong,
conventional looking gearbox
engagement dogs. On the right
is the old slide-along-the-shaft
arrangement which didn't like
rough games.

LEFT

Human finger depresses one of
the new spring-loaded, counter-
balanced, kickstart fingers.
Lying alongside is the old one-
way bearing setup with a couple
of teeth removed as a punish-
ment for its unreliability.

an equally heavy looking right hand
side-plate which is held in position
with huge 8 mm bolts.

RIDING IT

The bike is everything an '84
model 500WR Husgvarna is.
Exactly the same. The gearbox is
the big feature and the missing
clutch and gearlever serve to
remind you time and time again
when you first ride it.

Start it up and slip it into drive as
soon as the revs drop back to an
idle (it still makes a horrible noise if
the revs are just a little high when
you do), twist the throttle and away
you go. It certainly does engage
first gear quite crisply and you have
to be gentle to get under way with-
out wheelspin.

Play around a little to get used to
it, then open it up down a decent
length straight. It doesn't take long
to find out this bike is super-fast,
and, because you are getting maxi-

Continued over

HUSQVARNA
500AE

Test bike: Husky Motorcyle
Imports
453 Coreen Ave, Penrith 2750
Phone: (047) 321655
Retail price: $3299

ENGINE
ENQINE. e ssnemns single cylinder,
air cooled, reed valve
two-stroke
Bore and stroke ........... 86 x 84mm

Capacity...............
Compression ratio................. 9.0:1
Ignition........cccoeeeinne. Motoplat CDI
Carburettor 40mm Mikuni
BT ] (or:11Te] g ERuRSm——————— Premix

TRANSMISSION

Husqvarna 3-speed automatic

FRAME AND
SUSPENSION

Frame.............. Chrome-moly, semi
double cradle

Suspension:
Erant....om Husqvarana leading
axle, 270mm travel
Rear....... Heat treated swingarm
in needle bearings, twin

Husqgvarna shocks,

300mm travel

(- T — Trelleborg 3.00 x 21

Deep Grip and

5.00 x 18 Tenmasters
DIMENSIONS

Seatheight..........ccoeiin 960mm

Wheelbase ........ ....1480mm

Ground clearance . ..320mm

WaBIGhE. .covnsmmassmmmasvas 113kgs

Fuel capacity ...........ccoe.. 12.5 litres
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mum drive and lightening-fast

gearchanges at just the righi spotin |

the power delivery (the bike is con-
stantly throwing a roost when you

are on the gas), you get up speed

very quickly.

Most riders don't accelerate an
open class bike as efficiently as
they could and the auto shows this

up clearly. All you have to dois hold |

the throttle open and you acceler-
ate with all the precision of an
expert. No short-shifting or over-
rewing or bad gearchanges. Too
much wheelspin and the bike
changes up searching for traction.
Too much traction and the bike
changes down to keep the revs up
where the motor makes most
power. It does this constantly and
almost imperceptibly. Better than
any clutch slipping expert ever
could. Like we said, the auto knows
more about riding than you do.

Do or die attacks on turns have a
much better chance of success too.
Especially the never-seen-it-before
turns of an enduro. First of all you
don't stall the engine as you slide in
with everything locked up, then
when you lay it over and get on the
gas everything is ready to go. The
bike almost insists you ride better
by taking care of all the little prob-
lems and encouraging you get on
with the job of riding. At first, the
bike seers to keep reminding you
of all the mistakes you would be
making if you were on a manual
gearbox bike, but then it goes and
sorts the problems out anyway.

And if you are wondering about
the spread of gears in a three
speed gearbox, worry no more.
First gear is fractionally lower than
first gear on the six-speed 500WR
and can handie any enduro situa-
tion with ease. Three speed (and
the older four speed) automatic
Husqvarnas have proved they can
get off the fine and accelerate with
the best open class motocrossers,
and top gear, being identical to that
on the WR and XC500s should give
you a top speed of aver 160 kph.
We reached that figure after a
standard 500XC wheelied past the
timing lights at the Castlereagh
Drag Strip at just over 170 kph to be
the fastest dirt bike they have ever
timed out there. 170 kph in 400
metres, We didn't actually time our
test auto but we know it's plenty fast
enough for any enduro we've seen.

We took our test bike on a very
tight enduro loop that we hadn't
ridden before and it was magic. Full
power, traction-packed bursis of
acceleration between every turn,
no matter what the surface (in our
case everything from smooth rock
to deep river-bed sand), locked up
brakes deep into one blind turn
after another with the rear wheel all
ready to blast a roost high into the
air whenever you gave the signal.
All this without lifting a finger (or toe)
of your left hand (or foot). You tend
to get carried away and start hurling

the bike around with reckless aban-
donin away you have always been
afraid to on an open class bike. Get-
ting on the power is the greatest life-
saver in most dirt bike dramas and
the fact that the auto is always
ready and waiting to deliver a full-
on burst at the flick of the wrist is a
real confidence booster.

You have probably figured out by
know that we loved riding the auto-
matic but we better give you some
of the bad news before you race off
to your local Husky dealer.

First, the bike doesn’t possess
one ounce of engine braking.
You've probably heard four-stroke
riders saying the same thing about
two-strokes. How they would never
ride a two-stroke because it has no
engine braking. Well if you think a
normal two-stroke doesn't have
any engine braking you should fry
riding the automatic.

When you shut off it's as if you
have pulled the clutch in. You are
well and truly coasting until you get
on the brakes. Theoretically it
should be no problem. If you are
riding fast you should be hard on
the brakes right up until you get on
the gas. One short ride on this bike
will show you just how much time
you waste in every corner. There
always seems to be a huge gap of
nothing between getting off the
brakes and on the gas that is dis-
guised on a manual bike. The fact
that this time wasting is so obvious
is enough to make you sharpen up
your cornering act.

What seems like another prob-
lem is the fraction of a second delay
when you finally do get on the gas,
butit is something you tend to com-

_pensate for as you get used to the

bike.

Then, of course, there are the
situations where the lack of engine
braking can't be overcome. Long
downhills for example. Exper-
ienced auto riders tells us that they
can be a real bitch. Especially
muddy, slippery ones with a bit of
off-camber turning involved. When
the brakes are locking up with
seemingly no effect other than slid-
ing the bike around off line, then the
reassurance of a little engine brak-
ing starts 1o look real attractive.

We would imagine sweeping off-
camber turns would also be a prob-
lem because we've never been
able to brake hard into one then get
straight on the gas. We guess a big
session of coasting through the turn
would be involved there too.

Another potential problem is the
bike staliing when you shut off the
throttle and the motor returns to
idle. If it is not running cleanly the
motor can stop. On a long downhill
where you are constantly on the
brakes for example, the motor is
called upon to keep idling away
happily the whole time. On a
manual bike you blip the throtlle
occasionally (with the clutch dis-
engaged) to keep the motor run-
ning cleanly so it doesn't become a
problem. Blipping the throtile on
the auto means a lurch forward.

The last thing you want on the sort
of downhiiis we're talking about
here.

And if you figure these situations
where it is difficult to use the brakes
sound bad imagine a few enduro
situations with no brakes at all. As
great as the new Husgvarna brakes
are in the waterproofing depart-
ment, a complete submerging will
have you with next to nothing for at
least the next turn if you don't
squeeze the water out of them.

Still on the subject of brakes. A
common trait of auto riders is 1o
overcome the lack of engine brak-
ing by constantly riding the rear
brake. This will cook any drum
brake in existence, of course, and
leave you with no rear brake at all
by about haliway through a day's
riding. When you find you need
them maost you'll find you have no
rear brakes at all. It's not an easy
habit to break either. Phil Lovett
eventually fitted a disc to the rear of
his auto to overcome the problem
of the disappearing rear brakes.

Still, you can't have everything.
The annoyance created by a no
engine-braking situation will be
forgotten when you come panic-
braking into a blind, zero speed
cross-country special test turn, only
tofind an arrow pointing straight up
the side of a three metre, near verti-
cal bank. Just point the bike, twist
the throttle and you're up. The big-
gest problem would be avoiding all
the other stalled bikes, bogged and
wheelspinning bikes, and flipped-
over-backwards bikes.

The only other problems are not
actually riding problems. You can't
push-start the auto if the worst
comes o the worst. It iakes a sec-
ond longer to get underway once
you have started it (engaging
drive). And once you are underway,
be careful about trying to pufl good
balance point wheelies (the front
end comes up smoothly and effort-
lessly) because just as you are get-
ting it right, the bike will change into
a higher gear and lurch you off the
back. You've been warned.

SUMMARY
The big advantage the S500AE
has over previous automatic

Husgvarnasis the promise of excel-
lent reliability. If that is enough to
make you consider getting onto an
auto, then all you have to do is
weigh up the lack of engine braking
verses convenience. The conven-
ience of riding a bike which doesn’t
punish the all too regular panic-
stricken mistakes we all make when
we ride enduros.

Experts like Gall, Leisk and Van-
denberg may be able to get a little
extra out of a motorcycle with a con-
ventional gearbox but riders like
you and | would be better off on the
auto nine times out of ten.

Philip Eldridge has been riding
automatic Husgvarnas ever since
they first came on the market and
he knows them better than anyone.
After giving us a list of criticisms a
mile long of all four old models he
has owned, he turned around and
said " ... but | siill think anyone
who rides a manual bike in enduros

is crazy.” ("
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Auto Husqvarnas are great. Great in theory;
and great in practice too when everything is

operating properly. But despite efforts to live down
a reputation of unreliability firmly established with
the old 360 and 390 models, it seems that the 500
Auto has still been giving some owners a few

headaches.

hen the new 500 3-speed
w Aute was introduced last

year, it seemed the facto-
ry had attended to the problem
areas (they weren't difficult to rec-
cgnise) and the new Automatic
looked like having all the advan-
tages of automatic gear selection
without the previously associated
hassles. It certainly looked good to
us. In factin our test of that bike we
said “The big advantage the
500AE has over previcus Automa-
tic Husqvarnas is the promise of
excellent reliability.”

Well it seems we weren't 100%
corect, and we're the first to admit
it. The 500 Auto has proved to be
something of an “enthusiasts ma-
chine” and a kick-'er-in-the-guts-
and-go approach to maintainence

lems.

will almost certainly result in prob-

On the other hand, a litlle well-
directed care and maintainence
can turn the Auto into a trustworthy
mount which should see you
through every race and trailride of
the season. So, prompted by a
guilty conscience about what we'd
said inour previous test, we set out
to find a few details of this “well-di-
rected care and maintainence” for
those few poor unforiunates who
traded in their old XL Hondas only
to discover the bike oftheir dreams
needed a little more tender loving
care than they were used to giv-
ing.

We spoke tc a number of riders
about their Autos, with reports on
reliability ranging from atrocious to
excellent, but the obvious person

to talk to to get the complete pic-
ture was Paul Rooney, a Husg-
varna dealer whose wealth of ex-
perience has earned him a wide-
spread reputation as THE Auto ex-
pert. His expertise has attracted a
relatively  large  number  of
Husgvarna Auto riders around the
Lismore (NSW) area and he obvi-
ously gets a better picture of the
bikes' strengths and weaknesses.

The one big problem with the
Auto that everyone admits to is
overheating. it is a problem inhe-
rent with the design of the gearbox
but it has a number of contributing
factors which can be attended to
in order to help reduce the prob-
lem. The swiich to steel-to-steel
engagement of first gear (pre 500s
were brass to steel) helped re-
duce slippage and the asscciated
heat buildup but it seems this ini-
tial engagement is still the major
cause of overheating.

To start with, Paul claims much
of the slippage during the engage-
ment point in first gear can be
eliminated by altering your riding
style. Infact, aracing approach—
hard on the brakes or hard on the
gas — reduces slippage a great
deal. Playing with the throtlle at
low revs — as you would when rid-
ing a manual bike on a tight, twisty
trail for example — means a lot of
slippage at the initial engagement
point, and a lot of heat. The ideal
approach, and one which the Autc
takes to like a duck to water in this
sort of terrain, is to lock the rear
wheel (the motor won't stall), slide
into the turn. then get on the gas
HARD. Don't worry about too
much wheelspin and any as-
sociated problems because the
gearbox simply changes up a
gear when this happens. Rolling
the throttle on just a little to get you

\ to the next turn a few yards away

means slipping and overheating.

62 Aust. DIRT BIKE

One rider we spoke to claims he
cut his overheating problems in
half by adopting a fresh approach
to his riding, and as Paul pointed
out, it is mainly the new Auto riders
having reliability problems. Most
(not all) riders with previous ex-
perience with Automatics are hav-
ing relatively trouble-free runs.

We mentioned the steel-to-steel
first gear engagement being a lot
more positive, but you can im-
prove things a little further by cut-
ting diagonal grooves in the first
gear clutch shoes in much the
same way as you would cut water
grooves into brake shoes. (Photo
#1)

It is important that you keep an
eye on the clearance between the
shoes and drum on the first gear
clutch. At an idie with the gearbox
in “drive”, the bike should just be
feeling like it wants to move. You
shouldn't need a handful of revs to
get underway. Clearance can be
adjusted by removing the springs,
fitting a pair of large screwdrivers
between the coils and twisting to
stretch the spring to the desired
length (Photo #2). These springs
can be stretched a maximum of
2mm.

Excessive drum/shce clear-
ance means the motor is revving
faster during initial engagement.
The problem is compounded by
the fact that the motor/clutch will
spend more time in this engage-
ment area at these higher revs, so
more heat is produced more often,
even to the point of causing seri-
ous damage (o the the first gear
drum and shoes. A new two-piece
drum/gear kit means at least you
now don't have to shell out for the
complete unit.

Another very successful
change Paul has recommended
(and is standard on the '85 Autos)
is the switch from a 40 to a 38mm

Anyone wishing lo lake

Special thanks lo the International
(he actually does get work from o

Photography by Geolf Eldridge

ly famous
verseas cus-

advantage of Paul's motorcyciing expertise
can contact him at his shop in Lismore, NSW.

on (066) 280 431.

tomers!) Paul Rooney for his help and co-oper-

ation with this article.



carburettor. It means easier start-
ing, smoother running and the op-
portunity to run alower idle speed.
This offers the opportunity to set
up the engagement point at lower
revs (less drum/shoe clearance),
again resulting in less slippage
and heat.

Paul also recommends that you
don't go for the biggest tyre you
can lay your hands on. Based on
his experience with Trelleborg's
Ten Masters tyre, he says a 5.00-
18 is as big as you should go. Not
only will heat buildup be reduced
(the rear wheel tends to spin more
instead of the gearbox slipping),
but the bike will work better and be
easler to rider generally.

With all this heat we keep talking
about, it's obvious that lubricaticn
is going to be crucially important.
The oil to use is Esso's Univis J26.
Ahigh quality ($4.75 alitre) aircraft
hydraulic oil. It is important to use
the recommended quantity of
1000cc and not to add a little extra
to allow for the fact that automatics
USE a little gearbox oil (!!?).
Change the oil after every enduro
or decent ride (or halfway through
the Four Day).

A starting system for the Autc is
obviously a headache for Husg-
varna, and changes over the years
have never been outstandingly
successful. The current system is
prone to problems if you don't take
the time to follow the starting pro-
cedure carefully. Depress the
kickstart lever until it engages,
then without lifting the tension off
completely, bring the lever back
up to give you a full swing. A sud-
den jab at the lever will possibly
only half engage the mechanism
or not engage at all. Either way it
damages and rounds off the en-
gagagement fingers, eventually
worsening the temperamental
system or even rendering it inef-
fective. No kickstart on an auto
means no start at all.

Adding to your troubles in this
area is the likelihood of the en-
gagement finger springs losing
their tension fram the unavoidable
overheatings they are subject to.
You can keep an eye on how well
these fingers are engaging how-
ever by removing the oll filler cap
which allows you a close-up view
of the mechanism and how well it
is operating (photo #3) by simply
pushing the kickstart lever with
your hand. Paul recommends
these springs (photo #4) are re-
placed halfway through the year.

As far as clutch spring break-
ages go, Paul suggests you round
the holes where the springs fit
through the shoes and hub (both
ends — all three springs) (photos
#5 and #6), and grind away any
excess metal where the springs
may rub (photo #7). This elimi-
nates sharp edges and rubbing

which may contribute to break-
ages. A mistake some riders make
is toreplace all three springs when
one breaks. Paul suggests an un-
broken spring indicates that it is a
good quality spring. Factory riders
using Automatics use clutch
springs that have been subjected
to constant abuse on a test ma-
chine non-stop for three days. The
springs that survive are used in the
warks machines with an excellent
reliability record.

So those are the areas you need
to keep an eye on if you own or
plan to own an Automalic Husg-
varna. Obvicusly they require
more attention than your average
dirt bike, but on the other hand, the
riders we spoke to about their
Autos can't praise them enough.
Without exception, these riders
described the automatic SYSTEM
as the greatest innovation ever.
Even riders who fumed about the
problems they had encountered
with their machines, swear nothing
compares to an Auto when it is

ticular echoed the words of Auto
owners since the machines were

greatest thing ever. They just need
o perfect it.”

Ninety percent of this endless
need to "perfectit” involves scme-
how eliminating the chronic over-
heating problem (a problem which
effects the motor and power out-
put as well as the gearbox). if that
can be done, then Husgvarna re-
ally will have on their hands the
winner we claimed our '84 model
AES00 to be.

In the meantime, riders who just
can't live without automatic gear
selection will have fo spend a litile
more time in the workshop. r‘

RECOMMENDED JETTING |

38mm carb. 40mm carb. |
Slide 2.5-3.0 2.5 ’
Pilotjet 50-55 55-65 {
Needle jet R2 AAQ
Needle 6DH3 7DH3
Main jet 400 370-380
Floatlevel 17-19mm 19mm |
Paul also recommends setting the timing at 2.2 (Std 2.8). I

n

working properly. One rider in par- |3

introduced years ago — “lt's the |
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