Chrysler’s NAGL and
Mercedes’ 722.6

Recognizing the Difference in

by Joe Rivera

Their Torque Converters

transmission side by side with a

Mercedes 722.6, you might start
to wonder, “What’s the difference?”
And, when it comes to the transmission
itself, the answer is “not much.” In fact,
the two are virtually identical.

What is different is the torque con-
verter, and it’s those differences we’re
going to examine in this issue.

If you haven’t seen the NAGL1 in
your shop yet, get ready; it won’t be
long before they become common-
place. They fit a wide range of vehicles,
including the Sprinter, the Jeep Grand
Cherokee, and the very popular RWD
LX Platform Dodge Magnum Charger
and Chrysler 300. And keep an eye out
for them in the hot-as-a-rocket Dodge
Challenger... can you say “Muscle Car
Heaven”?

At first glance, the Chrysler and
Mercedes converters look the same,
but the two are really quite different.
And there are several different con-
verters for the Chrysler product line;
without careful comparison, you could
end up creating some serious troubles
for yourself.

The major outward differences
between the Chrysler and Mercedes
converters are the pilots and bolt cir-
cles. The pilots on all of the Chrysler

I f you place the Chrysler NAG1

converters 1.335” — the Mercedes
pilots are about 1.375”, or about 0.040”
larger.

The Mercedes converters are avail-
able with 97, 9%” and 10-3/4” bolt
circles. Chrysler converters (with the
exception of the 3.0L diesel, which will
be available in the Grand Cherokee in
2007) use a 10-3/8” holt circle.

The best place to start is to check
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. . . the part number on the converter as
There are different parts combinations for each you’re taking it out of the vehicle.

converter, with variations in the impeller, stator and Figure 1 is a chart from Chrysler that
dampener assembly. The differences are subtle, will help you identify which converter

. . . q you’re dealing with. The part number
but they exist, and knowing the difference provides is on the white bar code tag, and is dot

you with a valuable way of making sure you peened into the impeller.

have the right converter for the unit. Figure 2 shows a typical OEM
sticker; if that’s unreadable or has
fallen off, look for the part number
stamped into the converter (figure 3).
With this information and some com-
munication with your torque converter
supplier, you should be able to make
sure you have the right part for your
application.

Physical Differences

Now let’s look at the physical dif-
ferences in the converters themselves.

There are different parts combina-
tions for each converter, with variations
in the impeller, stator and dampener
assembly. The differences are subtle,
but they exist, and knowing the dif-
ference provides you with a valuable
way of making sure you have the right
converter for the unit.

Her are the diferet companents
shown side by side:

Pump Impeller (figure 4) — At
first glance these impellers look the
same, but a closer examination reveals
some slight differences between the
175K impeller (high stall; right) and
the 135K (low stall; left).

Stator (figure 5) — Again at first
glance these two stators look the same,
but careful inspection shows that one
has 17 blades (high stall; right)and the
other has 16 blades (low stall; left). By
all accounts most stator differences in
other converters are more dramatic and
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much easier to identify with a quick
visual inspection.

Dampener Assembly — Some
units have a dampener assembly; oth-
ers don’t. Figure 6 shows the turbine
engaged to the lockup clutch with-
out any dampening springs. Figure 7
shows the converter with dampening
springs. These vehicles have different
clutch strategies and load capacities, so
it’s important to match the system with
the vehicle.

Tips for Converter
Rebuilders

Here are a few very important
rebuilding techniques for converter
rebuilders. The most important point is
to start the process correctly, right from
the beginning: Make sure you have the
right arbor for the person in charge
of cutting the torque converter open.
If you use too large an arbor and too
much force, you’ll crack the aluminum
piston at the bottom of the converter
(figure 8).

These aren’t your average, run-of-
the-mill converters, and they’ll require
more time, energy, parts and labor. The
usual practices apply to the rebuilding
process for this converter except for a
few specific points:

This converter has a clutch pack
installed in the front cover similar to
those in the transmission. These clutch
packs are known to fail and should be
replaced along with the clutches and
o-rings (figure 9).

Figure 10 (page 42) shows a set of
failed lockup clutches. You’ll need to
determine proper clearances because
they come in different sizes. The typi-
cal recommendation is 0.008” — 0.009”
clearance for each clutch plate.

Be careful not to overlook the
o-ring in the bottom of the aluminum
piston (figure 11, page 42). You’ll
need to make a tool to install this o-
ring (figure 12, page 42). Many build-
ers don’t even know it’s there and
forget to replace it. This o-ring seals
lockup pressure and is very important.
Forgetting to replace this seal can cause
lockup chatters and outright lockup
failure.
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Many shops have seen the Sprinter
torque converter because they’ve been
out there for a while. And some shops
are starting to see Jeeps as they come
out of warranty. There have been many
Jeeps repaired under warranty because
of water contamination caused by a
faulty fill tube seal. Service Bulletin
21-011-05 Rev A calls for replacing the
seal and installing a water shield above
the seal. Make sure this modification
has been made before installing a rebuilt
transmission or torque converter.

If you’re a converter rebuilder, be
careful; there are a lot of cores floating
around that were replaced under war-
ranty. Those units need to be inspected
carefully for water damage. If you don’t
replace the parts we’ve discussed, you
can count on a premature failure.

One final thing to consider is the
performance market for these vehicles.
With a handheld tuner, an exhaust sys-
tem and the right modifications, these
converters can make your 13-second
grocery wagon into a rocket ship!

As you can see, there are a number
of differences between the Chrysler
and Mercedes converters, but one thing
remains the same: At some point, they’ll
all need to be repaired. The good news
is this transmission is showing up in
a lot of different vehicles. And while
there are minor differences between
them, they’re all likely to experience
the same types of problems, which
means a lot of work coming to your
door.

So whether it’s a fleet with
Sprinters, Jeeps that are out of war-
ranty and need to be repaired, or the
local hot-rodder looking for perfor-
mance improvements, you’ll be ready
serve their needs.

You can find this article and other
important information about torque
converters at the TCRA web site: www.
tcraonline.com.

Joe Rivera is president of TCRA
board of directors where his prima-
ry goal is for the TCRA to improve
relations between the torque con-
verter and transmission industry.
His shop, ProTorque, is located on
Long Island, NY and can be reached
at www.protorque.com. Joe will be
presenting at this year’s Expo.
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