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HOW TO RESTORE KAWASAKI Z1, Z/KZ900 & Z/KZ1000
restoration ASAP, and I didn’t want
to get involved in a bidding war on
eBay. That said, I think I could have
probably bought this bike for £4000

2.3 Loads of bikes to choose from!

2.4 A couple of Hondas, a nice Triumph
and a Kettle.

2.5 A typical American import.

on a good day, and no more than
£5000 generally, but there you are –
I’m good at mechanics and words
and totally crap at negotiating! What
the hell, I had a bike! If you’re reading
this a few years down the line I hope
you’ll be thinking: ‘Wow! Only £6000!
What a bargain, I wish they were that
cheap now!’
In a bit of a rush in a fairly
crowded car park on a busy day I
loaded the bike onto the hired trailer
(which I’d used several times before,
often to trailer two bikes at once),
strapped it down with the proper
ratchet straps and set off home to
Sheffield. You might think that paying
£6000 for a restoration project was
bad, but worse was yet to come ...
Halfway home I was driving
through Buxton when, as I rounded a
left-hand bend, my worst nightmare
happened; the bike fell off the trailer!
I saw the whole thing unfold in slow
motion in my rear view mirror, but
there was nothing I could do to
prevent it. The bike went over to
the right, disappearing from view
and turning over the trailer with it.
All I could do was brake as quickly
as I dared and swerve to the left to
try and prevent the bike falling into
incoming traffic. I got out of the car
to find the bike on its side in the road,
entangled in now useless straps, with
debris everywhere and the trailer half
lying on top of it.
Luckily (very, very luckily) there’d
not been a vehicle coming the other
way as it would have been a far more
serious incident. The lorry travelling
behind me stopped and put on his
hazards, preventing traffic coming
from behind and, as luck would have

2.6 This one for the brave …
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it, the very next car coming the other
way was a police car! He stopped and
put his flashing lights on, stopping
traffic from coming forward. Not only
this but the accident had happened
right opposite a building site, and the
men working there downed tools and
came to help me recover the bike and
trailer.
Eventually, we disentangled
the bike from the straps, righted
the trailer, and loaded the bike back
on. Having carefully strapped down
the bike I set off once I’d stopped
shaking, admonishing myself over
and over again. After a very brief
initial inspection it seemed that the
bike was less damaged that I thought
it must be, but I waited to get it
home before thoroughly inspecting it
(and the hired trailer) for a complete
damage assessment. See photo 2.11
of the aftermath of the accident, with
the bike back on the trailer: note the
long scratch on the tarmac from the
corner of the trailer. I didn’t take a
photo of the overturned bike and
trailer because I was in shock and we
were all busy retrieving the bike and
getting it back on the trailer and trying
to open the road again. Not the best
time to stop and take a snap!
So what had happened? Several
small things combined, it seems. I’d
been in a bit of a rush putting the
bike on the trailer to start with; it was
a bike I was unfamiliar with when
strapping down, so wasn’t sure of the
best places to position the straps; I’d
hired the trailer several times before
so was over-confident about knowing
what I was doing, and I’d not stopped
to check the straps a couple of miles
after leaving as I usually did. I really

2.7 … and this one for the very brave!

BUYING A BIKE TO RESTORE

2.8 750 H2 The Widowmaker.

2.9 Triumph Hurricane.

2.10 The mighty Honda Cub.

don’t know why this was, other than
not seeing a suitable stopping place
– but this is a poor excuse. Anyway,
all was not lost and the incident could
have been so much worse (I could
have killed someone ...), but I was
going to have pay for it – literally.
Having made it home I was able
to properly assess the damage. As I’d
first thought, I’d been very lucky and
the damage was mainly superficial.
There was no damage to the tank
or the engine, or even the exhaust
system (which I was going to replace
anyway, but was hoping to sell to
offset some of the restoration costs),
but the exposed parts on the top of
the bike weren’t so lucky. Suffering
terminal damage were –
• the front mudguard
• the headlamp and front indicators
• the instrument cowls
• the right-hand wing mirror and the
front brake lever assembly (which was
probably already beyond repair so
was due to be replaced anyway)
See photos 2.12-2.14 of the
damage. I thought I’d been pretty
lucky until I noticed that, when the
front mudguard had hit the road, the
impact was strong enough to burst
open the boss on the lower right fork
leg where the mudguard bolts to it: a
new fork leg was needed – damn! If
you look at photo 2.12 again you can
see where the mounting bolt has burst
through the alloy boss. To add insult
to injury, it transpired that the trailer
had suffered damage to the front right

2.11 The aftermath of the trailer accident.
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28.2 Fitting new camshaft bearings- note
the tappets are turned so that the gaps
are facing upwards to facilitate shim
removal later.

with the mark on the crankcases. See
photo 28.3. This set the valve timing
to factory standard.
I then slid the camshafts under
the loose cam chain so that they were
roughly in position. Note that the
exhaust camshaft is the one with the
worm drive on it for the tacho drive.
Also note that Kawasaki seems to
have considered the experience of the
mechanic who might work on these
engines and also stamped the shafts
‘L’ and ‘R’ to ensure they aren’t put
on the wrong way round. It really has
thought of just about everything! See
photo 28.4.

28.3 Engine turned so that the ‘T’ mark on
the advance and retard unit aligns with
the mark on the crankcase.
28.6 Aligning the mark on the exhaust
camshaft with the top edge of the cylinder
head.

I then found the small arrow
stamped on the exhaust camshaft
sprocket which is used to set the
valve timing. See photo 28.5. I
highlighted this with Tipp-Ex so that
it was easy to see. I then engaged
the cam chain and aligned the arrow
on the camshaft with the top of the
cylinder head. See photo 28.6. I
counted round 28 pins on the cam
chain, starting from the pin above the
mark on the exhaust camshaft, until
I reached 28. That pin aligns with the
number 28 clearly stamped on the
side of the inlet camshaft (amazing
coincidence!). I had also highlighted
the number on the inlet camshaft and
the 28th pin on the chain so it was
easy to see that everything lined up
okay. See photo 28.7. That was the
valve timing sorted – or was it?
It’s important to note that I
actually got the timing slightly wrong
to begin with. If you look again at
photo 28.7 you can see that I’d
originally highlighted the pin to the left
of the correct one on the cam chain
as the right one, so had to scratch
off the Tipp-Ex before marking the
correct one next to it. The reason
for this is that the cam chain was
quite slack between the crankshaft
and exhaust camshaft, and when I
had originally lined up the exhaust
camshaft, unbeknown to me, it was

28.4 Loosely fitting the cams – the right
way round!

28.5 The arrow on the edge of the exhaust
camshaft sprocket.
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28.7 Counting round 28 pins on the cam chain and aligning the 28th pin with the mark
‘28’ on the inlet camshaft.

CAMSHAFTS, TAPPETS & OIL PRESSURE SWITCH

28.8 Fitting the camshaft bearing caps.

one link out relative to the crankshaft.
It was only when I applied tension
on the cam chain that the exhaust
camshaft turned, taking up the slack,
and revealing that it was actually a
link out. I therefore had to move the
cam chain round a link on the exhaust
camshaft to remove the slack, do the
same for the inlet camshaft position,
and re-mark the 28th pin. If I’d not
noticed this the entire valve timing
would have been one chain link, or
about 10 degrees, out!
Note that the valve timing
was now set as it left the factory –
standard factory setting. However,
this is almost certainly not the
optimum setting as it is only a
general setting. Due to tolerances
in manufacture and assembly, etc,
most engines won’t have the valve
timing at the optimum setting, just
pretty good (standard factory setting)
– it’s a bit of a lottery; some engines
will be better than others. You can
buy new camshaft sprockets that
are adjustable to allow you to turn
the sprockets very slightly to set the
valve timing to the absolute optimum
position. To do this you will also need
a couple of dial gauges and a timing
disc for the crankshaft. I was thinking
of doing this but, to be honest, I just
couldn’t be bothered! I wasn’t going
to race my bike or do burn-outs,
etc, and, as far as I was concerned,
the standard factory setting on the
valve timing was fine. Anyway, I
was running out of time and money
(again), and that was as good an

28.9 The top cam chain tensioner fitted – facing the same way
as it was prior to removal.

excuse as any. If you do wish to finetune the valve timing you can find
details of stockists who specialise in
performance upgrades at the back of
this manual.
With the camshafts now correctly
timed (hopefully), I fitted the bearing
caps, torqueing them in order as per
the workshop manual. See photo
28.8. After this I fitted the top cam
chain tensioner to the top of the head.
See photo 28.9. With this in place, I
again checked the valve timing and all
was well. Gingerly, I also turned over
the engine several times to check that
the valves weren’t hitting each other
or the pistons, etc. All seemed well.
Note that the original valve
timing marks on the cam chain and
camshafts only line up something like
every 90 turns of the engine (It’s true
– honest!), so if you want to keep the
marks you made in the right place,
turn over the engine forwards and
backwards so you can check them
again if needs be, but be careful when
turning over the engine backwards
before the cam chain has been
tensioned.
At this point I fitted the cam
chain tensioner along with the oil
pressure switch and engine breather
at the same time, as I thought this
would be best and easiest in terms of
order of assembly (no carburettors,
etc, in the way).
First off I fitted the oil pressure
switch body to the engine, having
fitted two new ‘O’ ring seals to
where the assembly mounts to the

crankcases – and a further one
under the inspection cap. See photo
28.10. I also fitted the base of the
engine breather to the crankcases.
See photo 28.11. I fitted a new ‘O’
ring to the oil pressure switch body
and screwed it into position. See
photo 28.12. After this I cleaned and
checked the cam chain tensioner –
which is a fiendishly simple piece of
kit: a rod with a spring behind it. See
photo 28.13. I fitted the cam chain
tensioner to the engine together with

28.10 Oil pressure switch base being
fitted, with new ‘O’ rings.

28.11 Engine breather base plate fitted.
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