Inside T&L’s 450-hp 347 Stroker

by the Editors

cl's face ity with our very light

weight cars W haul around, even

a stock 302 would offer impres-

sive acceleration. The added ben-
clit of choosing a 302-based motor over a
lurger Windsor or FE is that lower weight
will also improve handling, braking and
fucl economy. So imagine what a stroked
version could accomplisth. Typically, 302-
hased combinations also cost less than
their larger bretheren.

One company that seems to under-
stand performance enthusiasts” needs is
1T&L Lingine Development who specialize
in NASCAR race engines, custom stroker
assemblies and blueprinted crate motors,
We recently had the opportunity ro check
out one of their new products, actually a
new engine combo, based on their popular
347 stroker, outfirted with a cool stack in-
jection system (CFI) from Dynaformance.
‘T'he idea here was to offer an affordable
smali-block with the fook of downdraft
carburetors but without the tuning vagaries
associated with multiple carbs,

‘The CI'l system promises not anly
good looks bur more power, torque and
bertter fuel mileage over a carburered
induction. The game plan was to run the
big-inch small-block on the engine dyno
with the induction system offered by T&1.,
a 750cfm Holley sitting atop an Fdelbrock
Performer RPM Air Gap manitold. The
bonus then was to refit the same engine
with the CFI set-up and rerun the dyno
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results.

Before getting to the results, we
should take an inside look at this stroker.
Starting with a production 302 block, extra
displacement is achieved using a 4.030
bore and 3.40-inch stroke. The stroker
crank is cast steel, but at this power level a
forged unit is unnecessary, Completing the
rotating assembly is a set of forged [-beam
connecting rods and hypereutéctic pistons
with forged pistons and crank as available
options.

Prior to assembly, the blocks are sonic
cheeked for thickness, pressure tested 1o
443 psi then clearanced. The blocks are
squaretl, the oil galleys tapped for screw-
in plugs and the mains arc align honed.
Blocks are bored and honed with torque
plates Lo minimize distortion and all eeiti-
cal clearances are checked w the nearest
0001. Bach rotating asscribly is balanced
and blueprinted. Each enging is alse dyno
Lested, not so much o verify the power
oulput as to provide the necessary break-in
and check for proper vil pressure and any
fluid leaks prior o shipment,

The T&L 347 short bluek was
equipped with a healthy hydraulie soller
cam, a powerful, bul strect-fricndly Static
compression ratio and plenty of hesd fow.
I’ casy Lo muke powcr with expensive
components, but doing so on & bude
places u premium on component selec-
tion. The cam selected for the 1008 327
was a custom hydraulic roller pmfile from
Comp Cams. After much festing, Tl
settled on a profile that offered 8 5567515

litt split, a 224/230 duration split and a
tighter-than-normal lobe separation angle.
Providing all the airflow necessary for this
combination was a set of Dart Pro 1 Plati-
num heads. The as-cast aluminum heads
teatured 2.02 intake and 1.60 exhaust
valves, T&L researched the necessary dual
valve spring package to allow the motor to
rev cleanly past 6000 rpm. The Dart heads
also featured 7/16 rocker studs (for the

1.6 ratio roller rockers) and guide plates
to work in conjunction with the hardened
pushrods. Additional components used on
the 347 included a standard volume oil
pump, Protessional Products balancer and
double roller timing gear.

On the dyno the carbureted 347
produced peak numbers of 430 hp at 6000
rpm and 423 1b-ft at 5000 rpm. Torque
production from the stroker small-block
combination excecded 400 [h-11 from 3704
rpm Lo 5600 rpm.

Now it was time W swap on the Clas-
sic Fuel Tnjection from Dynaformance.
The injection system consisted ol a quarlel
of dual-throat, 48mm throltle bodics
perched on top of an aluminum intake
manifold originally designed o aceept
Weher carhuretors. The intake design has
been‘altered somewhat with fuel injection
in mind with the addition of 2 commaon
plenum located under the manifold. This
plenum combines a signal from cach
eyhinder via a transfer hole below the
throttle bore. This provides a common
{und dampened) vacuum signal o the map
sensor used with the ECILL

The complete ready-to-run CFT kit
consisted of the intake. throttle hadies,
throttle hnkage. sensors, harness and pro-
grammable ECU. The ECU was supplied
with a number of different engine configu-
ratons on file. so it was a simple matter of
choosing a 347 and loading the program.
'his will ger vou Y0% of the way toward
an optimum tune, but minor tuning was
pecessary to dial in this new combination.
The CI'l system featured a steel braided
fiiel line upzrade. but a high- pressure
mubber line and fittings are supplied with
the kir.

Installation of the C1 system was no
more difficult than performing an intake
swap. IThe electric portion of the equation
was a plig-n-play affair. as the harness
was well fabeled and the plugs only fit
their respective sensors. The lone excep
tion 10 this rule was the injector harness,
but these were well labeled to eliminate
any confusion. All that was necessary was
to run @ vacuum line from the provision
on the manifold to the MAP sensor and
fuel pressure reguiator. The theottle link-
age was similar in position and operation
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