6.0 vs 6.4 powerstroke

The world of powerstroke engines is dramatic, to say the least. Of course, everyone wants their
engine to be a powerstroke model, but there are variants in it as well. Some of the age old ones
are 6. There are newer options as well but fanatics like sticking with the old ones. If you are
among them, we are sure you are curious to know whether 6. This will also help you determine
what to go for in your next purchase. With factory horsepower of at 3, rpm, the 6. It comes with
a displacement of ci and a compression ratio of The valves are the same, though. It has a
displacement of ci, and the compression ratio is Take our advice and choose neither! You will
do much better if you go with 7. The only place where it loses is the repair expenses. If you can
come to terms with that, 6. Otherwise, if an average powerstroke engine works, 6. The 6. It also
gives more power. Having said that, if you have a bulletproof 6. These are the common reasons
why the 6. It depends on the model. The latter ones from seem to be the same. It is quite good if
you ignore the engine failures that a few users have noted. Yes, but you must maintain it well
and take good care of it. It will be your good friend until , miles if you treat it well and take good
care of it. Problems related to fuel, cylinder washing, and clogging were common. Fuel dilution
due to a problematic post-injection strategy was the biggest complaint. Many users have said
that a deleted 6. The 7. Even though this is an old battle, we have had multiple queries about the
two engines. This prompted us to write the article. We hope it has helped you! Your email
address will not be published. The Pros It has a factory bed plate It offers up to rwhp and allows
custom tuning The rotating assembly can manage rwhp with ease Most of the 6. The pros It
offers up to rwhp. It allows custom tuning The head bolts have a large diameter, protecting the
head gaskets The TorqShift automatic transmission is tougher than 6. People also ask 1 Is 6.
Our vote goes to the 7. Nicola Soles July 15, 0 3 minutes read. Leave a Reply Cancel reply Your
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version. After we made our 6. Both the 6. It would probably be an understatement to say the 6. It
was riddled with problems when compared to the older 7. The 6. A lot of the changes on the 6.
Eventually, the design flaws and endless warranty claims associated with the 6. Both engines
use a 4. Of course, that larger bore requires a completely different piston which is one of the
major problems with the 6. They both use a cast-iron block with cast iron heads, 4-valves per
cylinder with a single cam in the block. One of the biggest and most notable between these two
engines is the injection system. Unfortunately, the 6. The variable turbo gave it good throttle
response and tons of low-end torque while still maintaining good top-end power. This works by
using electronically controlled vanes in the exhaust housing which change the effective internal
size of the exhaust housing, which ultimately changes exhaust gas velocity. Unfortunately, the
variable turbo on the 6. When Ford and Navistar moved from the 6. This compound system was
manufactured by BorgWarner and combined a 65mm fixed geometry turbo with a 52mm variable
geometry turbo. When combined these turbos produced over 40psi of boost in totally stock
form. One of the nice features of the compound turbo system is its potential to support nearly
whp. Part of the reason Ford killed off the old 7. The EGR system does a good job of reducing
emissions output, however, its not the most reliable system in the world. Moving to the 6.
Approximately 25 percent of all the air a 6. The top end of the 6. The by the time the 6. That
being said, the 6. The major weak point of the 6. The bottom end is one of the areas the 6. The
pistons and rods are well known for holding up to extreme mileage and are capable of
withstanding upwards of whp. The crankshaft is secured with a bedplate which makes the
bottom end extremely strong. To put it simply, the bottom end of the 6. To be fair, the
connecting rods and crankshaft on the 6. Due to excessive cylinder pressure, age, abuse and a
design that retains heat, the pistons are prone to cracking in both stock and modified
applications. The important thing to remember here is that both engines have a decent amount
of potential once the most common issues are fixed with aftermarket parts. At the end of the
day, both of these engines were so unreliable and bad that Ford ended up developing the 6.
That being said, the question remains: which one is better? Both engines are pretty stout, with
the 6. Save my name, email, and website in this browser for the next time I comment. Currently
you have JavaScript disabled. In order to post comments, please make sure JavaScript and
Cookies are enabled, and reload the page. Click here for instructions on how to enable
JavaScript in your browser. The Basics It would probably be an understatement to say the 6.
Injection Systems One of the biggest and most notable between these two engines is the
injection system. Emissions Systems Part of the reason Ford killed off the old 7. Head Problems
The top end of the 6. Bottom End Strength The bottom end is one of the areas the 6. About
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Leave a Reply Cancel reply Your email address will not be published. After our 7. But while the
6. For the 6. On the other side of the fence, the 6. Still, for other, non-enthusiast types, rampant
issues and expensive and often extensive repairs led to former 6. While you may have heard the

laundry list of items that plague the 6. So which engine is better? Hold on Shots have officially
been fired! This is one category where the 6. Outside of rare occasions, bottom end failures are
few and far between. The pistons and rods hold up very well as the miles rack up and they can
even survive in trucks making rwhp. To be fair, the 6. Like the 6. However, the factory pistons
leave much to be desired. Some enthusiasts theorize that the extreme drive pressure created by
the factory-based compound turbo arrangement is the most detrimental to piston life. Primarily
an issue in the aftermarket, once head studs have been installed and presumably over-torqued,
a thin spot in the 6. The area most prone to cracking is the section in the block between the
head bolt bore and the lifter valley nearest cylinder numbers three and five , where the casting
is only 5 mm thick. The problem area is also located right between two water jackets, which
means once the crack extends into a water jacket the engine oil becomes contaminated with
coolant. The only remedy is a new block and a full rebuild. Thanks to more awareness of the
problem in the aftermarket, different head stud installation techniques and lower final torque
sequences are now being put to use, which has helped minimize the number of cracked block
scenarios over the past several years. Up top, things are a bit more problematic for the 6. First
and foremost, the engine employs just four torque-to-yield head bolts per cylinder with sharing ,
the head bolts only measure 14mm in diameter, stretch under higher cylinder pressure and lead
to blown head gaskets. If the cracks protrude into the valve seats the head is no longer
usableâ€”and it happens a lot. Not that 6. However, a major wear point in the 6. Thanks to a lack
of oil supply the only means the rockers have of receiving oil lubrication is through the
pushrods , the fulcrum ball is subjected to excessive friction and heat. The pressed-in balls of
the rocker arms are also a point of accelerated wear. In our opinion, the most problematic item
on the 6. The internally-located fluid-to-fluid heat exchanger is notorious for its coolant
passageways plugging up, blocking coolant flow to the EGR cooler and causing the EGR cooler
to rupture. Believe it or not, more than 90 percent of all 6. A reputable shop or a well-informed
owner will know to replace the oil cooler any time a new EGR cooler is being installed. Said to
be under-designed by its critics, the exhaust gas recirculation EGR system on the 6. On top of
that, the aforementioned oil cooler failure can lead to the EGR cooler cracking and dumping
coolant into the exhaust systemâ€”which, thanks to causing a white smoke situation out the
tailpipe, is often misdiagnosed as a blown head gasket. Saddled with even more emissions
control equipment than the 6. Periodically, the 6. During the regeneration process, additional
fuel is injected on the exhaust stroke some of you know that Duramax applications use a ninth
injector to accomplish the same thing. The downside to this is the fact that the cylinders can be
washed down with fuel, which leads to the engine oil inevitably being diluted with diesel. One
issue that plagues both 6. Due to a lack of flex at the bellows, stress coupled with age and
thousands of heat cycles causes them to crack. When they fail, a noticeable hiss can be heard
with the engine under load. Leaking up-pipes also test your sense of smell and sight with
exhaust fumes making it into the cab and soot accumulating all over the back of the engine, on
the firewall and in the transmission tunnel. In our experience, the problem is more common on
6. All of the problems reside in the exhaust side of the Garrett variable geometry turbocharger.
Most frequently, excessive idle time or highway steady-state cruising causes the unison ring to
freeze up due to carbon buildup, rust or a combination of the two. By comparison, the
compound turbo system on the 6. Similar to the 7. However, unlike the 7. The 6. Unfortunately,
as these engines age they become notorious for injection system failures, which unfold in
downright catastrophic fashion. Any time contaminants such as water or rust are permitted to
infiltrate the high-pressure system, the injection pump can self-destruct, send debris through
the rails to the injectors and back to the fuel tank. While 6. Stiction occurs when carbon
accumulations form within the injector, causing the spool valve used to allow high-pressure oil
into the injector to hang up or stick. Stiction can lead to a rough-running engine, some pretty
nasty cold-starts and over time will actually damage the injector. No spool valve or stiction
issues here, but if any contaminants make it through one of the 6. The ultra-tight tolerances in
these injectors and the entire
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high-pressure system in general make them highly intolerant of anything other than fuel. If
these injectors are starved for fuel, such as in the event of a failed lift pump, they can check out
in quick order. Though not notorious for failure, the 6. Sign up for more restomod content to
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