DIRECTIONS FOR ADJUSTING THE F TYPE SOLEX (Page 16)
COMPOSITION OF THE JET ASSEMBLIES

The assembly represented below is composed of three parts, viz: jet-carrier, jet cap and
main jet, and is described as "Assembly 12"

MoHTaXKbT, IPEACTABEH M0-10JY, Cé CbCTOU OT TPH YACTH, 2 UMEHHO: HOCAa4 3a CTPYH,
KaNak Ha J’KeTa M IJIaBHA CTPYA M € OMUCAH KAaTO
"Moutax 12

ASSEMBLY 12

JET-CARRIER

This is called jet carrier 12-300 and is marked with
ot - B the numeral 12 (see left-hand picture, lower item)

ToBa ce Hapuua peakTuBeH Hocutes 12-300 u e
MapkupaHo ¢ nudpara 12 (BUK CHUMKaTa BJISIBO,

Fig. 16
Main ot AOJIHATA YacT HA MPOAYKTA)

JET-CAP

The jet-cap 12X300 is employed in the vertical
carburettors (see right-hand picture, lower section)

KanmaxksT Ha mketa 12X300 ce n3mo3Ba BB
BePTHKAJHUTE KapOypaTopu (BH:KTe CHUMKATA
B/SICHO, /10JIEH pa3/eJi)

The jet-cap 13X300 us used in the case of
horizontal carburettors (see right-hand picture,
upper section)

Fig. 17
Jet-carrier

Kanakbr 32 peakTuBHu aBurarean 13X300 usnonzpaxme B ciaydaid Ha
XOPHU30HTAJHU KapOypaTopH (BUKTe CHUMKATA BIASICHO, TOPEeH
pazaeJ) (carburettor FV)

In both cases the second number 300 indicates the diameter in

hundredths of millimetres of the lateral holes 'A' drilled at the lower part of the
cap (right-hand picture)

N B aBaTa cay4yasi BTopoTo unciio 300 moxkassa 1maMeTbpa B CTOTHH MIJIHMETPH
0T CTPAHUYHHUTE OTBOPH ,, A%, MPOOUTH B I0JTHATA YACT HA KanaykaTa (CHUMKa

B/ISICHO)



MAIN JETS

The main jets (left hand picture, top section) are made in four types. They are
designed and marked with numbers indicating in hundredths of millimetres the
diameter of the calibrated orifice, followed by the two-digit numbers 51, 52, 54 or
56 which characterize the diameter and disposition of the lateral holes A,B,C,D
(left picture, upper section) These holes determine the correction of the jet, that
is to say, the variations in output correspond with different suction values.

OCHOBHMTE CTPyM (CHMMKA BISBO, I'OpHaTa CeKIMUs) ca HalnpaBeHM B
vernpu THna. Te ca npoexTHMpaHM M MapkKuMpaHm C umbpm, ykassamm B
CTOTHM MMJIMMETPM IOMaMeTdtpa Ha KalubpupaHmusi OTBOP, HNOCIemBaH OT
oByumbpennTe umcina 51, 52, 54 uam 56, xomTOo XapakTepmusupaT
OraMeTspa M pasBMNoJIOKeHMeTO Ha CcTpaHumuHuTe oreopm A, B, C, D
(1siBa CcHMMKA, TOpeH ydYacT®k) TesBmM OTBOPM ONpemeNsT KopeKuusaTa Ha
CTpysiTa, TOEeCT BapMaHTMUTE B MBXOoJa CHOTBETCTBAT Ha PpaBJIMYHM
CTOMHOCTHM Ha SBacCMyKBaHe.

Thus the G X 51 has a lower correction, that is to say, it will give greater richness
at high speed and relatively lower richness at low speeds than the jets 52 and 54
which are progressively higher in correction than 51, that is to say, that all these
jets, assuming the same richness when all out, will give mixtures more and more
rich at lower speeds as the numbers increase.

ITo To3u HaunH GX 51 uMa mo-HUCKa KOPEKIMS, TOECT LIe JaJie MO-ToJIsIMO OOraTCTBO MpH
BHCOKa CKOPOCT M OTHOCHUTETHO MO-HUCKO OOTaTCTBO MPU HUCKH CKOPOCTH OT cTpyuTe 52 u 54,
KOUTO €a C MPOTrPECUBHO MO-BUCOKA KOPEKIMS OT 51, ToecT, 4e BCUYKU TE3U CTPYH, aKO
MPUEMEM ChIIOTO OOraTCTBO, KOTaTO BCUUKU M3JIS3AaT, IlIe JaBaT CMeCH BCe M0-00oraTH MpH IMo-
HUCKHU CKOPOCTH C yBeJIWYaBaHe Ha Oposl.

The jet G X 56 is not progressive numerically, but gives an intermediate figure of
correction between G X 51 and G X 52. The correction to be adopted depends on
the adjustment of the engine, the type of induction pipe and upon several
constructional points in the motor itself.

PeaktuBHusaT GX 56 He € MPOTPEecCUBHO YUCIIEH, HO AaBa MEXIUHHA [TU(pa HA KOPEKLIU MEKITY
GX 51 u GX 52. KopeknusTa, KosTO TpsIOBa Ja ce MprueMe, 3aBUCH OT HacTpoWKaTa Ha
JBUraTeNs, BUJa Ha MHIYKIIMOHHATA TPHOA U OT HAKOJIKO KOHCTPYKTHBHH TOUYKHU B CaAMUS
ABUrarTen ,

It is not therefore possible to determine the actual adjustment by calculation, but
is easier to consult us if any difficulties are encountered, for tests have been
carried out by us on practically all standard engines. If for some reason the



adjustment will not conform to ordinary practice, we give on the following pages
a series of hints by which it may be experimentally determined.

CrnenoBatenHo HE € Bb3MOXKHO Jia C€ ONpeieNn JEHCTBUTEIIHATA KOPEKLIMS Ype3
M34YKCIIEHHUE, HO € MO-JIECHO JIa C€ KOHCYJTUpATE C HAC, aKO Bb3HUKHAT HIKAKBU
TPYAHOCTH, Thi KATO TECTOBETE ca OWJIM M3BBHPIIICHU OT HAC HAa MPAKTUYECKH BCUUKH
CTaHJAPTHU JABUTATENIN. AKO MO HIKaKBa MPUYMHA KOPEKIUATA HSIMA Ja CbOTBETCTBA
Ha oOMyYaiiHaTa MpaKkTUKa, HUE JaBaMe Ha CJICJIBAIIMTE CTPAHUIIN MOPEIULIA OT
MOJICKA3KH, YpE3 KOUTO MOKE J1a CE€ ONPEACIIN €KCIEPUMEHTATHO.

IRECTIONS FOR ADJUSTING THE F TYPE SOLEX (Pages 17-19)
YKA3AHUMA 3A PETYJIMPAHE HA THUIT SOLEX (Ctpanunu 17-19)

ADJUSTMENT FOR POWER (Pages 17-18)

It is necessary first to determine the size of the choke tube (K) and this can be obtained
from the Adjustment Table and formulae on Pages 20 & 21, the diameter of the choke tube
being stamped on the inside of the waist, the figures representing same being in
millimetres.

PET'YJIMPAHE HA CUJIA (Crpannum 17-18)

IIspBO € HEOOXO0AUMO /1a ce ompeae/ M pa3MepsbT HA ApoceHaTa Tpboa (K) u
TOBA MOe 1a Obae nmoay4eHo ot Tadaunara 3a peryaupane u ¢popMyJiuTe Ha
crpanunm 20 u 21, kaTo AMaMeTHLPHT HA APOCEJTHATA TPHOA € IAMIIOBAH OT
BbTPEIHATA CTPAHA HA KPBCTA, GUrypuTe NpecTaBIABAILLM CHIIOTO € B
MHJIMMETPH.

DISMOUNTING THE CHOKE TUBE.

In order to dismount the choke tube it is only necessary to remove its retaining
screw. In the case of horizontal carburettors, in addition to the above screw the
choke is also maintained in position by the main jet cap which passes through it,
and the float chamber must therefore be removed before the choke tube can be
withdrawn.

N3KJIIIOYBAHE HA TEBATA YOKA.

3a 1a ce IeMOHTHpa JIpoceliHaTa TphOa, € He0OOXOAMMO caMo Ja U3BaIUTE 3abp)Kalius BUHT. B
cilyyail Ha XOpU30HTAJIHU KapOypaTopH, B IOMBIHEHUE KbM TOPHUS BUHT, IPOCEIBT C€
MOJUTHPIKa M B TIOJIOXKEHHE OT TJIaBHATA CTPYIHHA Karadyka, KOsSITO MHHABa IIpe3 HEeTo, U
MOTIIABKOBATa KaMepa TpsioBa J1a ObJie OTCTpaHeHa, MPEAH J]a MOXKE J1a Ce U3TETIIU IpOCeTHaTa
TpBOA.



SELECTING MAIN JET SIZE.

The size of the choke tube having been decided upon, the adjustment now
becomes a question of determining the best size of main jet (G) to use. To
determine this, consult the table on Page 20 which gives the average sizes of main
jet required with definite choke tubes. In some cases it is necessary owing to
individual peculiarities of the engine, to vary the main jet size up and down by
one or two sizes.

N350P HA OCHOBHMUS PASMEP HA JIKET.

PasmepbT Ha 1pocesHaTa TPHOa e OMJI pelleH, cera HaCTPOMKaTa cTaBa BbIIPOC
3a onpejesisiHe HA Hail-100pus pa3Mep Ha rjaBHaTa cTpy1 (G), KosTO 1a ce
U3I0J13Ba. 3a 1a ompeesIuTe TOBA, KOHCYJITHPaiiTe ce ¢ TA0JIMIATA HA CTPAHULIA
20, K0AITO 1aBa CpeIHUTE Pa3MepPH HA OCHOBHATA CTPYSl, HEOOXOAMMHU C
onpeaesieHu Apocesau. B HAKOU ciryyan e He00X0AUMO NOPaaH MHAUBHIYATHUTE
0Cco0eHOCTH HA IBHUraTe/Isl 1a ce MPOMEHs OCHOBHUSIT pa3Mep Ha CTPysiTa Harope
¥ HAJI0J1y C eAMH WJIM ABa pa3Mepa.

REMOVING MAIN JET.

To remove the main jet (G) unscrew the cap (A) when the jet can be withdrawn
by the fingers. This can be effected without losing any petrol and without having
to break a petrol joint. When re-mounting, do not use undue force when
screwing down the jet cap, and thus avoid injury to the jet.

OTAJABAHE HA OCHOBHUA TKET.

3a na npemaxsere riiapHara crpys (G), passuiite kanaykara (A), Korato
CTpysiTa MO:Ke Ja Ob/ie u3TerjieHa oT npberute. ToBa Mo:Kke 1a ce ocbllecTBH 0e3
3ary0a Ha OeH3uH U 0e3 1a ce HaJIara ja ce cuynu OeH3uHoBa crapa. [Ipn
NMOBTOPHO MOHTHPAHE He U3M0JI3BAlTe HEHYKHA CIJIA NIPH 3aBUHTBAHE HA
KANayKaTa Ha CTPYATA U N0 TO3M HAYMH U30sArBaiiTe HAPAHSABAHUA HA CTPYATA.

DO NOT IN ANY CIRCUMSTANCES use a reamer on the calibrated hole
which is corrected by fluid flow and must not be interfered with.

HE HAMAJISIBAUTE B HUKAKBU OBCTOSATEJICTBA u3nossBaiite
pPa3IMPHUTE] HA KAJTUOPUPAHNS 0TBOP, KOWTO ce KOPUTHPA OT MOTOKA HA
TEYHOCTTA U He TPsiOBa /1a ce HAMeCBa.



SIZE & TYPE OF JET TO START WITH.

The type of jet with which it is best to commence is G X 51 because this will suit
the greatest number of engines and it gives better economy than jets of higher
correction. Generally speaking it is advisable to use as small a jet as possible
consistent with obtaining the required power. This jet is generally one size larger
than the number which gives obvious indications of poverty. One can recognise a
poor mixture by the tendency to fire in the carburettor when accelerating.

PA3MEP U1 TUIT CTPAHA 3A 1A 3AIIOYHETE C.

TunbT MKET, ¢ KOUTO € Hail-1o0pe na ce craptupa, € G X 51, Thil KaTto ToBa I1Ie
OTTOBaps Ha Hal-TOJIeMUs OpPO IBUTATENN U JaBa Mo-100pa NKOHOMHS OT
PEaKTUBUTE C MO-BUCOKA KOpeKIus. Hait-o0110 ka3aHo € mpenopbhUUTETHO J1a Ce
M3T0J13Ba Bb3MOKHO Hail-MaJjKa CTPys B ChOTBETCTBHE C MOJy4aBaHETO Ha
HEe0o0XoIMMaTa MOIIHOCT. [1o IpUHITUIT Ta3u CTPYS € C €UH pa3Mep MO-TOJISIM OT
Oposi, KOETO JJaBa OUEBUIHU MHAMKAIIMHU 3a OeHOCT. HOBEK MOXe /1a pa3lo3Hae jola
CMecC IO CKJIOHHOCTTa KbM OT'BH B KapOypaTopa Ipu yCKOPsIBaHE.

TWO DIFFERENT JETS GIVING THE SAME PERFORMANCE.

When two jets give the same performance in point of power and pick-up it is of
course advisable to choose the smaller in order to save petrol. The main jet (G)
therefore should, if possible, be used in type 51 provided the capacity for
maintaining power on hills and acceleration is satisfactory.

JBE PA3JIMYHU CTPAHU, ITPUAABAIIN CBIIOTO U3ITBJIHEHUE

Koraro nBa mxera 1aBat eJHaKBU IOKa3aTed C MOIIHOCT U ITUKaI, pa3oupa ce e
MPENoOpbYUTENHO Ja u3bepeTe Mmo-MajKuTe, 3a 1a crnectute OeH3uH. ClenoBaTeTHo
ocHoBHata cTpys (G) TpsaOBa, ako € B3MOXKHO, Jla C€ U3MOJ3Ba OT TUM 51, nmpu
YCJIOBHE Y€ KalaluTeThT 3a NOAIbpKaHe HAa MOIIIHOCTTA Ha XBbJIMOBETE U
YCKOPEHHUETO € 3aJ0BOJIUTEIIECH.

In cases where any of these points leave a little to be desired it may be necessary
to revert to higher corrected types such as G X 52 or G X 54 which will give a
better performance on hills or during acceleration. When one is obliged to use a
jet of higher correction, it is at the same time necessary to increase its number in
order to maintain the same degree of richness when all out. For example; if after
having found that it is necessary on a given engine fitted with a 110 X 51 jet to
change, for certain reasons to a higher correction, one would then use 115 X 52,



or, if a still higher correction is necessary, 120 X 54. It is always best, however, to
use as low a correction as possible for purposes of economy.

B cnydaunre, Korato HKOs OT T€3U TOYKH OCTABU MAJIKO JKEJIaHUE, MOXKE J1a Ce
HaJI0KH J1a C€ BbPHETE KbM MO-BUCOKO KOpUrMpaHu Tumose, kato G X 52 unu G X
54, xoeto 11e naje no-100pH MoKa3aTear Ha XbJIMOBE WIH 10 BpEME Ha YCKOPEHUE.
KoraTo 4oBek € AIbKeH J1a U3M0I3Ba CTPYSI € [T0-BUCOKA KOPEKIUS, B CHILIOTO BpeMe
€ He0OX0IMMO J1a ce yBeJIUYH OposT UM, 3a Jla ce MOAIbpPrKa €/1HA U ChIlla CTENEeH Ha
0oraTcTBO, KOraTo BCHUKH ca HaBbH. Harmpumep; ako cieji KaTo yCTaHOBUTE, Y€ €
HE00X0AMMO Ha JaJieH ABuraren, cHabieH cbe ctpys 110 X 51, na npomeHnure,
nopajy ONpe/esIeH! IPUYNHN Ha TI0-BUCOKA KOPEKLus, YoBeK Ou n3non3Bai 115 X
52 unu, ako € HeoOXouMa ol1le mo-Bucoka kopekuus, 120 X 54. Bce nmak BuHaru e
Hali-100pe J1a ce U3IM0JI3Ba Bb3MOXKHO Hal-HUCKA KOPEKIIHS 32 UKOHOMUH.

DETERMINATION OF THE SIZE OF THE CARBURETTOR (Page 19)
OINPEJAEJIAHE HA PASBMEPA HA KAPBYPETTOPA (cTpanuua 19)

1) Carburettor Horizontal or Vertical.
As a rule the former type is always employed in the case of monobloc engines with a
single port. It is necessary, however, to note that the position of the petrol tank is
sufficiently high to give the required head of petrol even on the steepest hills. The
vertical type is almost invariably employed in the case of external manifolds.

1) KapGypaTop XxOpu30HTalIEeH UK BEPTUKAJICH.
[To nmpaBuiIO GUBLIUSAT TUIl BUHATH CE€ U3M0JI3Ba B CIy4yail HA MOHOOJIOKOBHU
JBUTATEN! ¢ eauH nmopT. Heobxoammo e obaue ga ce otOenexu, ue
MOJIOKEHUETO Ha pe3epBoapa 3a OEH3UH € JOCTaThYHO BUCOKO, 32 Ja Jaje
Heo0XxoaMMaTa riaBa Ha OEH3UH JIOPU U HA Hal-CTPBMHUTE XbIMOBE.
BepTuKalHUAT TUI € TOYTH HEM3MEHHO U3II0JI3BaH B CiIy4yall Ha BHHILIHU
KOJIEKTOPH.

2) Choice of Size.

Generally speaking one selects a carburettor the diameter of which
corresponds with the internal measurement of the induction pipe or port,
but it is also well to consult the tables on Page 20 & 21 which take into
account the general characteristics and size of the engine Bore A, Stroke C
and Rpm N.
2) U36op Ha pazmep.
Haii-o6mo0 ce n36upa kapOyparop, YNWTO AMAMETHP CHOTBETCTBA HA BHTPEIIHOTO
M3MepBaHe Ha MHIYKIIMOHHATA TPHOA WM MOPT, HO CHILO Taka € Jo0pe Ja ce

KOHCYJATHpaTe ¢ Tabnuuute Ha crpanuna 20, KOUTO OTYUTAT OOLINUTE XapaKTePUCTUKU U
pa3mep Ha asurarens Bore A , Xox C u o6opotu N.



IRECTIONS FOR ADJUSTING THE F TYPE SOLEX (Pages 17-19)

ADJUSTMENT FOR POWER (Pages 17-18)

It is necessary first to determine the size of the choke tube (K) and this can be obtained
from the Adjustment Table and formulae on Pages 20 & 21, the diameter of the choke tube
being stamped on the inside of the waist, the figures representing same being in
millimetres.

DISMOUNTING THE CHOKE TUBE.

In order to dismount the choke tube it is only necessary to remove its retaining
screw. In the case of horizontal carburettors, in addition to the above screw the
choke is also maintained in position by the main jet cap which passes through it,
and the float chamber must therefore be removed before the choke tube can be
withdrawn.

SELECTING MAIN JET SIZE.

The size of the choke tube having been decided upon, the adjustment now
becomes a question of determining the best size of main jet (G) to use. To
determine this, consult the table on Page 20 which gives the average sizes of main
jet required with definite choke tubes. In some cases it is necessary owing to
individual peculiarities of the engine, to vary the main jet size up and down by
one or two sizes.

REMOVING MAIN JET.

To remove the main jet (G) unscrew the cap (A) when the jet can be withdrawn
by the fingers. This can be effected without losing any petrol and without having
to break a petrol joint. When re-mounting, do not use undue force when
screwing down the jet cap, and thus avoid injury to the jet.

DO NOT IN ANY CIRCUMSTANCES use a reamer on the calibrated hole
which is corrected by fluid flow and must not be interfered with.

SIZE & TYPE OF JET TO START WITH.

The type of jet with which it is best to commence is G X 51 because this will suit
the greatest number of engines and it gives better economy than jets of higher
correction. Generally speaking it is advisable to use as small a jet as possible
consistent with obtaining the required power. This jet is generally one size larger
than the number which gives obvious indications of poverty. One can recognise a
poor mixture by the tendency to fire in the carburettor when accelerating.

TWO DIFFERENT JETS GIVING THE SAME PERFORMANCE.
When two jets give the same performance in point of power and pick-up it is of



course advisable to choose the smaller in order to save petrol. The main jet (G)
therefore should, if possible, be used in type 51 provided the capacity for
maintaining power on hills and acceleration is satisfactory.

In cases where any of these points leave a little to be desired it may be necessary
to revert to higher corrected types such as G X 52 or G X 54 which will give a
better performance on hills or during acceleration. When one is obliged to use a
jet of higher correction, it is at the same time necessary to increase its number in
order to maintain the same degree of richness when all out. For example; if after
having found that it is necessary on a given engine fitted with a 110 X 51 jet to
change, for certain reasons to a higher correction, one would then use 115 X 52,
or, if a still higher correction is necessary, 120 X 54. It is always best, however, to
use as low a correction as possible for purposes of economy.

DETERMINATION OF THE SIZE OF THE CARBURETTOR (Page 19)

1) Carburettor Horizontal or Vertical.

As a rule the former type is always employed in the case of monobloc engines with a single
port. It is necessary, however, to note that the position of the petrol tank is sufficiently high
to give the required head of petrol even on the steepest hills. The vertical type is almost
invariably employed in the case of external manifolds.

2) Choice of Size.

Generally speaking one selects a carburettor the diameter of which corresponds
with the internal measurement of the induction pipe or port, but it is also well to
consult the tables on Page 20 & 21 which take into account the general
characteristics and size of the engine Bore A, Stroke C and Rpm N.

IRECTIONS FOR ADJUSTING THE F TYPE SOLEX (Page 20-22)



TABLE ol ADJUSTMENTS ior F TYPE SOLEX
Carburettor Type FH Assembly 12 Carburettor Type FV Assembly 12
Number 8,§ g z 'gg Number %é g ;; '§.§
A2CN | § s 5 x| 55| A2CN IS e |5 x |85
100000 | = 2 |2 O | 5 % 100000 | = 2 | < 9| 5%
(&) o © — 8 33

5000 12 65 4000 | 17 60

gac0 || 14 | 15 0 SO0 | SO
7300 | 15 | 80 > 26 63500 | 19 86 S
8100 | 16 85 8400 | 20 90 |
13:33 :; gg 10000 | 21 95

12900 | 20 | 105 / 30 13450 | 23 | 110

13650 | 21 | 110 \ 15300 | 24 | 115

g | 22| o 17200 | 25 | 125

16450 | 23 | 120 ) 35
17950 | 24 | 125 [ o 19250 | 26 | 130

B [IR20 0| I OO 21300 | 27 | 135 |
21200 | 26 | 135 | ‘
23000 27 | 140 23500 28 | 140

24800 28 | 145 , 25700 29 | 145

26700 | 29 | 145

| 280

28700 | 30 | 150 ( 30 00 | 30 | 160 /) 40
30800 | 31 | 155 \ 30400 | 31 | 155

32900 | 32 | 160 | 32900 | 32 | 160

To make use of this table it is necessary to employ the formula:- A2 C N /100,000

Where:

A is the bore of the engine in millimetres
C is the stroke of the engine in millimetres
N is the rpm at which the maximum power is obtained

After having determined the value of A> C N /100,000 and chosen the type of carburettor,
FH or FV, one takes in the part corresponding to the type of carburettor, the number in
the first column immediately below one of the definite numbers. One will notice that in the
second column the size of the choke tube will be found, and in the third column the jet size
(G X 51) and in the fourth column the size of carburettor.




These instructions apply especially to 4 cylinder 4 stroke engines, to 8 cylinder engines
fitted with two carburettors or one double carburettor operated as two, BUT for 6
cylinders take a choke tube one size bigger and with it corresponding jets.

For a single or two cylinder motor take, on the other hand, a choke tube one size smaller
and with it corresponding jets.

AUXILIARY JET SIZES
The following table indicates auxiliary jet sizes to be fitted to the chosen carburettor:-

SLOW RUNNING JET

Carburettor Siow running jet gx

26 FV or FH 050 - 055
30-35 FVor FH| 055 - 060
40 FV or FH 060 - 065

EXAMPLE 1

We will suppose that it is required to know the adjustment in the case of a 4 cylinder engine
of 7Smm bore and 120mm stroke giving its maximum power at 3000 rpm. The formula A?
C N /100,000 produces a value of 20,250 after substitution of the values of A,C & N.

If the engine requires a horizontal carburettor (FH) one then looks in the left
hand section of the larger table above to find the first figure immediately below
20,250. This is given in the table as 19,500. Following across the table from that
figure we are given a Choke Tube size of 25mm, a main jet size of 130 X 51 and
the fourth column shows that the carburettor size will be 35. The smaller table

on this page gives an auxiliary jet size of 055 to 060 for this size of carburettor.
While the carburettor plays a considerable part in the question of starting, there are also
other factors which have a bearing thereon, especially when starting from cold and these
should be examined on the following lines:-

IHPUMEP 1

[Ile mpeamonoxuM, 4e € He0OXOAMMO Jla C€ 3Hae HacTpoilKaTa B ciiy4ail Ha 4-
HWIMHAPOB ABUraTen ¢ 75 mm otBop 1 120 MM X071, 1aBaii MakcUMaiHaTa Cu



MmortHocT mpu 3000 o6opoTa B MunyTta. @opmynara A2C N / 100,000 maBa cToitHOCT
20 250 cnex 3amecTBane Ha cTorHocTUTEe HA A, C & N.

AKO nBUTATENAT N3UCKBA Xopu3oHTaieH kapOyparop (FH), Toii mornmexaa B nsBara
4acT Ha MO-ToJsIMaTa TaluIla mo-rope, 3a J1a HaMepu IbpBaTa nudpa
Henocpeactsero o 20 250. Tosa e gageHo B Tabnumara kato 19 500. CnenBaiiku
Tabnuiara oT Ta3u GuUrypa, HIe IMaMe pa3Mep Ha TpbOaTa 3a 3aayIliaBaHe 25 MM,
pa3mep Ha rinaBHarta ctpys 130 X 51 u ueTBbpTaTa KOJIOHA MTOKA3Ba, Y€ pa3MepbT Ha
kapOyparopa mie 0bae 35. [lo-mankara Tabnuia Ha Ta3u CTpaHUIIA JaBa pa3Mep Ha
criomaratenHaTa ctpys Ha 055 o 060 3a To3u pa3mep Ha KapOyparopa.

Brnpeku ue kapOypaTopbT Urpae 3HAUUTENHA POl BbB BBIIPOCA 32 yCKAHETO, UMa U
Apyru (HakTopu, KOUTO UMAT OTHOIIEHHE KbM HEro, 0COOEHO KOTaTo 3aro4Ba OT CTYA
U Te TpsAOBa Ja ObJaT pa3rieaHu Ha CICAHUTE PEOBeE: -

BAD SLOW RUNNING

If, in spite of trying various auxiliary jets, regular slow running is not possible, excessive
induction leakage is certainly indicated, assuming the ignition to be in order and valve
timing normal. The engine in this case will not idle regularly and when one attempts to
reduce the idling speed, it will generally stall. Air leakage in such a case is confirmed by a
depression of the tickler at this moment which will cause a temporary pick-up.

One must realise that slow running is in such a case impossible for the engine is
actually inspiring via various sources of leakage, a greater quantity of air than
that entering via legitimate means, so that the correct slow running mixture
becomes unobtainable.

Defective magneto is also a most frequent cause of bad idling and the condition of
the spark should always be tested before blaming the carburettor and the plugs
cleaned and adjusted as above (see previous pages)

JIOIIO,FABHO CTAPTUPAHE

AKO BBIPEKH OMUTUTE HA PA3INYHU CIIOMAraTeiIHu JHKETOBE, PEOBHOTO OaBHO
JBUKEHUE HE € Bb3MOXKHO, ChbC CUTYPHOCT € IMOKa3aHO MPEKOMEPHO U3THYAHE Ha
MHAYKIMUS, KaTo ce MpUeMe, e 3alaBaHeTo € MPAaBUIIHO U BPEMETO Ha BEHTHUIIA €
HOpPMAaJHO. /[BUTaTeNAT B TO3U Cilydail HsMa 1a pabOTH Ha MPa3eH X0/ U KOraTto
YOBEK C€ ONMTA Ja HaMaJIi CKOPOCTTA Ha MPa3eH X0/, KaTo 1510 TOM 1LIe crpe.
W3TruaneTo Ha Bb3AyX B TaKbB CIyuyail c€ MOTBbPXK/AaBa OT MOTUCKAHE HA I'bACTNYKa
B TO3U MOMEHT, KOETO 111€ TPUYMHHA BPEMEHHO BIUTaHE.



Yogek TpsaOBa a ocb3Hae, ye OaBHOTO JABMXKEHHE B TAKbB CIIydail € HEBb3MOXKHO, Thi
KaTO JIBUIaTeJAT BCHIIHOCT BABXHOBABA YPE3 PAIMYHU U3TOYHUIM HA TEYOBE, I10-
rOJIAIMO KOJIMYECTBO BB3yX OT TOBA, KOETO BJIM3a YPE3 3aKOHHU CPEICTBA, TaKa 4e
npaBuiIHaTa 0aBHA paboTa HA CMECTa Jla CTaHE HEJOCThITHA.

JleeKTHOTO MarHUTO CHIIO € Hail-uecTaTta NpUYMHA 3a Jiola padoTa Ha Ipa3eH X0 U
CBbCTOSTHUETO Ha MCKpaTa TpsiOBa BUHATH J1a CE TECTBA, MPEAU Ja OOBUHIBATE
KapOyparopa U ILEeTCeNnTe 1a Ce MOYUCTBAT U HACTPOUBAT KAKTO MO-TOpe (BUXKTE
MPEAUILITHUTE CTPAHUILIN)

BAD ACCELERATION

During cold weather one must generally put up with the inconvenience of having to 'nurse’
the throttle for the first few minutes after starting. During this time if the carburettor is
lightly adjusted, slight strangulation is the best method of avoiding extreme flatness. The
strangler, however, should be sparingly used and released as soon as possible.

HOXHO YCJIIOBUE

ITo Bpeme Ha cTyZIeHO BpeMe YOBEK OOMKHOBEHO TpsiOBa J1a c€ MPUMHPHU C
HEyJA00CTBOTO Ja TpsAOBa Aa ,,KbpMH‘‘ ra3Ta MbPBUTE HIKOJIKO MUHYTH CJIE]T
ctaptupaneto. [Ipe3 ToBa Bpeme, ako kapOypaTopbT € JIEKO PEryIupaH, JEKOTO
yAyliaBaHe € Hail-noOpUAT METO/I 3a N30sTBaHE HA U3KITIOYUTEITHA MJIOCKOCT.
VY nymmrensT obade TpsioBa Aa Ob/1e M3MOJI3BAH MECTEIMBO U JIa C€ 0CBOOOIN
Bb3MOXHO Hal-CKOPO.

DEFECTIVE ADJUSTMENT

Be sure that the adjustment is properly proportioned to the engine's dimensions
and that the jets have not been reamered or interfered with. If this is suspected it
is best to obtain new ones. If the bad performance is due to an abnormal engine
condition, it will generally be necessary to employ bigger jets than those
ordinarily required, retaining the same size choke tube.

JEGEKTUBHA PEI'YJIMPAHE

YBepere ce, ue HaCTpoOKaTa € MPABIIIHO MPOTMOPIIMOHATHA HA pa3MEpUTE HA JBUTATENIS U Ue
JDKETOBETE HE ca 3allaMeTeHH M CMYIIIaBaHHW. AKO Ce IMO03Mpa, ue ¢ Hal-100pe 1a ce
cHaOUTE ¢ HOBU. AKO JIOIIUTE MMOKA3aTeIH ce AbHKAT HA HECHOPMAITHO ChCTOSIHUE Ha
JIBUTaTelIst, 0OOMKHOBEHO II€ € HeOOXOIMMO J1a CE€ U3ITOI3BAT IO-TOJIEMHU HKETOBE OT TE3H, KOUTO
OOMKHOBEHO C€ U3HMCKBAT, KaTO CE 3aIa3y JIpoceia ChC ChITUS pa3Mep.

DEFECTIVE IGNITION
In the case of battery ignition, note that the accumulators are in order, but where
ignition is by magneto one must recollect that the spark intensity diminishes with



the speed and as a rule is aggravated by retarding the ignition. When a little
weaker than normal owing to slight defects, it is well to set the plug points a little
closer so as to offer slightly less electrical resistance to the passage of a weak
spark.

JE®EKTHO 3AITAJIBAHE

B ciyuait Ha 3ananBaHe Ha OaTepusaTa, UMaWTe MPEIBHI, Y€ aKyMYyJIaTOPHUTE Ca B PEI,
HO KOTaTo 3alajBaHEeTO CTaBa Ype3 MarHUTO, TPSOBA Jja C€ MPUIIOMHHU, 4e
WHTEH3UTETHT HAa UCKpaTa HaMaJIABa ChC CKOPOCTTA M KAaTO MPABHUIIO CE YTEKHSIBA
ype3 3a0aBsaHe Ha 3ananBaHeTo. Korato e Manko mo-ciad oT HOpMaIHUS TOPaIH JIEKH
nedexTH, e 100pe Aa MOCTaBUTE TOYKUTE Ha ITercesia MajKo Mmo-0130, Taka 4e /1a
OCHUTYPUTE MAJIKO TIO-MaJIKO €JICKTPUUECKO CHIIPOTUBICHUE Ha MPEMUHABAHETO HA
cnaba uckpa.

COMPLETE IMPOSSIBILITY OF ACCELERATION
Assuming that starting and idling are possible, then this can only be caused by
obstruction of the main jet.

ITBJIHATA HEBB3MOXHOCT HA YCIIOBUETO

AKo npuemeM, ye MyCKaHeTO U Mpa3eH XO/Jl ca Bb3MOXHH, TOraBa TOBa MOe Ja 0bJie
MIPUYMHEHO CaMo OT 3aIlylIBaHE HA OCHOBHATA CTPYS.

LACK OF MAXIMUM SPEED

BAD ADJUSTMENT

Check the settings as per table or special directions.
HAMA MAKCHUMAJIHA ckopocTt
PET'YJIMPAHE HA T'OJISIMA

IIpoBepere HacTpPoOMKKUTE CIOPE] TA0JUIATA WIN CHIEIIUAJTHUTE YITHbTBAHUS.

BUTTERFLY NOT OPENING FULLY

Note that when the accelerator is depressed fully, the butterfly opens to its
greatest extent. This can be checked by observing the position of the limit screw
which should be in contact with the boss cast on the outside of the throttle
chamber.

BUTTERFLY HE ce otBaps HanbJIHO

O6’preTe BHHMAHHCEC, Y€ KOraro nnc¢JajJbT Ha ra3ta € Hall'bJIHO HATUCHAT, HenepynaTa Cce OTBapSI B
Hal-roJIIMa cTerneH. ToBa MOXe Jla ce TPOBEPH, KaTo ce HAaOJIF01aBa MOJIOKEHHETO Ha



OrpaHUYUTCIIHUSA BUHT, KOUTO TpSI6Ba Ja € B KOHTAaKT C 6OKC3., XBBPJICH OT BbHIIIHATA CTPpaHa Ha
JpoceHaTa Kamepa.

INSUFFICIENT ADVANCE

This is a prevalent cause both of undue consumption and insufficient top speed
and can usually be recognised by inability to make the engine knock on a hill
when slowing up with fully advanced spark. In such a case, if advancement at the
coupling is easy, it is well to try the effect of setting the magneto forward 10 or 15
degrees; otherwise refer to the maker of the car or the nearest Service Station.

HEOBXOAMMO ITPEAMMCTBO

ToBa e npeobnagaBalia NpuYMHA KaKTO 32 HEOMpPaBIaHa KOHCyMallus, Taka U 3a
HEeJ0CTaThYHa MaKCHUMaJIHA CKOPOCT U OOMKHOBEHO MOKe /1a ObJIe pa3no3HaTa 1o
HECIOCOOHOCTTA JIa CE HaKapa JIBUTaTeNST J1a ToYyKa Ha XbJIM, KOTaTo ce 3a0aBsi ¢
HaITBJIHO HaIpeaHaia uckpa. B TakbB cityuail, ako HanpeBaHETO Ha ChEAUHUTEIS €
necHo, noOpe e na onurare epexTa OT HaCTpOoWBaHEeTO HAa MarHuTo Hampen 10 wam 15
rpajyca; B IPOTUBEH CiIyuail ce 00bpHETE KbM MPOU3BOAUTENS HA aBTOMOOUIIA WITH
710 Ha-OJIM3KUSI CEPBU3.

DEFECTIVE PETROL SUPPLY

This can always be recognised by standard acceleration up to certain speed at
which periodic hesitations and backfiring occur, curable always by a slight
throttle reduction. In such a case remove the float chamber and note the rate of
petrol flow from the needle valve which will frequently be sufficient indication.
For confirmation, make a special test with an independent test tank placed as
high as possible on the car to ensure a good head.

OITPEAEJIMTEJIHA ITA3APA

ToBa BUHaru Moxe Jia ce pa3no3Hae ChC CTAHJAPTHO YCKOPEHHE JI0 OIpeIesieHa
CKOPOCT, TIPU KOSTO C€ MOSABSIBAT MEPUOJUYHU KoJieOaHHs 1 0OpaTHHU 3araiBaHUs,
JI€YMMH BUHATH Ype3 JIEKO HaMaJIsIBaHE Ha Jpocena. B TakbB cilydail u3sBaaere
MOTUIaBKOBATa KaMepa M 0TOENIeKETe CKOPOCTTa Ha MOTOKA OCH3UH OT UIJICHUS
KJIAIlaH, KOSITO YECTO € JOCTaThYHAa MHMKAIMS. 32 TOTBbPKICHUE HAPABETE
CIEIMAJIEH TECT C HE3aBUCHUM pPE3€pBOAp 3a U3MUTBAHE, IOCTABEH BH3MOKHO Hali-
BHCOKO BHPXY KOJIaTa, 3a J]a CM OCUTYpUTE 100pa riiasa.

SILENCER CHOKED In certain designs of silencers this trouble can easily
occur after the car has covered a fair distance. It is generally easy to recognise it
by the absence of a clearly marked exhaust note at the tail pipe and instead a



steady rush of hot gas. To confirm, make a test with the exhaust pipe
disconnected from the silencer.

CUJIEHCEP U3BMPAH B Hsikon nu3ailHU Ha IIyMO3arIyIIUTENIN Ta3u HEMPUSITHOCT MOXKE
JIECHO J1a Bb3HMKHE, CJIe/I KaTo KoJlaTa € M3MUHala Jlocta pa3cTossHue. OOMKHOBEHO € JIECHO J1a
ro pa3no3HaeTe M0 OTChCTBUETO HA SICHO MapKHUpaHa HOTa Ha M3TOpeNIUTEe Ia30Be Ha OlalrHaTa
Tpb0a M BMECTO TOBA HEMPEKHCHATO MPUIIMB HA TOPEII T'a3. 3a J1a HOTBBPANTE, HAPABETE TECT C
U3IyCKaTeNHaTa TpbhOa, U3KII0UEHA OT IIyMO3aryIIuTes.

One therefore orders the carburettor in the following manner:-

1 Carburettor 35 FH (see Page 3 to get the indication D or G (D for Droit or
RIGHT, G for Gauche or LEFT) for the float chamber position, thus 35 FHG
assembly 12, K=25, G=130 X 51, g = 055.

CrnenoBaTellHO YOBEK Hapex/1a kapOoypaTopa Mo cieIHUS HauuH: -

1 KapOyparop 35 FH (Bmwxkte Ctpanuna 3, 3a na nonyuute uaaukanusta D unu G (D
3a m3nyckane wi HAJISICHO, G 3a Gauche ninn HAJISIBO) 3a nmonoxxeHueTo Ha
NoIUIaBbYHATa KaMepa, 1o To3u HauuH 35 FHG monTax 12, K =25, G=130 X 51, ¢g
= 055.

EXAMPLE 2

In the case of a 6 cylinder engine of 7Smm bore and 120mm stroke giving its maximum
power at 3000 rpm. The formula A> C N /100,000 produces a value of 20,250 after
substitution of the values of A,C & N, the same as the 4 cylinder engine in Example 1.

If the engine requires a vertical carburettor (FV) one then looks in the right hand
section of the larger table above to find the first figure immediately below 20,250.
This is given in the table as 19,500. Following across the table from that figure we
are given a Choke Tube size of 26mm, a main jet size of 130 X 51 and the fourth
column shows that the carburettor size will be 35. The smaller table on this page
gives an auxiliary jet size of 055 to 060 for this size of carburettor. Because it is a
six-cylinder engine, the main jet will be increased to 135 X 51 from the table
recommendation of 130 X 51, while the carburettor size will remain at 35mm.

One therefore orders the carburettor in the following manner:-
1 Carburettor 35FV (no requirement to select which hand the float chamber will
be on) assembly 12, K=26, G=135 X 51, g=055.

DIAGNOSIS OF FAULTS IN THE F TYPE SOLEX (Page 28-30)



While the carburettor plays a considerable part in the question of starting, there are also
other factors which have a bearing thereon, especially when starting from cold and these
should be examined on the following lines:-

JMATHO3A HA HEOBXO/IMMU B TUIT SOLEX (ctpanuna 28-30)

Briipeku ve kapOypaTopbT Urpae 3HAYMTETHA POJIS BBB BBIIPOCA 3a ITyCKAHETO, UMa M JIPYTH
(dakTopu, KOUTO UMAT OTHOIIECHHE KbM HEro, 0COOCHO KOraTo 3armo4Ba OT CTY/ U Te TpsOBa 1a
OBJaT pasriie/laHu Ha CICIHUTE PEOBE: -

BAD SLOW RUNNING

If, in spite of trying various auxiliary jets, regular slow running is not possible, excessive
induction leakage is certainly indicated, assuming the ignition to be in order and valve
timing normal. The engine in this case will not idle regularly and when one attempts to
reduce the idling speed, it will generally stall. Air leakage in such a case is confirmed by a
depression of the tickler at this moment which will cause a temporary pick-up.

One must realise that slow running is in such a case impossible for the engine is
actually inspiring via various sources of leakage, a greater quantity of air than
that entering via legitimate means, so that the correct slow running mixture
becomes unobtainable.

Defective magneto is also a most frequent cause of bad idling and the condition of
the spark should always be tested before blaming the carburettor and the plugs
cleaned and adjusted as above (see previous pages)

BAD SLOW RUNNING

AKO BBIIPEKH OMTUTUTE HA Pa3IUYHU CIIOMAaraTelIHu JPKETOBE, PEIOBHOTO 0aBHO
JIBW>KEHUE HE € Bb3MOXKHO, ChC CUTYPHOCT € MOKa3aHO MPEKOMEPHO U3TUYAHE HA
WHAYKIUSA, KaTO CE IMMPUEME, Y€ 3aMaJIBAHETO € IPABUIIHO U BPEMETO HA BEHTUJIA €
HOpMaJHO. /[BUraTesnsrT B TO3M Ciiy4yai HAMa J1a padOTH Ha Mpa3eH X0 U KOTaTo
YOBEK C€ OIUTA J1a HAMAJIA CKOPOCTTA Ha MPA3€H X0, KATO L0 TOU IIE CIpE.
N3tnyaneTo Ha BB3AYyX B TAKBB CIyYal CE€ MOTBBPAKIABA OT MOTUCKAHE HA I'bJACINYKA
B TO3W MOMEHT, KOETO 1€ NPUYNHU BPEMEHHO BJIUTAHE.

Yogek TpsaOBa 1a ocb3Hae, ye OaBHOTO JABMXKEHHE B TAKbB CIIydail € HEBb3MOXKHO, Thi
KaTO JIBUIaTeJIAT BCHIIHOCT BABXHOBABA YPE3 PAIMYHU U3TOYHUIM HA TEYOBE, I10-
roJIsIMO KOJIMYECTBO BB3AyX OT TOBA, KOETO BIIM3a YPE3 3aKOHHU CPEJICTBA, TaKa 4e
npaBuiIHaTa 0aBHA paboTa HA CMECTa Jla CTaHE HEJOCThITHA.

JleeKTHOTO MarHUTO CHIIO € Hail-uecTaTta NpUYMHA 3a Jiolla paboTa Ha Mpa3eH X0 U
CbCTOSTHUETO Ha MCKpaTa TpsiOBa BUHATH J1a CE TECTBA, MPEAU Ja OOBUHSIBATE



KapOypaTopa U HIETICeNIUTE /1a C€ MOYMCTBAT U HACTPOUBAT KAKTO MO-rope (BUXKTE
MPETUITHUTE CTPAHULIN)

BAD ACCELERATION

During cold weather one must generally put up with the inconvenience of having to 'nurse'
the throttle for the first few minutes after starting. During this time if the carburettor is
lightly adjusted, slight strangulation is the best method of avoiding extreme flatness. The
strangler, however, should be sparingly used and released as soon as possible.

DEFECTIVE ADJUSTMENT

Be sure that the adjustment is properly proportioned to the engine's dimensions
and that the jets have not been reamered or interfered with. If this is suspected it
is best to obtain new ones. If the bad performance is due to an abnormal engine
condition, it will generally be necessary to employ bigger jets than those
ordinarily required, retaining the same size choke tube.

DEFECTIVE IGNITION

In the case of battery ignition, note that the accumulators are in order, but where
ignition is by magneto one must recollect that the spark intensity diminishes with
the speed and as a rule is aggravated by retarding the ignition. When a little
weaker than normal owing to slight defects, it is well to set the plug points a little
closer so as to offer slightly less electrical resistance to the passage of a weak
spark.

COMPLETE IMPOSSIBILITY OF ACCELERATION
Assuming that starting and idling are possible, then this can only be caused by
obstruction of the main jet.

ITBJIHATA HEBB3MOXHOCT HA YCIIOBHUETO

AKoO mpuemMeM, 4e MyCKaHeTO U Mpa3eH X0/ ca Bb3MOXKHHU, TOTaBa TOBa MOKe Jia Obe
MIPUYMHEHO CaMo OT 3aIlyllIBaHE HA OCHOBHATA CTPYS.

LACK OF MAXIMUM SPEED

BAD ADJUSTMENT
Check the settings as per table or special directions.

BUTTERFLY NOT OPENING FULLY
Note that when the accelerator is depressed fully, the butterfly opens to its



greatest extent. This can be checked by observing the position of the limit screw
which should be in contact with the boss cast on the outside of the throttle
chamber.

INSUFFICIENT ADVANCE

This is a prevalent cause both of undue consumption and insufficient top speed
and can usually be recognised by inability to make the engine knock on a hill
when slowing up with fully advanced spark. In such a case, if advancement at the
coupling is easy, it is well to try the effect of setting the magneto forward 10 or 15
degrees; otherwise refer to the maker of the car or the nearest Service Station.

DEFECTIVE PETROL SUPPLY

This can always be recognised by standard acceleration up to certain speed at
which periodic hesitations and backfiring occur, curable always by a slight
throttle reduction. In such a case remove the float chamber and note the rate of
petrol flow from the needle valve which will frequently be sufficient indication.
For confirmation, make a special test with an independent test tank placed as
high as possible on the car to ensure a good head.

SILENCER CHOKED In certain designs of silencers this trouble can easily
occur after the car has covered a fair distance. It is generally easy to recognise it
by the absence of a clearly marked exhaust note at the tail pipe and instead a
steady rush of hot gas. To confirm, make a test with the exhaust pipe
disconnected from the silencer.

DIAGNOSIS OF FAULTS IN THE F TYPE SOLEX (Pages 30-31)

While the carburettor plays a considerable part in the question of starting and running,
there are also other factors which have a bearing thereon, especially when starting from
cold and these should be examined on the following lines:-

JMATHO3A HA HEOBXOIMIMU B TUII SOLEX (Ctpanuuu 30-31)

Bripeku e kapOypaTopbT Urpae 3HAYMTETHA POJIS BBB BBIIPOCa 3a CTAPTHPAHETO U MyCKAHETO,
uMa U IpyTu PaKTOpU, KOUTO UMAT OTHOIICHHE KbM TSIX, 0COOCHO KOTATO 3aro4Ba OT CTY/ U T
TpsiOBa 1a ObJAT pas3riieJaHu Ha CICTHUTE PEAOBE: -

OVERHEATING

It is seldom that the carburettor is the cause of this even in air-cooled engines and it is
definitely impossible, strictly speaking, where water cooling is concerned. Too much petrol,
or on the other hand, an excessively weak mixture, can certainly raise the temperature a



little, but in no case should it nearly approach the margin of cooling that ought to be
provided by the water cooling under normal conditions.

Apart from a major examination, the most likely directions in which to work are
reducing the mixture, but not to an unduly weak condition, and advancing the
magneto as far as possible consistent with the avoidance of knocking. A retarded
spark will always raise appreciably the engine temperature.

nperpsiBaHe

Psinko kapOypaTopbT € MpUYMHA 33 TOBA JOPU U MPH JBUTATENHN C BB3IYLIHO OXJIAXKIaHE U
OINPEJIETIEHO € HEBB3MOXKHO, CTPOI0 MOTJIEHATO, IO CE€ OTHACS 10 BOAHO OXJIaxkaaHe. TBbpe
MHOT'0 O€H3MH WIIH, OT Jpyra CTpaHa, MPeKaJeHo ci1ada CMeC, ChC CUTYPHOCT MOXKE J1a TOBHIIH
TeMIlepaTypara MaJKo, HO B HUKaKbB cllydail He TpsiOBa MOYTH Jia ce MpHuOKaBa 10 rpaHuIaTa
Ha OXJIaXJaHe, KOSITO TpsiOBa 1a ObJie OCUTypeHa OT BOJHOTO OXJaKAaHEe IPU HOPMaIHU
YCIJIOBHSL.

OcBeH OCHOBEH Tperyie, Hal-BepOsSTHUTE MIOCOKH, B KOUTO Jla ce paboTH, ca HamallsiBaHe Ha
CMecTa, HO He JI0 HeOolpaBAaHo CJIad0 ChCTOSHUE, M HANIPEIBAHE HA MAarHUTO, JOKOJIKOTO €
BB3MOXHO, B CbOTBETCTBHE C M30ATBAHETO HA UyKBaHE. 3abpKaHaTa UCKpa BUHATH IIIe BIUTa
3HAUUTENIHO TeMIIepaTypara Ha JBUTATENs.

KNOCKING

Knocking is similarly the result of various causes which as a rule have nothing to do with
carburation, such as pre-ignition due to defective plugs, excessive carbonisation, excessive
ignition advance or owing to mechanical noises which can be easily confused therewith,
such as loose bearings, worn pistons, etc.

When knocking is actually caused by carburation it can only be due to weak
mixture and if not curable by one size bigger main jet, other causes must be
sought out.

MOYyKBaHe

YyKBaHETO € CHII0 TaKa Pe3yaTaT OT Pa3IMYHH MPUYNHH, KOUTO IO MPABIIIO HAMAT HHUIIO OO0
¢ KapOypanusTa, KaTo HalpuMep MPeABAPUTETHO 3aajBaHe Mopaan Ae(EeKTHH 3aImyIaiky,
IpeKoMepHa KapOOHM3aIHs, TPEKOMEPHO MPEIBAPUTETHO 3aMaIBaHE WU TTOPAJIN MEXaHUIHH
IIIyMOBE, KOUTO JIECHO MOTaT Jia Ob1aT 0ObPKaHH C TSIX, KaTO HallpuMep XJ1abaB Jarepu,
W3HOCEHHM OyTajia v T.H.

Koraro uykaHeTO BCHIIHOCT € IPUUYUHEHO OT KapOypaius, TO MOXKE J1a CE IBJIKU caMo Ha ciiada
CMEC U aKO He € JIedMMa C €JJMH pa3Mep Mo-rojisiMa IJlaBHa CTpys, TpsiOBa 1a ce ThpCAT IpYyTrU
MPUYHHU.



EXCESSIVE CONSUMPTION

Note first that there is no leakage either at the carburettor, the pipework or the petrol tank.
Be sure then that the estimate of fuel consumption is correct. To confirm this it is always
advisable if possible to make a definite test over a known mileage in average country with a
measured quantity of petrol, either in the main tank if it is of the type from which all the
petrol can be drained, or by the use of an externally placed auxiliary tank.

The longer the test of course the more accurate will the reading be, assuming a
non-stop run. Never estimate petrol consumption either from the speedometer
readings or from supposedly accurate quantities delivered from petrol pumps,
either of which are subject to appreciable errors.

EKCECHBHA ITOTPEBJIEHUE

[IspBO 0OBPHETE BHUMAHKE, Y€ HSIMa T€U HUTO B KapOypaTopa, B TPHOOIIPOBO/Ia WK B
pesepBoapa 3a OeH3uH. ToraBa ObJeTe CUTYpHH, Ye MIPOrHO3aTa 3a pa3xo/1a Ha TOPHBO €
NpaBWIHA. 3a J1a ce MOTBBPIU TOBA, BUHATH € MPETOPBUYUTEIHO, aKO € BH3MOXKHO, JIa C€ HAlIPaBH
KaTerOPUYCH TECT 32 U3BECTECH MPOOET B CpPeliHA CTPaHa C U3MEPEHO KOJIUIECTBO OCH3HH, WIH B
OCHOBHHSI PE3€pBOAp, aKO € OT BUJIa, OT KOWTO MOJXKE JIa C& U3TOUYM LeHst OCH3MH, WITH 4pe3
W3IMOJI3BAHETO HA BHHIIHO IMOCTABEH CIIOMAraTeNIeH Pe3epBoap.

KonK0TO MO-ABIBT € TECTHT, TOJIKOBA MO-TOYHO IIe OBJe YETCHETO, aKO Ce IpUeMe, ue €
oe3npobnemen. Hukora He olieHsBaiiTe KOHCyMaIusATa Ha OCH3WH WJIM OT TTOKa3aHUsITa Ha
CKOPOCTOMEpA, WIH OT MPEANOIaraeMo TOUHUTE KOJIMIECTBA, JOCTABEHU OT OCH3MHOBHTE
TTOMIIH, KaTO BCSIKA OT TAX € OOCKT Ha 3HAYUTEITHU TPEIIKH.

LOOSE MAIN JET CAP

If the heating is sufficient and the jets as small as possible consistent with
maximum speed and correct idling, the wastage can seldom come directly from
the carburettor excepting through the main jet cap being loose or the jet for
some reason not seating on its carrier.

N3T'YBAUTE OCHOBHA JIXXET KAITA

AKO OTOIJIEHUETO € JOCTATHhYHO U CTPYUTE Ca BH3MOKHO Hal-MaJIKH, CbOOPA3EHU C
MaKCUMaJIHaTa CKOPOCT U MPAaBWIIHUS TPA3EH X0/, OTHAAbLUTE PSIIKO MOTaT J1a UABaT
IUPEKTHO OT KapOypaTopa, ¢ 3KIII0UEeHHE Ha TOBA, Ye OCHOBHATA Karayka Ha JKeTa €
pasxiabeHa WK CTpysTa Mo HsAKaKkBa MPUYMHA HE CEIU Ha HOcaya.

DEFECTIVE STRANGLER CONTROL
Note that when the control is released during ordinary running, the strangler
shutter opens completely.



INSUFFICIENT ADVANCEMENT

This is a most frequent cause of heavy consumption as mentioned above and it is
always well to run with the spark as far forward as is consistent with the
avoidance of knocking. It is well, of course, to note that there is no sign of
misfiring and that the carburettor is not flooding, or petrol being lost through
other sources of leakage.

BAD CONDITION OF THE ENGINE

The state of the motor has, of course, a very considerable effect on economy. It is
easy to realise that if compression is lost via worn piston rings or pitted valves,
quite an abnormal amount of fuel can in some cases be used to obtain a normal
performance. An increase of as much as 100 per cent in consumption can easily
result from this cause.

It is, however, as a rule readily detectable owing to the general lack of power
exhibited and in such a case it is useless to attempt to remedy matters at the
carburettor.

DIAGNOSIS OF FAULTS IN THE F TYPE SOLEX (Pages 30-31)

While the carburettor plays a considerable part in the question of starting and running,
there are also other factors which have a bearing thereon, especially when starting from
cold and these should be examined on the following lines:-

OVERHEATING

It is seldom that the carburettor is the cause of this even in air-cooled engines and it is
definitely impossible, strictly speaking, where water cooling is concerned. Too much petrol,
or on the other hand, an excessively weak mixture, can certainly raise the temperature a
little, but in no case should it nearly approach the margin of cooling that ought to be
provided by the water cooling under normal conditions.

Apart from a major examination, the most likely directions in which to work are
reducing the mixture, but not to an unduly weak condition, and advancing the
magneto as far as possible consistent with the avoidance of knocking. A retarded
spark will always raise appreciably the engine temperature.

KNOCKING

Knocking is similarly the result of various causes which as a rule have nothing to do with
carburation, such as pre-ignition due to defective plugs, excessive carbonisation, excessive
ignition advance or owing to mechanical noises which can be easily confused therewith,
such as loose bearings, worn pistons, etc.



When knocking is actually caused by carburation it can only be due to weak
mixture and if not curable by one size bigger main jet, other causes must be
sought out.

EXCESSIVE CONSUMPTION

Note first that there is no leakage either at the carburettor, the pipework or the petrol tank.
Be sure then that the estimate of fuel consumption is correct. To confirm this it is always
advisable if possible to make a definite test over a known mileage in average country with a
measured quantity of petrol, either in the main tank if it is of the type from which all the
petrol can be drained, or by the use of an externally placed auxiliary tank.

The longer the test of course the more accurate will the reading be, assuming a
non-stop run. Never estimate petrol consumption either from the speedometer
readings or from supposedly accurate quantities delivered from petrol pumps,
either of which are subject to appreciable errors.

LOOSE MAIN JET CAP

If the heating is sufficient and the jets as small as possible consistent with
maximum speed and correct idling, the wastage can seldom come directly from
the carburettor excepting through the main jet cap being loose or the jet for
some reason not seating on its carrier.

DEFECTIVE STRANGLER CONTROL
Note that when the control is released during ordinary running, the strangler
shutter opens completely.

INSUFFICIENT ADVANCEMENT

This is a most frequent cause of heavy consumption as mentioned above and it is
always well to run with the spark as far forward as is consistent with the
avoidance of knocking. It is well, of course, to note that there is no sign of
misfiring and that the carburettor is not flooding, or petrol being lost through
other sources of leakage.

BAD CONDITION OF THE ENGINE

The state of the motor has, of course, a very considerable effect on economy. It is
easy to realise that if compression is lost via worn piston rings or pitted valves,
quite an abnormal amount of fuel can in some cases be used to obtain a normal
performance. An increase of as much as 100 per cent in consumption can easily
result from this cause.



It is, however, as a rule readily detectable owing to the general lack of power
exhibited and in such a case it is useless to attempt to remedy matters at the
carburettor.

* Main * Solex Menu *

DIAGNOSIS OF FAULTS IN THE F TYPE SOLEX (Page 32)

While the carburettor plays a considerable part in the question of starting, there are also
other factors which have a bearing thereon, especially when starting from cold and these
should be examined on the following lines:-

JMATHO3A HA HEOBXOIMIMU B THUII SOLEX (ctpanuna 32)

Brorpeku e kapOypaTopbT Urpae 3HaUUTEIHA POJISi BHB BBIIPOCA 3a IyCKaHETO, UMa U IPYTH
(dakTopu, KOUTO UMAT OTHOIIECHHE KbM HEro, 0COOCHO KOraTo 3armo4Ba OT CTY/ U T TpsOBa J1a
ObJaT pasrieaHu Ha CIEIHUTE PEOBe: -

TROUBLES DUE TO SUCTION OPERATED AUXILIARY TANKS

A great many motors are now provided with devices of this description that can frequently
cause troubles for which carburation is blamed.

1) Any leakage of air into the suction pipe can cause difficult starting and bad
slow running

2) It occasionally happens that owing to a defective valve in the suction system
neat petrol can be drawn into the manifold and when this occurs the
consumption can easily be excessive without any apparent carburation cause.

3) When driving fast up a long hill which requires full throttle, starvation can be
caused by there being insufficient depression at the full throttle position to draw
fuel from the main tank into the auxiliary reservoir. In order to confirm this as a
possible cause, remove the suction pipe temporarily, block up the induction pipe
nipple and treat the apparatus as a test tank.

If the troubles are not reproduced while petrol remains therein, the carburettor
has obviously had no part in the original cause. In such a case it is well to apply
to the makers of the apparatus.

INPOBJIEMHN OTHOCHO YIIPABJIEHUETO HA OIIEPAIITMOHHU
ITIOMOIIHHA BJIAT'OBOPH



TI'osisima yacT oT MOTOpHTE Beuye ¢a CHa0AeHH C YCTPOICTBA ¢ TOBA ONMCAaHHUe,
KOMTO YeCTO MOTraT Ja MPUYHHAT Npold.ieMH, 3a KOUTO ¢ BHHOBHA
KapOypauusita.

1) Besiko u3TH4YaHe HA BB3YX B CMYKaTeJIHATA TPH0a MoOke 1a IPUYMHHA TPYIHO
CTAPTHPAHEe H JIOII0 0ABHO IBHKECHHE

2) Ilonsikora ce cjay4Ba, 4ye mNopaam JAedeKTeH KIanaH B CMyKaTeJIHATA CUCTeMAa
YHUCTHAT OCEH3MH MO’Ke [1a ce BKapa B KOJIEKTOPAa U KOraTo TOBA ce CJIy4H,
KOHCYMALIUSITA MOKe JIECHO /1a O0b/ie MpeKoMepHa, 0e3 BUAUMA MPUYUHA 32
u3rapsiHe.

3) Koraro kapaTte 0bp30 Harope no AbJbI' XbJM, KOHTO U3UCKBA IbJIEH Ia3s,
IJIa4bT MOKe 12 Objie IPUYHUHEH OT JIMIICA HA JIeNpeCcus B IIbJIHOTO NOJIOKEHH e
Ha JpoceJia, 3a 1a ce U3TerJId TOPMBO 0T OCHOBHHUSA pPe3epBoap B CIIOMATaTeJTHHUS
pe3epBoap. 3a 1a NOTBbPAUTE TOBA KAaTO Bb3MOKHA IPHYMHA, OTCTPAHeTe
BPEMEHHO CMYKaTeJHAaTa TPbOa, 3anmylieTe 3bPHOTO HA HHAYKIIMOHHATA TPb0a U
TPeTUpaiiTe anapaTa KaTo U3NMUTBATEJIeH pe3epBoap.

AKO HEIPUATHOCTHTE HE Ce Bb3MPOU3BEKIAT, JOKATO OEH3MHBT 0CTABA B HETO,
KapOypaTopbT OYEBHIHO He € YYAacTBaJ B IbPBOHAYAJIHATA NPUYMHA. B TakbB
cay4aii e 100pe 1a ce NIPUJI0KH KbM NPOU3BOAUTEINTE HA anlapaTa.

TROUBLES CAUSED BY AIR FILTERS

An air filter with too small a section of filtering medium will frequently raise the
consumption owing to the increased vacuum imposed on the main jet thereby. If this is
suspected, make a comparative test with the air filter removed. Should the cause be located
here, first clean carefully the filtering medium and try again, but if the consumption is still
bad it is probably the result of the filter itself being too small.

DIRECTIONS FOR ADJUSTING THE F TYPE SOLEX (Pages 12-15)
The elements concerned in the adjustment of the SOLEX are:-
The Choke Tube (K on the drawings on page 4 & 5)

The Main Jet (G on the drawings on page 4 & 5)
The Auxiliary Jet (g on the drawings on page 4 & 5)

YKA3AHUNA 3A PET'VJIMPAHE HA TUIT SOLEX (Crpanunu 12-15)

Enementure, cBbp3anu ¢ kopekuuara Ha SOLEX, ca: -



Hpocennata Tpr6a (K Ha uepTexxure Ha cTp. 4 U 5)
['maBamAT ket (G Ha yepTexuTe HA CTP. 4 U 5)
CrniomarareneH JpKeT (g Ha 4epTeKuTe Ha cTp. 4 u 5)

The F type SOLEX comprises in addition an auxiliary mixture regulating screw (W on the
drawings below) which is intended for refinement of the idling adjustment.

F tunt SOLEX chabpika B JOMTBIIHEHNUE JOMBJIHUTEIICH BUHT 3a perynupane Ha cmecta (W Ha
YEPTEKUTE T0-/1011Y), KOUTO € MpeHa3HaYEeH 32 YChbBBPILIEHCTBAHE HA PErYIMPAHETO Ha Mpa3eH
XO[I.
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Fig. 14.—Section of the auxiliary Fig. 15.—Section of the
mixture regulating screw on auxiliary mixture reglﬁlating
the FV type carburettor. screw on the

type carburettor.

DISMOUNTING

In order to dismount the carburettor for adjustment or cleaning, it is only necessary to
loosen the two screws (E in drawings on page 4 & 5) and remove the float chamber with the
hand when immediate access will be obtained to both jets without the use of any special
spanner and without breaking any joint. When remounting be sure that the float chamber
is correctly in place and tighten the screws 'E' moderately.

JIEMOHTA)X

3a ma neMoHTHpaTe kapOypaTopa 3a peryiaupaHe Wid MOYUCTBAHE, € HEOOXOUMO
camo J1a pa3xsadute aBata BuHTa (E Ha yepTexxute Ha cTp. 4 ¥ 5) U 1a U3BaAUTE
Kamepara C TMOTUIaBBK ¢ pPbKaTa, KOraTo e Ob/e moryueH He3abaBeH JOCTHIT 10
JBaTa camoJieta 6e3 yrmorpeda Ha BCEKH CTEIUaeH TaeueH KU U 06€3 Ja ce CUyIH
HukakBa ¢yra. [Ipu nmpenactpoiika ce yBepeTe, ue MmoriaBbuHaTa KaMepa € MpaBHiTHO
MOCTaBEHA U 3aTETHETE BUHTOBETE ,,E* yMepeHo.



Fig. 13.—Vertical carburettor dismounted.

To dismount the choke tube (K on the drawings on pages 4 & 5) remove the
outer bell in the case of horizontal carburettors and loosen the choke tube fixing
screw placed at the upper part of the body in the FH carburettors and at the side

in the case of the FV carburettors, when the choke tube itself can be easily
withdrawn.

When remounting, note that the choke tube (K) numbers indicative of size and
type are stamped on the atmospheric side in the case of the horizontal and at the
bottom in the case of the vertical carburettors. To dismount the main jet (G)
remove the jet cap (A) To dismount the auxiliary jet (g) unscrew it by the aid of a
small spanner.

DETERMINATION OF ADJUSTMENT

The adjustment of the SOLEX Carburettor consists in:-
1) The determination of a suitable auxiliary jet (g) to give the best slow running, and:-
2) The best size of main jet (G) to give the necessary speed, hill climbing, power and pick

up.

As regards the choke tube (K) the diameter of this part can generally be
determined by the table of adjustments.



SLOW RUNNING ADJUSTMENT

During slow running, the petrol is supplied by the special auxiliary jet (g on drawing
below) The number stamped thereon is indicative of its size in hundredths of millimetres
and the jet should in no circumstances be reamered for its output is originally determined
by means of fluid flow.

PET'VJIMPAHE HA MAJIKO PABOTA

[To Bpeme Ha 0aBHO IBM)XKEHUE OCH3MHBT CE JIOCTaBs OT CIICI[MAIHAaTa ClioMaraTeTHa
cTpys (g Ha YepTeka Mmo-a0.1y). bposT, oTreuaran BbpXy HETO, € TMOKa3aTesIeH 3a
pasMepa My B CTOTHH MIJIMMETPH U CTPYsTa HE TPsOBa MPU HUKAKBH 0OCTOATENICTBA
na Ob/ie 0TOCSI3BaHa, Thil KATO HEWHATA MPOAYKIIMS MbPBOHAYAITHO CE OMPEEs C
IOMOIIITa Ha ITOTOK HAa TEYHOCT

Fig. 12
Auxiliary jet (g) «round»

The slow running adjustment is carried out entirely regardless of the main jet
setting and resolves itself into two operations:-

Perynupanero Ha GaBHHS XO] c€ U3BBPIIIBA U3ISII0 HE3aBHCUMO OT OCHOBHATA
HACTpOWKa Ha CTPYsITa U Ce pa3/elis Ha JBE OTIepallHH:

1) MIXTURE ADJUSTMENT Try, to commence with, one of the jets
indicated in the adjustment table on Page 20 selecting same as per the size
of the engine.

1) PET'YJIMPAHE HA CMEKCYPA Onuraiite ce 1a 3al0YHETE C €IHa OT
CTpPYHTE, MOCOYEHHU B TaOIMIATa 3a peryJimpane Ha crpanuia 20, Kato
u3bepere chlaTa Crope]] pa3Mepa Ha JBUTaTEs.

TOO RICH A MIXTURE
Is recognised :-



a) By a rhythmic hunt or surge which the engine develops when warm. b) When
the motor stops after having been idling some time in this way and the throttle is
opened, a certain amount of petrol drops from the carburettor.

¢) The plug points will generally be found covered with a coating of soot. In such
a case chose a jet one size SMALLER

JA CE CJIYHAE CMECYPA
IIpusHasa ce: -

a) Upe3 puTMUYEH JIOB WM yJap, KOWUTO ABUTaTENISAT pa3BUBa, KOraTo € TOMbI. b)
Koraro moTop®T cripe, cien kKaTo € paboTuiI Ha Ipa3eH X011 10 TO3H HAaYlH U
APOCENBT € OTBOPEH, U3BECTHO KOJIMYECTBO OEH3MH U3IycKa OT KapOypaTopa.

C) 1o npuHUKIT TOYKUTE HA LIETCeNa e ObaT MOKPUTH C TOKPUTHE OT caxau. B
TaKbB cllydail u3dpa ctpys ¢ eaus pazmep MAJIKU

INSUFFICIENT PETROL:

Is, on the contrary recognised by an irregular misfire when idling and by
difficulty in starting.

In such a case one uses a LARGER auxiliary jet.

It is generally desirable to have the auxiliary as large as possible consistent with
the avoidance of hunting when idling.

BE3OITACHOCT:

HampoTus, pasno3HaTt i1 € OT Hepe0BHA NPeKbCBaHe pu paboTa Ha MPa3eH X0 U OT
TPYIHOCTH MPU CTapTHPAHE.

B tax®B ciydait yoBek usnoissa [1O-I'OJISIM cnomararenna cTpys.

[To mpuHIKMII € XKeTaTeTHO CIIOMAraTeIHOTO CPEJICTBO J1a € Bb3MOXKHO HAM-rOJIsIMO B
CBOTBETCTBHE C M30STBAHETO Ha JIOB IIPU pab0Ta Ha MPa3eH X0/

2) ADJUSTMENT OF THE IDLING SPEED.
Having determined the adjustment from a mixture strength point of view,
the next requirement is the adjustment of the idling speed. To do this the
slow running screw on the abutment plate is reduced until the required

minimum speed is obtained.
2) PET'YJIMPAHE HA CKOPOCTTA HA PA3I'OBOP.



Cren ompeziensiHe Ha PETYJIMPAHETO OT TJIeIHA TOYKA Ha STIKOCTTA Ha CMECTa,
CJIEJIBAIIOTO M3UCKBAHE € PETYJIUPAHETO HAa CKOPOCTTA Ha Mpa3eH XoA. 3a Ja
HaIpaBUTE TOBA, BUHTHT C OABEH XO/] Ha OTNIOpHATa II0Ya ce HaMaJlsBa, J0KATOo
ce MOCTUTHE HE0OX0MMaTa MHHUMAIIHA CKOPOCT.

The carburettors type F are provided in addition with an Air Regulating Screw
(W on drawings above) for refinement of the auxiliary mixture. On rotating this
screw outwards a slight air leakage is produced which reduces the strength of the
mixture and vice-versa. By careful regulation therefore extreme correctness of
mixture strength can be obtained easily.

It is best to commence by having it screwed fully home which will give the
greatest richness and then gradually unscrewing it until the best performance is
obtained. At the same time the slow running screw on the abutment plate can be
reduced and by means of a suitable co-operation between these two members a
perfect tickover will be obtained, the air regulating screw W being automatically
locked in position by the spring.

It is well to make this adjustment when the engine is only moderately warm, for
otherwise when cold the mixture will be found to be too weak and starting very
difficult.

KapOyparopure tun F ca cHabaeHu ¢ BUHT 3a peryiupane Ha Bh3ayxa (W Ha
YEepTEKUTE MO-TOPE) 3a YChbBBPIUICHCTBAHE HA crioMaraTesHara cmec. [Ipu 3aBbprane
Ha TO3HM BUHT HaBBH C€ MOJyYaBa JIEKO U3THYAHE HA Bb3yX, KOETO HaMaJIsIBa
3[IpaBUHATa Ha cMecTa U 00paTHO. Cie10BaTeIHO Ype3 BHUMATEITHO PeryinpaHe
JIECHO C€ MOCTHUra N3KJIFOYUTENIHA KOPEKTHOCT Ha CHjlaTa Ha CMECTA.

Haii-no0pe e 1a 3amo4nere, KaTo To 3aBUETE HAMMBIHO Y JI0Ma, KOETO e /a1 Hakl-
ToJIIMO OOTaTCTBO M CJIE]T TOBA IMOCTEIICHHO IO Pa3BUUTE, JOKATO C€ MOJYYr Hal-
100pOTO Tpe/IcTaBsIHE. B CHIIIOTO BpeMe BUHTHT ¢ OaBHO JIBIKCHHE Ha OTIOpHATA
MJI04a MOYKE J]a C€ HaMaJli ¥ Ype3 MOAXOSAII0 ChbTPYAHUYECTBO MEXKIY TE€3U JBA
eJIeMeHTa I11e ce ToJTy4du epdeKTeH OTKAT, KaTO BUHTHT 3a PEeTyIupaHe Ha Bh3ayXa
W aBToMaTtuyHO ce ¢pUKCcupa B TMOJOKEHHUE OT MPYyKUHATA.

JloOpe € 1a HampaBUTe TOBA PETyJIHpPaHEe, KOraTo ABUTATEISAT € CaMO YMEPEHO TOMbII,
3aI[0TO B MPOTUBEH CIIy4ail IPH CTYJICHO I Ce OKaXke, Ue CMECTa € TBbpJe ciaada u
cTapTUpa MHOTO TPYJHO.



