Chrysler electronic ignition

It also means battery voltage is being applied to the input side of the Ballast resistor and ECM
pin 1. Use that info to confirm your on the correct wire. Example of ignition switch connector
that has a bad conductor red wire. Car battery voltage must be at least 12 volts. Replace Ballast
resistor. Compensating Resistor resistance value - 0. Ground negative voltmeter lead. Connect
voltmeter positive lead to the harness connector cavity No. Verify voltage is within 1 volt of
battery voltage with all accessories off. If correct voltage is present, go to step 36 problem in
wiring path to battery from ECM pin 1 otherwise continue to next step. In this condition, there
will not be a voltage drop across the Ballast Compensating Resistor therfore reading a voltage
value within 1 volt of battery votage is normal. If correct voltage is present, go to step If voltage
is incorrect, go to step Ballast Resistor circuit problem otherwise continue to next step. Coil is
bad, improperly grounded, or wiring between coil and ECM Pin 2 is defective. Coil Primary - 1.
Connect voltmeter positive lead to input side of Ballast 0. If voltage is correct, either ballast
resistor is defective 0. If voltage incorrect, wiring between ballast resistor and Ignition switch is
defective. Repair wiring. Connect voltmeter positive lead to input side of Ballast 5. If voltage is
correct, either ballast resistor is defective 5. Connect one multimeter lead to the harness
connector cavity No. If resistance is correct, go to step 28 1st Distributor Pick-up Sensor check
OK otherwise continue to next step. Unplug the Pick-up Sensor lead from Distributor. On the
Pick-up sensor distributor lead, connect one multimeter lead to one pin in the plug and the
other multimeter lead to the other pin in the plug Verify Distributor Pick-up Sensor resistnace is
between to Ohms. If resistance is correct, the wiring from the ECM plug to the distributor plug is
defective. If there is no continuity, go to step 31 2nd Distributor Pick-up Sensor check OK
otherwise continue to next step Distributor Pick-up Sensor is shorted to ground. Replace
Distributor Pick-up Sensor. Tighten bolts holding ECM module to mounting plate. Retry steps 31
and If there is now continuity, got to next step, otherwise replace ECM module. All components
and wiring to the ECM module have been verified to be working correctly. Replace Distributor
Cap and Rotor. Distributor Pick-up Air Gap is incorrect. Adjust Distributor Pick-up Air Gap 0.
Distributor Reluctor is damaged. Replace Distributor Reluctor. ECM module is defective.
Replace ECM module. Using the appropriate drawing below, back track down the battery supply
circuit to locate the bad connection broken or corroded as applicable. Starting in , Chrysler
began using a revolutionary new electronic ignition system. This system replaced the
conventional points type distributor with a magnetic pickup coil and electronic control unit
ECU. This system eliminated routine maintenance and replacement of ignition components and
provided better timing accuracy, more spark and higher RPM limits. This new ignition system
introduced the electronic control unit ECU , which was mounted to the firewall or inner fender.
The distributor remained basically the same except for the pickup coil that was mounted in
place of the points and the reluctor that replaced the rotor. The distributor retained the same
housing and vacuum advance system that was used on points type ignition systems. The
theory of operation is very simple. The reluctor is similar to the rotor of a points type system,
except it has vertical vanes that protrude from the side. As the distributor turns, these vanes
pass very close to the core of the pickup coil. This induces a small electrical pulse into the coil,
which is sent to the ECU. The ECU acts as an amplifier for these pulses and in turn sends a
much larger pulse to the ignition coil. The coil acts the same way as in a points type system and
produces the high voltage needed to fire the spark plugs. Chrysler's electronic ignition was
used on all and '74 vehicles and on and newer vehicles that did not use Electronic Lean Burn, or
Electronic Spark Control. Because Chrysler engineers chose to make the electronic ignition
system a drop-in replacement when it was introduced, it is very easy to adapt it to earlier
vehicles or those later vehicles that did not originally use it. Many owners are faced with having
to deal with less than ideal ignition systems, especially those who own mid to late 70's or early
80's V8 powered Chrysler products. Cars of this era were largely equipped with what Chrysler
originally called Electronic Lean Burn. It was supposed to be the next great advancement in
electronic ignition control. It was a computerized system that took input from various sensors
and then used pre-programmed data for delivering precise ignition timing. Unfortunately, it was
plagued with over-complexity and the poor choice of attaching the electronics to the side of the
air cleaner. This location subjected the control computer to excess heat and vibration, which
often led to failure. Whether you are converting an earlier ignition system, replacing Lean Burn,
or repairing an existing electronic ignition system, the work is not at all difficult. Because the
electronic ignition system used only a few components, it is easy to work with and
troubleshoot. The requirements for installing an electronic ignition system are as follows:.
Fortunately, Mopar Performance has made it easy to buy most of what you need in a complete
kit. Kits are available for the following applications:. Troubleshooting an electronic ignition
system is fairly simple. Once it has been determined that there is no spark, there are a few quick
checks that can be performed to determine the cause. It can be checked at the leads as they

leave the distributor, or on pins 4 and 5 of the ECU connector. When measuring the resistance
across the two leads of the pick-up coil you should see a ohm reading. Always flex the wiring
leading to the distributor and to the ECU while checking the resistance to be sure that there are
no breaks in the wiring. You should also check for 12 volts at pin 1 of the ECU connector when
the ignition is in the "on" position. It is also important that the ECU be securely bolted in place
and that bolts provide a good ground to the ECU housing. The only other lead that is connected
to the ECU is the "-" lead to the coil, which can be checked to insure that it is not broken.
Chrysler Electronic Ignition. The other important component of the electronic ignition system is
the ballast resistor. It should be checked with an ohm meter and should have 1. Typically, a
failure of the ballast resistor will result in the engine starting, but then dying as soon as the key
is released from the start position. It is often handy to have a spare ballast resistor or ECU lying
around to use for troubleshooting. When replacing a points type system, you will need the
wiring harness that goes with the electronic control unit. If you are replacing an Electronic Lean
Burn or Electronic Spark Control system, there are several other things to be considered. While
these systems are of themselves, electronic ignition, they do not use the same components as
the regular electronic ignition system. The spark advance was being generated by the
computer, therefore the distributors lack vacuum and mechanical advance. Many of these
distributors also have two pick-up coils and are not usable with a regular electronic ignition
system. Additionally, the carburetors that were equipped on these cars may lack a vacuum
advance port for a conventional distributor and often need to be re-calibrated for use without
the computer. You can send me mail at: dougc fourforty. Think of Chrysler history, and what
comes to mind? Probably financial struggles and K-cars. But that wasn't always Chrysler's
legacy. In the days before Fiat, Daimler, and Lee Iacocca, Chrysler was known as Detroit's
engineering powerhouse, a company that developed technical innovations that were copied
quickly by its cross-town rivals. How did Chrysler earn that reputationâ€”and how was it lost?
Chrysler established its tech-savvy reputation for innovation with its very first car. Chrysler
unveiled a new car that was regarded as a technological masterpiece. Its 3. For comparison,
Ford's Model A had a 3. The engine was loaded with innovative features, including pressure
lubrication, an oil filter, and a carburetor air filter that doubled as a silencer. But what made the
Chrysler go was no less innovative than what made it stop: The Chrysler boasted four-wheel
hydraulic brakes, this at a time when most cars only had mechanical brakes on two wheels.
With its tubular axles and shock absorbers, the Chrysler could be driven at its top speed of 75
mph without soiling one's jazz trousers. The Chrysler was not Walter P. Chrysler brought
onboard when he was hired to turn around Willys-Overland. Chrysler took over Maxwell in , and
the Three Musketeers followed. When Maxwell was reorganized into Chrysler Corp. Chrysler
innovations continued at a rapid pace. In , Zeder developed a vibration damper and rubber
engine mounts to reduce vibration. In , Chrysler was the first automaker to adapt the more
efficient downdraft carburetor as opposed to the common updraft carburetor to a passenger
car. In , Skelton developed a new method of mounting the engine to the chassis that aligned its
natural rocking axis with its center of gravity, further reducing vibration. The system was called
"Floating Power," and Chrysler advertised the daylights out of it. The Airflow , sold under the
Chrysler and DeSoto brands, was a bit too futuristic for the market, but it did have one rather
innovative feature, an automatic overdrive function. With the transmission in second or third
gear, the driver could engage overdrive by momentarily lifting off of the accelerator pedal. A
further Chrysler transmission development was Fluid Drive, which replaced the flywheel with a
hydraulic coupling similar to a torque converter but without the torque-multiplying effect. Paired
with a conventional manual transmission, it allowed the driver to stop the car and take off again
without stepping on the clutch. Fluid Drive could also be combined with a semi-automatic
transmission. The semi-auto had Low and High ranges, each with two speeds. The driver could
shift into High range, then start and stop the car without using the clutch. Lifting off of the
accelerator at about 20 mph would allow the car to shift to its higher speed range, and flooring
the accelerator forced a downshift. The clutch was only necessary for shifting to Low range for
better acceleration or reverse. World War II redirected much of Chrysler's attention to the war
effort, but by the late s, the innovations were once again pouring out. In , Chrysler introduced
bonded brake linings, replacing the rivets that formerly attached linings to shoes and increasing
brake life. The Chrysler was the first car you could start by turning the ignition key rather than
pushing a separate button. In , Chrysler introduced an innovation it still banks on today: The
hemispherical cylinder head. Hemi engines were able to extract more power and better fuel
economy from the low-octane fuel then available. Where Chrysler didn't innovate, it often
improved. Packard and Cadillac introduced air conditioning in and , respectively, but Chrysler's
Airtemp system was a huge improvement. It was mechanically simpler, more efficient, cooled
more quickly, and used outside air rather than recycling air from the cabin. Chrysler introduced

the push-button transmission in and the torsion-bar suspension in Compared to conventional
coil springs, torsion bars saved weight and allowed the steering linkage to be reconfigured for
less kick-back. Chrysler in introduced the first cruise-control system, called Auto Pilot, which
was the brainchild of an independent inventor named Ralph Teetor. Auto Pilot had two modes;
the driver would select a desired speed using a dash-mounted dial, and Auto Pilot would push
back on the accelerator pedal once the car reached the selected speed. Pushing in the dial
would cause Auto Pilot to hold the selected speed automatically. Chrysler innovated the
swiveling seat in , which it later linked to the operation of the doors. Legend has it that a
Chrysler executive and his wife were on their way to a society function one evening, and as it
was a hot and sticky day in Detroit, the wife had hiked her skirt up above her knees to take
advantage of the Airtemp air conditioning. When they arrived at the venue, the valet opened the
door before the wife had time to re-arrange her dress. The seat automatically swiveled toward
the assembled crowd, and swiveling seats were discontinued soon after. Throughout the s,
most cars used DC generators, which were compact but could not produce much of a charge at
low engine speeds. AC alternators were more efficient, and were often used on police cars and
taxis, but they were also bulky and expensive. Chrysler developed the first practical automotive
alternator, which it installed on the strange-looking Plymouth Valiant and on all Chrysler cars in
' Within a few years, alternators became the industry standard. Chrysler's first flirtation with
unitized or unibody construction was the Airflow, and between , all cars save the top-of-the-line
Imperial adopted unibody construction. Though this wasn't an industry first, Chrysler was the
first large automaker to widely adopt the unibody, making its cars lighter and less prone to
squeaks and rattles. Chrysler's best-known innovation of the Jet Age is the turbine engine
project, a subject which deserves its own article if not its own bookâ€”we highly recommend
Chrysler's Turbine Car: The Rise and Fall of Detroit's Coolest Creation by Steve Lehto. Chrysler
actually produced its first gas-turbine car in , and Between , Chrysler embedded 50 turbine cars
with American families. The cars worked well, though fuel economy wasn't great. Chrysler
determined that gas-turbine engines were not well suited to passenger cars, though the
company continued experimenting with them until Of course, some of Chrysler's innovations
missed the mark. In , Dodge and Plymouth downsized their full-size models and stripped them
of fins, chrome, and other s adornment. De-chroming was a good thing, but downsizing came 15
years too early. Dodge and Plymouth developed new full-size cars for , and the shrunken
models were repackaged as intermediates. Many of Chrysler's later innovations went largely
unnoticed. The Imperial had the industry's first four-wheel antilock braking system, called
SureBrake. Lincoln's Sure-Track antilock system was introduced in , but it only worked on the
rear brakes. In , Chrysler introduced electronic ignition for its performance V-8s, making it
standard on all of its engines a year later. Electronic ignition replaced the distributor's
wear-prone mechanical breaker points which opened and closed each time a spark plug was
fired with a magnetic sensor on the distributor shaft. The electronically triggered spark made
cars easier to start, increased plug life, and eliminated yearly ignition tune-ups; Ford and GM
adopted it soon after. As the s drew on, Chrysler found itself in deepening financial trouble. The
K-Cars were not particularly inventive, but their transverse-engine, front-wheel-drive layout
would soon be universally adopted. Unfortunately, development at Chrysler seemed to stagnate
in the s with an endless series of K-badged front-drivers, but Chrysler did introduce the first
turbocharger with a water-cooled bearing housing , the first standard-fit driver's airbag, and the
first integrated child seat. Chrysler would introduce more innovative cars in the s, most notably
the Neon, which introduced new standards of space and performance in compact cars, and the
LH sedans with their space-efficient cab-forward architecture. By this time, Chrysler's
roller-coaster finances had become a better-known part of its legacy than its history of technical
innovationâ€”but this recap of some of the company's technical highlights and keep in mind,
this is only a partial list should remind you why Chrysler was once Detroit's leading innovator.
Though not always first, Chrysler was often the first major automaker to adopt new
technologies, including:. Close Ad. Aaron Gold Author. Chrysler History: End of the Innovation
Era? High-compression engine Four-wheel hydraulic brakes Downdraft carburetor Crankshaft
vibration damper "Floating Power" engine mounts Automatic overdrive Key-start ignition switch
Cruise control Swivel seats Alternator Four-wheel antilock brakes Hall Effect electronic
distributor Integrated child seats. Share on Facebook Share on Twitter. The Mopar electronic
ignition system introduced in was cutting edge in its day. While everyone else was using the
ancient points-type ignitions, Chrysler scooped 'em all with the electronic unit. A magnetic
pickup coil in the distributor is triggered by one of eight tips of the rotating reluctor, sending the
signal to the ignition control box to fire the coil via internal transistorized electronics. It was a
giant leap forward over points, which were nothing but mechanical switches handling the
primary voltage of the ignition system. That was a long time ago, and the Mopar electronic

ignition concept has changed little since then. As a basic ignition-triggering system, however, it
just doesn't get any better. Reliability, accuracy, and high spark energy were all hallmarks of the
original system, and over the years, the system has been refined with better and more modern
electronics. Do you get the feeling that we kind of like Chrysler's electronic ignition? The Mopar
electronic system is comprised of three key components, each of which contributes to the
performance of the system. First, of course, is the distributor. The distributor's function is
simply to act as a switch, sending a signal to the control unit to fire the coil, and routing the
spark energy to the plug wires. Now that we've already gone through the three major
players-the distributor, control unit, and coil-let's have a closer look at the distributor. As a
switch, the distributor's first function is to tell the control unit when it's time to fire. This is
timing, and the event occurs when one of the eight tips of the rotating reluctor comes in line
with the magnetic pickup unit. Complicating things is the fact that timing has to vary under
various running conditions, so the distributor has provisions for altering the timing. This
function is handled by the advance mechanisms enclosed in the distributor. Two systems are
employed to alter the timing: the mechanical advance and the vacuum advance. Since the signal
to fire is given whenever the reluctor and pickup line up, varying the timing has to be
accomplished by changing the relative positions of these two components. The mechanical
advance mechanism uses centrifugal weights controlled by springs to rotate the reluctor
forward relative to the pickup. The vacuum-advance mechanism uses a vacuum diaphragm to
pull the pickup unit, mounted to a pivoting plate, back relative to the reluctor. In a
high-performance application, the mechanical advance is the most relevant, since at wide-open
throttle, there's no vacuum, so you won't see any vacuum advance. Performance-tuning a
distributor mainly involves getting the mechanical advance optimized. There are two
characteristics to a conventional mechanical advance system, which boils down to "how much?
Performance engines like a certain amount of advance through most of the upper operating
range, usually referred to by tuners as the amount of "total" advance. Typically, Mopar engines
respond best with between 35 and 40 degrees of total advance, depending on the combination.
The "total" advance is the sum of where the timing starts, the initial timing setting at idle, plus
the amount the mechanical advance mechanism adds in. Stock engines don't need a lot of
initial advance to provide smooth idle and good off-idle acceleration without detonation, and
typically run initial timing near TDC top dead center. By contrast, a hot-cammed street sweeper
often needs 15 degrees or more just to idle cleanly. If both engines run best with 35 degrees
"total," the stocker, starting at 5 degrees initial, will need way more mechanical advance in the
distributor mechanism to get to 35 degrees "total" than would a hot mill idling with 15 degrees
initial 10 degrees more, to be exact. Setting up the amount of mechanical advance comes down
to figuring out what the desired or required initial timing setting needs to be, then limiting the
mechanical advance to the value required to achieve the optimal total setting. The second part
of the mechanical advance mechanism to consider is the rate at which the advance comes in.
This is the function of the advance springs. Stiffer springs bring the advance in more slowly,
while lighter ones let the advance come in sooner. The springs answer the question of "when?
There are many theories on what is best, but often the mistake is to go too quick with the
advance rate. Some springs are so light that the mechanical advance will start to swing in at idle
rpm, which can cause real driveability problems, erratic idle, or the engine nosing over and
stalling when the rpm drops and the engine suddenly loses a fistful of timing at idle. Detonation
can also result from too much timing too fast. Considering that in a performance application the
engine flashes against the converter over 2, rpm, or much higher in a racier car, a super-quick
advance curve gains little, if anything. On the other hand, the factory setup feeds in additional
timing rather slowly in the high-rpm range-well beyond the point where the "total" should be.
What is best for your car depends upon the combination, although a rule of thumb is to have the
advance start a few hundred rpm over idle speed and reach full advance by 2, rpm or so in a
typical street car-higher if it detonates. The curve is easy to map with a timing light and tach.
While the distributor handles the switching and routing chores, it has little to do with the spark
energy. This is the primary function of the control unit and ignition coil combination. The
control unit affects the amount of primary energy and saturation time to the coil, which
influences its output. There are a variety of Mopar Performance ignition-control units available
for specific levels of performance and rpm. Ultimately, it is the coil's job to generate the voltage
that goes to the spark plugs. A high-performance ignition coil is worth considering in a
performance ignition, particularly as demands of rpm and compression go up. Be aware that
some race coils are not suitable for prolonged low-rpm street use. Our recently acquired '68
Barracuda's was sparked by a stock points ignition. Suffice to say that it was one of the first
items on the hit list in upgrading this machine. We had stacks of the stock production
distributors on hand, and decided to dissect one for a full performance rebuild. Eventually, we

plan on beefing up this with a set of ported iron heads, and a big cam and induction combo, so
the advance was modified accordingly. Even in a stock-for-stock exchange, electronic ignition
offers the kind of reliable, long-term performance that a points ignition can never match. We had
fun and saved some dough tricking out our salvaged sparker, but if you'd rather just bolt one on
ready to go, Mopar Performance offers these gems brand new as conversion kits, including the
wiring harness, ballast, and control box, or as individual components at a reasonable cost.
Either way, when it comes to Mopar ignition systems, the factory stuff packs a lot of
performance. Close Ad. Steve Dulcich writer. Share on Facebook Share on Twitter. Installing or
upgrading from a breaker point ignition to an electronic ignition is definitely a reliability and
performance gain all around. I have used this new regulator and it works real well and helps
simplify no wiring or new alternator the installation. You will or should run good 8mm ignition
wires, I like and use Taylor Wires, and they work real well on an electronic system. You will also
want to change the plug gap and bring it out to. Accel makes coils specifically designed for
your Mopar Electronic System; I would recommend the Accel , which is a Mopar application.
Now there are two ways to successfully install an Electronic Ignition: One is you can go to the
local bone yard and find a good used distributor, wiring harness, ECU Electronic Control Unit ,
rebuild the distributor and install; Two you can go to your local speed shop and buy a Mopar
Performance conversion kit with all the same parts, brand new you need to complete the install.
Either way depending on your budget it will add a few ponies to your Mopar. Here are some
pictures showing components and tools needed to successfully install a Chrysler Electronic
System:. First thing to check on any distributor is if there is any wear on the shaft or if it's just
the bushing in the housing. There are two simple ways to check it. One with the distributor in
your vehicle you can check it right in the vehicle with a dwell meter, with your dwell meter
hooked up and the vehicle running as you increase the rpms of the vehicle your dwell reading
should be steady, if it starts bouncing around it's a good indication that the shaft or bushings
are worn. Two with the cap off try to move the rotor from side to side and if there is any
movement you will have to replace the shaft or the bushing one of the two. The best way to
check it is the first. The bushing driver is the same tool needed to replace your intermediate
shaft bushing in your engine. First as mentioned you want to check the shaft in the distributor
to make sure the shaft or bushings are not worn. Place the distributor in a vise in order to
perform the side wear test. Attach a dial indicator so that the plunger rests against the reluctor.
Using the spring scale attached to the shaft pull the scale applying one pound of pull toward the
plunger on the dial indicator and then one pound of pull away from the plunger. If the total
plunger movement reading exceeds. I would completely disassemble the distributor one-way or
the other. A factory Service Manual will be very helpful here, to give a complete breakdown of
the distributor and its parts. Over time things wear out and with distributors they are assembled
with grease and grease can turn into a very hard substance over time and decrease the
performance. It is a very good idea to completely disassemble the distributor and clean and
wash all the parts with a good cleaner or solvent. Once you have everything cleaned you can
check the condition of the parts to either replace them or reuse them. Pry the reluctor up to
remove it from the shaft with two screwdrivers, next remove the magnetic pickup and the lower
plate from the distributor, remove the Vacuum advance canister, then inside the distributor
shaft where the rotor goes you will see a piece of felt, under the felt is a small snap ring that
needs to be removed. This will remove the mechanical advancing shaft from the main shaft.
There is a small roll pin on the lower side of the housing, which goes through a nylon collar,
this will have to be pressed or driven out very carefully in order not to damage the collar. This
will allow the shaft to be removed from the housing. Be sure not to loose the washer above the
nylon collar and the seal inside the housing. Note: before trying to remove the shaft from the
housing deburr and polish the shaft as not to score or damage the bushings in the housing
while removing it. Now that you have completely disassembled your distributor, clean all the
parts thoroughly, once everything is cleaned you can reassemble. There are two bushings in
the housing, they are pressed into the housing, they can be removed with punch and hammer or
a press, once the new ones are installed they will have to be burnished or reamed to fit the
shaft, once this is done you can install the shaft into the housing and pre-lubricate the shaft
with a light axle type grease. Install the mechanical advance weights on the main shaft, do not
apply grease to the mechanical advance weights, a little oil on the slides is fine no grease.
Apply a small amount of grease to the slide buttons on the vacuum advance plate; install the
vacuum plate and pickup plate in the housing. Install the nylon collar, washer and roll pin on the
shaft. Check the vacuum advance canister with a vacuum pump to make sure it holds a vacuum
of 15 in. To test the pickup in your distributor, you will need your ohmmeter. Place the leads of
your ohmmeter on each wire of the distributor, you should have a reading between and ohms, if
not you will have to replace it. You should also check for a ground on the pickup by placing one

lead of the ohmmeter to one of the distributor wires and the other lead to the body of the
distributor, it should read as an open circuit, if not you will have to replace it. Install the vacuum
advance canister and then slide the reluctor back on the shaft. Note: Install the reluctor so that
the arrow is on top. Lubricate the felt pad in the reluctor sleeve with one drop of light engine oil
and install the rotor. Last, but not least you can now set the air gap for the pickup. Using an. I
would also recommend the use of a new single ballast resistor over a used one as well. The
single ballast resistor can be checked with your ohmmeter, it should read from. Now that you
have all your components and distributor ready, you can install the ECU, ballast resistor, wiring
harness and new coil. First, you will notice on your original ballast resistor you will have two
red wires on one side and a single red wire on the other for trucks. Passenger cars will have two
blue wires on each terminal. Using this adapter terminal eliminates cutting your original wiring
harness these adapters can be bought at places like Radio Shack or your local Auto Parts
stores. You should mount your ECU in a place where it not going to see a lot of engine heat.
Mounting high in the engine compartment is better than mounting it low and in the flow of air
through your engine bay. Once you locate your ECU and mount it, you should run a heavy
ground wire from one of attaching screws to a good ground, this eliminates relying on the
mounting screw as the ground. So, all you should have to do is cut open your original wiring
harness to the coil and distributor and re-tape it with the new wires coming from the ECU
harness and the same will apply for running the new wire from the ECU harness to the new
ballast resistor. Your 6cyl. In order to do this you should have a timing light with a degree wheel
on it; this will take some fine-tuning of your carb as well. If you disconnect your vacuum
advance and bring the engine up to an rpm where it will stop advancing this will give you your
total mechanical advance. Now your Mopar should be reliably and electronically firing all your
cylinders be it 6 or 8. Chrysler Electronic Ignitions. Here are your basic wiring diagrams to show
the wiring of a Chrysler Electronic System. Click for larger image. Oct 23, 1. Messages: 5, Likes
Received: I just purchased a Lean Burn-era C-body that had been converted to standard
electronic ignition using the Mopar Performance kit. The owner told me the car had been
running, but when he went to move it for me to look at, it refused to start. Upon my arrival, I
noted a none-to-clean installation. I figured the problem lay herein. BTW, this is why I and
others are so down on altering originality to "solve" a problem. Most people end up adding to
them! While there I pulled the coil wire and Mrs. Carmine cranked the engine. Sure enough, only
a spark when shutting down. This happens because removing power from the coil induces the
HV charge. There are eight sharp points that rotate past the pick-up without contact, each
correlating to a cylinder. The exposed thick-nickel-sized thing on the ignition module. The
switching must occur very quicklyâ€¦ At RPM it would be 40, times in a minute x 8. At those
speeds, or after 30k miles the electronic switching, lack of electrical arcing and no contacting
parts become advantageous. A deal was struck that included towing the car back to my house
roughly 60 miles. A coil will work when wired backwards, but at reduced efficiency. This is
where rags suggestion to plug a known-good distributor into the harness was helpful as well as
owning another 70s Mopar. So what gives? I had power everywhere I should; at the coil, across
the ballast, to the module and a good solid ground between firewall and the module. I knew the
coil could at least produce ONE spark when shutting down. On a hunch, I wiggled the module
connector while spinning the spare distributor. So I took a closer look at said connector. Not
only that, the China-knockoff module had no way of even threading a screw in! Now the spark
was consistent when using the test-distributor. And one cough, then dead again. Maybe those
plugs are fouled from all the attempted starts? So I pull a few of the easy ones, but they look
pretty good. That must mean that in addition to the bad wiring and crappy-design module, the
pick-up coil must be bad as well. A three-problem stack-up, but still an easy fix. I gave up on the
troubleshooting and decided to cut a car in half to relieve stress. I did that and installed the
distributo
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ford ranger dash lights out
r back in the car. I gave it a spin and got some slow cranks and coughs. Moved the timing
around a bit which yielded more of the same. Lifted the distributor and spun degrees, this
yielded nothing. Like x 2. Oct 23, 2. Messages: Likes Received: Agree x 2. Oct 23, 3. Messages:
8, Likes Received: I personally would not have wasted time by putting in a new shaft in the
Chi-Com knockoff as something else on it will probably just take a crap. My 2 cents worth. Oct
23, 4. Like x 3 Agree x 1. Oct 23, 5. Messages: 13, Likes Received: Oct 23, 6. Oct 23, 7.
Messages: 35, Likes Received: Oct 23, 8. Oct 24, 9. Oct 24, Like x 1. Like x 1 Agree x 1. It
probably needs everything and is riddled with rust. Derby it. Jeff will buy the interior. Agree x 1.
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