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Setting up an asphalt late model car is both an art and a science.
Whether you are a seasoned veteran or a rookie driver looking to
shave tenths off your lap time, understanding the nuances of a
winning configuration is critical. The difference between crossing the
finish line first and blending into the middle of the pack often comes
down to the details: how the chassis flexes, how the tires bite, and
how the suspension transfers weight. This comprehensive asphalt
late model setup guide will walk you through the foundational
principles and advanced adjustments that define competitive
performance on pavement.

Late model racing on asphalt presents unique challenges. Unlike
dirt, where slip and slide are part of the game, pavement demands
grip, stability, and precise weight transfer. A car that is too loose will
spin out in the corner, while a car that is too tight will push up the
track, burning up the right-front tire. The goal of this guide is to give
you a clear, actionable roadmap for dialing in your car to match your
driving style and the specific demands of the track you are racing

of Asphalt Setup

Before you start turning wrenches and twisting adjustment knobs,
you must understand the physics at play. An asphalt late model is a
highly engineered machine where every component works in
harmony to produce forward momentum while managing lateral
forces.

Weight Transfer and Its Critical Role

Weight transfer is the single most important concept in chassis
setup. When you hit the brakes, weight shifts forward. When you
accelerate, weight shifts backward. When you turn left, weight shifts
to the right and to the left rear. Your job as a crew chief or driver is
to manage this transfer to maximize tire grip. The goal is to keep all
four tires working together, not fighting each other. A car that
transfers weight too quickly will be unstable, while a car that
transfers weight too slowly will feel unresponsive and sluggish
through the corner entry.

The Wedge: A Foundation of Handling Balance

Wedge, also known as cross-weight, is the percentage of total
vehtcle ‘werght- that: sits *orf the ‘right-rear and- reft-front: tires
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combined. It is the most powerful adjustment you can make on an
asphalt late model. Increasing wedge typically makes the car tighter
(less steering response) by adding more cross-weight. Decreasing
wedge makes the car looser (more steering response) by taking
cross-weight away. Every setup should start with a baseline wedge
percentage, typically around 48% to 52%, depending on the track
configuration and tire compound.

Initial Setup: Getting the Baseline

You cannot tune a car that is not built on a solid foundation. Before
you hit the track, you need to establish a proper baseline that is
safe, predictable, and close to optimal. This section of the asphalt
late model setup guide covers the essential starting points.

Ride Height and Chassis Stance

Ride height is measured at each corner of the car and determines
how the chassis sits relative to the ground. For most asphalt late
models, you want the car to sit slightly lower on the left side to help
with weight transfer to the right side during cornering. A typical
starting point might be 4.0 inches of ground clearance on the left
side and 4.5 inches on the right side. Always check your series rules
for minimum ride height requirements. A lower center of gravity
helps reduce body roll, but bottoming out the chassis on the track
surface will ruin your handling and potentially damage the car.

Front End Alignment: Caster, Camber, and Toe

Alignment angles are critical for tire wear and steering response. On
the front end, start with positive caster on the right side (typically 6

to 8 degrees) and slightly less on the left side. This helps with
steering return and stability at high speed. Camber is essential for
putting the tire footprint flat on the track during cornering. Run
around 3 to 4 degrees of negative camber on the right front and
about 1 degree of negative camber on the left front. Toe settings
should be slightly out on the right front and slightly in on the left
front to promote turn-in. These numbers are starting points; you will
adjust based on tire temperature readings and driver feedback.

Rear End Alignment: Squareness Matters

The rear end must be square to the chassis for consistent handling.
Misalignment here will cause unpredictable behavior. Measure from
the frame rails to the axle housing to ensure the rear end is
centered. The pinion angle should be set to roughly 1 to 2 degrees
down relative to the driveshaft to prevent driveline vibration and
binding under acceleration. A rear end that is not square will cause
the car to roll the left rear tire excessively and feel unstable
entering the corner.

Suspension Tuning: Springs,
Shocks, and Bars

Once your baseline geometry is set, you move into the realm of
suspension tuning. This is where you tailor the car's response to the
specific track surface, banking, and corner radius.

Spring Selection and Preload

Springs are the primary support for the car's weight. On asphalt, you
generally run stiffer springs than on dirt to reduce body roll and
keep the tires flat on the pavement. A common starting setup might
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left front, 200 to 300 on the left rear, and 500 to 700 on the right
rear. Spring preload is equally important. Increasing preload on a
corner effectively raises the ride height at that corner and transfers
weight to the opposite diagonal. Always check your spring heights
and preload settings before every race session.

Shock Absorber Settings: Compression and
Rebound

Shocks control the rate at which weight transfers. They do not
support weight; they control motion. On asphalt late models, you
typically want a slower rebound on the right front to keep the tire
planted on the track through the middle of the corner. Compression
settings should be tailored to the track roughness: softer
compression on rough tracks to maintain tire contact, stiffer
compression on smooth tracks to limit body roll. A good baseline is
to start with the shock dyno sheet from the manufacturer and make
small adjustments based on driver feel. Do not make large shock
changes between sessions; shock tuning requires patience and
precision.

Anti-Roll Bars (Sway Bars)

Anti-roll bars connect the left and right sides of the suspension to
resist body roll. On asphalt late models, the front anti-roll bar is
typically larger and more adjustable than the rear. A stiffer front bar
reduces body roll but can make the car push (tight) if overdone. A
softer front bar allows more roll, which can help the car turn but
may lead to excessive body lean. The rear bar is often used to fine-
tune the car's balance on exit. Some teams run no rear bar at all on
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‘Tire Management and Pressure

Strategies

Tires are the only part of the car that touches the track. No amount
of suspension magic will fix a car that has improper tire pressure or
the wrong compound choice. Tire management is a key pillar of any
asphalt late model setup guide.

Starting Pressures and Hot Pressures

Cold tire pressures should be set based on the tire manufacturer's
recommendation and your experience at that track. A typical
starting point for a radial tire on asphalt is 12 to 14 psi in the left
rear, 14 to 16 psi in the right rear, 16 to 18 psi in the left front, and
20 to 22 psi in the right front. The right front is the hardest-working
tire on an asphalt late model, so it needs more pressure to prevent
excessive sidewall flex and overheating. You must check hot
pressures immediately after a run and adjust cold pressures
accordingly for the next session. The goal is to have the hot
pressures end up in the target window, typically 4 to 6 psi higher
than cold pressures.

Reading Tire Wear Patterns

Your tires tell you exactly what the car is doing. Uneven wear across
the tread indicates a handling problem. Excessive wear on the inside
edge of the right front means you have too much negative camber
or the car is pushing. Wear on the outside edge indicates too little
camber or the car is loose and sliding. The left rear tire should show
relatively even wear if the car is balanced. Learning to read tire
wear is a skill that separates winning teams from the rest. Always
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Gearing for Maximum Acceleration
and RPM

Gear selection is about matching the engine's power band to the
track's speed demands. The wrong gear will leave you either
bouncing off the rev limiter down the straightaway or bogging out of
the corner.

Rear End Gear Ratio Selection

Choose a rear end gear ratio that puts your engine at peak
horsepower RPM at the end of the longest straightaway. For a
typical 3/8 mile asphalt track, you might run a 6.00 to 6.50 final
drive ratio. For a tighter quarter mile track, you may need a 6.50 to
7.00 ratio. For a larger half mile track, a 5.50 to 6.00 ratio is
common. Always calculate your RPM at the finish line using your tire
circumference and known gear ratio. A data logger or simple RPM
calculator is invaluable here.

Transmission and Spacer Adjustments

Late models often use quick-change rear ends that allow for easy
gear swaps. Many teams also use transmission spacers to adjust the
overall ratio without changing the ring and pinion. Keep detailed
notes on what gear you ran at each track and what lap times you
achieved. Weather conditions, such as air density and track
temperature, can affect how the engine pulls, so be prepared to
adjust by a few tenths in ratio if the conditions change significantly.

Adjustments

Aerodynamics play a significant role in asphalt late model
performance, especially at higher speeds. Even small changes to
body placement can alter the car's balance.

Nose Height and Spoiler Angle

The nose of the car should be as low as rules allow to minimize air
getting under the chassis. A low nose reduces drag and increases
front downforce. The rear spoiler angle is a primary adjustment for
overall downforce. Increasing the spoiler angle adds rear downforce,
which helps with rear grip but increases drag. Decreasing the angle
reduces drag for higher straightaway speed but may make the car
loose. Find the balance that works for your track. On short tracks
where grip is at a premium, you may run the spoiler steeper. On
larger tracks where speed matters more, you may lay the spoiler
back.

Side Skirts and Underbody Sealing

Side skirts help seal the sides of the car to the track, reducing air
spillage and increasing the effectiveness of the underbody. Ensure
your side skirts are straight and firmly attached. Any gaps will
disrupt the airflow and cost you downforce. Pay attention to your
series rules regarding skirt height and material. Properly sealed
underbody can significantly increase cornering grip by creating a
low-pressure zone under the car.
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Fine-Tuning for Track Conditions

No two race days are exactly the same. Temperature, humidity,
rubber buildup, and track age all affect how the car handles. The
best asphalt late model setup is one that is adaptable.

Adjusting for Temperature and Weather

On hot days, the track is slick and tires will overheat quickly. You
may need to soften the car up by reducing spring rates or lowering
tire pressures slightly to get more bite. On cool days, the track has
more grip, and you can run stiffer settings to maximize mechanical
grip without overheating the tires. Pay attention to cloud cover and
wind direction; these factors can change track temperature by 10 to
15 degrees in minutes.

Rubbering Up and Track Evolution

. Asthe,

ay. goes. on,.the track. will.take rubher, This.changes the gtip
level significantly. Early in the day, the track is green and abrasive.
Later in the day, it becomes slick and rubbered in. You will need to
adjust your setup as the track evolves. Often, this means loosening
the car up slightly as rubber builds, because the increased grip can
make a tight car even tighter. Experienced teams make small
adjustments every session, not huge leaps, to chase the track.

Common Setup Mistakes to Avoid

Even experienced teams fall into traps. Awareness of common
pitfalls can save you a wasted race day. Here are key mistakes to
avoid according to this asphalt late model setup guide.
e Over-adjusting between sessions: Make only one or two
changes at a time. If you change springs, shocks, and wedge
all at once, you
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