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OSKRG Research/Restoration Bulletin #2B 
57-65 DC Linkert Carburetors 

VS.1 

This research and restoration bulletin was created with input and 
assistance from members of the OSKRG.  The report consolidates 
the best available information at the time of creation and may be 
updated or revised at a future date.  If errors are identified, or 
there is additional information on the subject of this report that 
has not been included, please send corrections or additions to: 

graino@comcast.net & sklange@comcast.net 
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Forward 

As the opening statement on page 1 states “This research and restoration bulletin was created with input and 

assistance from members of the OSKRG.  The report consolidates the best available information at the time of 

creation and may be updated or revised at a future date. “This work is by no means definitive. A realistic 

expectation of this work would be that there are going to be errors but at least it is a place to start the 

conversation from. Consider this bulletin to be a living thesis, as empirical evidence presents itself this document 

will be modified to more accurately reflect what was original equipment on the Sportsters from 1957 through 

1965. It addresses the DC Linkert series. There are a number of models and years that remain an outright mystery 

or “gray” like what models and years was the DC-1L used on and when did Harley stop using the DC-10 and start 

using the DC-12. If you have a bike that you are confident has its original carb on it we would love to hear from 

you. Within the document we have a “score card” of sorts to track what carb people have on their original bikes, 

this score card can serve as an important validation tool. Hopefully over time we can mold this document into a 

valuable tool to help enthusiast in their restoration efforts.  
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Section 2 
57-65 DC Linkert Carburetors 

Green Indicates Some Degree of Confidence Carb was Original Equipment Yellow Indicates Some Uncertainty  
R10 

Linkert 
Carburetor 

Model 

1957 1958 1959 1960 1961 1962 1963 1964 1965 

XL XL XLH XLCH XL XLH XLCH XLH XLCH XLH XLCH XLH XLCH XLH XLCH XLH XLCH XLH XLCH 

DC-1 Open Vent                     

Comments: 27155-57. Open Vent. The early versions (pre-1960 or so) don’t have the patent numbers on the bowl.  Later versions have a patent number. 1 year only choke lever for 57. 

Theorizing HD used same part number for all DC-1 models.  1957 version of DC-1 used washer 6187 in throttle lever assembly, replaced in 1958 by 6182. 

DC-1 Closed Vent                     

Comments: 27155-57A. Closed Vent, XL-XLH.  1959 parts book indicate the female thread float valve assembly (27382-57) was changed to the male hose barb float valve assembly (27382-

57A) in mid-1958.  Change from open vent (27343-57) to closed vent (27343-57A), and main jet (27317-57 - #9 @ .067) to (27317-57A - #4 @ .0625) occurred at or around the same time.    

DC-1L                    

Comments: Believed to have been used on all 1958 high compression models, though not positively confirmed. The DC-1L is the same carburetor as the reconfigured DC-1 used in mid-late 

1958. 

DC-10                    

Comments: 27155-57A.  Same carburetor as the reconfigured DC-1 except model stamp.  All models.  Control wire block screw 1058W replaced 1063 in 1961; throttle lever stop screw 

1073W replaced with 1074W in 1961.  1963 Service Manual suggests DC-10 still in use through 1962, though many original 1961 bikes are observed to have DC-12 carburetors.   

DC-12                    

Comments: 27155-57B.  Improved float valve assembly (27382-61).  Second opening added to needle housing, needle tip cut off leaving only enough bevel to seat when closed.  Control 

wire block screw 1058W replaced 1063 in 1961; throttle lever stop screw 1073W replaced with 1074W in 1961.  1963 Service Manual suggests DC-10 still in use through 1962, though many original 
1961 bikes are observed to have DC-12 carburetors.  Early versions of DC-12 had flat surface @ inlet hose barb, later versions had recessed surface @ inlet hose barb.  Late versions of DC-12 have 
brass “anti-sprattle” plate to reduce spillage through overflow vent.  Used on 1964 XLA. 

DC-6                    

Comments: 27155-57B.  Observed on several original 1965 models.  Believed to be replacement version of DC Linkert series, introduced around 1965 and installed interchangeably with DC-

12 on late 1965 models.  Believed to have brass “anti-sprattle” plate. 

 1957 1958 1959 1960 1961 1962 1963 1964 1965 1966 

DC-2           

Comments: Service cars 

DC-1M           

Comments: XLA. The DC-1M is the military version.  It is powered down as the military spec for the XLA was a 750CC motorcycle. Same as 27155-57 with #1 main jet @ .052. 

DC-7          Shovelhead 

Comments: 1966 Shovelhead.  Same as 27155-57B, with #45 main jet @ .070. 

DC-11         XLR  

Comments:  Multiple DC Linkerts stamped DC-11 observed with same float valve assembly used on K model Linkerts (27382-52) with 3/8 UNF male threaded inlet to accept 3/8” 90 degree hose 

inlet elbow used on competition models.  Competition manuals suggest the DC-11 was a carburetor option for the XLR. 

DC-3, DC-4, DC-5, 
DC-8, & DC-9. 

        
 

 

Comments: No documentation of these models.  Some Linkerts stamped with these numbers believed to be blank bodies stamped by someone other than Linkert or Harley-Davidson for 

custom applications.   

  



5 
 

© 2014 By OSKRG 
 

57-65 DC Linkert Carburetors- Contradicting Opinions  
Green Indicates Some Degree of Confidence Carb was Original Equipment 

Yellow Indicates Some Uncertainty-Red Indicates Other Sources Assertions  

Linkert Carburetor 
Model 

1957 1958 1959 1960 1961 1962 1963 1964 1965 

XL XL XLH XLCH XL XLH XLCH XLH XLCH XLH XLCH XLH XLCH XLH XLCH XLH XLCH XLH XLCH 

DC-1 Open Vent                     

DC-1 Closed Vent                     

DC-1 Other Source                    

Rational for our assertions: Based primarily on a number of original paint unmolested bikes. 

DC-1L                    

DC-1L Other Source                    

Rational for our assertions: Based primarily on a number of original paint unmolested bikes. 

DC-1M XLA                   

DC-1M Other Source        1960 XL            

Rational for our assertions: Shop dope bulletin clearly states the DC-1M was for the 1957 XLA. XL only produced in 57, 58 & 59 per “Legend Begins” book. 

DC-10                    

DC-10 Other Source                      

Rational for our assertions: Based on a number of original paint unmolested bikes & extensive research of service manuals and parts books. 

DC-12                    

DC-12 Other Source                      

Rational for our assertions: We have tracked the parts books very carefully – we have detailed the configurations of fixed jets and needle and seat assemblies 
and pinned down the dates of changes.  The earlier service manuals do not show the DC-6 and DC-12 models, indicating they were later versions.  
DC-6                    

DC-6 Other Source                    

Rational for our assertions: We have tracked the parts books very carefully – we have detailed the configurations of fixed jets and needle and seat assemblies 
and pinned down the dates of changes.  The earlier service manuals do not show the DC-6 and DC-12 models, indicating they were later versions.  

Non XL, XLH & XLCH Models 

 1957 1958 1959 1960 1961 1962 1963 1964 1965 1966 

DC-2   Service Cars        

 

DC-1M XLA          

 

DC-7          Shovelhead 

 

DC-11         XLR  

Comments:  Multiple DC Linkerts stamped DC-11 observed with same float valve assembly used on K model Linkerts (27382-52) with 3/8 UNF male threaded inlet to accept 3/8” 90 degree hose inlet 

elbow used on competition models.  Competition manuals suggest the DC-11 was a carburetor option for the XLR. 

DC-3, DC-4, DC-5, 
DC-8, & DC-9. 

        
 

 

Comments: No documentation of these models.   
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57-66 DC Linkert Carburetors Part Numbers, Sizes & Thicknesses  
Yellow Indicates Some Uncertainty 

 
 
  

Linkert Carburetor 
Model 

Part Number Jet # & Dia. Throttle Disc 
Throttle Body 

Thickness @ Bolt 
Holes to Manifold 

Throttle Body 
Opening Diameter  

 

DC-1 Open Vent 
 

27155-57    
First appears in the 57PB 

#9  
.067 

9A .219” 1.375”  

Comments: Open Vent. The early versions (pre-1960 or so) don’t have the patent numbers on the bowl.  Later versions have a patent number. 1 year only choke lever for 57. Theorizing HD used 

same part number for all DC-1 models 

DC-1 Closed Vent 
 

 #9  
.067 

9A .219” 1.375”  

Comments: Closed Vent , XL-XLH 

DC-1L 
 

 #4 
 .0625  

9A  1.375”  

Comments: XLCH 

DC-10 
 

27155-57A 
First appears in the 59PB 

#4  
.0625 

9A  1.375”  

Comments: XLCH 

DC-12 
 

27155-57B 
First appears in 61 Sup.  

#4 
.0625  

9A .281” 1.375”  

Comments: XLH-XLCH, 64XLA 

DC-6  #4 
.0625 

9A .281” 1.375”  

Comments:   
DC-2 Part Number Unknown #20  

.0452 
12 .219” 1.0625”  

Comments: Service cars 

DC-1M  #1  
.052 

    

Comments:  XLA. The DC-1M is the military version.  It is powered down as the military spec for the XLA was a 750CC motorcycle.  

DC-7 Part Number Unknown #45  
.070 
Verified -66PN for #45 Jet 

9A .281” 1.375”  

Comments: Early Shovelheads 1966 

DC-11 
 

      

Comments: 

DC-3, DC-4, DC-5, DC-8, & DC-9   

Comments:  No documentation of these models.  Some Linkerts stamped with these numbers believed to be blank bodies stamped by someone other than Linkert or Harley-Davidson for custom 

applications.   
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57-65 DC Linkert Carburetors 

DC Linkert Carburetor Significant Part Number Changes from Parts Book to Parts Book 
Vs.3 Note: The pictures in some cases do depict the part accurately, in others they don’t. The intent of their inclusion is more for reference.  

Parts 
Book 
Year 

Comments/Changes Carburetor 
Complete 
Part 
Number 

Possible DC 
Linkert 
Carburetor 
Model 

Carburetor 
Matched 
Float Valve 
& Seat 

Carburetor 
Jet 

Carburetor 
Nozzle Vent 
Housing 
Assemble 

Tube-Idle 
Bleed 

Throttle 
Disc 

High Speed 
Needle 
Valve 

Carburetor 
Main Nozzle 

Idle Tube 
Assemble 

Low Speed 
Needle 

Parts Never Changed 
57 PB  27155-57 DC-1 

DC-1L 
DC-1M 

27382-57 27317-57 27343-57 Not 
Present 

27280-57 27297-57 27331-57 27324-57 27339-57 

  

 

 

   

 

     
58 Year       27322-58      

59 PB 27433-57 Carb Support 
Bracket 57-59 XL & XLH. 
27433-58 Carb Support 
Bracket 58-59 C & CH 

27155-57A DC-10 27382-57A 27317-57A 27343-57A 27322-58 27280-57 27297-57 27331-57 27324-57 27339-57 

  

 

 

 

 

  

     

60 Year  27155-57A           

61 Sup. New parts for 
61*Carburetor: 

 Control wire 
block screw 

 Throttle 
control bracket 
screw 

 Support nut 

 Throttle 
control bolt 
clamp 

27155-57B DC-6 
& 
DC-12 

27382-61         

62 Sup. Same as 61 Comments in 
addition carburetor 
throttle lever stop screw 
& spring PN 27270-49 
replaced by 27270-49A 

27155-57B  27382-61 27317-57A   27280-57 27297-57 27331-57 27324-57 27339-57 

63 PB  27155-57B  27382-61 27317-57A 27343-57A  27280-57 27297-57 27331-57 27324-57 27339-57 

65 PB  27155-57B  27382-61 27317-57A 27343-57A  27280-57 27297-57 27331-57 27324-57 27339-57 
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57-65 DC Linkert Carburetors 

 

 

  

What Is Actually On Your Bike-Please Let Us Know 
  1957 1958 1959 1960 1961 1962 1963 1964 1965 

DC Linkert Model XL XL XLH XLCH XL XLH XLCH XLH XLCH XLH XLCH XLH XLCH XLH XLCH XLH XLCH XLH XLCH 

DC-1 Open Vent-90’ 

Gas Inlet 

1 2                  

DC-1 Open Vent-

Straight Gas Inlet 

                   

DC-1 Closed Vent      1  1            

DC-1L   1                 

DC-10       1 3 1  1  1       

DC-12          1 1   2  1 2 & 1 XLA 1 1 

DC-6                    

DC-7                    

DC-1M 1-XLA                   

DC-2                    

DC-4                    

DC-11                    

DC-Other                    
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Early & Late Float Bowls, Common Carb Bodies, Open & Closed Vent & Anti-Splash Plate Courtesy of Scott L. 

   

 

 

 

 

 

 

 

All DC-6s I have examined 
have the splash plate, not 
all the DC-12s examined 
have had it. Leads me to 
believe the DC-12 
preceded the DC-6. 
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5 Needle & Seat/Fuel Inlet Combinations Courtesy of Scott L. 
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Documented -57A & -61 Needle & Seat/Fuel Inlet Combinations Courtesy of Scott L. 
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Different Thickness Throttle Bodies 

 

 

 

  

2 Different Throttle body Thicknesses with the Same Part Number. The One on the Left is about 1/16” Thinner. 
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XL, XLH & XLCH Gas Tank Fuel Valve & Outlet   

 

     
 

                             
 

 

PN 62125-55 “Fuel Valve Assembly” is listed as 
the valve through the 67 Parts Book for 57 
through 67 XL & XLH. It is listed for the XLCH 
from 65 through 67. The 71 Parts Book list PN 
62125-55B for the 57 through 71 XL & XLH as 
well as the 65 through 71 XLCH. At this time I 
am unaware of a “PN 62125-55A”  

PN 62125-55 

PN 62125-55A if it Exists? PN 62125-55B 
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XLCH Gas Tank Fuel Strainer & Outlet 58-61 

 

       

                                                                                                        
                                                                                                                             
 

 

 

 

   

 

The fuel strainer listed for the C & CH between 58 & 61 is PN 61601-54. 
Two gasoline line connectors, PN 62374-58, are shown for the first time in 
the 59PB. There are questions that arise as too the use of a PN 62374-58 
connector at the carburetor and of what material these connectors were 
made. The first issue becomes the use of one of these gasoline connectors 
used at the carburetor. The C & CH were introduced late in the 58 model 
year, as best I can tell from the literature in January of 58. I believe 
somewhere about the mid-58 model year Harley did a running change 
from the carburetor fuel inlet fitting PN 27382-57 to PN 27382-57A (shown 
on the following pages). Since the later PN 27382-57A has a “machined in” 
fuel inlet the fuel inlet connector, PN 62374-58, could not have been used 
with it. It is hard to say exactly but some of us believe this would have 
meant that there was a very small window of time in which this fuel 
connector could have been in use on the C & CH. Remember that Harley 
only produced about 278 of these C & CHs in 58. No one I know has ever 
seen an original 58 C or CH with the early female fuel inlet assembly and 
the -58 gas line connector screwed into it. The second controversy that 
arises with this topic is about what material these “barbed” fuel inlet 
connectors, PN 62374-58, were comprised. There is strong evidence that 
points to them having been made of a “nylon type material” as shown 
above in picture “A”. Including a verifiable bone stock original 61 XLCH 
that has the nylon type attached to the fuel strainer. What most people 
appear to report however is the “metal type” shown in picture “B”. These 
fuel inlets are one of the bigger mysteries surrounding these old bikes so 
any insights you might be able to provide would be greatly appreciated. 

A 

B 



15 
 

© 2014 By OSKRG 
 

XLCH Gas Tank Fuel Strainer & Outlet 62-64 
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Carburetor Fuel Inlet Fittings for Early XL, XLH & XLCH 

 

   
 
 

   
 
 
 

Believed used for 
all 57 XLs & about 
midway through 
58 for all XLs, 
XLHs, XLCs & 
XLCHs. 

Believed used on 
all models from 
about mid 58 
through 1960. 
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57 XL Air Cleaner Back Plate, Cover, Filter & Choke Assembly 
 

    

   
Notes on 57XL Choke Lever Bracket 

Bracket 1 was the original and placed the choke lever on the right side (to the rear) of the horn power pack. I am aware of one on what is believed to 

be an original paint bike with VIN 176X. When Harley changed from version 1 to version 2 that mounted to the left (to the front) of the horn power 

pack is unclear but apparently some time after VIN 176X. Versions 1 & 2 are the same demensionally with 2 just being the mirror image of 1. There is 

some belief that the change was made because if a rider were hugging the tank with his legs he might operate the choke lever inadvrtantly, who 

knows, it’s as good a theory as any. When the change was made from version 2 to version 3 is also unclear. I am aware of what is believed to an 

original paint bike with VIN 31XX that has version 3. What I believe neccesitated the change to version 3 from version 2 was the switch from the metal 

horn power pack bracket to the rubber/fiber type (not really sure what the material is) bracket. The height of the version 2 choke bracket interferred 

with the new “taller” horm power pack bracket. I believe this led to the version 3 choke bracket with its’ “shorter profile”. 

1 
2 

3 

3 Versions of the 
57XL Choke Lever 
Bracket, See 
Notes Below 

3 2 

2 

3 
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57 XL Air Cleaner Back Plate, Cover, Filter & Choke Assembly 
 

     
 

      

XLA Choke Assembly 

Version 2 choke bracket on the 
left side of the horn power 
pack. Power pack bracket is the 
early metal type. 

Early metal horn power pack bracket 
type. 

Later Rubber/Fiber type horn power pack 
bracket necessitating the change to version 3 of 
the choke brackets. 

The 57 Riders Handbook clearly showing 
the choke lever mounted to the right of 
the horn power pack. 
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Early DC-1 Pictures 

 

    

 

  

Early Open Vent DC-1, 57 to Early 
58 

DC-1 with Early Bowl with No Patent 
Numbers & 57 Only 90 Degree Fuel Inlet 

9A Throttle Disc used on all Stock DC 1, 1L, 12, 6 & 7 Carbs First Version Needle & Fuel Inlet used On the DC-1 
Carb, Pointed needle & Single Notch Inlet with 90’ Gas 
Inlet 
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Later DC-1 Pictures 

 

  

    

#9 Main Jet 

9A Throttle Disc 

No Patent Numbers 
“Unmilled, Single Notch” 
Gas Inlet, Later 58? 

Closed Vent, Early 
to Later 58 
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DC-1L Pictures Courtesy of Scott L. 

 

  
 

 More Needed 
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DC-1M Pictures 

 

Needed 
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DC-2 Pictures 

      

     

DC-2 Pictures, Service 
car applications, Float 
Bowl on Opposite Side 
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DC-6 Pictures 

 

     

  

 

 

DC-6 Needle & Seat, “Milled” Inlet End 
with Dual Notch & Blunt Needle 

DC-6 With #4 Jet 

DC-6 With Anti-Sprattle Plate: Definitely in the DC-6 and 
DC-7 versions but not all DC-12s.  Probable came in around 
1965 – perhaps something Linkert added to try to save the 
business but too little too late and Harley never acknowledged it 
in their parts books?  

 
Someone Wrote: ”that baffle helps 

arrest a rare annoying Linkert trait. If 
you’re moving at high speed and you 
grab all the binders you can in order to 
set up for a tight corner, the fuel 
sloshes to the front of the bowl 
opposite of the bowl vent tube. As you 
stand the bike back up and peg the 
throttle wide open the fuel now sloshes 
over to the opposite end of float 
chamber where it enters the top of the 

vent tube and exits the carb spraying 
the rider. You will smell it. In extreme 
cases if you’re hanging off the right 
side of bike you can get a face full of 
hi-test. 

 

“Milled” Area 
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DC-7 Pictures 

 

  

   
 

 

 

 

 

#45 Main Jet 
with Anti-
Splash Plate 

Milled End-Dual Notch Fuel Inlet 
with Blunt Needle  
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DC-10 Pictures 

 

Needed 
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DC-11 Pictures Courtesy of Scott L. 

 

 
 

More Needed 
 

Content/Information Needed 
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DC-12 Pictures 

 

Needed 
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DC Linkert Racing Carburetor Modifications on a DC-12  

 

   

   

   

Modifications 
on DC-12 

Much Larger Fuel Inlet Webco Spacer Block for 
More Fuel Capacity 

Very Large Need & Seat 
Very Large Unnumbered Main Jet & 
Pinched Off Vent Tube 

Clear Hose Venting top Of 
Webco Spacer from Top to 
Bottom, Purpose Unclear Bored Venturi from the DC-12, Observe 

Absence of Ridge & Less Metal on Inner 
Edge of Hole. 

Un-bored Venturi from a 
DC-12, Observe the Ridge 
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DC Linkert Racing Carburetor Modifications on a DC-12  

 

    

  

Standard Throttle 
Body Opening for the 
DC 1, 10, 12, 6 & 7 

Enlarged Throttle 
Body Opening 
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DC Linkert Series Notes & Pictures 
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DC Linkert Series Notes & Pictures 
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DC Linkert Series Notes & Pictures 
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Some Tips on Finding & Restoring Old DC Linkert Carbs by Scott Lange. 
 
Finding Old DC Linkerts: 
 
There is still a good supply of these carburetors floating around at swap meets, though prices are increasing and you really have to pay attention when you are buying 
one.  There are 14 different threaded openings in the pot metal DC Linkert, any of which can be a pain if you have to install a helicoil.  The two most important to pay 
attention to – and the most often bad on used carbs for sale at swap meets – are the high speed needle valve housing opening and the carburetor bowl nut 
opening.  Look close at these two openings, jiggling the needle valve housing and carburetor bowl nut to see if they are firmly seated.  Also, check for signs of JB weld 
or Loctite that have been used to make up for stripped threads.  Take a pass on those units where either of those two openings are messed up.  In general, the more 
pieces on the carburetor for the model you are looking at, the more likely it is a complete original carburetor.  When you see a mix of early and late parts, you never 
know what is inside. 
 
Take a close look at the body and bowl surfaces.  If they are scraped down, banged up, dented or corroded away, keep in mind these defects generally can’t be 
fixed.  When you get done restoring the carburetor, each imperfection will stand out vividly.  Try to find bodies and bowls that have as smooth and unblemished 
finishes as possible.  You will be much happier with the result when done restoring. 
 
There are early and late bowls.  The early ones don’t have the patent number, the later ones do.  (We should sort out the break point in the Linkert bulletin).  The bowl 
is visible so if you plan to have your bike judged it is a good idea to find the right bowl.  As you might expect, nice early bowls are harder to find than the more plentiful 
later ones. 
 
The bodies and bowls are the key components of the DC Linkert.  Everything else is available without much difficulty, but nobody is (nor will) making 
replacements.  When the originals run out, there won’t be replacements available.  Having collected a huge pile of DC Linkert parts, I can tell you the number of 
carburetors I can put together is limited completely by the available bodies and bowls.  These aren’t cheap anymore, so when you find good ones at a decent price you 
can never have too many. 
 
Tearing Them Down When You Have Found One:  
 
Breaking down a DC Linkert is pretty easy with one or two notable exceptions.  They adventure starts when removing the carburetor bowl nut.  The carburetor bowl 
nut gets a lot more torque than it should, as attaching to the carburetor support bracket often involves torqueing the bottom nut too much.  The extra torque makes 
the carburetor bowl nut torque down further into the carburetor body, pulling the relatively soft threads on the body outward.  More on that in a second.  First, you 
have to remove the tiny little brass idle tube that runs up through the center of the carburetor.  Hopefully, the base of the idle tube is not stuck in the carb bowl nut 
and you can see the head of the tube just sticking out of the carburetor when the bowl nut is removed.  DO NOT GRAB THE BOTTOM OF THE TUBE AND PULL 
DOWN.  The tube is actually two pieces – a tiny brass tube and a “head” that affixes to the tube via a tiny pointed tip that fits into the idle tube opening.  If you pull 
down to remove the idle tube, you may disconnect the “head”.  This doesn’t hurt if the head comes off cleanly without breaking the tiny pointed tip in the 
process.  Unfortunately, the tiny pointed tip breaks off half the time you pull it from the idle tube.  Instead, using the thumb of your right hand, and middle finger of 
you left hand, stick your digits into each end of the venturi and use them to “spin” the idle tube to free it up from the tight fit into the hole at the top of the venturi.  If 
it is frozen in there, try spinning and rocking it back and forth slightly to unstick if from the body.  Once the tube starts to move, try spinning again, holding tightly and 
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applying downward pressure.  You will see from the position of the head when it is starting to move.  If you can work it loose with just your fingers, insert a needle 
nosed pliers into the venturi and tighten gently around the idle tube.  Rotate the pliers back and forth gently until the tube breaks loose from the body.  Apply 
downward pressure to work it out.  The pliers may rough up the tube slightly, but this can be fixed later. 
 
With the idle tube out, now you are looking down into the number one challenge on these carburetors – the nozzle.  It shares the same threads as the carburetor bowl 
nut.  To get the nozzle out for restoring the body, it has to travel all the way out of the threaded opening.  Even if everything is in perfect shape, you will encounter 
resistance when you hit the threads distorted by the bowl nut.  Generally, though, things aren’t in perfect shape.  Look down the threaded opening to check the 
condition of the brass nozzle inside.  If the slots are clean and straight and there is no damage to the threaded opening, you bought a nice carburetor.  You still aren’t 
out of the woods yet thought. 
 
The first thing NOT to do is use a screwdriver blade that is too wide.  To remove the nozzle properly, you need a fairly wide screwdriver blade that bridges the center 
hole of the nozzle.  Generally when a screwdriver has this wide of blade, however, it also has a couple of even wider “shoulders” even further up.  If you try unscrewing 
the nozzle with a screwdriver with wide shoulders, you will end up mashing the pot metal threads of the body.  This will effectively preclude restoration of the 
carburetor because you won’t be able to get the nozzle out after that.  What you must do is grind off the wide shoulders on your screwdriver blade so they won’t tear 
into the body threads while you try to extricate the nozzle. 
 
Extrication of the nozzle is the biggest challenge to restoring a DC Linkert.  I’ve ruined more bodies on this exercise than any other way, by far.  If the carburetor has 
been sitting around, the brass nozzle is going to be stuck hard in the threaded opening, gunked in by dried gas residue.  There will have been some unequal metal heat 
expansion and also dissimilar metal galvanic action happening there, so the nozzle is going to be set in there tight and it will take some brute force to break it 
loose.  NEVER USE BRUTE FORCE!  If you try to power the nozzle out, the screwdriver will mushroom the slots on the nozzle out and they will then begin to dig into the 
soft pot metal threads.  The more force you apply, the greater the distortion, and before the nozzle has traveled 1/8” it will be frozen in there with brass shards and 
mangled pot metal threads. 
 
When you get to the nozzle part, get a propane torch and some penetrating lubricant like WD40 or Kroil.  Shoot a little down the opening to begin to seep down into 
the nozzle threads.  Set the body gently into the bench vise, vent opening pointed straight up, then apply some heat to the body surrounding the nozzle.  15 to 20 
seconds on each side of the body is all you need.  After heating, put a little more penetrant into the hole.  While everything is still warm, insert your modified 
screwdriver blade and carefully begin to unscrew.  Be very careful as you back the nozzle out to keep the screwdriver blade centered in the hole and not chewing on 
the body threads on the way out.  Just before the nozzle slot comes flush with the edge of the carburetor body you will feel increasing resistance from the threads 
distorted by the carb bowl nut.  Apply more penetrant and carefully increase the torque as needed until it finally breaks free.  If you successfully extract the nozzle, you 
have done well and saved the body.  To avoid problems when reinstalling the nozzle later, wire wheel off the nozzle to remove any brass fragments and grind down 
any mushroomed slot ends.  It is also a good idea to run a thread restorer all the way into the body opening to repair some of the thread distortion caused by the carb 
bowl nut. 
 
Breaking down the rest of the carburetor and throttle body is pretty elementary, with one last comment regarding the throttle body.  The idle hole body plug can get 
set in very firmly.  This is the second area where heat and penetrating oil is a good idea.  Take one look at how the slot is usually chewed up confirms the amount of 
force needed to uncork this little plug.  Again, put the throttle body in the vice (gently to not mar the gasket surfaces) apply penetrant, heat the body around the screw 
for 20-30 seconds, a last spritz of penetrant, then take the biggest bladed screwdriver you have that fits the slot.  Seat the blade firmly, get a firm grip, and twist with 
some gusto.  When it breaks loose, you can unscrew it the rest of the way with your finger.  If you don’t break it loose, you are most likely going to rip up the slot on 
the plug trying. 
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If after you’ve disassembled your DC Linkert you notice the high speed needle housing or carb bowl nut threads are messed up, the body isn’t necessarily junk.  I have 
made oversized fittings for these two openings to avoid having to discard an old body.  However, you first have to drill out the opening to oversize, then use a flat 
bottom threading tap to cut the oversize threads.  The oversized carb bowl fix is actually a major improvement to the carburetor as it eliminates the problem of having 
two items share the same crappy threads and makes it much easier to extract the nozzle if necessary. 
 
Notwithstanding what you see when you look at an old DC Linkert, nearly all of the external pieces were originally cad plated and not the bare brass you see 
today.  Whenever I buy an old DC Linkert, no matter how blackened or gunked up, I will usually blast it first with low pressure walnut shell media to see the condition 
of the original body and bowl finish.  If the finish is still shiny with color, you can rebuild the carb with only cleaning the bowl and body.  But, if the finish is worn off and 
dull gray, you need to re-finish these two pieces.  Start with either bead blasting the body with fine bead and moderate pressure, or dipping the body for only 30 
seconds or so in muriatic acid (rinse thoroughly after dipping).  Once the body is clean, the original finish can be restored via zinc dichromate or anodizing 
processes.  You can still obtain liquid and powder zinc chromating chemicals from various (mainly aviation) suppliers, but because these products contain hexavalent 
chrome they are heavily regulated and being phased out of home use.  Trade names of these products include “Irridite”, “Alodine” and PPG DX503.  You can find 
instructions for using these products on the web.  Many plating companies also offer this service and you may prefer to have someone else do it for you.   
 
All parts other than the body and bowl are plated with “clear” or “silver” cadmium.  This includes the throttle body, nozzle vent assembly and strap, screws and 
washers, high speed needle assemble, carb bowl nut, springs, idle hole body plug and throttle lever.  
 
Reassembly: 
 
These carburetors go back together intuitively and quickly.  Make sure you have a fresh packing washer, or properly sized rubber O-ring, to place in the high speed 
needle valve seat.  You may have to dig the old one out with a dental pick.  I usually install the float valve with needle inside onto the bowl, then install the float lever 
and float after first seating the needle in the float slot.  Setting the float level is simple – just set the top of the float at the location indicated in the service manual and 
tighten down the small screw.  Simple. 
 
You will want to check the condition of the throttle shaft while reassembling.  Unlike older Linkerts, you can’t put in new throttle shaft bushings.  Hopefully if the 
throttle shaft is sloppy it is because of a worn shaft.  If there is excessive play at the throttle shaft you will get some vacuum leakage and you will never get the engine 
to idle smoothly.  Best to try to find a nice, tight throttle shaft.  If that doesn’t do it, you will need to find another throttle body that is not so worn.   
 
The early style DC-1 models with the short nozzle vent tube can be a bit problematic when dialing a carburetor in.  I have seen this version of the DC with a small set 
screw in the opening at the top of the body where the later vent nozzle tube is inserted.  I helped a guy whose early DC-1 with the short nozzle vent tube just wouldn’t 
keep the bike running.  I told him to try plugging the hole with a set screw and instantly the carburetor worked perfectly.  Not sure what happened, just noting this for 
the purists who want the short nozzle vent version for their 1957 XLs. 
 
Many people have commented on how the current gasoline blends available distort the float assembly components, causing it to freeze in place and either cause fuel 
starvation or overflow.  The clear/white nylon base for the float lever has been reported to swell and restrict movement of the lever.  This can be alleviated by shaving 
off some of the nylon on each end and allowing more room when fuels or additives cause expansion.  I have also heard that the fuel can permeate the foam floats and 
render them inoperable.  I am going to experiment with some of the better tank sealers that are impervious to fuels to see if they can be used as a barrier against fuel 
inundation of the float.  Another option is to use a modern fuel additive that neutralizes the adverse effects of the alcohol and other additives like MTBE that are in 
modern fuels.   
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Setting the carburetor when re-assembled is straightforward.  Turn both the high and low speed needle valves all the way in and back out the number of turns 
indicated in the service manual.  That should allow the engine to start and you can dial in further when the engine is running. 
 
The main difference between the various DC Linkert versions is the float valve assembly.  The latest versions of that assembly were designed to permit the maximum 
fuel flow into the carburetor possible.  The design of the earlier -57 and -57A float valve assemblies almost assures fuel starvation using modern unleaded gasoline 
formulas.  While the original -57 and -57A float valve assemblies may be correct for restoration and judging, if you are going to ride your XL it’s best to have the -61 
float valve and needle installed. 
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 Page 1 

IRIDITE® 14-2 

Chromate Coating for Aluminum 

DESCRIPTION 
Iridite 14-2 is a chemical process that produces a protective chromate conversion film on aluminum and aluminum alloys. Application is by dip, brush, swab, or spray, producing coatings ranging from clear to 
dark yellow. The darker coatings providing the greatest corrosion protection. The coating can be used as a final finish or can be dyed various colors. It can also serve as a base for paints and high performance 
top coats, lacquers, or as a base for rubber bonding. 

The operating range of Iridite 14-2 is extremely flexible. Suitable adjustments of the Iridite 14-2 concentration can accommodate wide variations in immersion time, the corrosion protection (film thickness) 
desired, and the alloy to be treated. 

FEATURES 
1. Coating has minimum effect on electrical characteristics of aluminum for high or low frequency work when used at lower concentrations 

2. Coating protects abraded anodized surfaces and also provides electrical contact to those surfaces 

3. Coated aluminum surface can be welded by shielded arc method or by spot welding 

4. Bath activators are self-regulating, providing maximum uniformity of results and ease of control 

5. Qualified under Specification MIL-DTL-81706B, Class 1A, Form II, Method A, B, C; and under Class 3, Form II, Method C. The clear Iridite 14-2 finish also qualifies under Class 3, Form II, Method C of the 
same specification. (Specification MIL-DTL-81706B qualifies products for use in conforming to Specification MIL-C-5541E) 

TYPICAL PROCESS CYCLE 
1. Clean (as recommended) 

2. Warm or cold running rinse 

3. Iridite 14-2 

4. Cold running rinse 

5. Hot water rinse * 

6. Dry 

* Optional: See Rinsing & Drying Procedures on Pages 4 to 6. 

EQUIPMENT 
Tank: Use 304 stainless steel, or use mild steel lined with polyethylene or Koroseal, or equal. 

Heating: Use 316 stainless steel for heating coils. 

Agitation: Agitation is not required in the bath other than to free entrapped air bubbles. However, moderate agitation, either mechanical or with clean air, improves coating uniformity and accelerates coating 
reaction slightly. 

Ventilation: Adequate local ventilation is required. 

SOLUTION MAKE-UP 
1. Fill tank ¾ full with water. 

2. Heat water to about 120°F (49°C). Do not exceed 120°F (49°C). 

3. Add required quantity of Iridite 14-2 compound, while stirring. Iridite 14-2 concentration should not exceed 4 oz/gal (30 g/L). 

4. Heat (or cool) working solution to required operating temperature. 

OPERATING CONDITIONS 
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Cleaning 

Prepare metal as recommended in the Cleaning Cycles section of this document. 

Operating Conditions 

Iridite 14-2: ¾ - 2 ¼ oz/gal (5.6 - 17 g/L) 

Solution temp: 60°-100°F (16°-38°C) 

Immersion time: 30 sec. - 6 minPage 2  

Concentration pH Range 
5.6 g/L (¾ oz/gal) 

conc. 
1.6-1.9 

9.4g/L (1¼ oz/gal) 
conc. 

1.3-1.6 

17 g/L (2¼ oz/gal) 
conc. 

1.1-1.4 

 

 

 

 

 

 


