The Durk’s 4Runner FAQ Sheet


Tall springs:
Part Numbers:
Front right 48131-35400 L=368mm
Front left 48131-35350 L=374mm
Rears ( same for both ) 48231-35210

Color Codes:
Fronts: Blue/Pink(left) & Blue/Yellow (right)
Rears: Green/Red

Digital A/C Diagnostic Code 41:

You should read THIS YT thread. especially the post at the end by NAT2500. Apparently, what happens there is a nylon gear in the servo that strips. If you get it out, you can rotate the gear 180° and the stripped part never engages. FREE FIX!!! Good luck. He also has the part number in there.

Safe Mode:

NO, you will NOT go into safe mode or have any effect on performance from a P0420. On my '99, the only DTC's that trigger a safe mode are P0100, P0110,P0115,P0120, P0135, P0141, P0325, P0330, and P1300. The safe mode is different for each code. For example, the only effect of P0135 and P0141 is to deactivate the associated sensor heater circuits. (Other codes would probably result from a dead front sensor, however, in the case of P0135.) See Page DI-8(On-line 4Runner FSM) 
P0125

The Coolant Temp Sensor is not even one of the listed causes for the P0125. This code is all about front exhaust sensors (A/F or O2). The listed causes are:
_ Open or short in A/F sensor (bank 1 sensor 1) circuit

_ A/F sensor (bank 1 sensor 1)

_ Air induction system

_ Fuel pressure

_ Injector

_ Gas leakage on exhaust system

_ PCV valve and hose

_ECM

Don’t bother effing with the cooling system. You are just wasting your time.  Read this: 4Runner FSM: DTC P0125
Non-Denso Exhaust Sensors
Stick to Denso, if you do your research you will see much unhappiness deriving from the wrong sensors. These puppies are very sensitive.  Go to : Denso Web Site
Use this to get the RIGHT Denso part number for your rig. You can then find that Denso sensor elsewhere for a few $ less, example Amazon. However, Amazon's application info is sketchy, so check Denso  first.  Please post the DTC number and we can help you figure out which one is bad. For example, p0420 is usually rear, if it's not a bad cat (really big $$$$). P1135 is your front. Also tell us if you have a one-cat (49-state) or two-cat (Cali.) set-up. Lot's of Cali. '99 were sold in the East, including mine. The sensors are VERY different in front.

A/F

All those codes are related to your Air/Fuel (front) sensor. Change it and they should all go away. 

Look up your Denso part number here: DENSO Aftermarket Online Catalog | Vehicle Parts Search Probably 234-9002.

Denso is the manufacturer of the OEM sensors. Then Google the part number as Denso ####### and as Denso ###-####. Go for the best price. Be sure to check Amazon and rockauto.com. Amazon is usually the cheapest. 

Do not buy Bosch, only Denso. If you live in the snowbelt you will want two new nuts from the dealer #90179-08059 or M8-1.25 stainless nuts anywhere you can find them.
TB

Not clear from your post if/when TB was done previously and what else was done at that time, especially the water pump. If done at 90k, as recommended, you are not due on the TB until 180K. They are not prone to break, and rarely break on their own. That is, TB breakage is more commonly associated with WP seizure or leakage, idler seizure, tensioner failure, cam or crank seal failure, etc. IMHO, it is as important to get in there periodically to verify these other things as it is to just change the TB.

I deliberately waited until nine years and 120K to do mine, but then I did TB, WP, both idlers, tensioner, as well as accessory belts, thermostat and hoses. I plan on not going back in until 240k, and I will do the same thing, plus cam and crank seals. Everything I took out at 120K looked good for more miles, including the TB, but I don't know about going 240k. (I won't do the tensioner next time, that's the one thing I think is good for 240K).

In your case, it makes a big difference if your current WP has 160K or 70K on it. If it has never been changed, as well as the idlers, then I would wait no longer than the 180K to get in there and see what is going on and probably change the TB, WP, and idlers. If WP was changed with TB at 90k, you can probably go to a 120k interval and do them both at say, 210K.

This is my own approach. 120K interval and then change everything. I just think it makes more sense to change the TB a little less frequently but do more when I do it. There is a monster thread on YT with everyone's TB experience. Many people wait until 160k or more to change. There are almost no cases of the TB breaking on its own even at those mileages. There are lots of cases of problems due to WP's in the 120K-180K area--hence my approach. Time will tell if I am right--use your own judgment. I spend a little more on parts (all OES off e-bay), but the longer interval more than compensates.
Here is the YT mega-thread: Linky
And one at TTORA: Linky
Rear Brake adjust
The rear brakes in the Toyota 4Runner are adjusted when you use the parking brake. Toyota has used this system for quite some time.

The system used in most American cars is the Bendix/Wagner system. In this system the brake shoes share a single pivot just above the hydraulic cylinder and the adjuster links the other end of the two brake shoes. Although linked together the shoes are effectively anchored at only one point. The hydraulic cylinder can change the effective diameter of the shoes, but it can't really keep the centered in the drum.

When you apply the brakes, the "leading" shoe is effectively dragged along with the drum. This pushes the "trailing" shoe against the drum and shifts the adjuster towards the trailing shoe.

When you back up, the "leading" and "trailing" shoes are reversed and the shoes will shift the other way when the brakes are applied. This is what works the adjuster ratchet.

Toyota used a dual servo system. In this system there is no "leading" or "trailing" shoe. Each shoe has its own pivot opposite from the hydraulic cylinder. the only real link between the two shoes is the hydraulic cylinder.

No matter which direction you stop from the shoes do not shift position. There is no motion to operate an adjuster.

The adjuster in a dual servo system is linked to the parking brake.

When you operate the parking brake a mechanical lever wedges the two shoes apart just like the hydraulic cylinder would. If the brakes are out of adjustment there will be a large movement in this linkage before the shoes reach the drum. This is what moves the adjuster wheel. If the brakes do not need adjusting there is not enough movement in the linkage to turn the adjuster wheel.

The FSM says to adjust the brakes by cycling the parking brake until you no longer hear the adjusters at the wheels clicking.

With a dual servo system no amount of driving forwards or backwards while jamming on the brakes will adjust anything. The only mechanism which acts on the adjuster is the parking brake linkage.

Use your parking brake once a week and it should stay properly adjusted (credit to jski at TTORA)
100k Maintenance
I certainly would not do an alternator as PM. The factory Denso's are pretty bulletproof, except for the solenoid contacts. But even those give you warning. I would think a new aftermarket reman would be a downgrade from a 100K Denso, so sure as sh** don't do that.

I'm at 130K. I did, between 90K and 120K:
All fluids, including brake and power steering
Timing Belt
Water Pump
Thermostat
Idlers 
Tensioner
Accessory belts (all 3)
Fuel Filter
PCV
Both O2 sensors (both failed but consider at least front for PM at 100k--they will go soon and front may improve performance if new)
Shocks (springs were fine)
Rack Bushings (needed it, yours probably do, too)
Sway Bar Bushings and end links (one link was broken)
Fan Clutch (failed, but I'd consider for PM)
Plugs and Wires
MAF/TB clean
Battery (failed)
Tires (with 70K, after 40K on factory POS GY Wranglers)
Brake Pads in front
Clean, lube and adjust on rear brakes including bellcranks

I really have nothing else planned as PM for quite a while other than repeats of some of this stuff. (I left out driveline grease and air and oil filters, obviously). Check the rest of your suspension and do what's needed.
Fan Clutch Test:

Testing the fan clutch: 

If you have reason to suspect that the fan clutch is defective, here is the recommended procedure to verify the condition of the fan clutch. 

1. Start the car (cold) with the hood open and note if the fan is turning, increase the engine RPM and note if the fan turns faster and the noise increases, if it does, first good indication, if it does not increase speed/noise, clutch is bad and needs to be replaced. (Remember, this must be tested after the car has been off for and extended period, over night etc.) 

2. Leave engine running and note if the fan starts to slow down after 2-5 minutes, speed/noise should diminish and even raising the RPM, the fan should not make as much noise as when first starting, if it does slow, this is the second good indication. If speed/noise does not decrease, clutch may be “frozen” and should be replaced. 

3. Leave the engine idle and watch the temperature indicator. When normal operating temperature has been reached, some increase in fan speed/noise should be noted, in particular when the RPM is increased. If temperature is fairly stable and the fan noise/speed increases or cycles, third good indication. If temperature indication continues to increase, with no increase in fan noise/speed, clutch is defective and should be replaced. 

4. After the engine is at normal operating temperature or above, is the only time that the “rolled up newspaper” test that many people talk about should be performed! Take some newspaper and roll it up into a long narrow tube. Be careful, keep hands and fingers away from the fan while performing this test! With the engine at full operating temperature and idling, take the rolled up paper and insert it on the back side of the fan and try to reach the hub of the fan avoiding the blades until close to the hub. Push the rolled paper at the fan increasing the friction to the hub area of the fan. If the fan can not be stopped easily this is the fourth good indication, if it can be stopped the clutch is defective and should be replaced. Again, this test can only be performed when the engine is at or above full operating temperature. 

Testing can be performed in any order but just make sure the conditions during testing are those that are specified for that specific test. 

Do not continue to operate the engine if the temperature continues to rise and certainly stop if the temperature approaches “redline”. 

	I didn't realize emission places could tell when a CEL was cleared?


They can't. But they can tell if the ECU has run all the tests it needs to do since it was last cleared. So if they get a return " Test Not Ready" when they plug in, they will ding you. The light will only come on when you fail, and in most cases after two-trips. It will also take two trips to return " Test Ready". The Cat efficiency test is one of the most involved, as a lot of driving events have to occur to qualify as a trip. 

Any decent scanner will also tell you if any tests are " Not Ready" .
Clock:
Standard answer #17: Your harness is plugged into the wrong hole in the fascia. For reasons known only to inscrutable Toyota engineers, there is a second useless blind receptacle that accepts the clock harness plug. If memory serves, it's below the clock about a foot and towards the steering wheel. Pull that out and plug it in to your clock. You are not the first, and won't be the last.

VSV’s/ADD
Don't guess at it, troubleshoot! Start at the twin VSV's (Vacuum Switching Valves) on the driver fender wall. There are two long vacuum hoses that come up from the diff, one goes to each VSV. Check to see that one of the two hose nipples on the VSV’s has vacuum (engine running, 4WD NOT engaged. If no vacuum either side, check the check valve going to the intake manifold and look for loose hoses or a hole in the reservoir. If there is vacuum going to one hose, then put it in 4WD. See if the vacuum switches to the other hose. If it does, and no 4WD, problem is the diff actuator or the line to the diff. If it does not, then just switch the hoses and you should go into 4WD. This confirms diff is okay. (Mark the hoses first so you know which belongs where!)

OK, switch them back. Then use a test light to see if electrical signal from the TC also switches sides of the VSV. If it does not, problem is the TC, the switch on the TC, or the TC actuator, or its wiring back to the button (last two for non-J shift only). If it does, but the vacuum does not, the problem is the VSV itself.

I start troubleshooting at the VSV's because you can figure out where the trouble is without having to climb under the truck. [Does not apply to '01-'02]
Photo: http://www.toyota-4runner.org/attachments/3rd-gen-t4rs/114874d1396122602-%2A%2A%2A-help-had-small-electrical-fire-now-nothing-works-20140130_151036.jpg 

Links:

Online 2002 4Runner FSM
3rdGen4RunnersBuyer'sGuide 

-park-brake-bellcrank-repair
P0420

It really depends on why you have the P0420. The possible causes are:
1. Exhaust leak before rear sensor
2. Bad rear sensor
3. Bad front sensor (rare, absent any other code)
4. Bad cats.

I ordered these in terms of cost to fix, low to high. The first thing is just reset the ECM to clear the code, and see how long it takes to come back. It could be a bad tank of gas or other anomaly.

In most cases, no MPG or performance issue is associated with a P0420--other than the silly light. The exception is a really plugged up cat which can really cause problems. This frequently results in a tell-tale sulphur smell at the exhaust, so check for that. Then check carefully for exhaust leaks, as this can frequently be a cheap fix.

If you are not bothered by the light, don't have emissions testing, and don't care about the environment, you can really ignore it as long as the car runs fine.

You can try changing the rear sensor, if you want the MIL to go away. They usually go at 70K+ but yours has 11 years on it. This cured my P0420. A good mechanic with a live OBD monitor can diagnose this. There is also a simulator available from URD (not street legal) which will fool the ECM back into submission. Search on 'URD sim' for more info. 

I strongly recommend that you keep your stock cat(s) until you are SURE they are the problem. They are very expensive and after-market cats just don't work as well. The originals rarely fail at your mileage unless the car has been poorly maintained or physically damaged. Yet lots of dealers, shops, etc. will happily rip them out when they were not the real problem.

Fan Clutch
http://www.yotatech.com/f2/1998-3-4-auto-4runner-overheating-issue-suggestions-216502/index3.html#post51509656 

Anti-freeze

http://www.toyota-4runner.org/3rd-gen-t4rs/100079-toyota-antifreeze-2.html#post888433
1. There are only three types of actual sensors: O2 flange (front and back), O2 screw-in(rear only), and A/F flange (front only). All other differences are wire length only. A/F's and o2's have different plugs. Wire length and specific part number varies by year, auto/manual,4wd/2wd, V6 or 4cyl, Cali./Fed. See #5 below.

2. Failing front sensors can degrade MPG's without throwing a code; if MPG's are out of whack, clean MAF and TB, then change front sensor if over 75k, change plugs if over 30k, change air filter if it needs it (visual).

3. All '96-'98 4Runners had the one-cat system. Cali'. systems with A/F sensors in front and two cats existed only in '99 and '00 and were sold all over the country, especially in 2000. Where the truck was sold means nothing except all trucks sold in Cali. were Cali.s in '99 and '00. Then, all trucks sold from 2001 on had the "Cali." two-cat system that then became the Federal 50-state standard.

4. To tell if you have a Cali., count cats or look at emissions sticker. Look at top left under ENGINE FAMILY: if it says ...AF, TWC(2), HO2S....it's a Cali. If it says ...TWC, HO2S(2).... : it's a one-cat, '96-'00 Federal.

5. Use Denso or Toyota sensors (made by Denso) only. You will pay a lot more for the exact same thing from Toyota. Get your Denso part number here:Find My Part | DENSO Auto Parts. Then buy on Amazon, Rockauto or wherever is cheaper.

6. In salty states, the nuts will rust away and have to be replaced. They are stainless steel M8-1.25 nuts, part #90179-08059 at the dealer. Two per sensor. Denso/Toyota sensors come with the gasket included.

Coolant

1. Some coolants are full-strength and need to be diluted 50/50 with distilled water. (Toyota Red). Some come pre-diluted (Toyota Pink--yes, there is a pink. It is NOT just diluted Red, it is a different formulation for newer cars. Also Zerex Asian, which is a Pink clone, at Napa and elsewhere.)

2. They are all the same in terms of heating, cooling, freezing, boiling as long as they have the same strength of ethylene glycol.

3. The other differences are all related to corrosion resistance. Some formulas use additives that are bad for our Japanese cars, notably Euro formulas with borates and silicates. Ours use phosphates, which the Euro engineers hate. 

4. You can use modern green with no problems, as long as you keep the change interval short (20-25k max). You can run Toyota Red for 30k/2yrs or Pink--or Zerex Asian--for 50k5/yrs.

5. Most of us choose to run Toyota Red, as it is easier to do a full flush when using a full-strength coolant and it just works. It is what it came with from the factory. Dealer or Amazon.

There is a new entrant: Pentosin. They have launched Pentofrost A1 which is a Red clone (full-strength), and is available at my local NAPA for $25.99

http://www.napaonline.com/Catalog/Ca...203_0421979991

They also have Pentofrost A4 which is a Pink clone (diluted 50/50) and available at NAPA for $23.99.

http://www.napaonline.com/Catalog/Ca...209_0431955313

The A1 is clearly a much better deal.

