Dodge 360 motor

The Chrysler Corporation, also operating as Chrysler LLC, introduced the Dodge cubic-inch V8
engine in the waning years of the muscle car era in Production ended in The V8 was part of
Chrysler's "LA" family of engines. The was a standard engine for Dodge trucks. The basic
design of the V8 remained unchanged for more than 30 years and served as a template for the
high performance Dodge Viper V10 engine. It architecture was timeless, fuel-efficient and
durable for the era it was produced. The "L" in "LA" stood for lightweight. Chrysler used a
thin-walled block and a smaller wedge configured combustion chamber to reduce the engine's
weight by 50 lbs. The ultimately replaced the to cubic-inch V8 with a slightly smaller cylinder
bore of 4 inches compared to the 's 4. The 's stroke, however, was longer at 3. The standard was
equipped with a two-barrel carburetor. A four-barrel version became available in When Chrysler
dropped the in , the was the automaker's most powerful engine. With its introduction in, the
Dodge was one of nine V8 engines offered. Its initial horsepower rating was the second lowest
of the V8 family for the model year. The featured an 8. Its torque was ft. Torque provides the
acceleration for the vehicle. The 's normal oil pressure range was identical to its siblings at 45
to 65 psi. The 's closet rival in raw power was the , which had a larger cylinder bore at 4. The
generated horsepower and ft. By , however, tougher government emission standards sapped
the 's strength. Chrysler detuned the to generate only horsepower and ft. The model years and
were only slightly brighter for Chrysler's V8s. The was gone, but the now came with a
four-barrel carb, giving buyers three engine choices. All three featured an 8. Two four-barrel
versions pushed the to the top spot in power. They wielded horsepower and ft. Early s Dodge
vehicles complemented the with a TorqueFlite three-speed automatic transmission and
standard 2. Optional rear axle ratios included 2. Model year Dodge passenger cars, such as the
Charger, matched the with the three-speed automatic. The standard rear gear ratio on all
Chrysler products equipped with the was 2. Optional gear ratios matching the were 2. The was
the base engine for the s Chargers. Rob Wagner is a journalist with over 35 years experience
reporting and editing for newspapers and magazines. His experience ranges from legal affairs
reporting to covering the Middle East. Dodge Specs by Rob Wagner. Matching Equipment Early
s Dodge vehicles complemented the with a TorqueFlite three-speed automatic transmission and
standard 2. It was factory-installed in passenger vehicles, trucks and vans, commercial
vehicles, marine and industrial applications from through The combustion chambers are wedge
-shaped, rather than the polyspherical combustion chambers in the predecessor A engine or the
hemispherical combustion chambers in the Chrysler Hemi engine. All versions are made of cast
iron, except for the Viper V10 which is aluminum. LA engines have the same 4. The "LA" stands
for "Light A", as the older "A" engine it was closely based on was nearly 50 pounds heavier. It is
essentially a six-cylinder version of the V8. In it used a two-barrel Holley carburetor and
hydraulic tappets. In it was upgraded with throttle-body fuel injection and roller tappets which it
retained until the Magnum update. Next, in the Magnum update, the throttle-body fuel injection
was upgraded to a multi-point fuel injection. The engine was produced through before it was
replaced with the 3. It had a bore and stroke of 3. It had a mechanical solid lifter valvetrain until
when hydraulic lifters were introduced; hydraulic lifters generally make for a quieter valvetrain.
The reciprocating assembly included a cast or forged steel crankshaft, drop forged steel
connecting rods and cast aluminum pistons. The valvetrain consisted of a cast nodular iron
camshaft, solid or hydraulic lifters, solid pushrods and shaft-mounted, malleable iron rocker
arms stamped steel on later hydraulic-cam engines. These actuated the overhead steel intake
and exhaust valves. The cylinder heads featured wedge-shaped combustion chambers with a
single intake and a single exhaust valve for each cylinder. Spark plugs were located in the side
of the cylinder head, between the exhaust ports. It featured a 4-bbl. In only the muffler was of
"straight through" construction. A special version was also available in only - it used a 0. It was
available in the Dodge Dart only, and the car so equipped was called the "D-Dart", a reference to
its classification in NHRA D-stock for drag racing, which was the car's only intended purpose. It
appeared shortly after the , in , and proved tremendously successful. The LA engine was
available until when it was superseded by the Magnum version See below. It used hydraulic
lifters and a two barrel carburetor for most of its production, though four-barrel Carter
Thermo-Quad and Rochester Quadrajet carburetors were used in police applications starting in
The received roller lifters and a fast-burn cylinder head in Throttle-body electronic fuel injection
was factory equipment on the Imperial. From to , another throttle-body fuel injection system was
used for truck and van applications. Its block was bored out to 4. Anticipating higher loads
resulting from racing operation, the engineers fitted a forged shot peened steel crankshaft
instead of the cast nodular iron unit used in the This also included shot peened hammer-forged
steel connecting rods and high compression cast aluminum pistons with full floating pins. A
4-barrel carburetor was mated to a high-rise, dual plane intake manifold feeding high-flow
cylinder heads that are still considered among the best of that era. An aggressive cam was

fitted to take advantage of the much better breathing top end. The 4-speed cars got an even
hotter cam, but it was discontinued for , where both automatic and manual cars shared the
same cam. The engine was equipped with hydraulic lifters and two bolt main bearing caps,
leading some to initially underestimate the 's potential. The '71 's compression ratio was The
also used additional heavy-duty parts, such as a double-row roller timing chain and
sump-mounted windage tray. This version featured a heavy duty short block with additional
webbing to allow for aftermarket installed 4 bolt main bearing caps. The application-specific
cylinder heads featured relocated intake pushrod passages with offset rocker arms that allowed
the pushrods to be moved away from the intake ports, which could improve airflow if the
pushrod-clearance "hump" was ground away from the intake port by the end user. An aluminum
intake manifold mounted three Holley carburetors, and a dual points ignition system was fitted.
The combination of rising gasoline prices and insurance company crackdown on
high-performance vehicles saw the relatively expensive detuned and phased out. It remained a
high performance engine through , but was de-tuned in with the introduction of low
compression 8. It was released in with a two barrel carburetor. The used the large intake port
heads with a smaller intake valve of 1. Starting with , the was exclusively used in Dodge trucks
and vans. Some prototypes for the EH1 featured Mopar Performance W2 heads, although the
production units had the standard heads. Some police package cars came from the factory with
a steel crank and h-beam rods. The LA was replaced in by the 5. The last variation of the LA
series to be introduced before the Magnum upgrade was the throttle-body fuel injection , roller
cam engine. An in-tank electric pump and reservoir replaced the earlier mechanical camshafteccentric driven pump. The valvetrain was upgraded to include hydraulic roller lifters, however
cam specs remained essentially unchanged. The resulting engine was somewhat improved as
to power and efficiency, and the 5. However, with other manufacturers already introducing the
superior multi-point fuel injection system, Chrysler Corporation considered a more drastic
upgrade program. As the TBI engines were being introduced, the new upgrade program was
initiated in the Chrysler engineering department. In , with emissions standards becoming ever
more stringent in the United States, Chrysler Corporation released the first of the upgraded
engines. In , Chrysler introduced the first of a series of upgraded versions of the LA Engines.
The Chrysler Magnum engines are a series of V6, V8, and V10 powerplants used in a number of
Chrysler Corporation motor vehicles, as well as in marine and industrial applications. This
family of gasoline-burning engines lasted for over a decade, were installed in vehicles sold
across the globe, and were produced in the millions. The cylinder block remained basically the
same. It was still a V-shaped, degree design made of cast iron. The crankshaft, located to the
bottom of the block by five main bearing caps, was cast nodular iron, and the eight connecting
rods were forged steel. The pistons were cast aluminum, with a hypereutectic design. Coolant
passages were located between the cylinders. The gerotor-type oil pump was located at the
bottom rear of the engine, and provided oil to both the crankshaft main bearings and the
cylinder heads via the lifters and pushrods, as opposed to a drilled passage on LA engines.
Chrysler's engineers also redesigned the oil seals on the crankshaft to improve anti-leak seal
performance. Gasoline was supplied to the intake manifold through a pair of steel rails that fed
eight Bosch-type, top-fed, electronically actuated fuel injectors; there was one injector located
in each intake runner. Fuel pressure was regulated by a vacuum-controlled pressure regulator,
located on the return side of the second fuel rail. Excess fuel was thereafter delivered back to
the fuel tank. Later versions had the regulator and filter mounted at the in-tank pump. To
support the new fuel system, the intake manifold was of a new design. Known colloquially as
the "beer keg" or "kegger" manifold, the part was shaped like half of a beer barrel lying
longitudinally atop the center of the V-shaped engine block. The intake runners, which supplied
the fuel and air to each cylinder, fed each of the intake ports in the newly designed cylinder
heads. The bolts that secured the intake manifold to the cylinder heads were installed at a
different angle than those on the older LA engine; they threaded in vertically, rather than at the
degree angle of the up LA. Air was provided from the air filter intake to the intake manifold by a
Holley-designed, aluminum, twin-venturi, mechanically actuated throttle body, which was bolted
atop the intake manifold. Each venturi was progressively bored and had a diameter of 50mm. A
steel cable connected the accelerator pedal inside the vehicle to a mechanical linkage at the
side of the throttle body, which acted to open the air intake butterfly valves inside the venturis.
During idle these butterfly valves were closed, so a bypass port and the IAC valve were used to
control the intake of air. The cylinder heads were another fundamental change of the Magnum
engine, being designed to meet stricter requirements in both power and emissions by
increasing efficiency. The higher-flowing intake ports stepped up intake flow dramatically in
comparison to the original LA heads, and the exhaust ports improved cylinder evacuation as
well. Spark plugs were located at the peak of the combustion chambers' wedge, between the

exhaust ports; press-in heat shields protected them from the heat of the exhaust manifolds.
Cast iron exhaust manifolds, less restrictive than units found on previous engines, were bolted
to the outboard side of each head. The new cylinder heads also featured stud-mounted rocker
arms, a change from the shaft-mounted LA arms. This last change was due to the different
oiling system of the new engine, as described in the next paragraph. The valvetrain was also
updated, although it was still based on a single, center-block-located camshaft pushing on
hydraulic lifters and pushrods, one for each rocker arm. However, the cast nodular iron
camshaft was of the "roller" type, with each lobe acting upon a hydraulic lifter with a roller
bearing on the bottom; this made for a quieter, cooler-running valvetrain, but also allowed for a
more aggressive valve lift. Each of the lifters acted upon a steel pushrod, which were of the
"oil-through" type. This was another change for the Magnum. Because the new pushrods also
served to provide oil to the top of the cylinder head, the rockers were changed to the AMC-style,
screw-mounted, bridged half-shaft type. The new rockers also had a higher ratio: 1. However,
the boss itself was left in place, perhaps to cut down on casting and machining costs, and to
allow the use of earlier LA heads. Engine timing was controlled by the all-steel, silent Morse
timing chain some early production engines had double-row roller timing sets , which was
located beneath the aluminum timing cover at the front of the engine block. The timing chain
sprockets, one each for the camshaft and crankshaft, were all-steel; for the last few years the
LA engine came with nylon teeth on the sprockets. At the rear of the camshaft was cut a set of
helical gear teeth, these being used to spin the distributor. Mounted to the front of the timing
cover was a new-design counter-clockwise-rotation water pump, with much improved flow. The
ignition system was also all-new for the Magnum. A 36,volt ignition coil, usually located at the
front right of the engine, provided electrical power to the center of the distributor cap, where a
spinning rotor directed the power to each of the individual cylinders' spark plug wires. Ignition
dwell, advance and retardation were electronically controlled by the SBEC. The SBEC controlled
the ignition, as well as the opening and closing of the fuel injectors. During cold startup,
wide-open throttle and deceleration, it did this based on "open-loop", pre-programmed
operating parameters. During normal idle and cruising, it began "closed-loop" operation, during
which the module acted based upon inputs from a variety of sensors. The latter controlled idle
characteristics. By centralizing control of these systems, the operation of the vehicle was
simplified and streamlined. Emissions output was controlled by several systems. The EGR, or
Exhaust Gas Recirculation system, brought exhaust gas from the exhaust stream up to the
intake manifold, lowering peak combustion temperatures, the goal being the reduction of NOX
emissions. As the 5. The 3. Starting in the model year it was entirely withdrawn from production
and replaced with the 3. The Magnum 5. The 5. At the time of its introduction, the 5. General
characteristics: [4]. In , Chrysler Corporation released the next member of the Magnum family:
the 5. The standard 5. It was also installed in the Jeep Grand Cherokee Limited 5. As the design
for the 5. This was to be Chrysler's first cylinder engine before the '92 Viper, see below , and can
best be understood as a 5. The 8. The engine lasted through the model year, after which it was
discontinued. Chrysler offers a line of crate engines based on the Magnum designed to bolt into
older muscle cars and street rods with little modification. Some of the changes to facilitate this
were using a water pump so that older pulleys and brackets could be used, as well as an intake
manifold that uses a carburetor instead of electronic fuel injection. The easiest way to
differentiate a bare Magnum block from a LA is by checking for the presence of the two
crankshaft position sensor mounting bosses on the right rear top of the block, just to the rear of
the cylinder head deck surface. All Magnum engines were stamped with a unique engine ID
number. This was located on a flat impression on the cylinder block's right side, near the oil pan
gasket surface. From to , the ID was 19 digits long. An example would be: 4M5. This example is
a From to , the engine ID was shortened to only 13 characters. It differed in that engine
displacement was given in cubic inches rather than in liters, the usage character was dropped
and the serial number was four instead of eight digits long. To add some confusion, not only
was the name Magnum used on Dodge passcar hi-po engines s, and vehicle lines in the late s
and s, it was also applied to the 5. From Wikipedia, the free encyclopedia. Motor vehicle engine.
V6 V8 V Carburetor Throttle-body fuel injection Multiport fuel injection. Chrysler PowerTech
engine Chrysler Hemi engine. Retrieved 17 December Popular Hot Rodding. Archived from the
original on 25 March Thomson Delmar Learning. Archived from the original on 20 February
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related to Chrysler LA engine. It looks like you're new here. If you want to get involved, click one
of these buttons! What we felt directly translated over to the numbers side, as the Ram posted a
time of 9. Running straight-line acceleration with a grand of weight in the bed netted a of
Howdy, Stranger! Sign in or Register. On Edmunds. Visit Edmunds How-To Guides. Service
Centers in. Browse Forums by:. What Edmunds Says Pros. September edited May in Dodge.
Everybody says the is "ancient" or a "old chunk of pig iron". Is Ford and Chevy motors that
much better? I own a 96 Ram with the 5. I've hauled 2 tons of firewood enough to compress the
springs all the way to the stops and then I hooked the trailer up! Sure it won't win any races and
the gas mileage isn't great, but so what. It's a truck and it keeps coming back for more. Does
everybody think the new Hemi will be any better on gas. Sure it'll have more ponies but that's
about it. I'm tired of everybody busting on the It's served Dodge well all these years. One more
thing, if it's so bad. Why do you see more Rams on the road then Chevy or Ford combined?
September I agree the is a good motor. I think the only reason they get ragged on is Chryslers
engine management controls or lack of compared to GM and that clouds the issue. I just picked
up a a few weeks ago,so far so good. I don't haul or tow so I'm more into hp than torque. I had
comsidered a Dakota QC with the 4. Then I recently read an article in one of the truck mags
about the 5. Like Ford and GM or even Chryslers own 4. I agree it'ds been a good, reliable
engine, albeit a thirsty one. The 5. It's biggest complaint is fuel economy and the second
biggest is that it rated at a lower horsepower than Chevy 5. The is the best small block engine
ever put into a light duty truck The reason people don't like it is because it doesn't put up the
peak numbers. Most people don't know or care that it will clobber any current small block on
low end torque and horsepower,below rpm. Probably one of the biggest reasons Dodge trucks
are slower in the quarter mile than Fords and Chevy's is because they are substantially heavier.
Of coarse you don't see that published in the magazine too often. OHC designed powerplant.
I've lampooned the in prior posts to effect a lively rebuttal however deep down this old man
respects the Dodge Aspen Poleeece motor. Lots of aftermarket items to turn a Dakota 5. I would
mill the heads. Well said moparmad. I dont know about it being the best small block but the is
one tough [non-permissible content removed] motor. I have a with the and I love the low end
torque thie engine has. You talked about the new engines and their lack of low end grunt, my
buddy and I proved it one day he has a GMC with the 5. We found that from one light to the next
the ram was quicker, if there was 2 lights he would catch up and 3 lights he would pass me. I
meant to say it was one of the best smallblocks ever,but I didn't feel like changing it after I
noticed my mistake. I have rebuilt a ,a friends Chevy,and a cousins Ford. I can honestly say that
by looking at the bare blocks alone you can easily see the difference,I'll bet I could pick up that
block and throw it. It is interesting to me that few people would dare to put down the but the and
are both LA engines and share many parts. The first year of the was the last year of the ,and the
actually outpowered the vaunted The to me is the small block equivalent of the The has a huge
bore and relatively short stroke,and when built correctly will outpower a ,but like the it was born
too late and received a smog choked reputation. Mopar Muscle magazine calls the apropriately
The Great Underachiever. My Dad had a '59 Fury. I know it had a 4bbl carb and dual exhaust and
could break the rear tires loose when kicked down at mph. I'm thinking it was not the but can't
remember for sure. Don't know that a could do that. And you'll see As an example, take GM's, 6.
With something like horsepower and over lb-ft on tap you'd think it must be a monster motor,
something like 6. Ford's 5. Is the an awesome motor? Is it a very competetive motor in today's
field of full sized pickups? Times change, and when competitors are offering more output and
better mileage it's just not good enough. Maybe the 5. Right now, Dodge really isn't
competetive, forcing customers to choose between a motor that is less sophisticated than the
competition or a smaller 4. Ok I can see your perspective. I don't have any info on the new HEMI
does anybody? I know that for as much gas it drinks it could use a few more ponies. I was
wondering about the 4. Check it out. I think his name is "tavgard". Personally I like the non high
tech It is nice to look in the engine compartment and SEE the spark plugs and be able to replace
them without taking the engine apart. Also I have yet to be dissapointed about the gas mileage I
consistently get 18 mpg on the highway and mixed city and highway, which is better than my
old 97 F with the 4. The latest numbers I have seen on the 5. I realize the is behind other engines
in technology,but it is not as far behind as many would have you think. Personally I think 40
years of proven service is worth alot more to me than having the latest barely proven
technology. My '96 Ram got 18 mpg with its automatic,it was a 4X4 and fully loaded. I think
mileage has more to do with driving location and habits,than if you have the latest in engine
design or not. From the gives an impressive surge off the line that many of these new fangled
mini V8's can't muster. Sure it runs out of breath on the top end,but it is a truck,if Ya just want
to drag race my weapon of choice is my '70 Cuda,but I don't think too many trucks would want a
piece of that. It's more then just peak horsepower, it's the entire torqe curve that's really

important. Torque is the only thing that accelerates the truck, so the area under the torque
curve is what really matters. Yeh my 5. The newer OHC motors were built not to improve power
but to improve emissions and mileage. If those things are you primary concern then there are
probably better motors for you out there then the 5. I also disagree with the post that the 5. The
upgraded computer that gives the 5. I have a in my Ram I will say the engine is awsome and I
love all the power but it is definetely not a race engine. It is slow revving but it has lots of low
end grunt which makes great times but if you want to race you need a aquicker revving engine
and a flat torque curve like the chevy engines. If you want to race go buy a car. October There's
only 1 other pickup, normally aspirated, stock, out there that can match that time and it ain't no
Chevy or Ford, It's a Dodge with the 4. It delivers over ft-lbs peak to the rear tires and HP to the
tires as well. It has better bang for the buck then any of those cars. From the latest Truck Trend
shootout see trucktrend. Dodge truck that could run a sub sec. Not too sure I've even seen sub
's. I'm referring to magazine test reports. From September 98 High Performance Mopar Most
others with multiple driver were in the The Dakota was consistant as a Timex. A sharp
supertune and further testing would have gotten us into the 14s, but time ran out, as usual. One
thing for sure: this truck is a few bolt-ons away from second timeslips. So where the 5. At least
Dodge has the gonads to put a big motor in their little truck. Don't think that new HP inline six is
all that great. In the current issue of road and track it was slower then the regular 4. Bottom line
law of physics says a motor making ft-lbs of torque at rpm will accelerate a truck equally as one
that is making ft-lbs of torque at rpm. Yet the motor at rpm has twice the horsepower, it's not
accelerating any faster but has twice the horsepower. It is good to make the power at a high rpm
so you can take advantage of gearing, but its not good just to get a high peak number like the
the chevys always do for the marketing guys and sacarafice the nice, broad, flat torque curve.
Sorry bout dobting you, I thought that you had a ram not a Dakota I believe a Dak with the is
cabable of a 14 sec run they are much lighter than a ram. I figured he was talking about a Dakota
as soon as he said only the 4. Seems to me everyone is missing the point here. If that fills your
bill then fine,but you should realize that the is,was,and always will be a truck motor,it isn't
designed to make your Ram a dragster,its designed to make your Ram a good tow truck to get
your dragster to the track. It has been doing work for Mopar men since ,and it may be a little
long in the tooth in some respects,but for it's intended purpose I remain convinced there isn't
anything better. Anybody know how to find out? Probably fewer 's out there than you think
considering that the ram has sold more trucks since 94 than in all the years before combined
and not all the trucks have the in them. I personally feel the is the best mopar small block. The
was a great motor and many would consider it more of a 'car' motor. I think they quit making the
about the same time they started making more 's. The had the benifit of better gas and less
emissions so it could run higher compression and hotter cams. The always had the advantage
of more displacement. Giving the more compression and better heads and cams like the had
and it will always be better in all areas because of those extra 20 CI. The highest power Mopar
small block was the sixpac but it was rated with the old standard. One big problem is the
modern 4 speed automatic robs so much more power then the 4 speed manuals or 3 speed
autos the Cuda's and Challengers got. I think the really was more of a car motor first. In the
early 70's the was a pretty common motor in cars and trucks had more big blocks. When the big
blocks became impossible to keep emission standards up on they changed the big gun truck
motor over to the V and of course used the 5. By then they weren't using V-8's at all in the cars
anymore so I think people just started associating it with the trucks. I bet this same
conversation was going on back in about how Dodge was using that "car" motor too much in
it's trucks It's all how you look at it. I'm sure they made more 's then any other dodge motor
period the 3. Rumor has the next generation Dakota getting the 5. With HP in a package it will be
a world beater, and I'll be first in line even if they destroy the current Dakota's great lines. The
sixpack was way underrated. If you remember the NHRA reclassified the at horsepower. I think
it was Popular Mechanics that retested some old muscle car engines and found the 4 bbl to
crank out horsepower SAE net. But you are correct that an identically set up would surpass the
,as they say,there is no replacement for displacement. I'm willing to bet that there are far more 's
around than some think,remember they were available not only in trucks,but in nearly every rear
wheel drive vehicle Chrysler has produced. As far as exact production numbers I couldn't tell
you,but I do know that Mopar made over 3 million big blocks,and I'm willing to bet that they
made many more 's. It's good to see another Mopar fan,I thought we were extinct. Hold on here!
If they put the hemi in a Dak. It'll kick some serious tail!! I had a 94 dak. It was also 4X4. Add
another hp minus the weight of the 4X4 and you've got something to brag about. There are
rumors of just that combination becoming reality. I am on the edge of my seat in anticipation. I
was there at Lyons Drag strip. Regards to all truck lovers Andy. The crash bang Torqueflightes I
would love to see their revival. But,we never will because the new truck buyer would never

except the hard thud when they shift. Talk about indestructible though, I got a hole in the pan on
my Duster,and found out when the tranny ran dry and would no longer move the car. My friend
came to my rescue by bringing me a gallon of Central Tractor tranny fluid,we filled up the tranny
on the side of the road,and I drove it home. After fixing the pan I drove the car another three
years. And this was the light duty ,not the king kong My old Drafting instructor had a '64 Dodge
Polara station wagon of a things with the Hemi engine and a pushbutton torqueflight. He told us
many war stories of street racing his wagon and smoking the Chevies and Fords. I even plan on
taking it hunting. I drive a mailtruck all day and they are RWD. Of course my wife does have a
AWD minivan that we use for the highway. If the snow starts getting deep I'll put on chains, if it
gets really deep like my Jeep was good for, then I'm way past any fish or deer and just in danger
of getting buried in some blizzard! I wish I didn't have to deal with the weather quit as much as I
do,but they are calling for snow tomorrow already. I live about 90 miles south east of Buffalo
New York,so we see more than our share of snow. I have lived without 4WD before and can do
it,but it is so much nicer to just pull the lever and go. She thinks I have enough toys. I am in the
process of resurrecting a '76 Club cab Powerwagon to hopefully take over my winter beater
chores,then I will be ready to trade my Ram in just about in time for the new Charger to come
out. Or maybe the Hemi C,my wife had a M and I loved that car,so I'll have to wait and see what
they actually build,and which I like more. Been awhile since I was in that part of NY. I live about
50 minutes west of Elimra on Ever hear of the town of Jasper? If you were traveling on 36 and
sneezed you might have missed it. Just worked on a new hockey arena in Elmira last year. I
think that city has the most one way street possible in a town its size. Not familiar with Stopped
at a Dodge Dealer over the weekend and glanced at the new Ram. Dam that's a tall truck! Not
that it's any taller than the old model. None open so I didn't get to checkout the inside.
Supposedly largest cab in the class. Well, it is slightly taller-4" taller 4WD and slightly wider 1"
than the previous models. Cab space is very generous, if I say so myself. Does anyone know if
the hemi will be available in the regular cabs? November I hauled a fifth wheel for many
thousands of miles with my '98 quad and passed a lot of motor homes in the mountains, going
up. When that engine gets wound up above 3k it really likes to sing. The only reason I traded it
for a Cummins was because my new 5er was way too heavy for a Since then, I see a lot more
complaints on the reliability. December So if I will be doing some occasional light hauling,
which engine is better? I've heard good things about the 4. Maybe once a month I will tow a lb
trailer. What do you guys think? Worked in the auto repair business for a number of years. In
my experience very few Chrysler V8s ever needed any serious repair and had next to no design
faults, with the exception maybe of timing chains this may have been a component supplier
problem as this seem to vary over time. The is was? They are heavy, durable motors and use
excellent materials. Unlike Chevys, very seldom did any valve work on these motors, even with
K on them. One of the few motors to escape the soft camshaft era of the s. Their efficient
combustion chamber design allowed the and to meet emissions for many years without the
costly, troublesome air pumps and other add-ons used by GM and Ford. As someone else has
already pointed out, the Chrysler motor develops more usable torque at lower RPM. As far as
fuel consumption is concerned, I suspect in actual use the difference between GM, Dodge and
Ford is so slight that it really makes the subject almost silly. Its a simple rule of physics: the
more power you produce the more fuel you're going to burn. I've driven a couple of Dodge
trucks and it was pretty evident they had more usable power than their Ford or Chevy
counterparts. The Dodge is a heavier truck, and that hurts, too. But how many times have I
heard guys say that "more metal is better. But funny, they were loved back then. If the Chrysler
cid had "Ford" or "Chevy" stamped on it, you guys wouldn't even be having this discussion!
When it came time for my father to get another vehicle, he opted for his third dodge in a row.
Two caravans and now the Durango with the 5. Almost 10k less than a comparable Explorer, I
was truly impressed with the power. Nice job, Dodge I didn't know what I was missing. This
venerable powerplant has been around long enough to build a rock solid reputation. I was
proud to be behind the wheel of the Dodge when I had a chance to "race" one of the new 4. I had
him dusted by the 40 mph mark. Stump pulling torque and decent horsepower were starting to
become a thing of the past The air cleaner says 5. Not actually sure about this. The air cleaner
has 2 snorkles, only one has a heat chimney to the exhaust manifold. The other ends with a
flapper valve, with nothing attached. It might not even be the correct air cleaner. It also has a
forest of unattached or blocked-with-a-screw vacumn hoses. Basically a POS. But it was one of
those things driven by my house and 'look at what I bought' vehicles. Of course, the belts are
off both of these. Other posts in here talk about the emission problems of the 5. Are both of
these actually air pumps???? I told him not to touch the stuff on the motor. If it would start and
run now, don't try to put it back together. Whatever he did would probalby hurt the dirvability
rather than help it. January It's been out a long time. In fact that's it's greatest fault is that it has

been around and performing reliably that technelogy has passed it up. Its just not fuel efficient
enogh to satisfy a lot of consumers. I have one and its excellent. I like the 5. It will be phased
out in about two years or so The Ram this year and the Dakota next year. I just think its time has
come. So is the 4. I dont know how the engines are in the Dakotas but I went to look at the new
rams and the 4. Given a choice right now I will take the 5. They are underpowered compared to
GM and Ford engines that's why! I am not sayi
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ng it is not a good engine, but the truck is also a big truck Ram , compared in weight to others.
Now the Cummins or the Gas V are great and I would snach one up in a heartbeat. But I guess it
all depends on what size truck you are going to buy. Power up the wazooo, but in the ram I feel
it's underpowered. Dodge knows that that engine can produce more hp and tourque so why
don't they do it?? And I know a number of ex-Chevy owners that would say the same thing. My
cid small blocks were no match for the cid 5. Our current cid Chevy is just marginally better
than the 3. And the 's gas mileage is putred! I believe the 5. What I think hurts the 5. People that
drive a 5. This is probably due to the torquey 5. When the RAM 5. And yes, the RAM series are
quite a bit heavier, some pounds I believe. But have you ever seen a 5. You might be surprised.
All this being said, I think the new hemispherical combustion chamber designs coming from
Chrysler change things quite a bit. The new 4. The new 5.

