ENGINE SYMPTOMS

Subject: re: 951 dies for no apparent reason, 4/19/00

From: "Todd" tecartrcr@aol.com 

I had this problem before and got it fixed by regrounding the battery’s ground strap bolt, its next to the firewall down below the heater valve, also the mechanic soldered a loose connection on my DME board, but it was the battery not being properly grounded that fixed this.

Subject: Rough idle and grounding problem solved, 6/28/00

From: Dennis R. den944guy@home.com 

In the past few months I remember people posting about putting another ground strap in their car.  Well I finally had time at work today to do that and wow!! the car idles much smoother.  The original ground strap was clean and in good shape.  I made an additional one out of copper braid I got from work and soldered a lug on each end.  I installed the new strap from where the battery ground connects to the chassis to the back of the cam tower. Wow big difference!! At idle the car is smoother now and I notice that when the radiator cooling fans are on and I roll the power windows up and down the fan speed doesn't decrease (could tell by sound). Before if I did this, you could hear the fans sound pitch decrease and the car would seem to vary in idle but all is well now.  If anyone is interested in pics I can email them.

Subject: RE: Sick 951 Update, 7/2/00

From: "George Beuselinck" georgeb@944ecology.com 

If you are experiencing a hard miss at 5500 rpm, coupled with a backfiring noise, don't forget to consider, as a definite possibility, a broken valve spring' on one of the exhaust valves.

This is a not uncommon failure, I have run across it 4 times in the last 5 years.

Subject: Re: engine hesitation and oscillation, 7/8/00

From: Huntley Racing huntleyracing@home.com 

It sounds like a vacuum leak more than anything else.  The voltage jumping back and forth is normal.  I would start checking for vacuum leaks using the 'Berrymans' method.  Buy a can of Berrymans carb cleaner and start spraying with the car idling.  Spray each hose, fitting, gasket etc... one at a time.  When you find the leak the idle will drop or the car will die.  Once you find the leak don't keep spraying since Berrymans eats O2 sensors!!  Just a little Grassroots testing method.  Good Luck.

Subject: RE: 951 Starts but won't run Please help! 8/2/00

From: "George Beuselinck" georgeb@944ecology.com 

Check for fuel delivery rate... should be between 750 cc and 850 cc for 30 seconds of running.

Subject: Re: Engine power loss troubleshooting? 8/14/00

From: Blaszak Precision Motorsports mblaszak@kos.net 

Wes Shew wrote:

<< Got my S2 on the DynoJet. It's all stock but for aftermarket cat-back exhaust. Bad news is I'm down 46 hp and 22 lb-ft at the flywheel! Good news is I can't wait to find the problem and get all that power back!!

----------

Just for laughs throw your factory exhaust back on.  Bet you will find the missing HP.  Most aftermarket exhausts sound good but don’t do Jack for the performance.

Subject: RE: [944-s2] Engine power loss troubleshooting? 8/16/00

From: "Dave C." superd@direct.ca 

<< There are several inputs that govern spark timing; the coolant sensor, air temp. sensor, airflow meter (load), engine speed sensor and the Knock sensors. I believe there are two Knock sensors in your engine and if (snip) Do you test these sensors with a voltmeter?

----------

Yes, all these sensors can be tested with a DVOM (digital volt ohmmeter). Preferably a good quality unit with an analog LCD bargraph feature that can allow you to see rapid voltage spikes. There are charts that tell you what resistance (ohms) readings you should see for any given temperature of the coolant or air temperature sensors. The coolant sensor should have a square Bosch style connector and be located in the cylinder head. The air temp. sensor is mounted inside the airflow meter and can be measured from the AFM connector. The knock sensors will be screwed into the engine block. I'm not sure where. The knock sensors are "active" according to David J. In other words, they don't just sit there waiting to hear pinging. They continuously monitor background noise so that the DME knows that they're working. When engine knock occurs, a large voltage spike is generated and the DME sees this as pinging and retards the spark timing. A few things to keep in mind: (1) If the DME doesn't see the background noise (a dead sensor), it will retard timing to a safe default schedule. This will store a fault code in the DME. (2) If you have a rod knock, bad motor mount or stress bar or anything that is allowed to rap on or in the engine, it will be seen as pinging by the DME. This will cause the spark timing to be retarded and a fault code will not be stored unless the rapping is continuous. The knock sensors can be tested with the voltmeter. There will be a voltage spike as high as 10 volts when you tap on the block near the sensor. Use a small hammer. ;) Also, the leads to the knock sensors are shielded, DO NOT PIERCE THEM. Have someone rap on the block while you measure the VOLTAGE at the DME connector after you've pulled it out of the DME. Actually, this is a good place to measure the RESISTANCE of the other sensors as well. It's easier to connect here and it checks your wiring back to the DME. You'll need a wiring diagram to find the correct wires at the connector.

<< The only true way to find out what’s going on, is by measuring precat. gases on the Dyno. This is done with the exhaust system intact, but with a gas analyzer probe sealed into a sampling port ahead of the cat.  Is there a factory sampling port or do I have to drill one? >>

----------

I don't know, the earlier cars had a sampling tube. I suspect that there is something to allow access on yours. Have a look at the exhaust plumbing between the head and the catalytic converter.

Subject: RE: Need help / diagnosis, 8/21/00

From: "George Beuselinck" georgeb@944ecology.com 

<< It starts just fine, but only runs for about 1 second.  Fuel delivery problem?  Throttle position sensor? >>

----------

This is typical of no airflow sensor signal.

MESSAGE:   (#2320) Re: Dying 951S Please Help! 9/11/00

AUTHOR:    GEORGE cezz944@aol.com  

OK guys here's a little help, anytime it happens again, get a wet rag or towel, cover the fuel pressure regulator, the cooler the rag the better, give it a few minutes, if it fires up right away then there it your problem. (bad fuel pressure regulator) 

Subject: Re: 951 sputter, cough! 9/5/00

From: Dwebb944t@aol.com 

To check for bad FPR you can unplug one injector and see if the car will idle, if it does you have a very rich condition that could be a bad FPR.

Subject: RE: Severe stumble upon acceleration, 9/15/00

From: Grant Crockett grantcrockett@yahoo.com 

I was so convinced that it was a fuel problem.  The first thing that I tested was fuel pressure.  For a baseline reading I changed nothing and I got 31psi at idle, and 39psi with the vacuum hose to the FPR disconnected.  All of my fuel injectors end in part number 201 that is the correct ones for my model year.  Then I changed the fuel filter (what a pain in the a&&).  And I tested the fuel pressure again, with the same result 31 & 39-PSI.  Which led me to believe that

I did not have a clogged fuel filter.  Also I added another ground strap to the cam cover.  I didn't have one there and I have heard several listers mention this ground.  I also added a container of Techron to a half a tank of gas.  

Test drive time... very disappointing.  The stumble was still there, maybe even worse.  I was able to make it happen several times on my short test drive.  So back to the house to keep on going down the list.  Next to check was the coil and rotor.  I pulled the distributor cap off and the rotor had some minor carbon deposits, so I cleaned it up a bit with some 600-grit sandpaper.  Then I put the distributor cap back on.  

In the process of doing this it seems as if I broke the lead off from the coil to the distributor.  But on closer inspection the wire and insulation under the

silicone wire shield, the entire conductor was burnt to a crisp.  BINGO!  The wire had actually burned out inside the shielding for a good inch up the wire from the distributor end.  So much so that the connector just fell off.  The only thing that was allowing my car to run was the fact that the little boot was

holding the wire close enough to the cap to arc a spark.  Given enough time I'm sure that the wire would have burned completely off.

I am a cheapskate.  I bought some "universal" fit wires from a local parts store.  I guess there's a reason that my old Beru wires lasted 16 years, and these cheap ones only lasted 6 months.  I put the old dry cracked Beru coil wire back on and went for another test drive.  WOW what a nice feeling to have my 944 up and running like it's old self again.  NO stumble, NO backfire, just smooth running like it used to do.

The only advice for you, Cliff and everyone else, is to check your ignition system.  Check for broken or worn connectors, and carbon tracks on the posts of the distributor cap.  DON'T USE CHEAP PLUG WIRES, it just isn't worth the savings.

Subject: [951] RE: Power loss @ high revs, 10/11/00

From: "George Beuselinck" georgeb@944ecology.com 

While you think that it may not be possible, do not forget to check the mechanical condition of the engine.

I had a similar problem on an early 944 a couple of years ago and it turned out to be that one of the springs on an exhaust valve was broken and caused the valve to "float" at about 5500 rpm, causing the cylinder to have no compression and thus a loss of power...

If you have good power up to that rpm, then a loss of power, I would place my bet on a valve spring...

MESSAGE:   (#3449) Re: Hard Hot Starting, 10/15/00

AUTHOR:    Dennis dpw928@aol.com  

This is a common problem associated with fuel leakdown. Either one or more of your injectors are leaking after shutdown or your fuel check valve or accumulator is bad. Leakdown normally doesn't affect cold start as the fuel system gives it extra gas on startup. When the engine is warm (water temp above 100 F) the cold start doesn't kick in. To double check for a leakdown problem try the following wen it is warm. Instead of cranking, just turn the key to on for a few seconds then turn the key off. Repeat this 3 or four times. Then try starting. If it starts this confirms a leakdown. 

Subject: Re: Running problem, 10/22/00

From: "M Taylor" porsche@globe.net.nz 

<< A couple of days ago, while driving I had a loss of power. It felt like I lost one cylinder. I pulled over (I had just left the house - was about 2 miles away), and revved the engine. Power came back and I took off. Well, about a hundred feet, the car died. I couldn't start it at all.  I dollied it home and started playing with it. I checked for spark.  Thanks for any feedback. I'm at a loss now, other than to just start replacing parts and hope for the best. >>

----------

Sounds like your fuel pressure regulator has failed and your fuel pressure is way too high, it may also be running down the vacuum hose supplying the regulator, test or replace it and all should be well.

Subject: [951] Re: Running Hot and Rough, 10/29/00

From: "Bill Shook" billshook@mindspring.com 

Lemme take a stab in the dark here.  Rough idle, white smoke out

exhaust.....  Uh, sounds a LOT like a head gasket to me.

Subject: [951] Re: Running Hot and Rough, 10/29/00

From: Blaszak Precision Motorsports mblaszak@kos.net 

Not if you have blown a water jacket into the combustion chamber.  You are "burning the water".  Check your plugs!  One will be funky.  Bet it's #3 or #4.

Subject: Re: Cold Start hesitation, 10/21/00

From: "FR Wilk" 944@technologist.com 

Put a meter on your temperature sensor. The DME sensor, not the gauge sensor. It tells your DME how rich to make your engine on cold starts. It should read 1.45K to 3.3K ohms at room temperature. If it is open, the engine will run rich. If it is shorted, the engine will run lean.....  Let me know what it measures.

Subject: RE: Hard starting 951, 10/31/00

From: "George Beuselinck" georgeb@944ecology.com 

<< A mechanic friend of mine and I have been trying to figure out why this 951 has a hard start problem. We've gone as far as doing two completely independent checks on this car to try and find the problem. >>

Here's the details:

<< The car will not start on the first try. It normally starts after four or five tries and runs fine after it starts. It seems that the warmer the ambient temperature or if the car is already warm, the car starts more easily (fewer attempts before starting). >>

<< To date here's what's been done: >>

<< Before the car came in, a new set of injectors were installed. Also, a new fuel damper and fuel pressure regulator were installed. >>

<< Since then we've replaced the speed and reference sensors (and properly set the gap), DME relay, DME and KLR, alarm unit, throttle position switch, coolant temperature sensor, plugs, wires, distributor cap, rotor, ignition switch, coil, MAP sensor, and cleaned and checked all ground connections. >>

<< Fuel pressure goes to around 38 psi as soon as you hit the ignition switch.>>

<< If anyone has any ideas, I'd like to hear them. Quite frankly, this problem is about to drive both of us crazy. >>

----------

Well, the problem might be leaking injectors... 

You say that the fuel pressure goes right to 38 psi when you hit the ignition switch. A more pertinent measurement is the residual fuel pressure when the car has been sitting for a few hours. The pressure should stay at around 20 psi in order to keep the fuel rail from vapor locking and causing hard starting until the vapor is purged from the rail.

In addition to leaking injectors, it might be the check valve at the fuel pump allowing the pressure to drop...

Subject: [951] Re: Pressure Testing Intake, 12/3/00

From: "David Lindsey" dlindsey@ionet.net 

Tom M wrote:

<< I was looking through the archives about how to pressurize the intake manifold on a 951 to check for vacuum/boost leaks.  I plan to hook an air compressor up to a fitting on the banjo (boost) bolt and run 18 PSI to it from a compressor. I will cap off the MAF elbow where the filter clamps on (somehow), but my question is this: won't the open valves prevent the manifold from holding pressure? >>

<< I'm doing this because my car seemed down on power at the dyno by about 30 hp, and I'm grasping at straws a bit. The car held boost all the way to redline. Can anyone vouch for the idea that the car can lose power to a vacuum/boost leak even though the boost pressure stays constant to redline? >>

----------

Sure, the turbo is capable of making much more pressure and CFM then you need. Your potential bleed off can be altering your fuel monitoring.  For example, your AFM or MAF says so much air is passing when not all of it is entering the engine via a leak or leaks.  This makes for a rich situation because it's adding fuel for the air not making the cylinder.

Don't worry about the valve positioning.  It doesn't matter as long as you have a continuous 18 (I would only suggest about 12-15) PSI regulated air supply.  It's basically a leak you don't care about.  If the intake valve is open, it will not exit the cylinder other then by the rings (slow leak to the crankcase, and don't matter) If the exhaust valve is open, then you intake should not be.  Anyway, as long as you have a continuos supply of air, it matters none. Ignore them and check ALL connections.  You’re best off to use a spray bottle with some liquid detergent mixed with water.  Look for bubbles.  Don't waste your time listening for leaks.  To many echos.

You can cap you MAF using a piece of auto inner tube with the hose clamp from your air filter.   Only thing is it enlarges with more air.  18 PSI will make it

Interesting looking not to mention scary.  Been there, done that!  Maybe back up the inner tube with something non-stretchy like a shop rag.

Subject: Re: Running problem, 10/22/00

From: "John Hajny" REDL944@aol.com 

The only driveability problem I've ever had with my 150k mile 84 is a buildup of corrosion on the air flow meter connector. The car would sporadically go into lurch mode; belching smoke and stumbling all over itself. Then just as quickly, it would clear and run fine.

Disconnect and clean the head temp and airflow connectors, grease, and reinstall. You may get lucky and save some money!

Subject: [951] Re: Air/Fuel Gauge, 12/20/00

From: "Derrek Khajavi" huntleyracing@home.com 

Up to 90% or more of the head gasket failures out there are from detonation

not boost.  The 18 or 20 or more PSI of boost is only a small fraction of

the cylinder pressures which occur under detonation.  The #1 cause of

detonation is inadequate air/fuel ratio to boost.  Good luck!

Subject: Re: the saga continues, 1/21/01

From: "FR Wilk" 944@technologist.com 

<< Well I'm happy to say that with a little help the engine is all back together and starts great.... it just will not continue to run. The engine fires up immediately and goes to about 1500 rpm and then dies. >>

----------

If the engine continues to run but just won't go above 1,500 RPM, than that is an easy one. Your closed throttle switch is stuck shut. It limits your RPMs to about 1,600 as part of its overrun (deceleration fuel cutoff) circuitry. To test it, just unplug the connector on the throttle and it will run normally.

Subject: Re: Two problems to solve... 3/13/01

From: "FR Wilk" 944@technologist.com 

Mike Oberle wrote:

<< 1 - Mild surging with part throttle opening between 2000-3000 RPM., engine hot or cold.

   2 - When I drop throttle the idle dips to 700 RPM then "hunts back to 900 RPM, engine hot or cold. >>

----------

Both are classic signs of a sluggish O2 sensor. It still works but reacts slowly. How old is yours? They are easily contaminated by silicone and many thread compounds. Contaminate jumps off your spark plug threads and into the air and vapor deposited on your O2 sensor causing irreparable damage to your poor O2 sensor.

You can replace it with a BOSCH #13913, 3-wire oxygen sensor, for about $40 if you crimp your old cable and connectors to it. Otherwise, $200 plus.

Subject: [951] Re: no start, 3/31/01

From: "TurboTim" timer1@home.com 

Check your head temp switch. It is the sensor on the front of the head that has a fuel injector type connection on it. It is the only heat related sensor that the DME sees besides the O2 sensor.

Subject: Help: Stuttering at mid to high rpms under load... 4/20/01

From: Rodney_L_Wiggins@KeyBank.com 

Will william.butler@colorado.edu wrote:

<< I have had my 87 951 for two years now, and it has never run perfectly.  It has the bolt-on power package from Powerhaus on it (Autothority MAF, Stage II chips, bored throttle body, cat-back exhaust, etc).  The problem started as a slight hiccup at high boost and high rpms.  It has slowly degraded into stuttering at mid to high rpms under acceleration.  As an experiment, I tried buying a new throttle position switch, but that didn't help.  What I did find out in the process was that the stuttering was eliminated when I unplugged the TPS (of course, it still doesn't run great well without it).  I cleaned off all of the connectors to the MAF and other parts, but it didn't help.  I brought it to a couple shops, spent a couple grand, but they still have not been able to figure out what the problem is (they blamed the modifications).  It definitely seems electrical, but it has everyone here in Colorado, including myself, stumped.  I am probably just going to have to throw in the towel and take it down to Powerhaus to get it fixed there ($$$). >>

----------

Been there.  Bad Wires.  I had the exact same problem on my modded 951.  Drove me nuts. Assumed that because I had just spent $160 a year earlier on Nology hotwires that I didn't need to suspect wires.  WRONG. Switched to Magnecore. Problem solved.  In fairness to Nology, I also replaced my NGK gold spark plugs at the same time. The 3000 or so miles I had on them must have been hard because the gap had opened significantly. I was convinced this was a Fueling/Mass flow/ injection issue.  Tried and replaced nearly everything until finally a driving cycle with a mobile four-gas analyzer showed excessive HC. Ignition.  I spent half a summer making excuses for lost races  (even missed an opportunity to spank a viper (R/T)...i just stayed next to him, didn't pull him the way the car would now)  ....so I've become a bit bitter about Hotwires.

Subject: Re: Stuttering at mid to high rpms under load... 4/20/01

From: Huntley Racing huntleyracing@home.com 

We have carried the Hotwires for several years and have loved the performance of them when installed.  However as of 6 months ago we started to see a pattern where the wires seemed to fail on cars where the wires were removed and replaced often (such as is a race car).  The wires could not hold up to repeated installation and removal.  We have recently released a new wire set utilizing the best wire made today from Taylor, the 10.4mm race wire.  We use triple layer insulation with heat shrink to allow for a careless yank of the wire without damage.  They only come in blue with black cap ends and blue plug boots.  All 944 models are $135 a set.

Subject: Re: Driveability problem, 4/16/01

From: Blaszak Precision Motorsports mblaszak@kos.net 

Jay Jobes wrote:

<< My 1987 944na has a little odd problem that I am trying to solve.  Under moderate acceleration it will "stutter" until it hits 4,000 rpms then just hits and pulls like mad until redline.  This is really mild, and it took me a while to convince myself it was doing it.  I went to a fairly deserted stretch of highway to prove it out on Saturday.  Here is what I did. >>

<< 3rd gear, starting at 2000 rpms, I would hold the throttle at about 3/4ths. It would accelerate well, but felt like it was holding back a little and slightly stumbling until it hit 4000, then bam, on the pipe it went and just turned into a rocket.  I did check and make sure that no one had installed a turbo while I was not looking.  In the last 6 months all the usuals had been replaced.  Fuel filter, plugs, wires, cap and rotor, air filter.  I also cleaned the air flow meter and throttle body and adjusted the TPS.  I did check my O2 sensor and according to my multimeter, is functioning well.  My gas mileage has been great. >>

----------

Sounds like a bad carbon trace on the AFM wiper.  Pop the lid off (it is siliconed on) and check it out.  Rebending the wiper arm can sometimes fix it if you can get it on an area that is not worn.  More than likely you need a new AFM

however.

Subject: Re: URGENT! 951 won't start.  HELP ME PLEASE!! :) 4/21/01

From: "Skip@Tech-Session" skip@tech-session.com 

1st guess: DME Relay - dual relay that controls the Fuel pump and DME computer.  Located in the relay block at the upper-right corner of the engine compartment.  This fails on one side or both, causing either no spark or no fuel.  Since you have fuel, that's probably not the side.  Take a hard knuckle or screwdriver and rap it a few times while turning the ignition.  May work... if not, you may need to replace it with a new one (always good to carry a spare in the glovebox anyway... cheap too).

2nd guess: FPR (fuel pressure regulator) - regulates the pressure coming through that line you pulled off.  If it fails, it can allow the pressure to be too high in the rail, which will shut down the injectors (via DME signal).  Located at the rear top of the fuel rail.

There are other things it could be, but these are the most common given your description.

Subject: RE: 944S *engine problem FOUND*. Now what? 5/8/01

From: "George Beuselinck" georgeb@944ecology.com 

The #1 and #2 injectors are fired by the same power transistor in the DME; the #3 and #4 injectors are fired by a different power transistor in the DME...

Try swapping your #1 injector with your #3 injector.

In addition to the rotor, there is a hall effect sensor and some additional circuitry in the 944S that adjusts the ignition timing.

Subject: [951] Re: collapsed lifters, 5/24/01

From: Blaszak Precision mblaszak@kos.net 

Collapsed lifters really clatter!  Sounds like you have a marble running around loose in the valve train.  Very dangerous as the result in running like this is a damaged camshaft ... or worse??

Subject: Re: Stumbling at around 4000rpm?? 7/11/01

From: Blaszak Precision mblaszak@kos.net 

I suspect a bad carbon trace in the AFM.  Pop the top, and bend the wiper carefully for a new trace location and try again.  Reseal top with a thin bead of silicone.

Subject: Re: Moving to desert heat causes big problems, help? 7/14/01

From: Huntley Racing huntleyracing@home.com 

<< I've just moved to Las Vegas from California. I've got several issues going right now, a few of them have been problems in CA, but they have all been multiplied *10 in the desert heat. Patient: 89 944S2, 217,000 mi, blk/blk, Castrol GTX 20-50. >>

<< 1) I cant run the AC during the middle of the day even on the freeway because the temp will go right up to the top white line (it gets between 105-110 here).  Even if I do, the AC isn't cold enough here to do much good anyway.  Typically I would think this is normal, probably not a good idea to run the AC in such extreme heat?  What irks me is that my friend in his 2001 325i can sit in an intersection with his AC on, and his temp gauge never goes over normal and it's nice and cool in his car.  The radiator is full and the fans are working well, is there anything I can do? >>

----------

Since you will likely not see freezing temps for a while a cheap fix is simply changing your coolant mix.  The best we have tested is a mix of:

1 - Can Water Wetter

1 - Quart Sulfate free Coolant

1 - Gal or as much as necessary to fill up of distilled water.

Make sure you thoroughly bleed the system for best results.  Many cars with high coolant to water mixes drop 30+ degrees with this change.  Make sure your oil cooler is getting hot oil by touching the cooler after a 30+ min drive.  If the cooler is still cold than the thermostat is not opening to allow hot oil to the cooler.  Maker sure your fans are operating.  One fan for normal cooling and both when the A/C is on.  Also as the temps get very hot both fans will run at full speed.

<< 2) I am having a problem with low oil pressure at idle.  I suspect it is the oil pressure relief valve.  It basically causes the oil pressure to dip below 1 bar at idle in extremely hot days (every day).  If the AC is on it can dip to almost 0 bar.  To counter this I usually give it a little gas at the intersection to bring the idle up to 1100, this brings up the oil pressure to a safe level.  I really don't have time to fix this right now, I understand there is a way to fix the valve by replacing the o-rings, but again, no time or tools yet in Vegas.  Is there any way I can increase the idle as a temporary solution?  Are there any ill-effects of doing so? >>

----------

Your oil pressure problem is tied to your hot running problem.  The hot coolant levels are allowing the oil to get hot or the oil cooler is not working as mentioned above.

<< 3) Another thing that happens in the heat is that if I rev the engine to say 2-3000 RPM and then let it drop to idle, instead of stopping at 900 RPM it can initially dip down to 500 RPM, then it comes back to normal 900.  If I have the AC on the idle can drop to about 500 and stay there, this makes the oil pressure problem worse bringing it to below 1 bar. >>

----------

You may be so hot that the coolant temp sensor is richening up the mixtures too much for the actual outside temps.

Subject: Re: Hot start problem, 7/16/01

From: "Sami Asujamaa" sami.asujamaa@kolumbus.fi 

<< Hi All.  Problem:  Hard to start when hot.  Starts OK otherwise.  Have replaced fuel pump relief valve.  It made no difference.  I need help.  I welcome any suggestions. >>

----------

I had that too, caused by leaking injectors. Had them cleaned at a local Bosch shop and since then the car has worked fine - have you checked yours?

Subject: [951] technical challenge..help with engine management, 8/13/01

From: Donald.R.Langley@aero.org 

Here is a real teaser for you all out there.  I have been fighting this problem for the last 6 months and think I am closing in on a solution.  I will withhold the answer until I am absolutely sure but here is your chance to test you knowledge.

I have the following;

944 turbo

3 liter engine

Huntley stage 3 turbo

Huntley stage 4 MAF, ARC-2, ARM-1 etc...

The problem....

Car runs fine on the street but at the track it begins to run lean after 3-4 hard laps.  Of course I pull into the pits as soon as I see the richness drop off.

I was at Atlanta Motor Speedway this weekend and was able to do some good diagnosis.  My last run of the day I hooked up a fuel pressure gauge to see what was happening when it began to run lean.  Here is what I found.

Laps 1-3 full boost 15 PSI, 4th gear, fuel pressure 70 PSI, injector duty cycle 95%, mixture is reading full rich

Lap 4 full boost 15 PSI, 4th gear, fuel pressure 70 PSI, injector duty cycle 80%, mixture begins to read lean

Here is what I have done to the car in the last 6 months to try to analyze/solve the problem.

1) New Bosch motorsports fuel pump...much increased capacity and pressure

2) Adjustable fuel pressure regulator (set at 40 -75 PSI) rising rate

3) Larger fuel injectors

4) New fuel filter

5) Added injector duty cycle monitor

6) Fabricated a fuel pressure gauge that can be temporarily installed to the fuel rail to measure pressure real time

So...is it a

1) DME problem???

2) Sensor problem???

3) MAF/ARC-2 problem???

4) Fuel supply problem???

5) Other???

Subject: Re: HELP!!! ASAP Friday night midnight!!! 9/29/01

From: Dave dc944@home.com 

Don't sweat it. I'll bet your looking at the engine in the dark, glowing exhaust manifolds are normal. If your really worried, put a digital voltmeter on the signal wire from the O2 sensor, bring the engine up to 2500 rpm and you should see the voltage toggle back and forth between about 0.2 and 0.9 volts. Anything under 0.5 volts is lean, over is considered rich.

Subject: RE: Slow starting '86 951, 10/9/01

From: "Clifton Hipsher" Porsche944@carolina.rr.com 

Classic symptoms of one or more leaky fuel injectors, or a leaky fuel pump check valve.

Here's a quick test:

Start the engine and take the car for a drive to a local convenience store, park, shut the engine off and go buy something.  Get back in the car, engine starts on the first crank.  Drive home, park, let the car sit for a couple of hours, over night if possible.  On the next start it takes a while, and then idles rough for a bit.

Another way to test this is to put a fuel pressure gage on the fuel rail, start the engine (or at least get pressure in the rail), stop the engine, and then monitor the pressure.  The rail should hold pressure for at least 20 minutes.  Anything less and you have a leak.

What seems to be happening is fuel is leaking past one or more injectors.  This causes a loss of pressure as well as pooling of the fuel at the intake valve (if it is closed) or in the cylinder if the intake valve is open.

When you try to start the engine, there is no initial fuel injected because the rail has no pressure.  When the engine does finally fire, the excess fuel from the leak enriches the mixture, so the engine runs like crap until this excess fuel burns off.

Subject: Re: 944 Hesitation, 10/22/01

From: "Martin Taylor" porsche@globe.net.nz 

Check for cross firing ignition leads (in the dark). They will cause this.

Change the plugs (will cause this exact problem).

When you open the throttle there is very little vacuum to the fuel pressure regulator, if you had a vacuum leak in the heater circuit this would present a low vacuum signal to the fuel pressure regulator so it would only be accurate at WOT, check all your vacuum lines.

Check for a dirty air filter, this would be choking the motor.

Have you tried it without the O2 sensor?

As you say it could be the cat, is the problem different when hot or cold? Is the cat glowing red hot? It might if clogged.

Check for a cracked distributor cap.

Check the TPS against the specs.

Change the fuel filter if not done recently.

Subject: Re: 944 Hesitation, 10/27/01

From: joliett@usa.com 

Thanks for everyone being so involved with my problem. We all figured it out and HERE IT IS:

It was the Catalytic Converter.

I took out the air sensor...whew...and drove my baby, and it DID clear up the hesitation, bogging down, backing up, throttle accelerator problem (I included all terms I can think of, just so the rennlist search engine can find the problem for some other Porscheiphile out there) and the car performed perfectly the last 500 miles.

I took my sensor out and the hesitation disappeared POSITIVELY.

CAT converters for my 1983, 944 lasted about 125,000 miles.  This is the third in 300,000 miles.

IT'S THE CAT!!!!!

Subject: FW: DME trouble - starts cold, won't start when hot... 11/24/01

From: "George A. Wheeler" george.wheeler@mpcnt.com 

Man, I just went through that, I could drive around for 30 or so min then it would die. I would have to let it cool for about 2-4 hours then it would start again. Had to replace both of the sensors at $90.00 a pop and it worked fine. The dealer wanted $140.00, I got them from Auto Atlanta for $90.00 www.autoatlanta.com part number R944 606 115 00.

Subject: Re: No start - need tech help, 11/24/01

From: "Claus Groth" bora450@gte.net 

FR Wilk wrote:

<< I would check continuity between the DME and coil, the wire itself. If it is good, I would pull the DME & KLR and check the wiring harness. It pretty much has to be a harness problem since you have swapped the individual parts out. >>

----------

Claus Groth wrote:

< My thinking exactly.  I have checked continuity on that wire several times and every wire from the DME connector.  I have not checked KLR wires since boost control should have no effect on spark while starting.  I'll disconnect the KLR from the driver and try starting it now just to be sure.  (PAUSE)  OK, I just checked and the driver will not start with the KLR disconnected.  I'll check the KLR wires and sensors since something there obviously contributes to starting.  (PAUSE)  I checked again and there is no spark from the coil.  Great -- a lead.  It will take some time to study the schematics and generate a list like I did for the DME.  I'll get back to you, probably tomorrow.  BTW, I copied Martin Taylor since he is also trying to help and this is a good find. >

----------

WE HAVE SUCCESS.  The KLR computer has a problem and it causes the DME to not ignite the ignition coil.  I disconnected the KLR computer on the daily driver and no spark!  So it does have something to do with starting!  I removed it and installed it in the track car and * Viola * spark!  I'll disassemble it tomorrow to check for cracked solder joints or damaged components.

This has really been a tough one.  I think that I am pretty good electrically but this one had me stumped.  Thanks to F.R. Wilk, Martin Taylor and Steve Petty for helping this holiday weekend.  Your suggestions have resulted in continued testing until the problem was diagnosed.

Subject: RE: Oil in the intake manifold, Yikes! 12/4/01

From: "Clifton Hipsher" Porsche944@carolina.rr.com 

<< I posted Oil in the cooler about a year ago.  Car: 86 951 94k miles.  Original Problem, I thought was oil in the i-cooler.  Consensus says turbo charger, but, >>

<<

<< Short story: I pull the turbo, have it inspected (it's ok), replace all the exhaust gaskets, dry rotted rubber parts, Fuel Injector O-rings, Cycling Valve, Blow Off valve, all new hoses... Clean the intercooler, Front seals, Timing belt and put it all back together, everything is fine I thought until my last DE,  PPIR BTW, what a blast! Anyway I pull off the cooler tubes and Oil is dripping out of the throttle body!! >>

<<

<< No oil this time visible in the Turbo housing to the cooler, No oil in the cooler to the throttle body. It appears that oil is building up in the intake manifold.  This has baffled several Porsche mechanics any everyone I've talked with. I've checked crankcase pressure and there is none! I don't believe its valves or rings I've done leakdowns, and besides I can't see how blow-by or bad valves could get into the intake manifold. ?? Wouldn't the oil get sucked back into another cylinder and burned? Amazing, with the intercooler tube removed to the throttle body.  If I open the butterfly manually, Oil literally pours out!  I'd say about an ounce. The car runs strong. The car does not really use any oil, less than 1 qt in 3k miles if that. After cleaning out the intake and tubes the car runs fine again. This must be a sloooooowww build up of oil and seems to pool @ the throttle body and eventually drain to the cooler. >>

<<

<< Originally thought it was oil from the turbo getting into the intercooler but now I know it is not. >>

<<

<< I'm sure the oil is coming from the oil pan :-)) (no dummy here!)  I need help to figure out how to stop it from getting into the intake.  It must be crankcase ventilation, I don't know how the crankcase ventilation works on this car.  thoughts? >>

----------

I've had a similar problem with my '84 NA, and I traced it to the Oil Filler/Mist Separator O-Rings.

By design, the crankcase is supposed to be under a partial vacuum when the engine is running.  This is accomplished by using a hose to connect the intake boot to the top of the oil filler/mist separator.

The idea is to capture any "blow-by" gasses and send them back through the intake tract where they can be burned and then expelled out the exhaust.

If the oil separator's O-Rings are leaking, the additional air flow through the oil separator will not only capture any blow-by, but may also capture oil mist from the crank case and carry it to the intake boot as well.

By the time the oil mist gets to the intake boot it has cooled considerably and collects in and around the throttle body. 

I replaced those O-Rings when I replaced the head gasket, and since that time the amount of oil collecting in the throttle body is significantly reduced.

Subject: [951] Re: Need Updated style relief valve ASAP, 12/10/01

From: Markus mblaszak@kos.net 

First, I have seen this dozens of times.  Second, he does not have pressure problems when the car is cold and the oil is thick.  If the sender, then it is always out, not just when the oil is hot.  His symptoms are the typical ones of low oil pressure when the oil thins out as it gets hot.  Due to clearances being worn, the oil pressure is typically good when cold but cannot maintain that pressure as the oil thins because the thinned oil rushes out from the bearings.  For the oil to get to the rods, it goes through the mains first.  Changing just one is a stopgap measure because there is a corresponding wear on the other bearings as well.  Third, an oil pressure relief valve never sticks ONLY when the engine is hot but not when cold.  Since there is no pressure problem when cold but only hot, it's not the valve.

Subject: [951] Re: head gasket symptoms? 1/4/02

From: "Jim Richmond" fireball@cts.com 

<< I noticed that my cooling tank had some foam in it, which I hadn't noticed before. It looked like a small amount of the foamy area (quarter size) was dark. After the motor cooled I opened the tank and the coolant was clear, there was a little scummy residue on the top inside of the tank. The dipstick looks cln/normal, plugs/normal. The car runs fine.  I was concerned about the early warning signs of head gasket failure, also is the 3/4-inch band of foam at the top of the coolant level normal? >>

----------

I had an over heating problem on my track car with a slight scum in the overflow tank.  A new radiator and waterpump did not solve the problem.  I had done a leak down test and it read normal.  I modified my lead down tester so I could crank it up to 100 PSI and still no indication of a leak. I finally towed the car to a local smog shop, warmed it up and had them stick the sniffer in the overflow tank.  The reading showed hydrocarbons in the tank.  I ran the car in a number of events and it took 6 months for the headgasket to blow.

Subject: RE: Can't get a spark on 951, 1/25/02

From: "George Beuselinck" georgeb@944ecology.com 

1) Make sure that you haven't inadvertently swapped the two sensors.

2) Make sure that you are getting a good waveform on both sensors.

3) Make sure that you are getting 12V at the DME

4) Make sure that the KLR is hooked up.

Subject: RE: oil consumption, 1/15/02

From: "Clifton Hipsher" Porsche944@carolina.rr.com 

Jason Holland, Chump chump@pobox.com wrote:

<< I'm using A LOT of oil at the track (about four quarts for 286 track miles).  Trying to narrow down the culprit. >>

<< The suspects are:

1. Oil leak near turbo - haven't seen any indication on the ground and I don't think the loss could all come from here could it?

2. Stem seals - Don't' know if they have ever been done (117k miles)

3. Rings >>

<< Any other candidates or advice? >>

----------

Pull the intake boot at the throttle body and take a peek at the bore. If you see oil, it may be coming from the oil filler/mist separator.

What could be happening is that under track conditions the O-Ring seals are being subjected to very dynamic changes in vacuum and pressure, where as under more "normal" driving conditions those changes are smoother and less frequent.  These changes cause the O-Rings to flex, and over time this flexing coupled with heat embrittlement causes the O-ring to fail.

Once the O-rings fail, air is drawn past the O-Ring, into the mist separator, into the intake boot, and so on.  Consequently, any oil vapor/mist that is collecting within the mist separator is also being drawn into the intake instead of draining back to the oil pan.  

This is what caused my early oil consumption issue.

Subject: RE: Mysterious starting problem/S2, 3/17/02

From: "George Wheeler" george.wheeler@mpcnt.com 

<< I NEED HELP!!!!!!  I have a intermittent stating problem with my '89 S2 and it is causing me to lose confidence in driving my car..  Every so often it will fail to operate the starter.. I can hear the solenoid contact, but the starter will not turn --- no power to it??  There seems to be no specific conditions that the make the "no start " occur. I had this problem a couple of years ago when I first purchased the car. >>

<< At that time I replaced the battery and cleaned all connections..  It was great with no problems until last fall....At that time the problem would occur at different times and I could get the car to start after several ( 1 to 20 tries )  turns of key.  I figured that I had a bad starter, so I replaced it.  Everything was OK for about a month, then back again with the SAME problem...  I took the battery out and had it "stress" checked, even though it was fairly new and the problem would occur just after driving the car for a hour or so...  It checked out great...(so did the original starter!!)  I then went through the car and cleaned/checked every connection and ground that I could. Once again every thing was OK for about a month.  Last week the problem occurred AGAIN.  I had stopped on my way home from the office, and when I went to start the car after a five min stop, it took five twists of the key to get the starter to work..  I could hear the "click" in the area of the solenoid, so I know I was getting power at least that far!!   After three tries, it fired right up ..I got home and tried it again... no problem!!  Yesterday I checked it, and it started right up. >>

<< I have the electronic component for the ignition switch, but with power getting to the solenoid, I can't see how that is the problem.  Could it be the DME relay ???  The wiring diagrams in my shop manuals show no starter relay.  The diagrams DO show a connection to the alternator circuit.  I have noticed that after my boys pushed me to get the car home once, after starting the voltmeter only indicated 10-11 volts rather than the 12-13 usually shown...  When I get it started with the starter, it shows as normal.... >>

<< Any one else ever had this problem???  The shop that sometimes works on my car said they could help isolate the problem if it occurred while they had it, but the problem is so sporadic that it could take months to duplicate.  If anyone can give me any help on this problem it would be GREATLY appreciated. >>

----------

My 951 did the same thing, turned out to be corrosion where the starter contacted the bellhousing. Sounds like when you clean everything up or replace the battery it gets that extra kick to start. Hopefully this is also your problem. Good luck!=20

Subject: Re: Mysterious starting problem/S2, 3/17/02

From: "FR Wilk" 944@technologist.com 

It is typical of the ignition switch. The contact resistance is high so

some current is applied to the solenoid but not enough. It gets worse on a

hot engine.

Subject: Re: Mysterious starting problem/S2, 3/17/02

From: Markus mblaszak@kos.net 

Check the battery cable.  Often they will corrode inside the casing. Corrosion adds resistance and drops voltage.  Heat exacerbates the problem.  Pull the cable and check it with a DLRO (digital low resistance Ohmmeter) at the 5 or 10 amp scale.  If it is not in the milliohm range, replace it.  This cannot be done with a digital multimeter, as the 9-volt battery in them pumps no current.  It needs to be load tested with current to see if it breaks down.  No access to that meter?  Then just replace the cable from the battery to the starter with a generic one.

Subject: [951] Re: no oil pressure on a brand new 951 engine, 4/25/02

From: "TurboTim" tim@speedforceracing.com 

Konstantin wrote:

<< A friend of mine tried to start the car after he completely rebuild and renewed many parts on his engine.  The engine cranks but he get absolutely NO oil pressure. He said the oil relief valve is not sticky.  He took it of and cleaned it.  He even took the oil filter out and tried to crank the engine but nothing.  Still no oil pressure.  After one year payinf and rebuild the car he would be very happy if he find a way to start his engine.  The Porsche shop said that he probably installed something wrong but what? >>

----------

Another possibility is that he didn't prime the oil pump.  You can do this by removing the oil filter and pouring oil into the opening.  I usually turn the bottom-end over a couple times and keep filling it until it can't take anymore oil.

Subject: Re: Help: 944 No start, 4/26/02

From: "FR Wilk" 944@technologist.com 

<< 86 944NA for sale that ran strong and suddenly died like the key was turned off. It started up again ran a few miles and again died again and then would not start again. The owner could not start it, cussed and asked what I would give for it ...I said a figure less than half his asking price and he took it. He then said that he had taken it to a Porsche dealer who could not find anything wrong. The tow truck brought it to my house and I parked it beside my good running 2.7 89 944NA and began trouble shooting. I have done the following without getting it started. >>

<< - I inspected the O2 sensor plug and the adjacent plugs and ensured that they were connected. >>

<< - Opened the fuse box checked the fuses to the fuel sender and ignition, and

I replaced the DME relay, and the ignition relays with the 89's. >>

<< - No obvious loose tubes to the intake manifold or the big 'J' hose. Lots of

anti-pollution tubing and hoses here though. >>

<< - Replaced the throttle sensor, MAF sensor with the 89's. >>

<< - Pulled a spark plug wire off, stuck a screwdriver in the socket and held it

1/4 in from the block and saw a good spark and repeated this for each wire- all good. >>

<< - Replaced the ignition coil and wire to the distributor with the 89's. >>

<< - Opened the distributor and the rotor was attached tightly with the Allen bolt and the cap looked OK. >>

<< - Removed the spark plugs; they all looked good but smelled of raw gas. >>

<< - I pulled the fuel line to the fuel pressure regulator, started it and I saw

a good stream of gas. I tried the fuel pressure regulator from the 89 on it though I know the 89 has a higher pressure regulator. >>

<< - Finally, I bought a used DME from an 85.5 that reportedly came from a car that ran well up until being turned into a parts car...No Luck OUCH!!! I am running out of things that I know about. ANY good suggestions would be most welcome before I bite the bullet and take it to a real mechanic ($$$). >>

----------

Disconnect the DME and put an ohm meter on pin 13, the temp sensor, and ground. It should read 2.2k to 2.8k. If open or shorted, the engine will not start.

Subject: Re: Update 2: 944 No #!*) start-Still, 4/27/02

From: Konrad Kelley wingnutt@austin.rr.com 

Steve LBUJENOVIC@aol.com wrote:

<< OK I might have to cry uncle. In addition to the below I changed the fuel filter tonight and the distributor cap..no luck. Pulled a spark plug and I still see/smell gas....I jiggled the key in the ignition switch when I ran it earlier ...no effect it kept running until I suddenly gave it gas then it sputtered and cut out and it will not start now. Something must be wrong with the ignition timing? Maybe I will look again at the throttle position sensor for the 3rd time (I replaced it with a used part from a spare motor that I had lying around earlier)...what about the fuel pressure attenuator is this a possibility? Any other suggestions before I tow it in to a real mechanic and/or commit myself to the luney ward? >>

<< I inspected the O2 sensor plug and the adjacent plugs and ensured that they were connected. >>

<< Opened the fuse box checked the fuses to the fuel sender and ignition, and I replaced the DME relay, and the ignition relays with the 89's. >>

<< No obvious loose tubes to the intake manifold or the big 'J' hose. Lots of anti-pollution tubing and hoses here though. >>

<< Replaced the throttle sensor, MAF sensor with the 89's. >>

<< Pulled a spark plug wire off, stuck a screwdriver in the socket and held it 1/4 in from the block and saw a good spark and repeated this for each wire-all good. >>

<< Replaced the ignition coil and wire to the distributor with the 89's. >>

<< Opened the distributor and the rotor was attached tightly with the Allen bolt and the cap looked OK. >>

<< Removed the spark plugs; they all looked good but smelled of raw gas. >>

<< I pulled the fuel line to the fuel pressure regulator, started it and I saw a good stream of gas. I tried the fuel pressure regulator from the 89 on it though I know the 89 has a higher pressure regulator. >>

<< Finally, I bought a used DME from an 85.5 that reportedly came from a car that ran well up until being turned into a parts car...No Luck OUCH!!! I am running out of things that I know about. ANY good suggestions would be most welcome before I bite the bullet and take it to a real mechanic ($$$). >>

<< Well thank you all for telling me all the other things I did not try. The car started today - just barely -- when during cranking I lightly touched the pedal and it idled fine ~ 10minutes until I gave it some gas abruptly then it sputtered and died. I have started it twice more and again the same thing happens. If I gradually apply the throttle no problem I even drove it a mile until I again gave it gas then it sputtered and died... should I go for the fuel filter next? Stay tuned. >>

----------

Fuel pressure is not a guarantee of adequate fuel *volume*.

I have had this kind of problem before and it is very hard to pin down, since there is both spark and fuel. It was only after a fuel delivery test that it was evident that the fuel pump was not delivering full volume. There was enough to pressurize the system and sometimes start and idle, but not enough to accelerate

- quite frustrating. It was not a Motronic system but the principle is the same (it was another, earlier Bosch system - K-Jetronic)

The delivery volume check procedure for the 944 is to disconnect the fuel return hose from the pressure regulator, connect another length of hose you can run to a container to catch the fuel and run the pump for the given 30 sec. to see how much you get. To run the pump, pull the fuel pump relay and bridge terminals 30 and 87b in the relay panel (ignition may need to be on).

Caution ****** fuel vapor and sparks are only suppose to mix inside the engine.

The fuel pump delivery rate spec is "at least 850 cc / 30 sec." except for the "Speed reduced pump with green paint color code, Bosch # 0 580 464 028" which has a rate of "750 cm^3 / 30 sec."  (cc = cm^3)

(PWM Vol. 1, pg. 20-2 for procedure; 24-3 and 24-4 for specs)(1 oz = 29.5735 cc)

Subject: [951] RE: Engine Stumble, 5/22/02

From: "Derrek Khajavi" dkhajavi@huntleyracing.com 

Capt Squid, Jim Richmond fireball@cts.com wrote:

<< I had the following intermittent problem with my engine: About 25% of the time when I came back hard on the gas, the engine would stumble like there was no fuel.  When I let off and came back on the throttle slowly it was ok.  With two laps to go in the fun race, I came on the throttle hard, there was a backfire under the hood with a puff of smoke and the engine started running rough.  I limped in and found the bypass valve blown out of the hose connection.  I replaced the hose and the car ran fine in the pits.  Due to my son's university graduation on Sunday, I was not able to run the next day.  Totally incomprehensible why a university would have graduation the same day as a Cup race, but I digress. >>

<< I pulled the blow off valve and am unable to blow through it so it appears to be good.  The fuel tank was almost full as I thought low fuel, filled the tank and it made no difference.  I will put a gauge on the fuel pump but flat out on the oval and it pulled like a freight train. >>

----------

Sounds like your TPS is shot and is not giving the computer a signal off idle.  This will cause the car to lack acceleration enrichment.  The bang was lean misfire followed by a backfire through the intake that blew off your valve. 

Subject: Re: First real car problem...bad bucking, 5/25/02

From: "adrial" adrial@cloud9.net 

Today, I drove to a little local car meet...parked...drove for 30 secs (probably spent more time idling than driving)..parked for an hour...drove home. About 5 mins into the drive home...it started bucking very badly.

At first, it was only if I brought it up to a certain throttle position (which yielded less than 1 bar on the gauge..atmospheric pressure..call this situation #1)...then it just wouldn't go anywhere period for like 10-15 seconds...After that it went back to the way it was before that (bucking at above a certain throttle position). The only time I tried WOT was when it was doing situation #1...car didn't go anywhere...but it did hold 1 bar on the gauge...

Thankfully I got home and parked her in the garage...

I am thinking TPS, someone else suggests fuel pressure regulator? Any thoughts? I already have a TPS on order from paragon, but if I really need it I can get it quicker from my mech (they order it, its there the next day).

I don't wanna drive the car anymore out of fear of getting stuck somewhere...

Also, I noticed that my vac leak was much more of a sharper hissing sound when I started it up tonight...meaning I guess faster airflow (bigger leak). The hissing is coming from the AFM area (or it was, I haven't checked again yet)...but the AFM is solid, carb cleaner did nothing. So I and 2 mechs determined it was normal. However, if I disable the idle stabilizer, the idle drops to 400rpm...the idle screw can't raise it but can lower it further.

----------

Well, it turns out it was the fuel filter.

Subject: RE: Quiz Question Results, 6/7/02

From: "Chris White" whitechristopher@earthlink.net 

<< First a thanks to all respondents.  But alas nothing has worked yet.  I tried a new DME relay, made sure I had 12 volts going to injector, pulled connection to injector to see if they were over pressurized, pulled all injectors and cleaned them, pulled DME brain and checked for visual signs of short, tried a little WD40 in the MAF to no avail.  A couple of fellows suggested it might be the speed sensors on the flywheel.  Anyone know how to check these to see if they work or not? >>

<< Could someone give me a rundown on how the fuel injection works?  Relationship of the DME brain, DME relay, speed sensors, injectors, etc..how they all work together to make the engine work? >>

<< Again, the fuel pump works, have power to the injectors, good spark, but no fuel going into cylinders.  Got any more ideas. Sending in my brain to have it checked is the last thing I want to do.  Maybe I should check the one on my shoulders first! >>

----------

Since nobody else answered - I will take a stab at it for you!  Lets start at the info the DME needs - it needs to know the engine speed and the relative location of top dead center. This is provided by the two sensors mounted on a bracket at the back of the engine (the sensors actually protrude into the bell housing). The connectors are located next to the O2 sensor connector at the rear of the intake manifold. Once the DME knows the rpm and the TDC position it can use the info to calculate when to fire the injectors and coil. The injectors are always (at least with the key of) fed 12v +/- and the ground signal is controlled by the DME. The injectors open and allow the pressurized fuel to be atomized into the intake manifold just before the intake valve of each cylinder. The fuel pressure is maintained by the regulator and a damper. The damper is there to remove any short term spikes or drop outs in the fuel pressure due to the injectors firing or not. The pressure regulator is actually a variable pressure unit. The reason for this is that injectors are rated to perform at a certain pressure drop at the injector pintle (injector end). Since the pressure in the manifold changes according to vacuum (or boost on turbos) the fuel pressure in the fuel rail is changed so that the pressure difference is kept at the same relative level.  The DME relay provides power to the DME, Fuel pump, O2 sensor according to the key position. The DME relay actually has two relays inside. When the relay goes bad you can lose power the DME or the fuel pump and that will kill the motor when you least expect it!

Now on to your problem - you mention that you have power to the injectors, that's fine but what we really care about is getting a ground signal from the DME. If you have access to an oscilloscope you can look for a square wave form between the injector + and -. I am guessing that you are not getting a signal from the DME. Could be a number of things - Bad DME (they are known to have bad solder traces) or a short in the injector wiring.

If you are getting spark then the flywheel sensors are fine and you are getting power to the DME.

The only other problem I can come up with is a bad signal to the DME from the MAF or TPS that is giving the DME a problem.  

If you can't get an Oscilloscope I would check the continuity of the injector to DME wires and see what you get.

Subject: [951] RE: Murphy is after me, the car stalls without warning, 6/19/02

From: "Under Pressure" underpressure@attbi.com 

<< As I was driving to work this morning, the car suddenly died. I was able to start it again and drive on.  This afternoon the same thing happened again. But this time the car had to sit for a minute or so before I could start it again. >

----------

While it "could" be one of several things, it sure does sound like a classic example of a faulty solder joint in the DME. The part that make me feel compelled to point to the DME is the fact that in one instance the car had to sit for a minute.

Bad solder joints always seem to manifest on bumpy roads and/or with temperature changes. Many years ago, in the first 951 I ever owned, the DME worked without incident throughout the winter and most of the spring and fall.  But once summer would arrive I had to leave the windows cracked to vent the interior heat to prevent the bad solder joint from acting up. Of course, in my case the solder joint was not as bad as others have experienced.

Subject: RE: IDLE PROBLEM, 6/28/02

From: " Clifton Hipsher" Porsche944@carolina.rr.com 

<< My 87 944s will not idle with the A/C on.  The additional load of the compressor causes it to die.  The plus side is that I am getting really good at heel / toe to keep the RPMs up coming into a stoplight but the wife wants it fixed( me too )  I have replaced the throttle switch and O2 sensor - set idle to spec and the MAF checks out good.  Could my problem be the idle stabilizer?  How to check?  Would a bad idle stabilizer be a problem only with the A/c on?  Thanks for the years of help and advice in the past.

----------

The purpose of the idle stabilizer is to compensate for changes in the mechanical load on the engine at idle.  If the idle stabilizer is not working properly, chances are the extra load from the A/C will stall the engine.

On the early cars, there is a solenoid mounted on the rear air box bracket.  Don't know if the later cars have this, but you can check. This solenoid is energized when the A/C compressor clutch engages.  When the solenoid energizes, it opens an additional path for air flow into the intake, compensating for the additional load from the compressor.

Subject: [951] Re: high boost driving, water tank problem? 7/7/02

From: "TurboTim" tim@speedforceracing.com 

<< I do not want to take out everything and find out that the gasket is ok.  Can I pressurize the water system and see if it holds pressure? >>

----------

Yes. You need an appropriate coolant pressure tester to do this though. It would be better to use a CO2 tester like Chris mentioned. This tester can distinguish whether or not there is exhaust gas in the coolant.

<< Can I hear a sound if the head gasket is leaking? >>

----------

Probably not but you can check your compression and that will give you a sure enough sign if one of the cylinders is low.

<< Can I let the engine runing for minutes or driving it to a shop or do I risk to lose my rod bearings? >>

----------

If the headgasket is blown severly.... it will allow coolant to mix into the oil, which is very bad for the rod bearings.

Subject: RE: high boost driving, water tank problem? 7/7/02

From: "George Beuselinck" georgeb@944ecology.com 

<< I have NO bubbles in the reservoir after 2 min running. If I run the car longer than 2 min with the cap open the water expands and comes out of the reservoir so 2 min is the max on a cold engine.  Since I get no bubbles in the reservoir does this means my head gasket is ok?  Anything else that I can check to find this out?  I can not make a leak down test in my garage. Anything else that can be made with common tools?  A compression test maybe?

How long does it takes to change the head gasket?

----------

95 percent probability that your head gasket is blown or you have a cracked head.

Find a competent service shop and take it there...

On a typical turbo, you are looking at 10-12 hours for proper head gasket replacement.

Subject: [951] Re: Blown HG and cylinder score after 1500 miles on rebuild

From: "Christopher White" whitechristopher@earthlink.net 7/15/02

The problem that he had (and you may have) is not really related to the engine builder. The 951 family of engines can withstand quite high boost levels - in the low 20's range - if the fuel supply can keep up with the demand. When you set up a 951 engine as a 2.8l, you have increased the demand for fuel by 12% just by displacement alone. Add more boost (over stock) and you can quickly outstrip the supply. The standard tweak of running higher fuel pressure can help a little but not enough for a 2.8 and increased boost. If you take all the data points you hear about the 2.5 l engines and divide by 1.12 you might have a rough approximation of the limits - if you say that 18 PSI is OK for a 2.5 (with proper mods) then your 2.8 would be limited to 16 PSI.  It sounds like your friends engine went lean due to an inadequate fuel supply system and paid the price.  The real bottom line is that your friend (and you) should consider a stand-alone system to manage the fuel needs. You guys have a lot of money invested in mechanical mods and your will get the best results (performance and safety) with a good stand alone engine management system. (shameless plug - Electromotive Tec3)

Chris White www.944enhancement.com 

BTW - running rich has problems of it's own. Most folks figure that running rich is safe - unfortunately you will develop carbon deposits (over time) and these can create hot spots in the combustion chamber - great place for pre-ignition to start.  Also - I really don't see a reason to raise the compression ratio unless you are setting up a track only engine - you are really pushing a stock engine management system since you can't change the advance curve...

Subject: [951] Re: Blown HG and cylinder score after 1500 miles on rebuild 

From: "Tom M" tmgee@iname.com 7/16/02

How high was the compression ratio? I run 18-19 PSI in my stock 2.5 liter, with no problems for last 20k (knock on wood). On the other hand, I dyno tuned it using a combination of ARC2, fuel pressure, injectors, chips, MAF, etc. to keep the air-fuel ratio safe. If I tuned it for 12 and cranked it to 19, I could probably blow it up pretty fast.  I'm not sure you'd want to spend all the money building a stroker if you can't turn up the boost to 18 PSI. Hopefully, your mechanic was just saying that you ran the boost too high for your current state of tune. If its compression is so high that you cannot turn up the boost under any circumstances, then you will be missing the high-boost party.  Either way, sorry the motor popped, and here's to a speedy repair!

Subject: [racing] 944 No start: Follow-up, 7/17/02

From: Steve LBUJENOVIC@aol.com 

3 months ago I posted the list with a No Start problem that I had with an '86 944NA. ($25 reward) The car would start with difficulty but would then just putter and then with acceleration it would stumble and stall out.  The car ran well but suddenly stopped as if the key was turned off. I did the usual stuff (DME, crank sensors, timing, fuel pump, TPS, injectors, AFM, cap, rotor, spark plugs & wires, compression test, etc., etc.) but to no avail. Today after the car had been with my local Porsche mechanic for 2 months, he called to tell me that he found an intermittent voltage drop to the injectors and after installing a used wiring loom to them the car ran fine. 

Subject: Re: Stalling after driving for a while, 8/2/02

From: Konrad Kelley wingnutt@austin.rr.com 

To run the fuel pump, pull the fuel pump relay on the central electric board and bridge terminals 30 and 87b with a piece of wire.

This should yield 2.3 to 2.7 bar of pressure at the fuel rail, with the engine stopped (engine running is approx. 2 bar).  (PWM Vol. 1, pg. 24-6)

Subject: RE: Head Gasket, Right? 8/4/02

From: "Under Pressure" underpressure@attbi.com 

<< Racing PCA at Portland a week ago (just got home).  Water tank was showing some "tracks" and so to be safe, changed out the radiator cap.  Tracks disappeared.  Car ran well.  No water consumption, but later in the day I dialed the boost up and in the process got a little lean, and afterward we started losing water.  No visible leaks, nor smoke/steam, but a gradual loss of water - say a quart in 10-15 minutes.  Running a modified turbo, and a different chip that got a little too lean above 5k rpm at about 20 lbs boost.  EGT got to about 1600 degrees before I brought it in, but afterward water use was evident during the last runs of the warm-up day.

On race day, I topped the tank off (grumbling as I realized I probably had a problem here) and used a little water during a very short practice and  qualifying session.  Before the race I topped it off again on the high side,  when cool, and ran the race with reduced boost (~15 lbs.) it until I started to see temperature spikes during certain turns, and then brought it in.  Maybe out there 15 minutes.  Water tank was basically dry at that point...no visible leaks or drips, and it took about a quart after it had cooled to bring it up to full.  It's stayed there, but I haven't run it except to load and unload it.

So, I presume a slight crack in the head gasket, allowing for some water injection.  Any other theories before I pull it down?  Will this show up in a compression test (seems like it ought to), but I'm not sure I ought to be running it at all.

----------

Your problem does sound like a head gasket, but you can lose coolant for several other reasons. First, the radiator cap. You did mention that you changed the cap, but did you notice any coolant loss from the overflow tube as well? Coolant can be lost when the cap does not operate properly. The cap should "vent" the expansion tank under normal operation. If the cap does vent the tank, coolant can be lost from the overflow as the tank builds too much pressure then dumps coolant (not just pressurized air) from the tank.  Although this is a fairly rare occurrence, it should not be overlooked. But read on...

If you had coolant loss and as a result you added more coolant without bleeding the cooling system, it is possible that you have air trapped in the system and as a result the system will build high pressure and will vent the coolant from the overflow.

BUT

If you did bleed the system, and you can confirm proper operation of the cap, then I would say the coolant loss is more likely the head gasket and should be changed. Also remember, there is no such thing as a head gasket "starting to go bad" - It is either good or bad, nothing in between. Some folks will nurse "non catastrophic" bad head gaskets as long as they can sighting facts like it can driven for a week before adding coolant, or it only leaks when cold, or it only uses water under boost.  But make no mistake, a bad head gasket is a bad head gasket.  And if you got away with a head gasket failure with only seepage into a cylinder, then consider yourself lucky and fix it before the bad head gasket leads to potentially more damage.

If you have not already done so, consider now a good time to upgrade to a wide fire ring head gasket and high tensile strength head studs.  No head gasket job on a car that sees any track time at all should go without the addition of an upgraded head gasket and studs.

Please feel free to tap us as a source for your gaskets and parts. We offer very attractive pricing for Rennlisters and have the parts you will likely need in stock ready for immediate shipment.

Subject: Re: Follow up: puzzler no-start problem, 8/26/02

From: "Martin A Taylor" porsche@globe.net.nz 

<< The guy who built my long block last winter (Monty Jarvis, Redmond European, Redmond WA--a great guy who does great work) diagnosed it as a failed fuel pressure regulator, which, when it fails, allows all the injectors to go full open, effectively flooding out the cylinders and extinguishing the spark.  He said he has seen this about four times in the last year. >>

<< This was a telephone diagnosis, so I'll have to wait until tomorrow to get the parts and try it out, but, given the lack of other culprits, plus his knowledge of the cars, I'm betting he's right. >>

----------

A dead fuel pressure regulator is quite common for these cars but the diagnoses is a little off base, when the fuel pressure regulator fails the fuel pressure goes high, this causes the injectors to draw a lot more current which then shuts off the spark via DME protection. To get your car started again if this is indeed the problem all you need to do (for test purposes) is to unplug one injector, this reduces the load on the injector circuit and will usually allow the car to start, after it is running you can plug it back in, this will get you home but your car will be running rich.

Subject: No start problem solved, 10/2/02

From: "terry thomas" tcthomas45@earthlink.net 

Some time ago my 944S2 just died while I was driving, and refused to start.  T-belt was fine, and the car made no odd noises, it just would not start. Many of you made helpful suggestions, and I tried them all. I went through EVERYTHING I could think of, including coil, cap/rotor, pug wires, compression check, ballast resistors, and a bunch more stuff I've since forgotten.  The car was getting spark (apparently), but the injectors were going to full duty cycle and flooding the cylinders. Once in a great while it would fire up and run fine for a few mites, then would just de again. 

I finally gave up and had the car towed to my mechanic.  He spent hours checking every pin on the wiring harness (as I had already done). Everything checked out OK.  He also got it to where the car would run for a few minutes, but then it would die.  Finally, while it was running, he tapped on the alarm box (located near the DME), and the car died.  He bypassed the alarm, and the car ran fine thereafter . . . briefly.  Then it started dying again.  He finally ohm checked the resistance in the injectors, and found that two were randomly shorting out internally.  (This problem had not shown up previously when I took them to a Dr. Injector and had them bench tested.)  He replaced those, and the problem is finally solved.  The car ran like a champ at its last track outing.

So--two more items to look for if your baby just ups and dies.

Subject: [951] I can't believe I fixed that oil leak! 10/10/02

From: clenterprises@hotmail.com 

I recently purchased another 951.  This one had an oil leak that I was hoping would be something minor (like I have fixed in the past).  After getting it up on a rack I found that it was the oil pan gasket in the area next to the headers.  It was leaking bad, the whole underside of the car was coated with oil and I could actually see it seeping from the gasket.  I did not really want to do an oil pan gasket replacement at this time so I searched for some temporary means of slowing the leak and stopping the resultant smoke cloud.

I found a product sold by Permatex named “Form-A-Seal Leak repair” and decided to give it a try.  The product is packaged in a 5oz. aerosol can and only costs $4.00 - $6.00 dollars per can (I got two cans but only used one).  I assumed that it would be some type of rubber formulation but upon using it I found that it is a clear liquid almost like spray polyurethane.

To fix the leak I removed the heat shield from the side of the engine that covers the pan gasket and cleaned the entire area with degreaser followed by alcohol.  I then applied five coats of the “Form-A-Seal Leak repair”, wiping each coat prior to application of the next coat.

I am happy to say that I used the car all week and have put 440 miles on it and there is NO leakage evident on my garage floor and I no longer have the smoke cloud upon exhaust warm up.  Previously I had to clean a puddle of oil (the size of a softball) off the floor every day.

I am not sure how long this fix will last but at least I can postpone the pan gasket replacement until I have more time available.

Subject: [951] RE: tuning problem at idle and off throttle, 12/27/02

From: "Under Pressure" underpressure@attbi.com 

Tim Sidders wrote:

<< I just got my car back after having the 2.8L installed and having a bit of a problem with the car. Her are the symptoms >>

<< 1) When approaching a stop, letting off the throttle, and depressing the clutch the engine will drop to 100-200 rpm momentarily, nearly stall, recover to 1000rpm and then fall once more before it will even its idle out to normal. It should be a much smoother transition and will stall occasionally! >>

<< 2) When travelling at freeway speeds the throttle when used lightly is VERY sensitive, its almost like someone is hitting a switch ....fuel on....fuel off.... >>

<< 3) Upon starting from a red light after idling for 30-40 seconds, once the accelerator is depressed, the car will totally stumble for a few seconds...I have to feather the throttle and then it will recover and accelerate normally. >>

<< These conditions are only apparent when little amounts of fuel are needed. I am wondering if the 52lb injectors are supplying too much fuel at those specific moments. >>

<< All other driveability issues seem to be fine.  Here is what the car has for mods.. >>

<< 2.8L (3l crank stock bore)

<< K27 turbo

<< Autothority MAF/chips...just remapped to new modifications

<< 52lb Bosch injectors

<< adjustable fuel pressure regulator

<< test pipe

<< flowed head

<< adjustable boost regulator..currenly running 5 lbs until rings are seated properly >>

<< I am perplexed at the problems I'm having. I have played with the fuel pressure somewhat and it’s currently set at 38psi.  I have ranged it from 25-42lbs and the problems don’t seem to go away.  Could it be the chips or something else? >>

<< I will be upgrading to Lindsay Racing's digital fuel mapper soon, for it not in the budget now, so I would like to try to sort this stuff out now. >>

----------

The problem you are having is VERY common in modified mass air cars. The problem is two-fold and I could write volumes regarding what is actually happening, but to save you and others the boredom I will suggest the following as a quick fix for "most" of your driveability problems.

Move the mass air sensor further from the turbo and do your best to have the sensor centerline off-center of the turbo inlet centerline - In other words, you want to increase the distance from the turbo, AND increase the angle of the sensor in relation to the turbocharger. Do your best to get close to a 45 degree angle as you can - This will involve creativity on your part, but rest assured your effort will be worth it in the end.

Without going into it too deep, the sensor does not know that you are trying to idle, or accelerate, all it knows is voltage. So, 1 volt accelerating or decelerating means the same thing to the sensor. As a result, fuel is added when at times it should be taken away, and visa versa. The factory DME does not rely on the TPS as heavily as it should to determine actual throttle position, and the absence of a map sensor does not allow a signal with conditioning for acceleration and/or deceleration.

Another problem that compounds such issues is that in a turbo car with a relatively large turbo, the turbo will continue to draw air through the compressor not in proportion to engine needs while decelerating. The car tries to decelerate, the turbo is still drawing quite a bit of air, which cools the hot wire in the air sensor, which fools the DME into thinking it needs more fuel, which it adds, which creates a rich condition, which causes the car to stumble. Add larger injectors and the problem is almost twice as bad.

In short, you are getting to the point where stand alone engine management may be the better long term solution rather than another signal conditioner. While I do not want this post to come off as a plug for engine management, I do want to demonstrate that you are in a position where simple bolt-ons begin to show their limits.

Please feel free to contact me directly and we can discuss the finer details of what is going on with your car. I can offer some additional suggestions, and answer any questions you may have.

Subject: [951] RE: tuning problem at idle and off throttle, 12/27/02

From: "Tom M'Guinn" tomatlarge@yahoo.com 

You are describing exactly the problem I had with my car. Scott is right on the money.  I was able to eliminate the problem simply by rotating the MAF sensor. It is amazing how big a difference it made in my car. After testing everything I could think of over a period of months, the problem went away with a simple twist of the MAF. I've heard of some guys who had to physically re-arrange the intake to get the MAF away from the turbo, but that was not needed in my case (2.5, Huntley MAF and turbo).

Subject: Re: head gasket or trapped air? 10/19/02

From: Keith R Hanson hansman@rcn.com 

Tom M'Guin wrote:

<< A few weeks ago, I had a coolant leak from an old hose. I found it when I noticed the coolant running hotter than normal. I fixed the hose, but now cannot seem to get the car to run cooler. I have vented the coolant several times, warm, cold, cap on, cap off, heater on, heater off, mouth to mouth on tank, front end up, etc. I can still hear the sound of gurgling water when I run the heater, so there is air in there somehow. In stop and go traffic the temp remains at or below the half way mark. If it creeps up, I can rev it a little and it comes back down.  On the open road, however, at 70 mph for a sustained periods of time, the coolant temp climbs almost to the second white line and pretty much stays there. I'm starting to worry that there is more to it than trapped air.  (I've flushed the fluid before and do not remember this much problem venting the system.) The car still goes like a bat out of hell, but it did seem to have a lumpier idle than normal tonight (maybe from vented water in spark plugs sockets?). I'm going to run a leak down test in the morning.  Will a leak down test reveal "slight" gasket failures, such as those that only occur under moderate load?  Any other thoughts? >>

----------

A lumpier idle is a sure sign of a head gasket going south. Now that I have done 3 head gaskets on 951's I can tell you the symptoms. The most annoying symptom is you can never bleed the system no matter what. Another sign is the temp staying near or above the second white mark. Also hoses can start blowing off the clamps mysteriously. At this point all you probably will have is small pinholes or valleys in the gasket allowing exhaust pressure to get into the coolant system & not coolant into the combustion chambers. It is definitely a plus to replace the head gasket at this time because if you wait for coolant to get into the combustion chambers the cylinder walls in the leaking area will not hold that thin coating of oil due to the input of coolant in the cylinders & probably score. Last & the most common way to tell is after a hard boost you will notice a change in engine sound kind of like a wild cam in an old muscle car, & then finally that dreaded white steam out the exhaust.

Subject: RE: head gasket or trapped air? 10/19/02

From: " Clifton Hipsher" Porsche944@carolina.rr.com 

It sounds like you are driving my car before the head gasket failed. Here are some other things to look at:

1. Check the plugs. If the plugs do not look the same, you could have a coolant leak.  The plug(s) in the leaking cylinder(s) will be "cleaner" than plugs in non-leaking cylinders.  While you have the plugs out, look at the piston tops.  Same thing applies, leaking cylinder will have a "cleaner" piston top.

2. Does the car maintain the correct coolant level in the expansion tank?  The coolant should stay between the MAX and MIN marks on the tank when the engine is up to normal operating temperature.

3.  Is the coolant hose at the front of the block VERY firm when the engine is running/up to temperature.  Exhaust gasses entering the cooling system will over pressurize the cooling system.

Subject: Re: head gasket or trapped air? 10/19/02

From: Keith R Hanson hansman@rcn.com 

Tom M'Guin wrote:

<< So in the off chance it is the gasket (still in denial), are there any good r&r write-ups available? >>

<< Anyone know of a place that can check for exhaust gases in the coolant in the Bay Area?  (The Eastwood kit doesn't seem to work well with the closed system.)

<< If the head comes off, it is getting a valve job and some port work.  Any suggestions?  Any cams worth trying for a pure street car? >>

----------

I scanned in Clark’s old head gasket procedure in high res (1.8 megs each). Just download them from my website & print them out. There are 2 for removal & 2 for installation. Note they are too large to view in a browser be sure to save them to your desktop & then print them from there

http://www.blackoakdesign.com/porsche/Head_Gasket_Removal_1.jpg 

http://www.blackoakdesign.com/porsche/Head_Gasket_Removal_2.jpg 

http://www.blackoakdesign.com/porsche/Head_Gasket_Installation_1.jpg 

http://www.blackoakdesign.com/porsche/Head_Gasket_Installation_2.jpg 

Subject: Re: head gasket or trapped air? 10/19/02

From: Dana944T@aol.com 

I just did this. Go to NAPA. They have a test kit to check for combustion gasses in the coolant.  It cost like $50. It is very simple to use.  Pour the fluid in the little tubelike thingy.  If the liquid stays blue, no combustion gasses.  If it turns yellow (green) combustion gasses are there.

Best way to do it I found.  BTW, I found out that I had a bad head gasket that is an ongoing project to change.

Subject: RE: head gasket or trapped air? 10/20/02

From: Jim Taylor taylorjh@aol.com 

If its gurgling its got air in it. Here's a suggestion:

Get a funnel with the smallest diameter end you can find out of your garage or (ahem) the kitchen.

Take out the bleeder bolt (car cold), push the funnel into the hole, or push down as hard as you can, and fill it up- slowly. I can almost guarantee you will find that you've got air in there. Once you're done with that, start the car with the heater on and add H2O as necessary to keep it full, til it starts to bubble up thru, then replace the bolt.

You may have to repeat this a couple of times if you have a lot of air in the heater, but it will work, and work much better than trying to bleed it by running the car.

This is one of the few original thought's I've ever had, and have no idea why everybody doesn't do it this way.

Subject: RE: head gasket or trapped air? 10/20/02

From: "Mike Oberle" moberle@afnetinc.com 

I just brazed a hose barb onto a bolt that fits the vent hole and drilled a hole through the bolt.

I attach a bottle of coolant with a hose to the engine and hang it (like and IV bag), then start/stop the engine a few times to purge. Works great for me.

Subject: Re: IT'S BACK AGAIN !!!!!!!!!! 11/2/02

From: "Martin" porsche@globe.net.nz 

PF ZWERNER zwerner@envelope.rose-hulman.edu wrote:

<< The starting problem that I have had for the last several years has returned !!!!  I posted a request for info last year, and followed the two ideas received then..   NO ONE seems to be able to diagnois this problem !!!!! >>

<< My problem is that the starter on my '89 S2 will not work.....  From time to time the only response I get when the key is turned is a "click" from under the car at the starter...  After several tries it starts right up as it usually does and everything is fine.  Maybe the next time it will start on the first try, sometimes after 20-30 tries, and a couple of times not at all. (at least not at the location where the car was- - - loss of patience !! ). Once it starts, the car is GREAT.. Everything is normal.  Since it does not show up at the times I've had the systems checked out at my mechanics, they do not have a clue as to the cause.   I've cleaned every contact and ground, replaced the starter (it checked out great at a local automotive electrical rebuilder), checked/changed the battery, put in new DME relay, etc.  I have not put new ignition switch in since I was told that if the starter "clicks" then power is getting to it. ( I've got the part, just have not put it in ! ).I've looked over the wiring diagrams, but see no location that could be causing the problem. The NO-Start has not happened for several months now, but when leaving the office this afternoon it happened again.   After several "clicks" is started right up.  I made several stops on my way home with no problem...  When I turn the key on, the voltmeter reads about 11 volts, which is normal. Upon starting is goes to about 13. When trying to start when the problem occurs, the voltmeter does not drop.  There seems to be no load from the starter.. The last time the problem occurred was the day after I put in a new starter... Hasn't occurred again until today .. It makes NO difference as to when the condition occurs - outside temp, car temp, rain, length of time since shut-down, etc. >>

<< This is really making me paranoid about this car....This is my daily driver , so I have to trust it.. TheS2 runs great when it is running, but not being able to start in at ALL times is a real problem !!!! Like I said earlier, when I try to check things out, everything works normally !!!!! This has been going on now for about 4 years now. I think I've gone over just about everything... Most of  the time a cannot get out and try to diagnose on the spot.. If anyone can help, please get back with me.  I would hate to have to get another car just because of this probably simple solution !!!!  Thanks for ANY help !!! >>

----------

Replace the ign switch, a dirty or worn contact will not supply enough current to pull the solenoid in fully.

Subject: Re: More acceleration hesitation help needed  HELP!!!!!!! 9/15/02

From: "Porsche944" Porsche944@carolina.rr.com 

Jay Jobes jayjobes@coretronics.com wrote:

<< I have been fighting a moderate to severe slow speed "hesitation" or "stuttering" for lack of a better word.  Many ideas have bounced back and forth on the list about this and I have tried most, to no avail.  Here is a better description and what I have done: >>

<< The Victim: 1987 944 NA >>

<< The symptom: When traveling at slow speeds, like around in a busy parking lot, the car will lurch between 1500 and 2100 rpm's.  It is like I am pressing and releasing the throttle in a very constant rhythm.  It will also do this upon decelerating.  It is most annoying. >>

<< I have replaced the AFM with a good, low mileage one, and cleaned the carbon traces. I replaced the Coil with a Bosch blue coil. New wires, plugs cap and rotor. Fuel pressure within specs, regulator working. No vacuum leaks that can be found (Carb cleaner method). TPS checked and within specs. O2 sensor working and checked. >>

<< I am at a loss here.  I do not know where to look next.  The only circuit I can not find info on is the fuel damper.  How do I check this?  And please, if anyone can help with this problem, fire away.  I am getting to the point where I am considering letting some one else work on my car for the first time in my life (other than alignments and tire changes.). >>

----------

Try unplugging the Throttle Position Switch.  If this "fixes" the problem, either the TPS or your idle speed needs adjusting.

What could be happening is the Idle Stabilizer circuit is seeing a throttle closed and is trying to maintain the engine at a normal idle.

As for the fuel damper, it is similar in appearance to the Fuel Pressure Regulator and is located on the fuel rail.  The easiest way to test the damper is to connect a pressure gage to the fuel rail and watch fuel pressure with the engine running.  If the damper is bad you will see pressure pulses as each injector opens and closes.

Subject: Re: More acceleration hesitation help needed  HELP!!!!!!! 9/15/02

From: Dave dc944@telus.net 

Jay Jobes wrote:

<< I have been fighting a moderate to severe slow speed "hesitation" or "stuttering" for lack of a better word.  Many ideas have bounced back and forth on the list about this and I have tried most, to no avail. >>

----------

I have an '86. Last night I finished putting it back together after a catastrophic timing belt failure. While it was apart I discovered a broken inner valve spring and a soft lifter. I rebuilt a second hand head with good bits and installed it. For the past four years I've been chasing a hesitation / intermittent miss, that is now gone! And man does it fly now! Have you had the cam housing off lately and had a good look at the valve springs and lifters? Pay particular attention to the inner springs. I can't believe the difference, especially at low rpm.

Subject: RE: More acceleration hesitation help needed  HELP!!!!!!! 9/16/02

From: " Clifton Hipsher" Porsche944@carolina.rr.com 

Here is something you can try.

First, mark the position of the AFM spring wheel. Second, disconnect the O2 sensor and connect a Digital voltmeter to the O2 sensor.  Set the meter to read 2 volts DC. Third, connect a Tach to the coil primary (green) wire. Fourth, start the engine and let it come up to temperature. Monitor the voltmeter.  It should be indicating something above 0.5 volts DC. Fifth, set the idle speed to 950 +- 50 RPM. Sixth, adjust the AMF spring as necessary to get between 0.50 and 0.60 volts DC.  You may have to adjust the idle to maintain 950 RPM. Seventh, reconnect the O2 sensor to the DME input with a jumper wire and monitor the voltmeter.  You should see the meter vary or dither across 0.50 volts.

If this checks out you should be good to go.  If the O2 sensor does not have a proper output then it's time to replace it.

The purpose of this "procedure" is to verify the Open and Closed Loop operation of the DME.  In Open Loop control (no valid O2 sensor input), the DME defaults to 0.45 volts, which equates to a lean condition.  In this state the DME richens the fuel/air mixture to prevent detonation (knock/ping) from a lean run.

In Closed Loop operation (valid O2 sensor input) the DME adjusts injector duty cycle to maintain an O2 sensor output of 0.50 volts, which roughly corresponds to a proper fuel/air ratio of 14.7:1.

One other point: I've noticed that the AFM setting has a fairly narrow band, so if the engine starts to stumble as you are adjusting the spring tension, go in the opposite direction until the engine starts to stumble.  You have now found the "limits" of the idle band, and can "split the difference" to get "in-the-ballpark."

Subject: Re: Mystery Coolant Leak, 9/24/02

From: Cliff Hipsher "Porsche944" Porsche944@carolina.rr.com 

Keith R Hanson hansman@rcn.com wrote:

<< 2 words........ HEAD GASKET.

----------

Dana Dana944T@aol.com wrote:

<< I am finally getting really, really frustrated. I have had a mysterious coolant leak for about 2 years now.  I keep adding coolant, and it keeps disappearing. >>

<< I have put in a new radiator (it had minor leak).  That didn’t solve the problem. >>

<< I have taken the car to a Porsche specialist shop.  They checked everything out (compression, leak-down, pressure tested the cooling system) etc. The car has good compression and only about 5% (or less) leak down on all 4 cylinders (I had suspected a bad head gasket, but the telltale air bubbling in the coolant also wasn't present).  They said they pressure tested the car for a few hours and saw no leaks.  They said that the heater core was the culprit.  I bypassed the heater core and it still leaks. >>

<< The shop tells me it doesn't, but if I drive the car all day I loose a quart or two of coolant (I must refill it sometimes). >>

<< My thoughts are that I have a bad hose (there are a few hoses that have "gunk" around where they should seal).  This would be an explanation, but I never see steam, liquid, anything coming from these hoses. >>

<< My thoughts going forward are to replace every hose and see if that helps. Where else can a mystery leak like this be?? >>

<< I am getting really frustrated.  It almost time to trade the car n on a 993 (that's almost sacrilegious as I love the way the 951 drives and its got too many mods to give the car up).  But when the boss (oooppss..I meant wife) wants to drive the car she gets pi$$ed when I tell she needs to check the coolant level.  She says to buy a car that actually works....

----------

I agree with Keith.  I went through this same "mystery coolant loss," a couple of years ago with my '84.

The symptoms were:

1.  Coolant level would not stay between the Max and Min marks on the expansion tank, but would stabilize well below the Min mark.

2. #3 spark plug and piston top (as seen through the spark plug hole) were cleaner than the other plugs/piston tops.

3. Premature O2 sensor failure.

4.  Engine temperature as measured by the in-dash gage would climb under hard acceleration, and then drop back to "normal," (center mark) under "steday-state" speeds.

5. Coolant system always needed bleeding.

6. There were never any bubbles in the expansion tank.

The head gasket finally failed at #3 cylinder, and since the replacement, my coolant loss has stopped.

Subject: RE: Slow coolant loss, 12/11/02

From: " Clifton Hipsher" Porsche944@carolina.rr.com 

Jim Cooper xdecman@attbi.com wrote:

<< The '84 seems to be consuming coolant. There are never any drips on the ground nor coolant in the oil but when I find it low and open the reservoir cap there is a healthy pressure release. Probably did a head gasket replacement about 5-6 k miles ago due to copious white smoke on hard acceleration. The machine shop said they found no sign of any blowout on the head and I could see none on the gasket. I did not check the gasket side that seals the top of the cylinder. I am wondering now if there might be a problem on the top surface of one of the cylinders. Anyone ever hear of this ?

----------

I had the same symptom with my '84 for quite some time, and then the head gasket failed.

One other tell-tales sign (that I did not recognize at the time) was #3 sparkplug was significantly cleaner than the other three plugs. Apparently, coolant was entering the cylinder and inhibiting carbon buildup.

Add to that two "premature" O2 sensor failures, pressurized coolant system (hoses were very firm when engine was running), and "weird" temp gage behavior.

One test you can do is to take the car for a drive on an interstate. Cruise at about 5 mph under the limit and let the in-dash temp gage stabilize.  Once the gage is stabile, down-shift to 4th gear and quickly accelerate to at least 10 mph over the limit (But don't get a ticket!) and watch the temp gage. Hold this speed for a minute or so and then drop back to the posted speed limit.

If you see significant temperature excursions, chances are you have hot exhaust gasses entering the cooling system.

In my case, the temp gage would go from the 1/2 mark to the 3/4 mark, and then drop back to the 1/2 mark when I slowed down.

Subject: Re: Introducing myself + Engine stall, 1/3/02

From: "John Nelson" jwn@ripco.com 

<< She stalled last week, engine had just reached temperature. First time I noticed anything wrong with the engine, except the idle had been getting a bit low (600rpm with cold engine) with the cold, sometimes but rarely nearly stalling. My maintenance person asked me if she had taken on water. I don't really think so, well, she had a little. I got her running again the next day, started after two or three cranks, like nothing. She hasn't stalled since. I'd like to know what could cause it. Also, is my idle too low?

In my case, I was always on the expressway doing over 60mph as my car would just hit the right point on the temperature gauge... it was at that instant, normal running temperature that the car would stall. Ended up being the DME relay. One of the cheapest and most satisfying repairs to date...

