L98 corvette engine

Chevy's first-generation small-block had a year run from through Displacement started at cubic
inches, then grew to in '57, in '62, in '70, and finally later that same year. Spin-off engines
included the ''69 , the ''73 , and the '' During the s, emissions and mileage requirements
combined to reduce the output of the Corvette's top small-block, the L82 Corvette engine
performance hit its nadir in , when the ci, hp LG4 was the only engine available to California
customers. A year later, the hp L81 was the only engine available in any new Vette. Things
improved a bit for , with the introduction of the hp Cross-Fire Injection engine. This was
considered a "wet"system because the injectors squirted fuel into the plenum, rather than the
combustion chambers. The Cross-Fire engine was initially used in the new C4, albeit with a
different air-cleaner cover and a few tweaks to bump output to hp. The rest of the car was so
good, no one seemed to mind the carryover engine. The following year, Chevy introduced the
L98, a genuinely modern fuel-injected engine that looked the part. The L98's induction system
gave new life to an old, but sound, design. The intake tract terminated ahead of the radiator,
away from engine heat. Inducted air passed over a mass airflow sensor, through a dual-blade
throttle body, and into a large intake plenum. From there, eight cast-aluminum runners curled
down under the fuel rails and connected to an aluminum manifold base, where the injectors
resided. A vastly more powerful computer coordinated the delicate interplay between air, fuel,
and ignition inputs. The basic "ram"system was much the same as on the old injected Can-Am
cars, only modified to fit under a low-profile hood. In addition to packaging requirements, it was
adapted to deliver low emissions, excellent fuel efficiency, and ample low-end torque. The fuelie
was back, and power was up to horses. More important was the lb-ft bump in torque, up to a
peak of lb-ft at 3, rpm. The difference in engine characteristics between the '84 and '85 cars was
dramatic, with the latter now capable of a genuine mph top speed. That figure made it the
fastest base Corvette to date. For the next seven years, Chevy made incremental improvements
to the L Midway through , new aluminum heads brought a pound weight savings and a 5hp
output improvement, thanks to an increase in compression from 9. A new hydraulic roller
valvetrain brought another 5hp increase in , while low-restriction mufflers tacked on an
additional five horses 3. There were no changes for , but '90 Vettes climbed as high as hp
thanks to a return to speed-density air metering and other revisions. C4s were still winning
races, and no one was complaining about street performance. So sound was the fundamental
design of the L98, in fact, that it was chosen to serve as the basis for the Callaway Twin-Turbo
package. Since the L98 was retired at the end of , a total of eight new SBC variants have been
introduced, with each one raising the bar on Corvette-engine performance. Will the C7
generation continue this trend of steady improvement, perhaps yielding a hp ZR1 model? With
the C7's hp LT1 serving as a starting point, I'd say the odds are very good indeed. This
2,horsepower Pro Street Camaro, the likes of which has never been seen across The Pond,
wakes up the mild streets of England. After 60 years, the C7 took the Corvette to amazing levels
of technology, power and performance. Paul Atkins Hot Rods knocks this '67 Chevelle SS out of
the park; it's simply beautiful, with custom interior, matching top, and an all-new drivetrain.
Scott Teeters Nov 1, Share. View Full Gallery. View Full Image. Connect With Us. Get Latest
News and Articles. Newsletter Sign Up. Related Articles. Ultimate Corvette Roadster â€¦ Yes,
Roadster! This dazzling '67 Chevelle SS was rescued and perfected! The Corvette represented
the second year of the fourth generation of Corvettes. In , a better fuel injection system was
introduced to the Corvette. The new cubic-inch engine had a new designation called the L This
new engine would reign for seven years as the base engine for Corvette, undergoing minor
renovations to tweak its horsepower. The Tuned Port Injection improved fuel economy and
performance of the small-block. In , the L98 5. The engine had a bore and stroke of 4. The L98
was rated at horsepower at 4, rpm with foot-pounds of torque at 3, rpm. The Tuned Port
Injection system improved performance by 30 percent over previous carburetor systems and
showed a 20 percent improvement over the cross-fire injection system. TPI worked by injecting
fuel into each cylinder. In , the L98 on the Corvette received roller hydraulic valve lifters, which
boosted horsepower up to at 4, rpm. The torque changed to foot-pounds at 3, rpm and the
compression ratio rose to 9. The L98 for the Camaro was rated at horsepower at 4, rpm with
foot-pounds at 2, rpm. In , the L98 was tweaked for the last time on the Corvette. Modified
aluminum cylinder heads were inserted onto the engine, which allowed the engine to breathe
better, and the camshaft was revised. The modifications boosted horsepower by 5. The revised
L98 had an output rating of at 4, rpm and the torque remained the same. Road and Track
clocked the Corvette at 6. Vern Hee started writing professionally in He works as a reporter for
the "Pahrump Valley Times. The L98 In , the L98 was tweaked for the last time on the Corvette.
References Motor Era. Should you consider ditching the factory TPI system in favor of a simple
carb and intake? Ask any Vette owner to choose between two particular performance
components, and chances are he'll opt for the one that makes more power. While this logic may

appear sound prima facie, the reality is that there are many variables to consider beyond peak
power alone. Which one would you choose? Is your answer still the one that makes the most
power? In order to make an informed decision, you'll need to understand how each of these
induction systems functions. While both the carbureted and fuel-injected setups provide
metered air and fuel, they go about it in decidedly different ways. In terms of fuel metering, the
carburetor relies on airflow across the venturis to draw fuel from the main jets. The fuel
supplied to the air stream is dependent upon the air speed and the size of jetting or fuel-flow
orifice. The four-barrel design of the carburetor allows you to change the four available main
jets independently, though this is rarely done on a dual-plane intake such as the Performer
RPM. The main jetting is augmented by idle-mixture screws and, in some cases though not ours
, adjustable high-speed air bleeds. The L98 small-blocks came equipped with a unique intake
manifold consisting of long runners fed by a common plenum. These long runners promoted
impressive torque production. The electronic fuel-injection system employed on the TPI
provides even more-precise control of the fuel metering, thanks to the single injector situated at
each intake port. These high-pressure injectors, combined with computer control, allow the EFI
system to provide unequaled fuel metering for every conceivable load, throttle angle, and
driving condition. Where EFI really shines is in delivering improved fuel economy and reduced
emissions under part-throttle cruise conditions. Part of the improvement comes from the use of
elevated fuel pressure and a very small flow orifice in the tip of the fuel injector. The high
pressure and small flow orifice combine to shear the fuel into ultra-small droplets. The greater
surface area provided by the reduced droplet size compared with a similar amount of fuel in one
large droplet improves the burn and energy-conversion rates of the fuel. Certainly, enhanced
economy and emissions compliance are two of the more desirable characteristics of EFI, but
how do these systems fare at wide-open throttle? In fact, the superior atomization and
more-precise mixture control provided by a properly calibrated EFI give it peak-power potential
beyond that of a comparable carbureted setup. That said, the real key to the power curve in both
carbureted and fuel-injected configurations can be found in the design of the intake manifold.
The dual-plane intake is the manifold of choice for nearly all street applications, combining
impressive torque with plenty of top-end power. All of which leads us, in a roundabout sort of
way, to our test. For our carbureted intake, we selected the Edelbrock Performer RPM Air Gap,
arguably one of the best intakes on the market for a street-driven application. We chose the
dual-plane design for its desirable combination of a broad powerband and improved driveability
as compared with the racier single-plane type. While a single-plane intake might produce more
peak power at the top of the rev range, a dual-plane design will provide much more average
power across the useable rev range. Up to 6, rpm-as high as we were willing to push our
well-used Lthe dual-plane would be the hands-down choice. The divided plenum not only aids
torque production, but also improves the signal to the carb to improve throttle response and
fuel delivery. While impressive compared with a single-plane intake, even the dual-plane pales
next to the torque-producing capability of the L98 TPI. TPI might just as well stand for
"torque-producing injection," as the extra-long runners greatly enhance the low-speed and
midrange torque production of the L98 small-block. In simplified terms, long
runners-particularly small-diameter ones-maximize cylinder filling at lower engine speeds. TPI
uses long, small-diameter runners to produce huge torque numbers in the low- and mid-rpm
ranges. Stomp on the gas of an L98 motor, and you're immediately rewarded with an
exhilarating shove in the backside. No waiting to come "on cam"; just instant gratification. The
downside to the significant improvement in low-speed power is that the long, narrow runners
limit power production at the top of the rev range. Tellingly, the L98 makes peak power at just 4,
rpm. Fuel flow to the cylinders on the TPI motor was supplied by individual injectors. To
illustrate the differences between the carbureted and TPI systems, we took what we thought
was an otherwise-stock L98 Corvette motor and installed it on the engine dyno. The engine was
configured with an electric water pump and a set of Flow Tech long-tube headers with open
read: un-muffled collector extensions. The motor ran best with 34 degrees of total timing,
though we reduced the timing at the lower engine speeds. All testing was performed on octane
pump gas. After some minor tuning, the TPI small-block surprised us by producing hp at 4, rpm
and lb-ft at 4, rpm. Given that the L98 was originally rated at hp and lb-ft figures , we suspect
that this particular motor was equipped with a mild aftermarket cam. Compared with L98s we'd
run in the past, torque was actually down a bit, while peak horsepower was up. Despite the
questionable cam scenario, the TPI motor produced impressive torque up to 4, rpm, offering
over lb-ft at just 2, rpm. As expected, the horsepower curve fell off rapidly after peaking at 4,
rpm. The swap went very smoothly, thanks to the engine dyno, and in no time we were up and
running. Using an MSD billet distributor, we dialed the same advance curve into the carbureted
L98 and spent some time jetting the carburetor to replicate the The results were impressive,

with the carbureted L98 producing hp at 5, rpm and lb-ft at 4, rpm. As expected, the carbureted
intake produced much more peak power, offering a gain of over 50 hp out near 5, rpm. But down
low, the TPI reigned supreme, generating better numbers from 2, rpm to 4, rpm. It all boils down
to where you want your power-down low or up top-and how much of an emphasis you place on
the TPI's superior fuel economy and visual appeal. Carburetor vs. TPI It's not terribly surprising
that the stock L98 TPI system produced more low-speed power than the conventional carb and
dual-plane intake. What was interesting was the difference in power out past 4, rpm. Whereas
the TPI signed off with hp at 4, rpm, the carbureted setup continued pulling strong, reaching a
peak of hp at 5, rpm. Though the peak torque production differed by just 7 lb-ft, the TPI
combination made a solid lb-ft more from 2, rpm to 4, rpm. For a drag-race application, there's
no question the carbureted setup would be the way to go. For throttle response, fuel mileage,
and overall driveability, the story would be quite different. Treat your classic Corvette to a
professional dyno shop super tune. Three Corvette Assembly Plants â€” a long look at nearly
seven decade of Chevrolet Corvette production. We take you through the short but careful
process of installing an aftermarket passenger sideview mirror on a C3 Corvette. How To.
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Image. Connect With Us. Get Latest News and Articles. Newsletter Sign Up. Related Articles. Get
a professional dyno shop super tune Treat your classic Corvette to a professional dyno shop
super tune. C3 Corvette Side Mirror Install We take you through the short but careful process of
installing an aftermarket passenger sideview mirror on a C3 Corvette. The L98 engine was the
standard engine option on Chevrolet or Chevy Corvettes produced from to It was a small-block
aluminum V8 engine which produced horsepower and lb-ft of torque. The engine was also
available as a performance upgrade for the Pontiac Firebird and Chevrolet Camaro. Because it
was used in several performance vehicles, there are a variety of performance aftermarket parts
available for L98 powered Corvettes which increase horsepower when installed. Remove the
factory Chevrolet air intake system and install a performance-oriented aftermarket cold air
intake system in its place. This will allow more air to enter the engine, which enhances the
combustion process that occurs in each engine cylinder. Combustion is what creates power in
a car engine, therefore more combustion means more horsepower. This step can be completed
in under an hour and typically results in a boost of 10 to 20 horsepower. Remove the factory
Chevrolet exhaust system and install a performance-oriented aftermarket exhaust system in its
place. This will allow air to exit the engine bay via the exhaust system more efficiently, which
reduces back pressure and increases horsepower. Aftermarket exhaust systems typically
require professional installation because access to the underside of the Corvette is needed.
Further, replacing the factory exhaust system will result in an increase in engine noise and CO2
emissions. Make sure to check with state regulations before performing this step, as some
states prohibit the installation
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of aftermarket exhaust systems. Install a nitrous oxide injection kit. Nitrous oxide injection kits
temporarily increase available horsepower by adding nitrous oxide to the fuel system. This is
typically done by connecting the injection system to a button or lever which can then be
triggered by the driver. The amount of horsepower that is added from a nitrous oxide injection
kit depends on the concentration of the nitrous oxide. Some kits can added over horsepower
per shot, but generally speaking the more horsepower that is added the greater the risk of
damaging the engine. Overuse of nitrous oxide or an incorrectly attached injection kit can
completely blow your Corvette's engine. Scott Eilers began writing professionally in Step 1
Remove the factory Chevrolet air intake system and install a performance-oriented aftermarket
cold air intake system in its place. Step 2 Remove the factory Chevrolet exhaust system and
install a performance-oriented aftermarket exhaust system in its place.

