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944.107.389.03, $65.97

The following technical information is reprinted with permission from "Import Service" magazine, April 1993 issue.**

1. Some early engines (up to '86) experienced heavy seepage and overheating caused by leaking head gaskets. There are two other common oil leaks to keep in mind. Rear seals on cam cases should always be checked. Oil pan gaskets on cars without this heat shield (arrow) will crack when over‑cooked.

[view from underneath.]

2. Low oil pressure in early engines was sometimes caused by sticking pressure relief valves (left). The steel relief piston/spring in the oil cooler would gall and stick. Porsche later introduced a one piece relief valve into production. It is available as a retofit for the earlier style valve.

*Easier said then done. It's a bit hard to get to.

3. Engine oil passes through an oil cooler in the oil filter flange assembly. Engine coolant and oil circulate through the cooler. Seals in the cooler which separate the water and oil can deteriorate, allowing oil and coolant to mix. Improved seals were introduced to correct this problem.

*This is a chronic problem. Check your coolant mixture for signs of oil. First manifestation is a frothy oily residue in the reservoir.

4. Oil cooler leaks were common on '851/2 to '88 cars. Failing to correct the problem results in engine bearing damage (commonly number two rod bearing). Increased cooling system pressure, starting with the 1985 1/2 car, only made matters worse. Some 944s with low mileage still have the old seals.

5. The cooler is like a small radiator. It sits inside the housing shown in photo 8. Replacement seals are green in color (top arrow). The bosses at the other end (bottom arrow) locate and center the cooler between the engine block and housing. Keep track of any shims on the bosses and reinstall them.

[photo shows the oil cooler removed from housing]

*It is also possible that the cooler itself is cracked and may need replacement. If in doubt have it pressure tested.

6. Even if the engine hasn't been damaged by the effeets of an oil/coolant mix, odds are good that the rubber coolant hoses have been ruined. Hoses will crack on the inside first, even though they may look okay from the outside. Bad hoses will often feel soft and spongy when squeezed.

---------------------------------------------------------------------------------

There is also another good article concerning oil at

http://mr2.com/TEXT/OilFacts.txt 

Russ

85.5 944na 

---------------------------------------------------------------------------------

From: Tracy Meyer tmeyer@hst.nasa.gov 

Subject: Re: 0W‑30 Mobil 1 in 951?

Chris recently asked:

>I'm tempted to change over to Mobil 1's 0W‑30 grade synthetic oils.  Has anyone >tried it?  Does anyone have any problems, concerns, or issues?

----------

Funny you should ask this question.  At the last monthly meeting of the PCA Potomac region we had a group from Mobile One give a little talk about the latest developments in synthetic oils.  Despite the marketing pitch there was some useful information provided about the new 0W oils.

I asked the question about whether or not I should switch to a lower viscosity oil such as 5W or 0W in my 89 951.  Mobile 1 claims that the lower weight oils can improve gas mileage and slightly improve horsepower because the engine does not have to work as hard with the lower weight oils.  The first question back from the Mobile 1 guy was "What viscosity oil are you currently using?".  I am using 15W50.  After a few seconds of thought the response was do NOT switch to the lower viscosity oil.

The lower viscosity oil may have a tendency to get by the bearings and seals in the turbocharger more easily than the higher viscosity oil.  This will cause the engine to consume more oil.  It seems the new oils are best for newer cars.

The Mobile 1 guys also dispelled the myth about breaking in a new engine with fossil oil instead of synthetic.  The only reason to use a fossil oil as a break in oil is because it will be cheaper to replace after 1K miles.  Modern engines are made to much tighter tolerances so it will not make a difference what type of oil is used.  Most newer cars evidently no longer require a break in oil change.  I know our '97 M3 Sedan no longer requires a 1200 mile inital oil change while our'95 530I did.


Tracy Meyer, '89 951

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: Christian Kuhtz chk@gnu.ai.mit.edu 

To: mrwollner1@mmm.com 

Subject: Re: Turbo Stuff

mrwollner1@mmm.com wrote:

>Also, regarding oil. I have been using Castrol 20W‑50 for quite awhile.  I have >been told that it is unwise to start using synthetic oil at this time since it >will probably cause my engine to start leaking oil at the seals (engine has >78,000 on it).  Is this true?  Can I switch to the synthetic?

----------

It is sometimes true.  However, here is why: Synthetic oils sometimes dissolve or seep thru sludge sitting in the engine, preventing oil from seeping out thru already shrunk seals.  Also, in the very early days of synthetic oil, the oil was more aggressive or simply less compatible with crude based engine oils, and actually did shrink seals among many other things.  Today, that's no longer true. Quite a few manufacturers/models (e.g., Chevy switched to Mobil 1 5W‑30 in their Corvette a couple of years ago and no longer has oil coolers on their engines since) ship with synthetic from the factory.

Today's synthetic oils are superior.  Period.

So, IMHO, I would rather have an engine leak oil and at some point replace the seals ‑‑ in other words: I want to know about things that are broken so I can fix'em and not just cover them up.  

I'm running Mobil 1 5W‑30 in my '86 951 with 91K miles and it's not leaking a single drop of oil; engine runs noticably smoother at idle when cold.  According to the manual, my 951 should be fine with 20W‑50 or 10W‑30.  Considering that the car is over a decade old and the tremendous amount of improvements in synthetic oil properties, I don't see why I couldn't run Mobil 1 5W‑30 or 0W‑30 (the latter I will try at the next oil change).
Chris

BTW:  After reading Porsche's specs on oils in the '86 951, reading Mobil's Mobil 1 FAQ on their website and talking to Mobil engineers, I don't think there's any reason why you couldn't run 0W‑30.  High temp characteristics are very similiar to other *W‑30 oils (that's why they're still rated ‑30 and not something else), and their main difference is the much lower viscosity at lower temps.  Compare the section in your 944 manuals for more info regarding the way oils are rated/ranked/etc.  Keep in mind that the manual does not specify synthetic oil characteristics when specifying the appropriate temp range and matching oil ‑‑ synthetic oils often endure higher temps very successfully, like the extremely hot running C*rvette engines.

Christian Kuhtz, ckuhtz@incc.net : work, chk@gnu.ai.mit.edu : home

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: Kevin Gross kgross@connact.com 

Subject: re: oil temperature gauge

On the 951's, the best bet has been to install an M10 sender into the hollow union bolt in the oil pan for the turbo oil return line.  Drill and tap an M10 thread into the HUBolt's head.  On cars with an oil/water heat exchanger, its manifold has an M18 x 1.5 mm blind plug which is just dying to be replaced with a same‑threaded sender.  On other cars (944S2), similar to 951: tap the sender into the plug in the oil pan where the turbo oil return line would go.  Senders in all thread sizes, from M10 through M20 (? or greater) are available from VDO/Yakazi, as are gauges and wiring kits.

Kevin

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: Jim Richmond 951fireball@compuserve.com 

Subject: Oil Pressure Light

To: Clemens Burger, burgerc@iquest.net

Message text written by Clemens Burger

When I started up the engine on my '88 944 N/A, the warning light and the  'Oil Pressure' light stayed on for no apparent reason.  I had oil (dip stick) and oil pressure (oil pressure gage).  I turned the engine off and back on, lights still on.  Drove, parked the car, started it, lights off.

----------

The factory engineers design the 944 engine listing to the left side.  The Porsche owner races the car and pulls high G's in right hand sweepers.  The oil pickup is uncovered and sucks air.  The good old #2 rod bearing spins and grenades the engine.  

The factory installed the low oil sensor high in the pan.  You had oil but not enough to make the oil level sensor happy.  After you parked, the oil in the block drained down, the level rose and the light went out.  Keep your oil level at the full mark or 1/8" above and the oil light will stay out.

Jim Richmond, 87 951, 89 S2

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: Bora450@aol.com 

To: jnj@fns.com 

Subject: Re: Accusump

In a message dated 97‑09‑03 19:17:22 EDT, you write:

>Any informations/hints regarding the where and how to install it, any additional >parts list, will be greatly appreciated. Also I understand there are 2 types of >accusump (manual & power) any preference?

----------

Canton Racing Products, (203) 484‑4900, sells the Accusump in one, two and three quart sizes.  I purchased the two quart electric unit #24‑024 for $275.00  Mounting brackets #24‑200 are an additional 17.50.  The manual valve must be in a location that is accessable from the driver's seat ‑‑ not practical unless the car is stripped for racing.  The solenoid actuated valve permits oil flow into the tank when de‑energized but only allows flow to the engine when energized.  

To use as a pre‑oiler, the valve is energized before starting the engine and then de‑energized.  The tank will refill as the car is driven, obtaining the highest oil pressure that is achieved while driving.  To use as a backup oil supply while racing, the valve would be opened while driving so that engine oil pressure would balance with tank pressure to maintain the oil volume in the tank, ready to supply oil if the sump pickup tube sucked air.  The valve would be closed during the cooldown lap the maintain the oil volume in the tank, ready for the next race.

Tank installation took seven hours.  The tank must be mounted as close to the engine attachment point as possible.  Since there is NO space available space anywhere near the engine, I mounted it behind the right front wheel.  Remove the inner wheelwell and you will see the available space.  

After mounting the clamps at the ends of the tank. I positioned it vertically, oil end up, as far forward as possible.  Vertically, it was positined with the top mounting holes one inch up from the center of the horizontal relief channel in the sheetmetal. 

The passenger footwell must be removed, along with side carpet, glovebox and all of the components that are mounted behind and to the right of the glovebox.  By marking the desired tank mounting hole locations and measuring the relationship to the relief areas in the steel, one can transfer the locations to the inside to drill holes.  The lower holes are a little tricky as oversized holes must first be drilled in the inner wall of a box channel,

then the mounting holes drilled.  There are large rubber plugs in the inner box channel wall that can be easily removed to help install washers and nuts onto the bolts.

In the telephone yellow pages find an Aeroquip fitting supplier.  They are usually listed in the hydraulic fitting/hose section.  I spent $100 on fittings and hose.   I will copy the invoices for anyone interested.  E‑mail me for an address to send a SASE.

I attached the hose at the 951 remote oil cooler lower fitting.  The hose from the oil cooler to the oil filter housing must be removed using 27mm and 32mm wrenches.  The upper hose union was a bear to loosen.  I removed the oil pressure sending unit, the car tie‑down bracket and moved power steering tubes.  New fittings and a tee were attached at the cooler port.  The hose shop had removed the lower fitting on the removed oil hose and it was now sized and cut to length and a new fitting attached at home.  A custom made elbow was attached to the top of the tee for the accusump and the hose was routed to the top of the fender. It fits over the inner wheelwell.

A switch is required to actuate the valve.  The supplied toggle switch can be mounted under the dashboard.  I chose to purchase a fog lamp switch and place it in one of the unused center console switch locations.  Wires for optional switches are already there and I found one that was hot when the ignition switch was energized.  Since the valve draws only 0.7 amps, the wire gauge will be fine. I routed a wire from the normally open position of the switch around the passenger footwell, through a grommet near the tank mounting holes and to the solenoid.  The other wire from the solenoid was routed to a good ground (one mounting bolt).

Instead of 6.9 quarts of oil, the system now requires 8.6 quarts.  With the tank full and the engine off overnite, energizing the valve produces a reading of over three on the gauge for most of a minute before it slowly starts to drop.  this is without installing a check valve in the original oil circuit to prevent backflow.  I believe that this is because the oil pump has enough resistance to backflow.

I will be glas to clarify or provide more detail if anyone is interested.

Claus Groth, '86 951  Ready for time trial school in three weeks

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: Bora450@aol.com 

Subject: Ref: Accusump installation

Some Pfans have requested that I provide the list of fittings for the 951 accusump installation on the mailing list, so here it is.

Fittings and hose were purchased from Jim at:

ORME BROTHERS, INC.

18453 Parthenia Place

Northridge, CA 91324 (Earthquake epicenter)

818‑885‑1414

818‑775‑1701 FAX

1.  Fitting screws into lower oil cooler port.

    #15.117‑13‑10     $13.16     Met/Male Flare

2.  Tee, screws onto #1.

    #203102‑10‑10    $9.39       Fem Sw Run Tee

3.  Elbow, screws onto #2, attaches to hose from oil filter housing.

    #536‑9010           $20.66     Push On 90

4.  Elbow, screws onto center port of tee, facing up.

    No part number    $16.00     Fabricated, Fem ‑10 x Male ‑10 90, 4‑1/2" end of flare nut to centerline of hose.

5.  Straight fitting, Male ‑10 x Hose

    #536‑0110           $5.37       Push On Str

6.  Hose to oil accumulator, 6 feet = plenty extra

    #2556‑10             $18.84      Low Press Hose     

7.  Same elbow as #3 above.

8.  Straight fitting, JIC Flare Straight x 1/2" NPT, screws into accumulator solenoid valve.

    #2021‑8‑10S        $1.61       NPT/JIC Fl St

9.  Pipe elbow for accumulator air fitting, 1/8" NPT

    #23400X2           $0.74       Street Elb 90

Let me know if I can help further.

Claus,  '86 951

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: debequem@rcinet.com 

Subject: Re: Oil leak ‑ still

To: "Alyn Fendley" fendleyav@classic.msn.com ,

My Turbo leaked oil onto the same spots as your car.  I have just replaced the gasket for the aluminum oil filter housing between the engine and the casting. That rubber seal is a popular source for escaping fluids.  You can do this job yourself, but you should first drain the coolant system before you do.

There are some O‑rings that should also be replaced as a matter of course.  Your local dealer can help sort out what you need.  Prices are so cheap that it doesn't save you a significant amount by buying at the dealer.  The dealer can open their parts book (fiche) and walk you through everything you need.      Marv

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: Matt Warner MWarner1@ix.netcom.com 

Subject: re: Coolant and Oil mixed

Cc: Tim Betteridge timo@atl.mindspring.com
   (Dave Cooley) mtcarrera@mcn.net
>From: Tim Betteridge <timo@atl.mindspring.com>

>To: PorscheFans‑924‑944@ioio.com

>Subject: Coolant and Oil mixed

>

>Sunday I checked my oil level. Funny, it seems to have gone UP! When I looked >underneath the oil cap (I always check for burnt residue), I found a milky white >substance. It was also in the tube that comes up from the motor.  My guess ‑ >coolant in oil.

----------

If your oil cooler seals have never been replaced, then yes, you're probably seeing exactly that.  Just after I got my 85.5 I ran into the same problem‑‑ the sheer age of our cars means that most all the original rubber pieces (now going on 12 years old) are shot, including ball joints, motor mounts, etc.  While oil normally runs at fairly high pressure, the water in your cooling system remains under pressure when the car is shut down‑‑ your oil pressure goes to zero.  As someone else suggested, though, check your radiator cap for a goopy mess to confirm that it's the oil cooler seals.

A word of caution‑ do NOT reuse your original 3‑piece pressure relief valve!  Porsche introduced a retrofit for our cars which is just one piece. It costs dearly ($215 about two years ago), but I have heard too many horror stories when reinserting a used, three‑piece valve.  One member of this group tried it and ended up blowing out his head gasket.  In my case, it blew out the side of the oil filter, all over the exhaust manifold.  If the oil pressure gets out of control, you will soon learn which is the weakest part of your engine‑‑ could be main seals, could be a gasket.

==========

>But can it be done with the motor in the car? My guess is yes. A visual >inspection shows that it is almost definitely necessary to remove the exhaust >manifold. That done ‑ it can't be too bad.

----------

Yes.  It is supposedly possible from underneath without removing the exhaust manifold but removing it seems like it would be pretty straightforward as well.

==========

>Some questions:

>1. Do I need to drain the oil and coolant first?

----------

Definitely‑‑ you'll be changing both before you're through.

==========

>2. I counted the following bits that need to be replaced:

>
1
oil cooler gasket

>
2
oil‑cooler O‑ring
(I'm guessing)

>
2
oil‑coller seal
(I'm guessing)

>
1
rubber mount

>
1
relief valve sealing ring

>
1
relief valve O‑ring

>
1
relief vavle plug gasket

>
1
oil filter boss gasket

>   Is that all? Do these come in kits from the dealer?

----------

Porsche also released a retrofit for our cars wherein they put the Turbo's seals in our cars.  You do NOT need a new oil cooler or cover‑‑ there are conversions to newer styles, but you don't need them.  Just the seal kit will do, and it used to be about $90.  Pay someone to pressure test your cooler while you've got it out of the car.  They usually don't need replacing, but better to find out now.

==========

>3. What about the oil‑pressure relief valve. The leaking problem is fairly new >‑‑ does this REALLY need to be changed?

----------

YES, YES, YES!  Don't skip this essential part (speaking from experience here)! The oil/water mix tends to make a very sticky mess which certainly adds to the already impossible process of correctly reusing the older three‑piece relief valve.  Save yourself a lot of headache and replace it with the updated part. I have copies of the tech bulletins for this particular procedure if you need more detailed info (like part numbers).  Good luck!

==========

>If anybody has any experience or tips on how to best accomplish this I would be >really happy to hear from you. And of course if you want to help ‑ come on over >‑ beer is on me (after the job is done).

Tim Betteridge, 85.5 944

---------------------------------------------------------------------------------

From: Capt Squid 75770.2061@CompuServe.COM 

Subject: Oil Starvation, Accusump, etc

Talked to Tom Charlesworth (PCA National 944 chair) today about the #2 bearing problem.  He was still working at 7:30 p.m. when I phoned (40 cars in his shop today).  He indicated that the oil holes on the rod journals are positioned wrong.  He believes the centrifugal force of the crank at high rpm forces the oil back into the crank rather than out to the bearings.  His solution is to re‑position the oil hole in the rod journals.  The stock oil holes point 20 or 30 degrees downward (he couldn't remember exactly), he plugs them and redrills new holes the same number of degrees upward.  I will look at both the turbo and S2 cranks tomorrow and have my engine builder call him for exact details (TDC, BDC or ?).  They can argue the engineering points.

He indicated that the Accusump was only effective if it was 2 feet or less from the engine.  Suggested that I return mine as it will not fit under the hood of a street car.  

He wasn't familiar with Jon Milledge's air/oil separator for foaming oil.  He indicated that he runs Redline non‑detergent (non‑foaming) oil in his race cars, has no problems but changes the bearings after 40 hrs of track time.

The Cunningham rods arrived today weeks ahead of schedule.  They are 100 grams lighter than the stock rods and have been cryogenically stress relieved.  Should probably hang them on wall rather than hide them in the engine, they look that good.



Jim Richmond, 87 951

---------------------------------------------------------------------------------

From: "ALFORD LAU" laua@cia.com 

To: ZenLunch@aol.com 

Subject: shifting in cold weather & additives

Regarding engine oil, you can read some detailed stuff in the web site http://www.geocities.com/MotorCity/2195/snakeoil.html which also mentions engine oil additives, mineral oil and sythetic oil.  

---------------------------------------------------------------------------------

From: "Christopher Hanlon" cwhanlon@eai.com 

To: "Brockman, Tom" brockmt@ushc.com ,

Subject: Re: 944 questions ‑ Please Help

On Sep 28,  3:57pm, Brockman, Tom wrote:

> Subject: 944 questions ‑ Please Help

>3)My oil light goes on occasionally even though the oil gage is pegged at 5.

----------

If it is the oil light on the left hand side of the dash, then it is your oil level light.  (not your oil pressure light)  Check the connections of the oil sensor at the oil pan (right above the drain plug).  If you feel the sensor is faulty, it doesn't "appear" to be too hard to replace.

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

Message text written by INTERNET: Bora450@aol.com 

>You advised to attach the accumulator hose to the oil cooler return hose with a check valve at the cooler side.  Please advise which hose is the return hose if you know.  I checked all of the technical data and the coffee table books for an oil flow diagram but found none.

Please advise why you think that a check valve is required.  I think that the oil pump will not backflow sufficient oil to make a difference.  All of the oil should flow to the bearings.<

----------

Talked to my engine builder and he recommended you plumb the Accusump line directly into the oil galley.  I'll look for an accessible plug when I get my engine pulled tomorrow.  We have a backflow valve in my system because I have a remote oil filter and oil/air separator in the right front fender.  My Accusump line T's into the filter/separator return line. 

My thinking on the intercooler return line (lower line) was that if the pump was sucking air, the air would be pumped to the cooler from the engine.  Rather than compressing air with your accumulator pressure, the backflow valve would let all the pressure go to the engine.

I installed a dash twelve 90 degree fitting on the bottom of the accumulator and the 3 quart unit fits nicely in the fender well.  I made an aluminum T bracket to hold the accumulator and drilled holes into the passengers footwell wall and attached the bracket with bolts and fender washers.  The electric valve was attached to the braided line where it entered the engine compartment.

BTW, with the one quart oil filter, one quart oil/air separator, 3 quart accumulator and half a mile of dash twelve plumbing, my engine holds about 14 quarts of oil when you first fill it.


Jim Richmond

---------------------------------------------------------------------------------

From: Qassim Moolla qmoolla@gpu.srv.ualberta.ca 

Subject: Oil Leak

I had a similiar leak on my 84 944 and it was from the cam cover rear gasket.  You will need to get an inspection mirror in there to confirm if your problem is the same.  I believe there were four bolts holding a plate (engine lift point) and the gasket itself.  The gasket was a few dollars but it was a bitch to get at, because there is very little room between the cam cover and the firewall. (also the wiring harness for the DME is jammed‑in there as well as the o2 test pipe).  In my case one of the bolts had spun lose, hence the leak but I replaced the gasket while I was in there. (Part # 928 105 189 102) 

---------------------------------------------------------------------------------

From: "eyecare1" eyecare1@datastar.net 

To: 944@nix.ipa.fhg.de 

Subject: oil cap o‑ring

All 944's '83‑88 require the o‑ring, part #999 701 653 40, Joe Mitchell

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: jdunkle@wgss.com  (John Dunkle)

Subject: RE: Oil cooler ‑ last cry for help!

Welcome to the club of "Oil Cooler Seal" specialists..  Did mine a couple of weeks ago, and hopefully this message will provide as much inspiration as technical tips/advice :‑) Anyway, here goes.

Block out about 4 hours of time ‑ and don't let impressionable children around as the cuss words will spew forth at several points in the disassembly...

1: Remove the bottom engine cover (about a bazillion 10mm bolts and other fasteners.)

2: Remove the oil filter

3: Drain the coolant from the block

4: Loosen the exhaust flange from the exhaust manifold and the exhaust manifold from the head (don't ask, I'll explain later)...

5: Remove the wires from the oil pressure sending unit attached to the housing (2 wires ‑ label them for each of the posts to help with reassembly)

6: Remove the oil hose(s) from the housing (if you have an external oil cooler)

7: Remove the heat shields that are at the top/sides of the cooler housing (You don't have to take 2 of them out, just push them out of the way.  (If you do take them out, remember how they were located ‑ I had a heck of a time figuring out

how they went back ‑ sort of like a metal jigsaw puzzle.)

8: Remove the oil pressure regulator plunger from the side of the housing (be careful, on your year/model, it is spring loaded if it hasn't been modified to the newer type)

9: Now for the fun part.  There are 3 housing retaining bolts ‑ two are a snap to get to.  You guessed it, the one at the top (just under the exhaust manifold) is a bear to get a good grip on. I got to it by pulling the exhaust manifold about 1/2" away from the head and sneaking a 13mm wrench onto it.  Once it was loose, used an assortment of extensions and elbows for a 1/4" socket wrench.  That one bolt took me about 15 minutes to get out alone.

10: Remove the housing (easier to get at from under the car)

11: Replace the $3 seals which have now taken about 2 hours to get to (nope, I don't get it either ‑ you'd think either the seals should be more expensive to justify all the work, or the housing would be easier to get to...)

12: Reassemble everything pretty much in reverse order..... But be careful to seat the new metal/rubber lipped gasket properly and that it stays seated while reinstalling the housing.

While I might have forgotten a couple of things, I think that the steps are pretty much it.  I also, removed the belt to the PS pump, but I wasn't sure it really helped or not...


John Dunkle, 86 944 T

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: DDriver1@aol.com 

To: bn46449@glaxowellcome.com ,

Subject: 951 oil thermostat housing installation

I have two questions for the experts as I re‑install my oil cooler thermostat housing on my 86 951.

1.  When re‑installing the housing, Technical Bulletin #3 in the Parts and Reference Technical Catalog refers to two sealing O‑rings that go on the connecting pipe of the oil thermostat housing.  When I removed the housing I found one O‑ring in the recess in the housing where the connecting pipe lined up.  Where do the two O‑rings go?  I assume one goes in the slot on the end of the connecting pipe.  I did not remove the connecting pipe (could not easily get it out), so I don't know if there is an O‑ring on the block side of the connecting pipe.  Is that where the other one goes?

----------

Yes, the second o‑ring goes onto the other end of the connecting pipe. Sometimes that pipe gets pretty well sealed in.  To get the pipe out, put a dull flat bladed screw driver into the channel where the outside o‑ring goes, and begin to leverage it out just enough to loosen it. You should be able to pull it out by hand as soon as it starts to move.

==========

2.  When re‑installing the 1‑4 exhaust manifold, how does the gasket for the connection from the manifold to the crossover pipe stay in place?  It's a large compressible metal O‑ring, and I can't see anyway to hold it in place during re‑installation... it just kind of sits there and doesn't fit into a recess or anything.  
Doug Driver, DDriver1@aol.com 

----------

The exhaust/crossover gasket that you mention can be held in place during re‑assembly by putting a little grease on its mating surface.  Most of it (the grease used to hold it in place) will get displaced when the two flanges are tightened together ‑ and any left will burn out from the heat.  Nope, won't effect the gasket or the sealing characteristics.
John Dunkle, 86 944 Turbo

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: "eyecare1" eyecare1@datastar.net 

Subject: re: lost gas mileage - Oil cap o-ring

Just a couple more notes on this. Since replacing the oil cap o‑ring the engine runs cooler. Before it was running just above the first hash mark (highway driving). After replacing it runs just above the "square" on the left of the gauge. I can think of no other reason for running cooler. Its not the outside temp because today its in the 60s and is running cooler than it was last week when temp was in the 40s.

Also just because your oil cap o‑ring is there doesn't mean its doing its job. If its never been replaced it might make a difference to do so.

Joe Mitchell  eyecare1@datastar.net , 84 944

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: Jason Burkett paragon@interconnect.net 

Subject: Re: Mahle oil filter p/n?

OC142. Some folks like to run the OC75 which still fits but is a bit longer. Theory being more filtering area. Should be the same price. 



Jason Burkett, Paragon Products

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: Chris Brown ChrisB@Drextec.com 

To: trymorris@feist.com 

Subject: RE: 951 oil cooling info

Did similar testing with an oil temp gauge installed in line with the stock cooler return on a stock '86 951.  Saw temps as high as 275F going into motor (w Mobil 1 20w50) when ambient was 88F.  H2O temp in upper section of stock gauge. Removed AC condenser and added dual mocal coolers as referenced in my message, H2o temp dropped to lower third of gauge ALWAYS and oil return temp was in the 210F range with 90F ambient (Mobil 1 20w50).  So... you really need this cooling on a 951 in the summer time!  Flow through cooler and cooler type are both crucial (no obstruction and double pass radiator type required).
Chris Brown

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑-------------------------

From: BadBob951 BadBob951@aol.com 

To: schumi@vcn.bc.ca 

Subject: Re: Oil temp gauge location?

<< Where are people mounting an oil temp gauge? Easy DIY? TIA >>

----------

I mounted mine in the compartment under the radio.  I removed the compartment and manufactured a plate which holds my oil temp and boost gauge (both are 2" gauges, I don't think anything bigger will fit).  There is enough space to include another 2" gauge (probably will be an EGT gauge, not sure yet).  I haven't run the wiring yet.  For the sensor, I drilled out an oil drain plug and threaded it.



Bob, '86 951

---------------------------------------------------------------------------------

Subject: Factory Mobil‑1 decal

For those list members who use Mobil‑1 oil, Porsche does make a decal. The decal comes on euro 993 models. It is a 2"x3" decal stating the following:

"Mobil‑1"




"Mobil‑1"

"Porsche emphfiehlt"

"Porsche exclusively"

"exklusiv Mobil‑1"


"recommends Mobil‑1"

"Erstbefullung"


"Filled from new with"

"Mobil‑1 Motorenol"


"Mobil‑1 engine oil"

The decals Porsche part #993‑006‑544‑00 and cost $2. 
Davidjalai@aol.com 

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: falcon@wolfenet.com  (Tom Pultz)

To: teethrus@bigpond.com 

Subject: Re: OILS

If you can get them I'd recommend Red Line products.  You can read about them on their web site at www.redlineoil.com .  I'm using their 10W30 synthetic oil and also their 75W90NS synthetic trans fluid.  Changing from Swepco made a huge difference in low temp driveability and the trans is also more quiet.  Very good product.  The oil is probably overkill but even at $8.00/qt it is relatively cheap insurance.
    Tom Pultz falcon@wolfenet.com 

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: DON ISTOOK istook@flash.net 

Subject: RE: Water droplets on Oil Cap

As a rule, water droplets on the oil cap are of no concern.  Condensation inside of a motor is normal.  Usually we see this in cars that are driven mainly around town and don't fully heat up all of the time.  We normally see water on the cap of 911's also, and of course, they have no water system to leak.  

If all else seems to be ok with the engine...no oil in the coolant, etc...don't worry about it.

Don Istook

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: Jason Maynard jasmayn@microsoft.com 

To: JCritten10@aol.com  JCritten10@aol.com 

Subject: re: Oil Level Warning Light

I own an 88 944S and have the same problem. The level gets down just a hair past half way on the dipstick and my oil level light comes on. I panicked at first, so I went to Squires Autowerk here in Seattle (one of the most trusted Porsche garages in the state of WA) and Squire said no worries.  Apparently the sensors are designed to go on "somewhere between half and the bottom of the dipstick range". He said 944's, with fresh rings (less than 40000 miles!) or fully broken in will use oil. Sometimes quite a bit.  (Porsche says that depending on driving habits, 944's can use up to 1.5 liters of oil per 1000km!!) And likewise they rely on the cooling properties of oil far more than other cars on the road.

Also he said, that if he had a 16 valve 944 (S1 or S2 specifically), a full crackcase of high quality oil would be his first priority. This is due to the price of a new head and/or cams from running hard with a lack of oil.  

From then on, I keep a full qt. behind my seat. I also noticed that there is the sticker by the gas filler cap that says to check the oil every fill up.  It is no wonder, huh? Basically the light should be interpreted as an indicator of when to put in oil, not a warning of a problem. I can sleep easier now.

Jason Maynard, 1988 944S, Zymol Guards Red, jasmayn@microsoft.com 

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From:     Freedman, Daniel (GEIS, Consourtioun) 

To:  'Henrik Frank'; JCritten10@aol.com 

Subject:  RE: Oil Level Warning Light

On the 944/968 there is a float gauge that shows when the oil is below the half way between two marks. It is a lock and hold switch so that cutting the power for a few minutes will not effect it.

On a 944/68 when you are at the fill mark you are in trouble, the PCA correct fill line is about half quart over the fill line, more if you are tracking the car!  So when that light goes on add a Quart.



Dan, Daniel.Freedman@geis.ge.com 

---------------------------------------------------------------------------------

From: david ganapol david_ganapol@rocketmail.com 

Subject: Oil Trap

This is a message for Gary who wants to replace the plastic oil trap. I do not know why he wants to do this, but if it is leaking the intake boost then we have the same problem. I lost my boost after replacing my motor mounts. In the process of investigating I found the I could not pressurize the intake manifold with .7 bar according to the turbo manual. I used my compressor to maintain 1psi to the intake system to find the leak. I could hear it leaking, but it was hard to find. As I was looking I throught the top of the plastic housing was leaking. It turned out to be the right angle hose on the top of the trap (hard to see). This hose goes from the trap to the intake cowl. I ordered the hose ($11). If you need parts numbers let me know. 

---------------------------------------------------------------------------------

From: Stu speed@magicnet.net 

Subject: Hole in the oil filter trick

It really does work.  It's better to punch the hole after pulling the drain plug. Then really let it drain.  You patience will pay off.  If given enough time the filter will come off with no spillage at all.

Stu, '86 951 Red\Grey‑Beige

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: Craig Seko rsr@seko.ca 

Subject: Re: Accusump/ how's and why's of #2 rod bearings

Note: Content below contains blatantly opinionated blather.  If you disagree, don't flame, make a logical, coherent, argument with supporting points.  Comments *are* welcome. Remember, when the ability to conduct informed, open debate is lost, so is democracy...

An accusump is in essence a giant syringe of oil.  When one's oil line pressure drops beyond a certain point, the accusump starts pushing oil into the system to compensate.  It also can act as a pre‑oiler, lubricating the motor before startup.  One final benefit is that the accusump will act as a "capacitor" or

"absorber," evening out oil pressure.

The reason one can use an accusump in a *racing* 944 application has to do with what is now generally accepted as an aeration problem with the oil pump intake. What I mean is that at high rpm, the oil pump intake is being uncovered and thus some air is being sucked in along with the oil (1).  This air being sucked

causes "foaming," foaming oil is not exactly the greatest bearing lubricant, and the weak point in the oil system fails, in our case #2 rod bearing (2).

So, you say, where did all the oil go? After all, when you look at the oil pan on a bench, its a pretty impressive large piece.  Well, the faster and longer you run an engine, the more oil ends up in the motor, the less in the pan. As an example, at 2000 rpm, a drag‑racing small block Chev has 4.5 quarts of oil in the

reservoir (Yeah, its a drysump system, but the idea's the same.) At 9000 rpm, that same motor has only 1/2 quart in the reservoir ‑ the rest of the oil is still being moved around the engine!  So, the easy solution is: put in more oil. Some people say a 1/2-liter, some people say 1 liter.  The problem with this ‑ WHEN YOU'RE RACING ‑ is that too much oil sitting in the pan costs horsepower. I read somewhere that knife‑edging a 944 crank was worth 14hp at race rpm's. Easy to believe when deep‑sumping a 350 chev drag motor is worth 30 hp (3). For street, lapping, and autocross, some extra oil is cheap insurance. Note the #2 bearing problem first cropped up when race teams starting running motors with oil filled to the <min> mark on the dipstick. Good for power, bad because ya won't finish. There's a rumor floating around that when the factory changed dipstick designs in '88 one of the things they did was raise the levels 1/2 liter. 

A slightly harder solution is to try and put what oil there is in the right place, where the pickup is. Hard cornering sloshes the oil around in the pan, potentially uncovering the pickup. The factory did this when it changed pan designs, and Mr. Milledge (among others) have come up with additional baffles, scrapers, windage trays, etc., in the pan to keep the oil near the pickup.

Another solution is, once the oil is circulating in the motor, is to get it back down into the pan faster. This is a common modification with motors designed with hydraulic lifters run continuously at high rpm. For example, 17 minutes (I clocked it the second time, I couldn't believe it the first) into a 20 minute testing session, my Suzuki Swift (1.3l DOHC) completely fills the top of the head to the point that oil is being forced back into the intake (thru the PCV)! When this happens, what comes out the exhaust pipe looks *very* *scary*. Some people have done mods to the 944 motor by boring out/drilling additional oil return passages in the head and/or restricting oil passages up to the head. This can be tricky. 

A different approach is to change the way oil is circulated in the motor so that more oil goes to the bottom end (where it is needed) and less to the top (where it isn't) at race rpm's. This is what Milledge (and others) do when they cross‑drill the crankshaft, effectively doubling the supply of oil to the bearing. There is some concern as this weakens and reduces the stiffness of the crank, but in a 944 I don't think that is a problem if done and finished correctly.

Finally, we can accusump and/or combine solutions. One other side issue is the use of an external oil cooler. Trymorris@fiest.com (KISS engineering) has some impressive test results about how much oil temps are reduced with a small mocal cooler (installed as part of a kit he sells), even in a 951. Something else to keep in mind. After destroying multiple motors in my 924S (2), I plan on using an accusump and an additional cooler in my "new" S2.

1. Yes, some people believe the 944 oil pump itself "cavitates" under high rpm. If so, raising the static oil level wouldn't help. It does.

2. The rod bearing generally gives some notice of failure. First, power will be lost, some "omph" will be missing. Second, oil pressure will gradually decrease, with a larger jump when the bearing "spins." Third, umpleasant noises and big smoke. One gets about a half‑lap under the first sign. If caught in time, you only have to replace the bearings. Lucky you. At two, as soon as the bearing spins, maybe a lap later, you're looking at engine removal, rod replacement, and crank inspection/refinishing/ replacement. Still lucky. At three, buy new motor. 

3. Obviously, there isn't any room in a 944 to make the oil pan deeper.



Craig Seko, 944S2 

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: Jim Richmond 951fireball@compuserve.com 

To: Craig Seko rsr@seko.ca 

Subject: Re: Engine Oiling, Cavitation & Crossdrilling

I do not know but can you confirm that Milledge is a crossdriller?  If you are talking crossdrilling the main journals, no argument, some factory forged cranks come crossdrilled stock.  It does increase the oil cushion on the bearing.  I'm not sure how much extra oil it keeps in the bottom end of the engine however.

If it is the rod journals you refer to, then my opinion is a bit different.  The oil holes on the journals are positioned to keep a cushion of oil between the bearing and rod journal on the power stroke.  The downward force of the rod on the journal is where you want the pressurized cushion of oil.  Even with the tight clearances and film of oil, the clearance between the journal and bearing is tightest where the downward force of the rod is pushing on the journal.  Conversely there is a larger clearance on the unloaded or opposite side of the journal.  The oil flows out between the journal and rod bearing.  Some oil returns directly to the pan and some via oil rope and ball theory is flung onto the cylinder walls.  Crossdrilling does two things.  It opens another oil outlet and it opens this outlet on the unloaded side of the journal.  Hydraulic flow dynamics tells us that pressurized liquid will flow the most volume on the path of least resistance.  You have a small opening and a large opening, where is the most oil going to go?  Where do we really need the oil cushion?  Loaded or unloaded side?  Think of when you water your lawn.  What happens as you turn on more sprinklers (open more holes)?  Does the pressure to each opening fall?  Do we want the pressure to fall on the loaded side?  This is my semi‑supported reasoning, the engineer types can take their shots.

BTW, the clearances in a given engine are what predicate the use of the recommended weight of oil.  If you use a lighter than specified weight, too much oil will flow between the bearings and journals reducing the oil cushion thus increasing engine wear.

Some, Tom Charlesworth (PCA 944 tech chair) for one, advocate changing the position of the rod journal oil holes 15 or 20 degrees higher than stock to stop the #2 bearing problem. The factory supposedly did this on the 3.0 L cranks.  We laid my 87 crank and a brand new S2 crank side be side and the journal holes were identical.  Maybe on the 968 crank?  My engine builder chamfered the leading edge of the journal holes to spread a film of oil up the journal rather than welding and redrilling.  Maybe someone can tell us why it is #2 that always spins.  One of the great unsolved mysterys.....................

The oil pump cavitation is a supposed cause of the oil/air froth problem.

I am an owner of a pricey Miledge air/oil separator kit that is claimed to be the solution.  The oil pump consists of two gears in a chamber under the crank pulley.  The gear turns at a one to one ratio with the engine rpms so at 6500 rpm the pump is churning some oil.  The air in the oil could be a combination of an uncovered oil pickup and oil pump cavitation or one or the other.

BTW, it is a tight fit but a 3 quart Accusump will fit in the right front fender well.  Also the air/oil separator and a remote one quart oil filter will fit in front of the right front tire.

Maybe someone can combine all this oil info and Farzaan can post it on his page.


Jim Richmond

---------------------------------------------------------------------------------

From: "Menelaos N. Karamichalis" menelaos@starnet.net 

Subject: Re: Consumer Reports Oil test

You may also wanted to check out the Mobil 1 FAQ, Mike, the RedLine FAQ has some info, too.  They explain these concepts better than I did.  If you do not know where they are, check www.starnet.net/~menelaos/cars.html , I have links for them there.

Menelaos N. Karamichalis, menelaos@starnet.net 

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: Ruudje R.Koskamp@wxs.nl 

To: "Ganguly, Surya" surya.ganguly@gwl.com 

Subject: Re: Oil pressure sensor

The oil‑pressure‑sender has two terminals: one for the gauge and one for the LOW‑Pressure‑light (when the pressure drops beneath 0.5 bar).  The oil‑level sender only checks the level when starting the car. If you have low‑level, the only way to extinguish the light is to shut off the car for about 2 minutes (and refill oil).

If you want to try before you buy: disconnect the biggest connector at the pressure sender. This is the terminal which says WK. My sender has a blue mark at this terminal. The light shouldn't light up again. If you have the wrong terminal disconnected: you have 5 bar oil‑pressure, even when the engine is not running.  Part number is 928 606 203 01.


Rudy 1988 944NA Special

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

From: "McMullen, Russ" russ@so.co.lee.fl.us 

Subject: oil

Date: Wed, 30 Apr 1997 16:07:13 ‑0400

I recently ran across an informative article concerning which oil is best.  It's at www.mindspring.com/users/ccumming/porsche/944/oil‑info.  This article should answer most of the oil‑related questions I have seen on the list lately.

---------------------------------------------------------------------------------

From: Todd Leen tleen@auslese.cse.ogi.edu 

Date: Thu,  1 May 97 18:28:34 ‑0700

Subject: oil posting

The oil posting referred to is at

ftp://www.mindspring.com/users/ccumming/Porsche/944 in the file oil‑info.  The 944.faq and several other docs reside there.

---------------------------------------------------------------------------------

From: "George Beuselinck" georgeb@mhv.net , 4/7/98

To: "Klaus‑Dieter Haegele" 944@nix.ipa.fhg.de 

Subject: RE: Cry for help: Oil pressure lost

>Klaus‑Dieter Haegele

>Yesterday evening I started my '86 944 NA and had no oil pressure for around 3 >seconds, all lights in the dashboard were on.

>

>This morning I started the car, no pressure, all lights on, and after 3 seconds >the lifters were starting to make horrible sounds, so there was really no >pressure. I shut the engine down, tried again, no pressure at all.

>

> Oil level is ok, just under the top mark. The oil filter was changed with the >oil around 3000 miles ago.

----------

Check to make sure that your front crankshaft bolt is tightened to the right torque.  A loose bolt will not allow the oil pump to turn for the first few seconds of startup...

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑

From: "John L. Crosby, Jr." jlcrosby@ix.netcom.com , 5/2/98

Subject: Re: Oil pressure Increase

There is no question that lower oil temps mean higher pressure. Water temps may be fine but without knowing what the oil temps are, one may think that all is OK... wrong, not on a 944 on the track. We are measuring oil temperature in the pan, the hottest point. Terry Morris at Kiss Engineering puts together oil cooler kits for 944's. The turbo kit which we installed adds a mocal cooler in line with the factory cooler. His mounting brackets are designed to locate the cooler behind the left side fog light. A hole is cut in the back of the fog light bucket and the fog light can be removed for track use and then reinstalled. This arrangement compromises the air flow into the cooler, so on the race car the fog light bucket was completely removed and the cooler was mounted in its place with a stainless steel screen in front. The right side fog light was also removed and some of the bucket was cut away to increase air flow to the stock cooler as well. The lines he supplied fit nicely and the end result is about a 50 degree drop in oil temps. At most tracks we see about 245 ‑ 250 on the hot side and under 200 going back in. Oil pressure in 4th gear at 5000 rpm stays up at 4 bar or better. At TWS with the tight sections of the track and usually high ambient temperatures, the hot side will approach 290 and 240 going back in, and oil pressure will get down to 3 1/2 bar. This is still acceptable considering that we change the Mobil 1 for every race. Without adequate oil cooling it is just a matter of time before something really bad happens.

---------------------------------------------------------------------------------

Subject: Re: Messy oil changes, and.., 6/18/98

From: Noel Hinrichs, 944racer@mci2000.com 

Pegasus Racing Supplies sells a spin on oil filter that has a replaceable element. You simply unscrew thw for bolts on it's cover remove the element and replce the element with a new one. No mess no fuss. And here is the big plus " It is a far superior filter to any stock type.  Canton/Mecca Oil Filter units sell for about $82.00. I have one on my Turbo and they are the Hot setup. Pegasus # 1‑800‑688‑6946.

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

Subject: 944 oil filters, 8/2/98L

From: WYNNCLAIMS@aol.com  Steve Russ

Craig Seko writes: 

>the Porsche filter is the only filter that has an anti‑drainback valve so that >oil stays in the filter after the motor is turned off. 944's have the filter >mounted "upside‑down" and such a feature is essential for getting the oil to >where it should be as soon as possible after startup.

‑‑‑‑‑‑‑‑‑‑

Beware of any 944 filter that does not have an anti‑drainback valve. I know of problems caused by these filters ranging from noisy startups to #2 rod bearing failures.  Once again, the factory part is the way to go.  We use the Mahle OC 75, which is a taller version standard oil filter. 

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

Subject: Re: OIl, Part 1., 8/11/98L

From: Brian Berney bberney_mahle@yahoo.com 

...last week. I dealt with the subject from the point of view of a engineer in the automotive industry, and specifically in connection with my personal experience and knowledge in regards to pistons, rings, cylinders and oil behavior.

I will state this FACT for you plainly so you and everyone understands: THE BENEFITS OF SYNTHETIC OIL ARE ALWAYS PRESENT EVERY SECOND THAT YOUR ENGINE IS RUNNING. THIS IS REGARDLESS OF THE OIL CHANGE INTERVAL!

Consider the following:

Oils are formulated using the following characteristics and for the following reasons.  A good oil must perform the following tasks; lubrication, coolant, sealant, and corrosion inhibitor (there are others such as noise reduction, but those are not of interest here). In order to perform all the above tasks efficiently, the major oil companies have spent millions upon millions in research and development to find the optimal balance of constituents for each application. Some of the areas of research are these:

Bingham Bodies: materials whose flow characteristics differ from Newtonian Hydrodynamic liquid theories.

Bleeding: Oil separation.

Cloud point: Formation of paraffin crystals or other precipitation of solids.

Lubricant doping: Additives for age stability, wear protection, corrosion protection, and thermal viscosity characteristics.

Dropping point: Adjusting chemical makeup to achieve certain flow characteristics.

High pressure additives: Exactly what it sounds like Fire and Flash points: Volatility of gaseous mineral products within oils.

Flow pressure: Given aperture size, controlled temperatures (especially low temperatures), force needed to move a certain volume.

Friction modifiers: Polar lubricant additives to reduce friction and increase bearing capacity due to absorption on the surface of the metal.  Induction period: Study of aging of an oil containing oxidation inhibitors.

Corrosion inhibitors: Just like they sound.

Sludging: By‑products of low temperature engine operation (such as in winter on the East Coast!) which accelerates engine wear and causes significant increases in the possibility of engine damage.

Metal Soaps: Used as friction modifiers in combination with fatty acids.

Dipolar molecules: Absorbed easily into the surface of metals, of interest in bearings specifically to enhance adhesion and bearing capacity.

Have I made my point yet Michael? I could go on, Pour point, TAN (Total Acid Number), Yield point, Penetration, esters, ethers, polyglycols ad. infinitum. But, surely by now you realize that in cheaper mineral oil all the above are compromised, and in some cases it's impossible to achieve the desired results with mineral based oils. All the above is available in DIN standards, ISO, and in SAE papers, for any one for whom this is their living or is interested.

They are scientific facts, not opinions or anecdotal information. But the results of extensive tests which continue every day in the R&D departments of oil companies and engine parts manufacturers.

You are of course free to use what ever oil you think is best. But I'll tell you this, I even use the best synthetic oils in everything from my race cars to my lawn mower! In this particular case we have available to us the type oil that is the choice of Formula one teams regardless of cost; it's synthetic!  After all this is the life blood of you Porsche we are talking about, and I want those advantages every second my engine is running.

Grade choice:

If you are lucky, there is a multi grade oil you can use year round.  Compare the min. and max. temperatures you will encounter with the parameters specified by the oil companies. If they are within, for example, the parameters of 5W 40, you can run they whole year with this oil. It all depends on your environment. Check the "W" number (the W stands for winter, not weight as I've heard some people state!) of the oil you are using now to see if the temperatures you will encounter in the next couple of months are outside of the lower operating parameter of your oil.

Anyway Michael, if you continue to use a mineral oil it makes little difference if you have to change it after only 1000 miles, dump it and spend the $10 and have peace of mind. Or, buy a synthetic and have a greater window in which to change your oil. You can stretch the interval with a synthetic, as it's more resilient and the filter has the capacity to continue to function well with many more than 3000 on it.  SOURCE: Exxon Oil School, SAE papers, Bosch, MAHLE and my life so far.

Part 2.
Oil Filters:

The MAHLE OC 142 is more than sufficient for your needs Michael. No, the OC 75 is not for the 928, it's application is listed as "911 Turbo, 3.3L, 8/90‑9/93(320 & 355 PS/HP versions). The OC 46 is the listed application for all the 928 models. But if it makes you feel better (and that's what's important) you can get the OC 75 from Jason Burkett at Paragon <paragon@interconnect.net> (a list member) as they stock them. That's not a recommendation (to any of my distributors reading!) I just happen to know as Jason told me (and they seem like good folks: a personal observation)

Air Filter:

Stock is good in your application. Consider that the average vehicle "inhales" (unlike Clinton) 50g of particulates every 1000Km. Also, the "resistance" of the air filter to flow is carefully matched to the engine. The reason for this is that pre‑heating of the inlet charge is important in cold weather use. The inlet charge temperature is constantly varied in IC engines with different load conditions.  Reduction of this "resistance" to flow can lead to reductions in operating performance, fuel consumption and increased emissions.  Pre‑heating the inlet charge also shortens the warm‑up time which as most people know is when most wear takes place on many components whose operating tolerances have not reached optimum. These are things that most people never think about. This of course, does not apply to racing or high performance applications. Stock air filter numbers are (MAHLE/Knecht) 944na=LX 63, 944S=LX 361, 944T=LX 71, 922S2=LX 327 SOURCE: Bosch and MAHLE/Knecht.

Fuel Filter:

Stock is good and has sufficient flow capacity even for some mildly modified engines. The stock part is MAHLE/Knecht KL 21 for all 944 models.  SOURCE: MAHLE/Knecht

Spark Plugs:

Keep in mind that the following have a major effect on the operation of a spark plug. Combustion chamber (of the plug) and electrode access. Think of the propagation of the flame front in slow motion.  What you want to create is a "ball of flame" traveling rapidly and consuming all the fuel/oxygen available to it.

ANY obstruction to this process is detrimental, this includes extra electrodes and all the derivations. In F1 engines the plugs have no side electrodes and the spark jumps the surface gap from the side of the plug to the center electrode; hence the name Surface Gap Plugs. In this way the flame front has an unobstructed path across the combustion chamber; this is a "Good Thing". 

Spark plugs that have center electrodes which extend further into the combustion chamber generally improve the combustion process. It also requires that the insulation material qualities of dissipation and insulation have greater capacity and the center electrode can withstand the higher temperature loads. With this as a given it also improves the plugs "self cleaning" ability, thus extending it's service life. This is also a "Good Thing". Remember, even Bosch is subject to reacting to "Marketing Trends" such as multiple electrodes, even when they have scientist and researchers who have written papers and know better.

The Bosch Platinum plugs provide the extended combustion chamber reach, superior insulation and dissipation qualities, and minimum masking or obstruction to flame front propagation. Do you need all that? Again, the choice is yours, and it's nice to see you made the right one.

Ignition Wires:

I'm not sure on this one Michael, so I will not give a recommendation.  However, it's important to remember that the insulation material of a spark plug (Electrically speaking) is chosen to withstand the parameters set forth when the engine was designed. Therefore, if you choose wires which have the ability to stretch the envelope for which the plugs were designed it COULD cause insulation breakdown and have an effect on the internal resistance of the plugs.

That being said, if you upgrade to the Bosch Platinum plugs at the same time you are probably not going to have a problem.

Battery:

I chose one of the Sears International (read import) batteries. It's maintenance free and has (if I recall correctly) about 900cca (cold cranking amps)available for those East Coast winter morning starts. It does fit in the stock location(but only just) and also the case is designed to use the European clamping method. I spent quite some time at Sears with the tape measure and the car at hand to make sure. Also, Consumer Reports (in whom I have great faith) rated the best Sears batteries as being closest to their claims for cca in tests at controlled low temperatures; and put them at the top of the list. If your interested I'll get the type and model number for you.

Additives:

Do I really want to open up this can of worms again? What the heck! A fuel system clean is not a bad idea if you are not sure which gasoline the PO used. After this a high quality gasoline from one of the major companies should suffice. These gasolines are formulated with the correct amount of detergent to keep the injectors clean without degrading the performance of the product more than is absolutely necessary.

I'm not a chemist (I don't even play one on TV), so I'm unsure as to what happens to gasoline if you add additional levels of detergent to the gasoline. But I know this, the scientist at the big companies know far more about this than do I. They have their high end gasolines in which (because of the selling price) they can invest more in research and additives. One, Amoco, even guarantees the cars fuel system if you consistently use their best grade. There may be others but I'm not aware of them.

Todays modern fuels have a delicate balance of anti aging compounds, contaminent inhibitors, corrosion protectors, knock inhibitors, and icing protectors. Along with this they are carefully balanced for volatile compounds. Who knows what the addition of other constituents will do to that delicate balance, I personally think it's best left to the manufacturers to concoct their composition.

Oil additives are interesting, I have read no supporting scientific documentation that any of these additives perform as they claim to. In fact I have read contrary rulings against them, forcing them to change their marketing practice. Until someone does the research and publishes it (they may have but I just missed it), listing the possible benefits and pitfalls, I prefer to keep this unknown quantity out of my car.

Good idea about the high quality stands. Failing a pit or lift to work on under the car, this is your best bet. Make sure it's on level ground and the location of the stands is secure. I even go so far as to place very large wooden blocks (made from rail road ties)under the car as well. They don't contact the car, but assure that the car can never reach my chest, if I should do something stupid (it's been known!)and rock the car off the stands.

Brian J.A. Berney

Manager AM Division

North American Operations

MAHLE Inc.

One MAHLE Drive

Morristown, TN. 37814

Tel:(423)318.3174 Fax:(423)318.3190

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

If you would like to receive literature on the Mobil 1 lubricant line please call 1‑800‑ASKMOBIL.

If you have any additional questions, you may contact us at our E‑mail address: lubes@ffx.mobil.com or by phone at 1‑800‑ASKMOBIL.

‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑‑----------------

Subject: 944 tall oil filter fitment?, 8/27/98L

From: Wes Shew schumi@vcn.bc.ca 

Went to the parts dept. to look at different Mahle filters. OC142 is standard, OC75 is about 2" taller and has a 944 part number. But I also saw the OC46 (for 928'), will this fit 944'? It's another 2" taller than the OC75. I recall it didn't look to have the anti‑drain valve. Anyone confirm this or used the OC46? TIA

‑‑--------

This Filter works fine and have used the tall 928 filter on my 951 for years. It has more filter surface area than the short one. GO FOR IT!


944racer@mci2000.com 

‑‑‑------------------------------------------------------------------------------

Subject: Re:Accusump / 944, 11/11/98L

From: "Van Ingen, Steve" srvaningen@fbd.com 

I have obtained an accusump oil accumulator.  I'm not sure where to hook it into the block/oil journal. The best place I can see is the plug blank located on the oil cooler near the oil pressure switch. This hole is 18mm x 1.5 and would work well - I think.  Any suggestions?

----------

We plumbed my Accusump directly into the oil passage in the block that feeds the bearings. This passage is fed directly from the oil pump discharge. It would require some drilling and welding on the block to install a new threaded boss to tie the Accusump line into. Do you still have the engine out of the car?

Also, you might consider a modified oil pan/pick-up to avoid oil starvation in the first place. The Accusump is safety blanket, but doesn't address the original problem, the inadequate pick-up design. Several businesses offer this mod.

Cross-drilling of the crank main bearing journals is another safety measure to consider. I had mine done by EBS, in Nevada.

---------------------------------------------------------------------------------

Subject: oil filters (low low low price), 3/17/99L

From: IBD944T@aol.com Drew 

I buy my oil filters from Auto Zone $2.30 a piece. They’re called Deutsch Precision Filters. # D 602. I have an 86 951 and been using them for about a year. I've had no problems, change oil and filter every 2500 miles.

----------

From: "The Sonnier Family" <dsonyay@ddaccess.com>

I read an article on Deutsch filters.  They are very good filters. Their filtering components in the filter case are very well put together.

----------

From: "Mike Green" <mikegreen@pcola.gulf.net>

My mechanic calls autozone "DangerZone" because of the filters.  He gave me a Mahle filter and I immediately noticed when I swapper filters that the Mahle has a spring assembly (a check valve) that keeps the oil in the head - the Deutsch 602 DOES NOT as far as I know.  I get higher oil pressure and it comes quicker with the new filter.

----------

From: "eyecare1" eyecare1@datastar.net Joe Mitchell

Actually, they do have a antidrainback. I use these filters most of the time also. Even after letting it drain and removing it still is nearly full. But your right they don’t have that spring that the Mahle filters have, I don't know what purpose it is for, other than a different type of antidrainback.

Subject: Free! 4/24/99L

From: "Claus Groth" <bora450@gte.net>

Before you quickly scan through this post to determine what is free, read this carefully.

A Porsche dealer in my town still advertises in Excellence that oil filters are available for $20 per case of 12.  These are Euroselect filters.  For those who don't know, the Euroselect brand was conceived to provide parts at prices that would entice Porsche owners to purchase parts at a dealership.

Some time ago, I purchased two cases (24 filters), anticipating frequent oil changes at 3,000 miles intervals.  After exhausting the supply of Mahle filters that I had initially purchased, I opened one case a few weeks ago and removed one filter box.  I drained the oil, removed the old filter and took the new one out of it's box.  It was rusty in spots inboard of the gasket!  I looked at another. And another!  Every one had some rust!  Well, I wouldn't use these.  A friend came to the rescue with a filter and I completed the job.

Since Euroselect parts are no longer manufactured, I knew that the filters in stock at my dealer must also be rusty.  I arrived at the dealer the next evening and inquired about that.  The parts person acknowledged that many of the filters did indeed have rust on them.  He said that they contacted Porsche about this and were told that it would not matter and were acceptable to be sold.  We checked forty of his filters, all were rusty.  I took a pen out of my pocket, scraped the rust in one area and deposited it onto the filter receipt laying on the counter. I told him that that was not going in my engine!

I received a prompt refund.  OK, now to the second part of my story.

I have become acquainted with a 911 owner who attends the POC slaloms and time trials with me.  He previously owned a 944 and recently gave me a case of oil filters that he had forgotten to give to the buyer when he sold the car.  Guess what?  Euroselect filters.  I checked several and they all have rust spots.

Morale of the story: If the price is too good to be true ...  I'll toss them unless someone wants them.  They're FREE.

Subject: Re: Engine oil drain valve thread size, 7/9/99L

From: "F.R. Wilk" 944@technologist.com 

Oil Drain Plug: M20 X 1.5

Subject: RE: dash warning light, oil, 10/14/99L

From: "George Beuselinck" gb944@mindspring.com 

If you are running a quart low in your 944 Turbo (or any 944 for that matter), keep my number handy, because you are going to have to buy an engine soon.

All 944 cars (and I don't know of any exception) should be run one half quart over the full line to try to keep the engine from starving for oil. Track cars should strongly consider several of the aftermarket solutions to this problem (which ultimately results in the failure of the #2 Rod Bearing), among them Accusump, redrilling the crankshaft, oil-air separators, etc.

Subject: Re: Mahle Filters, 11/1/99L

From: Rusty Cullens ZAC3@BELLSOUTH.NET 

We have them in stock for $4.08 each

Rusty Cullens, Wholesale Parts, Inc., 1-800-741-5252

Subject: OIL FILTER WRENCH, 1/28/00 L

From: "Peter Paskins" paskins@earthlink.net 

I found one at Walmart.  It was $2.96 and it fits over the end of the filter and uses a 3/8" drive to turn the filter. It is made by Vector and it is a Type J Filter Wrench.  It also says Tru Grip on the package.

Subject: [951] Good Blurb on GL4 vs. GL5 gear oils, 1/31/00

From: "Mark Hahn" hahnmgh63@earthlink.net 

Found this on GL-4 vs. GL-5 gear oils.  I had thought that the GL-5 used in a GL-4 application would give more shock resistance but cause the syncros to wear more due to the slippery nature but according to Penzoil this not the reason but chemical corrosion.  http://www.pennzoil.com/carcare/faq/default.htm 

Subject: Gear oil, 2/1/00

From: WYNNCLAIMS@aol.com Steve Russakov

Tom Pultz writes:

<< I do not believe there is any problem with Porsche transmissions and GL-5 since there aren't any bronze or brass parts as far as I know.  Someone who rebuilds them for a living can verify that.  >>

----------

Tom, ALL the 016 (944/951) gearboxes utilize brass synchros. Porsche used to sell steel synchros as used in the Turbo Cup cars, but I think these super expensive synchros are no longer available, and not necessary. I'm still running GL-5 with no problems. 

From: Doug Donsbach <dld@nssolutions.com>

Subject: Re: Good Blurb on GL4 vs. GL5 gear oils, 2/1/00

bpcampion@yahoo.com wrote:

>Then if this article has any merit, all of those individuals that have chosen >to use Mobil one gear oil (classed as a Gl-5) will have premature wear >(including me). This is not acceptable. The discussion should be reopened. >There has been no agreement that I can see. Redline supposedly make the >synchros mesh differently, and the regular fluid makes shifting very hard in >cold weather.

----------

I have been using Mobil 1 gear lube since '96 in my '88 951 w/LSD (no cooler). Shortly after this issue came up on PorscheFans, a predecessor to this list, I did some research and posted this to that list in June '97:

----------

>I called the Mobil 1 technical support desk down the road in Fairfax, VA and >talked to a helpful guy there. His general comments were that the "high >pressure sulphur-phosphorus" additive package in Mobil 1 synthetic gear lube >was potentially corrosive to bronze bushings which might be in a transaxle or >transmission. Other than that he said there would be no problems.

>

>He also told me that a GL4 lubricant would have about 1/2 the additive package >as the GL5 Mobil 1 but would not be suitable for use in an LSD.  He said the >additive package required for smooth LSD operation with a GL4 would effectively >turn the lubricant into a GL5.

----------

Kevin Gross posted this follow up:

>>Since asked, I will speak from personal experience and a recent tear-down.  >>The Mobil 1 synthetic 75W90 works great in 944 transmissions, with and without >>LSD.  I have used it for years and have been very pleased with the feel/action >>of the transmission. <snip>

----------

Since changing to Mobil 1 gear lube I have put approximately 40K street/track miles on my car and haven’t had anything go wrong with the trans/diff. I change it once a year that usually works out to about 10K miles. It always comes out looking pretty much like it did when it went in (and smelling just as nasty). Of course, I'm still on the original clutch so maybe I'm easy on things that shift!

Subject: Re: Oil leak at crank, 2/5/00

From: Markus Blaszak mblaszak@kos.net 

When installing the new seal on the crankshaft, note that it actually seals on the oil pump drive sleeve.  Pull the sleeve out of the pump from the front (and off of the crankshaft).  Now install the new seal on the sleeve (lubricate the lip with a bit of oil.  Now carefully slide the sleeve with the seal on it into the oil pump.  A large socket makes an ideal seal insertion tool.  Make sure the socket is the SAME OUTSIDE DIAMETER as the seal OD.  The seal can only take force on the outside metal housing or it will be damaged.  This method ensures that the retaining spring for the seal lip will not slip off the inner lip during installation. Now install a NEW O-ring on the crankshaft, place the thrust washer on the crank, put the woodruff key back in the crank and reassemble the rest of it.

Subject: Re: Oil separator, 2/18/00

From: bpcampion@yahoo.com Brendan

Skip, this is essentially, as you probably know, an PCV.  Positive crankcase ventilation/ oil separator. 

It has a longer hose that runs under the intake manifold to a three-ended brass pipe. One big hole for the oil separator hose, one big hole for the air duct (alien) elbow, and another smaller hole for a MAIN vacuum line that goes so the vacuum solenoid on the drivers side fender.

I tried, what this owner did - to shut off that oil separator pipe because the oil separator got dirty and started pushing too much oil cloud into the intake. That’s what it does - it, under vacuum will let a small amount of oil vapor from the crankcase into the intake. To shut it off seemed like a good idea, until I blew out the seal that the bottom of the separator has when going into the engine. It’s about 120 bucks for the part at the cheaper Porsche dealer around here in Chicago. It’s real hard to get to replace without taking off the intake. I just rehooked the hose running to the intake to regain vacuum, and sealed up that connection at the bottom of this peculiar oil separator/oil fill tube apparatus. Only tested it a couple of hours though because then some thing else happened to make the car start but not run.  That’s a whole 'nuther issue altogether.

I heard race cars just hook it up to a tank that they empty once in a while. But it seems like it would put too much pressure on that bottom fill-tube seal.

Subject: Re: Redline fluid, 2/14/00

From: Markus Blaszak mblaszak@kos.net 

A lot of people on the list have said that they use the Redline 75w90.  I contacted Redline today and spoke with Dave Granquist (one of their tech specialist).  I told him I had a Porsche 944 and asked what fluid Redline recommends in the transaxle.  He says. " Redline recommends the MT-90 lubricant.  It offers good shiftability and protection for those transaxles."  They go on further to say that the 75W90 and 75W90NS are for GL-5 applications (our cars require GL-4) and that 75W90 Gear Oil can be used in many transmissions and transaxles; however, other Red Line lubricants have better frictional properties for rapid synchronization. Exceeds API GL-5. 

So, thanks for all of the response, but I think I will go with the MT-90. If anyone wants to check this out for them selves, the URL is:

http://www.redlineoil.com/prod_frameset.htm 

Subject: Re: resealing oil pump, 2/14/00

From: "Kevin P. Kehoe" 70273.1474@compuserve.com 

I think I saw an ad from Zim's or GPR for #574 at $15.95.

----------

From: JoeJack951@aol.com Joe Jackson '86 951

I found Vertex has Loctite 574 for $39 for a 250 ml tube.

Subject: Re: Bad news, 3/14/00

From: "Andrew Grant" andy_grant@lineone.net 

1) Additional "serious" racing oil/air separator ensuring that what's in the sump is oil not air/foam!

2) Oil pan baffles/lowered pick up pipe

3) Low viscosity synthetic

4) Block and crank mods

5) Dry sump set up

6) Accusump

And the flavor I got was that 1), 2) and 3) give you the 90% fix but accusump on its own does not have that much effect.   And finally 1), 2), 3), 4), 5) is the full house racing setup.  Oh and change the bearings every year or two.

Agree/disagree?

Subject: Re: Spun #2...now what? 3/15/00

From: Dan Dwebb944t@aol.com 

This just happened to me and I had Technodyne rebuild my whole engine, trust me you will be glad when you have a new engine, unbelievable. Technodyne custom makes an oil pan that has a flapper door in it that will prevent this from ever happening again. I suggest you give them a call, they trade them out, not sure of the price but it is I think less than $200, well worth it. I have one on my 951 now. They are at 480-804-9700. 

Subject: Re: Spun #2...now what? 3/16/00

From: David Frank Vortxrex@aol.com 

Andy_grant@lineone.net  writes:

<< The consensus was the cause is a poorly designed oil passage in the crank that results in oil starvation to the bearing above 5500 rpm >>

----------

Gee, that sounds very similar to a problem the 928 engines have/had when operating at very high rpms?  If I remember correctly centrifugal force was exceeding/reducing oil pressure because of the angle of the oil passage.  Excellence had an article years ago about it. 

Subject: Re: Spun #2...now what? 3/17/00

From: "Andrew Grant" andy_grant@lineone.net 

Dan Webb Dwebb944t@aol.com wrote:

<< All you need is to trade your oil pan in to Technodyne. They will sell you one with a special baffle welded in that fixes this problem. More to it then just an ‘89 oil pan. Call Chris at Technodyne. Their number is 480-804-9700.

----------

I know that the oil pan baffles helps but I also know it does not totally fix the problem.  Milledge and all the other people do extra baffles with a trap door and lowered, shielded pickup etc.  But when push comes to shove does it alone add that much more than a '89 pan with oil/sep (the biggest single gain other than a dry sump or so I am to understand).

Subject: Re: Spun #2...now what? 3/16/00

From: "Andrew Grant" andy_grant@lineone.net 

John Smaardyk John.Smaardyk@Halliburton.com wrote:

<< A good friend of mine here in Houston has rebuilt two engines with spun #2 rod bearings. In the course of the 2nd rebuild he did a lot of research on the causes and fixes (?) of this particular problem. In the course of his research he networked rebuilders and racecar preparers around the country.

The consensus was the cause is a poorly designed oil passage in the crank that results in oil starvation to the bearing above 5500 rpm. These experts felt that the only real fix is a custom crankshaft. However, dry-sumping can help.  Apparently the increased oil pressure can partially overcome the flow restriction.

The updated oil pan with additional baffling and overfilling also seem to extend the life of the bearing although they don't actually solve the problem.

Most serious racers replace the bearings frequently.

Things that don't help include the accusump system and cross-drilling the crankshaft. >>

----------

John or anyone, do you have further insight on this issue?

1. Does anyone know the nature of the crankshaft and block mods that the top 944 engine builders use?

2. Since dry sumping works, why does accusump not help?  (high pressure, continuous flow availability)

3. Is the '89+ extra baffling really effective or does it need more?  If more... what needs to be done?  Anyone got a blueprint or description?

4. How much of the problem is solved by an additional oil separator?

Subject: Re: Spun #2...now what? 3/17/00

From: "Andrew Grant" andy_grant@lineone.net 

David Frank Vortxrex@aol.com wrote:

<< Gee, that sounds very similar to a problem the 928 engines have/had when operating at very high rpms?  If I remember correctly centrifugal force was exceeding/reducing oil pressure because of the angle of the oil passage. Excellence had an article years ago about it. >>

----------

Thanks.  I am aware that the #2 rod end problem is one half of the #2 and #6 problem on 928s. Thanks for the update on the angle of the oil passage.

Subject: Re: Spun #2...now what? 3/17/00

From: Dan Dwebb944t@aol.com 

The only way you are going to ensure that this never happens is to leave the car in the garage or just drive it carefully on the street. I see Technodyne’s car, with 450 hp, full racecar race frequently, he has never spun a bearing. I figure that if it works for him it will work for me.

Subject: re: Re: Spun #2...now what? 3/17/00

From: Ray Bahr rbahr@cisco.com 

<< Most serious racers replace the bearings frequently.  Things that don't help include the accusump system and cross-drilling the crankshaft. >>

John

----------

Would somebody explain to me why the accusump will not work. In speaking to Jon Millage, I was told that in lieu of cross drilling the crank, higher oil pressure and an Accusump would help if not solve the problem. Another mechanic told me that the Firehawk folks would run a burr through one of the main oil galleries and open it up - it would seem that the passages narrow down towards the center of the block.

So far this particular area seems shrouded in magic and smoke and mirrors. It would be nice to hear from some of the folks on this list building race motors or who have perhaps wrenched for some of the Firehawk cars.

Subject: Re: synthetic vs. dino oil, 3/6/00

From: "John Dunkle" johnd@rennlist.com 

You can also go to: http://www.rennlist.org/bmw and click on the opening link entitled "New - Synthetic Oil”

Subject: Oil in Radiator, 4/25/00

From: Mark Wollner mrwollner1@mmm.com 

I found the best product to use for removing oil (from the cooling system)to be any good quality marine Bilge Cleaner.  Found out that this method is quite common.  Worked great – all oil is gone.

Subject: Re: 5 quart sizes of Mobil 1, 4/26/00

From: "Barry Lenoble" lenobleb@symbol.com 

I can tell you that Amsoil, even bought in 30-gallon drums, will still cost more than Mobil 1. I could start the commercial about how Amsoil is so much better than Mobil 1, but I won't. I do believe that it's better than Mobil 1. If you want to know why, you can check the Amsoil web page: http://www.amsoil.com 

If you are still interested, here are prices for 30-gallon drums, delivered to your door, including shipping and CA sales tax:

Series 2000 Synthetic (the top of the line stuff):

0W-30: $780

20W-50 Racing: $780

Standard Synthetic

5W-30: $600

10W-30: $600

XL-7500 Synthetic:

5W-30: $570

Subject: RE: Question on over-filling the oil, 4/30/00

From: "Christopher White" whitechristopher@earthlink.net 

You might find it interesting that the factory changed the markings on the dipsticks for the later models (not sure when but 87 or later) so that you would put more oil in. If it makes you feel better get an 88 or 89 dip sick and put it in your 86. You will have to add almost a quart to get the same reading.  Pretty high tech factory solution huh?  So in essence 'overfilling' an 86 951 is the factory recommended solution.

Subject: Re: Rod Bearing Failure, 4/25/00

From: "Skip Grehan" skipgrehan@rennlist.com 

Mine went at the autocross.  After a long right-hander (crossover) and a final 180 (still on the right) I lost power momentarily (engine dropped to 4k for 3-4 seconds) finished the course and had a high-tone pinging and low pressure.  Shut it down.  Looked at engine..then started back up.  At idle there was a low-pitch banging.  The first sound was of the #2 intake follower, the second was of the #2 rod bearing.  I was lucky enough to have both fail at once...obviously related.  Sure fire check...metal bits in the oil plug (magnetic type).  This was the first AX of the season and I had neglected to "overfill" the oil as I usually did.  This combined with the long amount of time with car keeled over to left and the 157k miles on a abused 86 2.5 liter led to total destruction.  Now I have an low mileage 89 2.7 liter with very mild mods and about $4k less in my wallet.

There are many ways to avoid this.

1. Don't drive the car

2. Use Premium Synthetic

3. Have bearings changed with belts (every 30k)

4. Modify the oil pan for increased baffling and the pickup system.

Subject: Re: Rod Bearing Failure, 4/25/00

From: "carter" Rcfporsche@aol.com 

After the car has fully warmed (oil heated + thin) you may hear a light knocking at idle. If you rev the car, as it settles back to idle, you will hear a knocking. This is usually accompanied with low oil pressure. There are many causes for this as it is the weakest link in the chain, #2 rod is usually the first to go. Some say it is a flaw but every chain has to have a weakest link.

Subject: Re: Rod Bearing Failure, 4/26/00

From: Dan Dwebb944t@aol.com 

Bearings get fried from lack of oil, so sythetic oil will not save your bearings, a modified oil pan can help a lot. www.technodyneracing.com sells them, they are beautifully done. Most important thing is keeping the oil filled, slightly above the top mark.

Subject: Re: Rod Bearing Failure, 4/27/00

From: "Barry Lenoble" lenobleb@symbol.com 

I think that all 89+ 944's came with the baffle. Here's the note in the "Parts and Reference Technical Catalog"

TECH BULLETIN #2

Model - 924S, 944/S/T

Subject - installing new type oil pan

When the existing stock of oil pan Part Number 944 101 201 11 is exhausted, only part number 944 101 204 00 will be available. Several additional parts will be required for installation on engines not originally equipped with this version oil pan.....

So that leads me to believe that all 89+ models should have it.

