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Close. Continue Go Back. Most S owners know that if you are planning on modifying your
late-model vehicle for the sole purpose of extracting the maximum amount of usable power for
the street or the track, adding incremental upgrades throughout your build may yield more
significant results. Since the Mustang GT made its debut in North America, we have had the
pleasure of reporting time and time again, examples of just how impressive these engines
respond to power adders and boost. But what if your current build goal is not to make that jump
to forced induction? And what about the topic of keeping your build CARB legal? If these sound
like the questions you have for your current build, you will be happy to know that the team at
Comp Cams is hard at work developing solutions for this type of application. Now we all know
that the team at Comp Cams is no stranger to making significant power on both naturally
aspirated and boosted applications on a variety of late-model performance vehicles. But this
particular camshaft application is not necessarily focusing on huge power gains remember
when we brought up the point about incremental upgrades? Once the team at VMP Performance
strapped the car on the dyno, they performed a series of pulls to see exactly how much
horsepower these prototype FSL series camshafts would make on the dual-fuel engine. While
that may not sound like a massive gain in performance, remember we are talking about
performance benefits on an otherwise stock S Once the team at VMP Performance worked their
magic with a custom tune, the car picked up an additional five horsepower bringing that number
up to horsepower by merely adjusting the intake cam timing by 5 degrees on 93 octane fuel. The
above results are what we expected from a drop-in, no tune required camshaft. With the dyno
testing complete on a model Mustang GT, the team at Comp Cams will be taking the valuable
data obtained back to headquarters for final adjustments. And when you combine additional
upgrades like an aftermarket exhaust, cold air intake, and custom tune, this camshaft upgrade
is sure to be a smart performance investment if you are looking for additional power while
staying CARB legal. For the entire lineup of Comp Cams products for your S Mustang, you can
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browser before proceeding. Thread starter pwnall Start Date Feb 4, I can call comp on monday,
but I figured I'd ask first here. Gen3 coyotes dont need to have anything on the DI side of the
fuel systems changed at all. If you need more fuel use the port injection to fulfill the need. Gen3
coyotes use DI and port injection, i dont see any reason to mess with the DI side plus its way
more expensive that just adding to the port injection side. Only the GM cars are screwed when
they need more fuel since thats a DI only engine. I think there are a few things here. You are
making it too complicated here. Alex from VMP has already mentioned tuners basically not

using the DI system for added fuel needs at all. And even more importantly its cheaper and
easier to address fuel needs on the port side. You dont really need bigger lobes you would need
a DI fuel pump that flows more. It will be interesting to see what happens with aftermarket gen3
coyote cams my money is the fuel lobe profile stays the same and people just use same DI
pump or aftermarket pump that flows more. Last edited: Feb 4, Here ya go. Ecoboost but youll
get the idea here. The gains with this combination are significant. Adam Browne, of Revolution
Automotive, extracted massive gains on this Mustang. It picked up in excess of horsepower and
lb-ft of torque, which are gains you can definitely feel". Yeah a few of the ecoboost guys tested
the xtreme di and were not impressed. They are too expensive. But cams are cheap? Itll be
aftermarket cams and DI pumps and Injectors. No reason to get mad. I posted you information
backing up my reason to believe as such. Ohhhhh i thought this was about the fuel lobes and DI
I should have been more clear about it. The performance aspect of the s i dont think will be
much different than the gen2s cam wise anways. Obviously higher compression and DI will
benefit it too. Id like to see how deep into the 10s a NA car could get. Start looking at 5 figures
for some of these FI kits and sometimes I have to wonder do people realize just how much 5
freaking figures buys for bolt ons, cams, chassis, brakes, and big and littles with that kind of
coin?!! Deep 10s All motor will always impresses me way more than a 5 figure FI car running
10s! Put the rest of the cash into the chassis for suspension, lightweight brakes, big and littles.
Best of all not having to worry about a ticking time bomb under the hood or having a giant
paper weight. NA build should be pretty drama free. You must log in or register to reply here.
We write about cam swaps all the time in Car Craft, but we've never covered swapping cams on
a Modular Ford before. Way back in the Oct. It turns out cam swap with the engine in the car
really isn't that bad. Yes, these guys are pros, and this is what they do for a living, but you can
do this at home over a weekend. It didn't require any exotic tools, but you will need to have a
decent balancer puller. You'll also need a way to re-flash the ECM, so plan to buy a tuning
device, and schedule a day with your local dyno shop. Once done, you can expect some
impressive power gains. You'll have to force yourself to not do burnouts everywhere you go.
Before tearing into the engine for the cam swap, Monroe did a baseline pull. The narrow
lobe-separation angle and late-closing exhaust bleeds off the intake charge at low rpm, which
gave the ECM fits as it tried to maintain a decent idle speed and manage low-rpm driveability.
The combination worked nicely above 5, rpm, however, and on RET's chassis dyno, our
Mustang posted peak numbers of hp and lb-ft at the wheels. RET's Beni Holguin started by
draining the coolant from the radiator and engine block. Next, he removed the belt, water-pump
pulley, and harmonic balancer using this three-jawed puller he bought from the Matco truck. It's
for an LS engine, but works on Fords, too. Beni disconnected the wires to the fuel injectors,
coils, sensorsâ€”all the stuff you'd expect. But he also removed the battery and disconnected
the starter wiring and the big connector going into the fuse box. This picture shows you why;
disconnecting those seemingly unrelated components allowed him to move the entire front
harness out of the way, giving him unfettered access to the top of the engine. This is what the
cam drive system on a Modular engine looks like. The toothed wheel on the crankshaft provides
the signal for the crank-position sensor. Also visible are the cam phasers on the fronts of the
cam gears. They provide approximately 10 degrees of cam-timing adjustment under various
driving conditions. To remove the timing chains, Beni had to relieve the pressure applied by the
tensioners. He collapsed the tensioner's hydraulic plunger with adjustable pliers, then removed
the tensioners and tensioner arms. You can leave the chain guides in place the flat, plastic
piece near the top if this picture , because they are on the slack side of the chain and don't
interfere with the removal or installation of the chains. The tensioners can be difficult to remove
because they are a tight fit to the chain, even with the plunger collapsed. Beni installed these
clips to hold the plunger in, and he had to turn the crankshaft a few degrees by hand to get the
driver-side tensioner out. The plunger clips come on new tensioners when you buy one, but we
haven't seen any for sale just by themselves. Be sure to inspect the rubber O-ring on the
backside of the tensioner, as they often develop leaks. Sure enough, ours had a tear in it.
Whether or not you've got leaky tensioners, a good upgrade is to replace the plastic tensioners
found on newer Modular engines, from about 'up with the older-style steel tensioners. Their
machined sealing surface eliminates the need for an O-ring, thus eliminating a potential leak
path. Search Rock Auto for a 'or-older, 4. Note that the right and left side are different part
numbers and can't interchange. With the chains out of the way, Beni was able to unbolt the cam
towers and remove the cams. Be sure to keep the cam-tower caps in order. Just like
main-bearing cams, the caps are machined to fit together with their corresponding tower. If you
mix them up, the cams may not turn freely. The cam gears and phasers are held to the cams by
these one-time-use, torque-to-yield bolts. Buy two because they're sold individually. This
picture shows the valve arrangement for a 3V Modular engineâ€”two intake valves with the

exhaust valve in between them. The roller-cam followers are held in contact with the cam lobe
by both valvespring pressure and the hydraulic-lash adjusters opposite the valvesprings but
hidden under the cam followers in this picture. After applying the supplied assembly lube to the
cam towers, Beni dropped in the new Comp cams with the timing marks roughly positioned for
TDC on the No. The new cam bolts are installed but are only finger-tight at this point. Beni will
torque them once the timing chains are installed. Tightening the cam tower caps should initially
be done by hand, then torqued to 90 lb-in, starting from the center cam cap and working out.
Tightening the caps will cause some of the valves to open, so you'll feel resistance from the
valvesprings as you do this. As you tighten, the cam will fully seat into the cam towers. Watch
to make sure none of the cam followers slip off their respective cam lobes during this process.
Before installing the timing chains, Beni rotated the crank until the timing mark on the crank
gear was in the 6 o'clock position. The timing chains have two dark linksâ€”one for the
crank-gear timing mark, and another for the cam-gear timing mark. You may have to turn the
cam slightly, but once the timing marks match the links on the chain, your valve timing will be
correct. After the driver-side chain and tensioner were installed, Beni checked the crank-gear
timing mark to make sure it hadn't shifted position. With the passenger-side chain installed,
Beni replaced the tensioner arm and installed the new tensioner, torqueing it to 20 lb-ft.
Cam-holding tools are available, but they usually run on the order of a couple hundred dollars.
Beni did things in a less expensive manner, modifying a socket to fit the hex at the rear of the
cams and having a co-worker hold the cams as he torqued them to 45 lb-ft. To prevent these
bolts coming out, Beni applied a generous amount of thread locking compound to the cam
bolts. Beni applied a bead of RTV sealant along the bottom of the timing cover and at the
parting lines between the heads and engine block, then reinstalled the timing cover, making
sure all the bolts went back in the right places. Beni used this balancer installation tool
manufactured by Lisle, which fits a variety of applications. The car started and ran after the cam
swap when Beni turned the key, even with the different cam specs. They let the engine come up
to operating temperature and bled the cooling system at the bleeder screw in the coolant
crossover to make sure all the air pockets were out of the engine. Then Monroe strapped it to
his chassis dyno and loaded a basic tune-up based on the cam's specs, the size of the MAF
sensor and throttle-body, rear-axle ratio, and fuel-injector flow rate. He made a few dyno pulls,
making small timing and fuel adjustments to get the car dialed in. Even though the replacement
cams were smaller than the ones we removed, Greg was able to coax a couple more
horsepower out of the combination compared with the baseline numbers, with peak numbers
after the cam swap of hp and lb-ft. Close Ad. John McGann writer. The old cams PN Duration at
0. Share on Facebook Share on Twitter. The following cam install article is not meant to replace
the cam manufacturers directions. This is a step by step list of directions that I followed to
install cams in my GT Windsor engine 4. This article does not show how to degree your cams in
but it is highly recommended that it is done. Figure 1. All purpose grease. Zip ties. Hand Towels.
Brake cleaner. Starter bolt for aftermarket pulley only if you have Steeda pulleys. Grease pen.
Part 1 Disassembly:. Disconnect battery. Disconnect PCV valve and vacuum line. Disconnect
electrical connectors on coil on plugs, injectors, throttle body, IAC valve, ground plugs, fuel
pressure sensor, EGR. Place some paper towel under the fuel lines and use the fuel line tools to
disconnect the fuel line from the fuel rail. Wrap exposed ends with plastic such as Glad-Wrap to
keep fuel from spilling. Remove 8 7mm bolts holding coil on plugs in place and pull coils out.
Leave the coil end of the wires attached. Remove all spark plugs note this is a good time to
replace plugs. Pull the wire harness along the valve cover loose from the valve cover studs.
Remove 8mm or 10mm bolts holding each valve cover in place. Windsor's' have 13 and
Romeos' have Pull valve covers up slowly and make sure not to rip the reusable gaskets. There
is silicone used at the joints where the timing chain cover meets the cylinder head. Once it is
loose it will take some finagling as there is not a lot of room to work with. You engine should
look like this [Figure 2]. Put the car in gear with the emergency brake on and loosen the two
18mm bolts holding sprocket to the cam [Figure 3]. Windsor motor cars can skip this as they
have pressed on sprockets. DO NOT remove the bolts. Break them loose and snug them back
up. This will make removing the bolts without air tools easier later on. Loosen tensioner and
remove belt. Remove 4 10mm water pump bolts and pulley. Remove 3 10mm nuts holding
radiator reservoir in place and tie strap to the side out of the way. Disconnect electric fan
connection and the AC electric connection on the line just in front of the fan and move to the
side. Remove 2 8mm bolts holding electric fan in place and remove fan. If you have air tools, an
impact wrench will come in handy here. Using a harmonic balancer puller, remove the crank
pulley. Pull the wire harness tab out of the power steering reservoir bracket out and put to the
side. Disconnect cam position sensor located behind the power steering reservoir. Remove
electrical connectors going to the coil packs two each. Remove the three nuts holding the left

coil bracket in place and remove the bracket. Remove the coil brackets with coils and plug wires
still attached as a complete assembly. Jack up car so you can get comfortably under the car
and support with jack stands. Remove 3 visible 10mm bolts holding the power steering pump
on the driver side of the motor. Behind that line is the bolt and you will need a 10mm open
ended wrench to get at it. Once loose move it to the side. This eliminates the need to remove the
high pressure power steering hose to remove the bracket. Disconnect electrical connector on
the AC compressor on the passenger side and crank trigger sensor located right next to
compressor against the timing chain cover. Remove 3 10mm bolts holding AC compressor in
place and move to the side. Remove 4 13mm bolts along the front edge of the oil pan. Remove 2
13mm nuts on the bottom of the timing chain cover holding the wire harness in place. Lower the
car back on to the ground for easier access to everything else. Remove 13mm bolt holding idler
pulley on the passenger side of timing chain cover. There is a timing chain cover bolt behind it.
Using a flat head screwdriver pry the stock cam followers off. This works best if the cam is at
the bottom of the lobe so there is less tension on them. They will pop right off and will not hurt
anything by doing so. This varies by year and manufacturing plant. Unless noted above, the
remaining idler pulleys and belt tensioner do not have to be removed. With all bolts removed the
timing cover will be loose. Pull the top edge away from the motor and upward to remove. Be
aware there are two plastic tabs on the leading edge of the oil pan gasket that the timing cover
may catch on while removing it. Do not break these. Remove the 2 10mm bolts holding down
each of the chain tensioners [Figure 4]. Be careful as you remove these because there is some
tension on them. Slide off the curved portion of the timing chain guide rail and put to the side
[Figure 5]. Part 2 Valve Spring Install:. Before getting started use a towel to plug the 3 oil galley
holes at the bottom of the cylinder head to prevent any parts going down into the motor. This
needs to be done on both heads. Find something to use as a feeler gauge to slide into the spark
plug hole so you can determine top dead center for the cylinder you are working on. We used a
long piece of vacuum tubing [Figure 6]. Rotate the crank bolt and use the feeler gauge to
determine top dead center for that cylinder. The spring compressor tool we used was made by
OTC, part number It works by hooking around the cam lobe for leverage while an arm below
presses against the spring retainer and on the opposite end you use a long breaker bar or
socket wrench depending on working room [Figure 7]. With the spring compressor in place,
press down on the spring until you see the spring compress, leaving the valve locks in the
open. Using the magnetic tipped screwdriver, grab the valve locks and carefully pull them out.
With the locks out, remove the spring and retainer and replace with new valve spring. Put the
retainer in place on top of the spring and, using the compressor tool, press down on the spring.
With the spring compressed, place the retainers back in place. This can be done many different
ways and is the hardest part of the job, bar none. One method is to put an all purpose type
grease on the valve stem where the locks seat. Then, using the magnetic screwdriver, maneuver
the locks in place. The grease will help keep the locks in place. One other option is to put the
grease directly onto the valve lock instead of on the valve stem so it sticks to the valve stem
when you pull the screwdriver away. If your fingers are small enough, a dab of grease on the tip
of your finger will hold the keeper on your finger while you place it on the valve stem. After
placing the first keeper, carefully rotate it around the stem so it is in the bottom position. The
grease you placed on the stem will hold the keeper in place. This will allow you easier access to
place the other keeper on the top portion of the valve stem again. Once the locks are in place,
release tension on the spring so it seats properly. This will allow the second half to go on
easier. Second, keep the spring compressed as much as possible while trying to put the locks
back on. Finally, be patient This job sucks. Allow plenty of time to do it, and if you get
frustrated, walk away and come back later. Repeat these steps on the remaining cylinders. Part
3 Cam Install:. Remove the 18mm bolt and washers from the crank. Note the order and
placement of the trigger wheel and gears. Slide the stock timing trigger wheel off of the crank.
Remove the timing chain from the passenger side cam sprocket and crank sprocket. Remove
the timing chain from the driver side cam sprocket and crank sprocket. Before going any
further, spin the cam to get a feel for how free it spins. Pick a side to start with and grab your
new cam for that side. Most will have a notation on the cam as to left or right side. Left means
driver side and right means passenger side. Compare the lobes to the cam in the corresponding
head to make sure it matches up. Cams are specific to each side, so if you put them in wrong
there will be problems. Once you have the correct cam, remove the 10mm bolts holding the cam
caps in place. Make sure to keep the cam caps in the proper order so they go back on in the
same place. With the caps removed, pull the cam out. Be careful - the cam lobes are sharp. If
you are reusing your old parts, remove the 18mm bolt from the front of the cam. Slide the cam
sprocket off keep in mind which side faces forward and the cam spacer as well. Slide the cam
spacer on to the front of the new cam, followed by the cam sprocket, cam washer and cam bolt.

If you have a compressor, this is when you should impact the bolts on, however they can be
tightened later. Use cam lube on the bearing surfaces and lobes and place into the head. You
can use oil in the cam journals as well. With the cam in place, put the cam caps back in place
and finger tighten the bolts. Using the proper sequence tighten the bolts to 70 to in-lbs. Once
done, the cam should spin just as freely as it did before. If not, loosen up the caps and
retighten. A common problem is over tightening these, so only torque down as specified. Move
to the other side and repeat steps 6 through The back of the follow sits on the valve and the
front on the lifter. Find a cam lobe that is at the base of its circle shortest point and slide the
follower under it so that the rear is over the valve, the roller is under the cam lobe and the front
of it is directly in front of the lifter. Now take a large screwdriver and position the flat head of it
behind the lip on top of the follower and pull backwards using the cam lobe for leverage [Figure
10]. It will pop the follower back into place. Do this for all followers and make sure to rotate the
motor as you go so you can access each one while the base circle is facing down. Take one of
the timing chains and lay it on a clean surface with it stretched out and use a grease pen to
mark the two end links that are facing outwards. Repeat this on the other chain [Figure 11].
Slide the crank gear or gears if you have a car on the crank. Put the 18mm bolt and washers
back in the front of the crank. This is your first alignment mark. Now turn the driver side cam
until the alignment mark is perpendicular to the head surface the alignment mark is a circular
dimple along the outer ridge [Figure 12]. Put the chain on the rear crank gear, aligning the mark
on one end of the chain to the rear crank gear alignment mark and the mark on the other end of
the chain to the cam alignment mark. The right side of the chain should be tight when placing
the chain. You will need to use a wrench to rotate the cam slightly when aligning the marks.
When you are done, you should have both of the alignment marks matched up to the marks you
made with the grease pen. Do the same thing on the passenger side cam, except this time the
bottom of the chain will go on the front of the crank sprocket. Now you are ready for your chain
tensioners. To compress them, you must push down on the hydraulic part of it and the trigger
on the top right next to it. As it bleeds down, you will see the teeth unlocking. Using a small
allen key, push these teeth over so that it compresses completely. When it does compress
completely, you will use that same allen key to lock the tensioner in the compressed position by
putting it into the small hole at the bottom of the front face of the tensioner [Figure 13]. This will
keep it compressed until you have it bolted in. Do this for both tensioners. Slide the driver side
curved timing chain guide [Figure 5] back into the place, then bolt in the left chain tensioner
using the 2 10mm bolts and tighten to ft-lbs. Once it is in place, pull the allen key out and it will
automatically put tension against the chain. Slide the passenger side curved timing chain guide
back into place, then bolt in the right chain tensioner using the 2 10mm bolts and tighten to
ft-lbs. Using a long breaker bar, spin the motor over slowly. If you get any resistance, stop and
check your work. You might have piston to valve clearance or other issues like the alignment
marks are off. Part 4 Reassembly:. Slide the factory timing trigger wheel onto the front of the
crank shaft. Clean the surfaces where the valve cover sits against the head and where the
timing chain cover meets the block and head. Using some oil resistant silicone gasket maker,
put small dabs on the surface where the timing chain cover touches the junction between the
head and block and at the point where the timing chain cover, block, and oil pan meet. Take the
timing chain cover and put it back into place. Put the transmission in gear and torque down the
18mm cam bolts to 82 â€” 95 ft-lbs. Put some of the oil resistant silicone gasket maker on the
valve cover surface right where the head meets the timing chain cover. Do this for both sides of
the motor. Put the valve cover back into place and tighten the 8mm or 10mm bolts down to 71
â€” in-lbs. Install the idler pulley on the upper left side with the 13mm bolt. Remove the crank
bolt, then reinstall crank pulley on the crank shaft. Since there are so many types of pulleys, use
the instructions that came with them for install specifications. Stock crank bolt should be
torqued to â€” ft-lbs. Line the water pump pulley up and hand thread the 4 10mm bolts into
place. These will get tightened later. Put the electrical fan back in place and tighten up the 2
8mm bolts. Plug in the fan connections and AC connection right next to it. Cut the tie strap
holding the radiator reservoir out of the way and line it back up with the factory studs and
tighten down the 3 10mm nuts. Plug the electrical connectors back into the coil packs two each.
Re-install coil on plugs and tighten down the 7mm bolts for each coil. Plug back in the coils,
fuel injectors, fuel pressure rail, EGR, grounds, IAC and throttle body electrical connections.
Re-connect PCV valve. Re-connect tube to IAC valve and to driver side valve cover. Jack up the
front of the car and support with jack stands. Line AC compressor back up and bolt up with 3
long 10mm bolts. Make sure not to pinch any of the wires going to the AC compressor. Line the
power steering pump up and start the 3 10mm bolts and alternate between these three and the
one captive bolt behind the main line. You can only go so far before this bolt is stopping your
progress. Bolt the 4 13mm bolts back into the bottom of the oil pan into the timing chain cover

and torque down to ft-lbs. Plug in the AC compressor and crank trigger sensor. Put the wiring
harness tabs back on the bottom of the timing chain cover and tighten down the 13mm nuts. Go
over everything under the car that you touched to make sure nothing is left undone. Lower the
car back on the ground. Plug the cam sensor back in. This is located on the upper right hand
side of the timing chain cover, behind where the power steering reservoir is located. Slide the
power steering reservoir back into place and on to the three studs. Tighten down the 3 13mm
nuts holding it in place. Route the belt around the accessories and engage the tensioner.
Tighten the 4 10mm bolts holding the water pump pulley in place. Do a once over all parts that
have been touched to make sure nothing is left loose or not torqued down. Warning: These
instructions are to be followed at your own risk and in no way should they replace any
manufacturers instructions or recommendations. I Bill Putnam and Modular Revolution accept
no risk or liability for any damages resulting in the use of these instructions stated here. The
comments system is currently being upgraded so comments are not available at the moment. I
hope to have them operational soon. How to install Cams on a Mustang GT 4. Advanced Search
Search Tips. These cams are ground on NEW steel billet cam cores! Aggressive idle. Gains of
rwhp are common. Like 3. We promise to never spam you, and just use your email address to
identify you as a valid customer. I put these in my Mustang GT, and holy crap what a difference
they made. Car sounds amazing! Just screams like a banshee now! You will get noticed! Order
a pair today! There were issues with me getting the cams due to unforeseen circumstances but
Jim cushman made right on them and I am very happy with his products. Jim is very intelligent
with modulars and he knows his stuff so if you are unsure with the cams you wanna go with just
email him he will point you in the right direction. All prices are in USD. Copyright Cushman
Motorsports. Please wait Cushman Motorsports. Search Advanced Search Search Tips. New
Products. Add To Cart. See 3 more pictures. Product Videos. CMS Stage 2 cams, tuned. Full
bolt-on, 4. CMS Stage 2 cams, t CMS stage 2 cams. Just installed my cams. Enter your name:
optional. Choose Options. CMS 2v Stage 2. Related Products. You Recently Viewed And over
the last couple years, both Ford and GM have announced plans to discontinue a number of
conventionally powered and configured vehicles. And yet, there we were, in rural Pennsylvania
near the border with West Virginia, laying down hellacious side-by-side burnouts in two
Vpowered rear-drive two-doors that probably should be dead by now. But if the proliferation of
their variants is any indication, these two apparent knuckle-draggers are actually thriving. That
would be the one performed in the Mustang. The Camaro, operated by a man who shall remain
nameless and who is also the writer of this story, technically did a burnout. There was smoke.
With so many different output tiers and powertrain combinations available, organizing a
pony-car comparison test can feel like wading through professional-boxing weight classes. For
this test, we chose the equivalent of light heavyweights. These two pack a powerful punch but
are light on their feet. Chevrolet gave the Camaro a facelift for and then gave the just-introduced
model-year Camaro another facelift to make less ugly the facelift. No matter, because the SS
1LE from both years carries the same hp small-block 6. Speaking of direct competitors, the
meaty, beaty, big and bouncy Dodge Challenger is not one of them. For this comparo, we went a
bit farther. Far enough that we managed to get our modernized anachronisms out from under
the shadow of the new-style mobility companies and car-sharers swarming Steel City. The
future can wait for a bit. Verdict: The better vehicle of the two, but not the better pony car. The
Ford lost this comparison test by only three points. Its terrain-tracking combined with an
inability to deal with water-covered pavement made the car a nervous wreck through
construction zones in the rain. But, hey, this is a performance-focused car, right? And so,
naturally, the Mustang PPL2 feels more at home on winding roads. In fact, were it not for the
presence of the Camaro, we would have been really smitten with the Ford. Predictably, the Cup
2 tires provide massive grip. On our foot skidpad, we saw an average of 1. To reach its peak
horsepower, the Mustang needs an additional revs over the Camaro versus At pound-feet, the
Ford is 35 down compared with the Chevy. And it takes the 5. On the road, it felt like a much
larger deficit. Trying to exit a corner in a high gear is a low-thrust downer. Have a look at the
results of the 5-tomph test, which is designed to be more indicative of what owners will feel on a
day-to-day basis: The Ford trails the Chevy by a half-second. It might not sound like much, but
it feels like a lot. Also, those tires give the Mustang a slight advantage in braking and
roadholding, but the differences are so slight as to be purely academic. But, hey, at least you
can see out of the Ford. Highs: Precise, feelsome steering; ass-kicking V-8; daily-driver ride
quality. Lows: That damn interior again, botched facelift. Verdict: A sports car with the bellow of
a muscle car. A muscle car with the finesse of a sports car. Please, Chevy, correct this on the
next-generation car assuming there is one. Pretty please. The materials are substandard. Every
secondary thing that you need to reach, such as a map pocket or a USB port, is inexplicably
behind your back or at such an awkward angle, like the mirror adjusters and navigation screen,

that you grow resentful of the car. And why do we have to feel so cramped in such a large car?
It is a drama-free straight shooter when you want it to be, such as on the expressway drives that
lead to fun roads. Once on those roads, the Camaro excels. It is instead precise. The steering
system is a no-slack, hyperlinear control device. Its somewhat less aggressive Goodyears help
the 1LE deliver 1. We might dial down the programmed-in popping and cracking on overrun, at
least in the less sporty modes. And even with relatively tall gears in the six-speed manual, the
V-8 seems always at the ready to deliver as much thrust as you might desire. New Cars. Buyer's
Guide. Type keyword s to search. Today's Top Stories. The Best Sedans of Best EVs and
Hybrids of Best Pickup Trucks of Best Minivans and Vans of Best Station Wagons of Greg Pajo
Car and Driver. From the July issue of Car and Driver. View Photos. This content is created and
maintained by a third party, and imported onto this page to help users provide their email
addresses. You may be able to find more information about this and similar content at piano.
Advertisement - Continue Reading Below. More From Comparison Test. Versatility can be a
boon for automakers seeking to maximize their investment in a vehicle's development. This is
particularly true of performance cars, a class of automobile that traditionally sells slower than
more practical fare, albeit often at a higher price. Over the past few years the Ford Mustang has
traveled a path similar to that of the venerable Porsche before it in adding a number of variants
designed to snag as many different customers as possible, all without straying from or diluting
the pony car's image. Although the V6 model has sadly disappeared from the lineup, the
introduction of several different turbocharged four-cylinder entries, as well as a pair of
eight-cylinder hooligans over and above the linchpin 5. Even the traditional V8 model itself has
undergone an evolution in terms of setting expectations for sports car fans. It's no longer
enough to simple tick the GT on the order sheet and expect to drive home in the most badass
Mustang on the block. What's it like when you start exploring the GT universe? I spent a week
behind the wheel of one of the coupe's most popular option packages to find out. One of the
most cost-effective ways to inject some adrenaline in a vehicle lineup is to make select features
from upscale family members available at a more moderate price point. Despite their Seussian
nomenclature, there's a lot of good stuff available from both of these in-house upgrades. Like
so many modern, high horsepower cars, the PP packages rely heavily on big, sticky tires.
Performance Pack 1 also includes a more focused suspension tune as compared to the base
GT, as well as Brembo brakes. Performance Pack 2 ups the ante with a magnetically-controlled
suspension system, retuned stability and traction control, and different programming for the
anti-lock brakes. Equally important is the difference in attitude between the two cars. The PP2 is
unquestionably the more hardcore of the two, with its MagneRide setup programmed for apex
hunting more than daily driving, and its massive inchers informing every steering wheel input
and transmitting even the most minor of road imperfections to the cabin. The PP1 car, however,
is just interesting enough to whet your appetite for your favorite back roads without punishing
you during the morning drive. For many drivers, this is an ideal balance, one that allows for
spirited driving that's a cut above stock without an attempt to mimic the more hardcore and
significantly pricier Shelby GT Even better is the fact that some of the PP2 car's gearâ€”such as
the MagneRide system, for exampleâ€”can be added to PP1 cars as individual options.
Although my vehicle lacked that particular feature, it did come loaded with adaptive cruise
control, advanced safety equipment and leather Recaro seats, as well as a pair of sound
systems a Bang and Olufsen-branded stereo and an active exhaust. Don't go too crazy on the
order sheet, however, as it's easy to add items to the Performance Pack 1's bottom line that
boost its price to near-Shelby levels. That ultra-loud exhaust is essential regardless of which
version of the Mustang GT you choose to purchase. With settings ranging from Quiet Mode to
appease your neighbors at start-up, to the otherworldly menace of Race, it's the soundtrack that
the current generation of Ford's muscle machine has always deserved. The raucous nature of
its quad-pipe polemic is also a fair reflection of the Mustang's personality as a whole. Although
light years ahead of where it once was dynamically, this is still a fairly heavy car that feels large
at the limit, and the Grand Touring abbreviation across its rear deck lid is a good summation of
its place in the sporty car spectrum. The Performance Pack 1 is a car destined to cruise from
stoplight to stoplight, hunting down unassuming luxo-badges and then dusting them off with its
Drag Mode and Throwing the occasional track day into the mix isn't a bad idea, just don't expect
to be setting FTD. With a roomy interior for forward occupants, slick-looking LCD gauge cluster
available and solid infotainment system, the Ford Mustang GT Performance Pack 1 is a mature
multi-tasker with a penchant for occasional line-lock shenanigans. It might not turn in lap times
with the same alacrity as the PP2 car, but then again, you won't be shelling out mega-bucks for
replacement tires every few months, either. In the end, the best Mustang is the one you actually
want to drive as often as possible, not the one that impresses in one specific department while
ignoring the day-to-day realities of real-world traffic a
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nd road conditions. For some people a track toy never has to hit the street, as it simply rolls
from the trailer to pit lane and then back again, making the PP2's manners a non-issue. For the
rest of us, the PP1 bridges the gap between fantasy and reality. We compared them to find out.
Sign up for more restomod content to add horsepower to your inbox. Cruise With Attitude That
ultra-loud exhaust is essential regardless of which version of the Mustang GT you choose to
purchase. Real World Fun With a roomy interior for forward occupants, slick-looking LCD gauge
cluster available and solid infotainment system, the Ford Mustang GT Performance Pack 1 is a
mature multi-tasker with a penchant for occasional line-lock shenanigans. Recommended For
You. Subscription Confirmed! Continue on to the site and look for links to the latest articles, as
soon as they are released. Sign me up for a quarterly digital magazine subscription. View or
Download our free Digital Magazines Today! Go to newsstand.

