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are:

1.
F

ord w
as exaggerating.

2.
M

y engine is sick.
3.

T
h

e tw
o

 facto
rs m

en
tio

n
ed

 earlier
acco

u
n

t fo
r th

e d
ifferen

ce.
4.

A
ll o

f th
e ab

o
v

e.
P

o
w

er calcu
lated

th
is w

ay
 w

ill g
iv

e
resu

lts sim
ilar to

 w
h

at y
o

u
 m

ig
h

t see o
n

a
chassis

d
y

n
o

-b
u

t
not

exactly.
R

em
em

ber, chassis dyno pow
er readings

a
re

 ta
k

e
n

 w
ith

 th
e
 w

h
e
e
ls a

n
d

 o
th

e
r

ro
tatin

g
 p

arts at a co
n
stan

t sp
eed

, n
o
t

accelerating.
F

ro
m

 w
h
at ry

e seen
 an

d
read, though,

an
y

th
in

g
 o

v
er 2

5
0

 h
p

 o
n

 a
ch

assis d
y

n
o

 is co
n

sid
ered

 to
 b

e p
retty

stro
n
g
 fo

r street ears.
T

h
e
 p

o
w

e
r c

u
rv

e
 fo

r m
y
 v

e
h
ic

le
indicated

a
 c

o
u
p
le

 o
f u

se
fu

l b
its o

f
in

fo
rm

atio
n
 su

ch
 as (1

) th
e h

ig
h
 rp

m
p

o
w

er is th
ere ev

en
 w

ith
 a 6

0
0

cfm
 earb

an
d

 (2
) th

ere seem
s to

 b
e a little flatn

ess
at

m
idrange

m
ay

b
e ig

n
itio

n
 tim

in
g
,

seco
n

d
ary

 o
p

en
in

g
 at th

e w
ro

n
g

 tim
e o

r
ju

st so
m

e p
ecu

liarity
 in

 th
e m

an
ifo

ld
fluid dynam

ics.
A

n
o

th
er p

o
ssib

ility
 is

th
at (h

eav
en

 fo
rb

id
) F

v
e m

ad
e an

 erro
r

in
 tim

in
g

 o
r calcu

latio
n

.
It

w
o
u
ld

 b
e a g

reat b
en

efit to
 o

th
er

P
a
n

te
ra

 o
w

n
e
rs if so

m
e
 o

th
e
r c

lu
b

m
em

b
ers w

o
u

ld
 tak

e tim
e to

 reco
rd

 th
e

tim
e-to-speed

d
a
te

 a
n
d
 th

e
n
 d

e
sc

rib
e

th
eir en

g
in

e setu
p

.
T

h
at w

ay
, w

e can
all see w

hich com
binations of equipm

ent
w

orks best.
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