Ford automatic locking hubs diagram

Ford 4x4 Hubs Diagram Wiring Diagram. Ford auto locking hubs diagram. This video will show
you step by step how to find. I have a ford bronco with auto locking hubs. When the front hubs
are commanded these seals are required to seal vacuum theres a couple of posts around that
explain vacuum hub strategy. Turn the ignition switch to run you dont have to start the truck
and the air controls to vent and the fan control to low. Put transfer case in 4wd and put vehicle
in gear. Guzzles ford powerstroke diesel autolock hub disassembly and lube guzzles web store
offering repair o rings seals fuel bowl and hpop repair kits many that are not offered by ford or
ih. Mile marker ss lock out hub 1 pair. Find great deals on ebay for ford ranger locking hubs.
Remove the body assembly from the front disc brake hub and rotor. Skip to main content. Or
best offer. Remove the lock ring seated in the groove of the front disc brake hub and rotor Auto
hub diagram. Start engine with vehicle in neutral and transfer case in two wheel drive. While
rotating front disc brake hub and rotor tighten wheel retainer nut to 68 nm 50 lb ft to seat wheel
bearings. Front wheels should spin freely by hand. Raise vehicle on a hoist so that all wheels
are off the ground. Front and rear wheels should rotate together. If the trucks vacuum pump
comes on wait until it stops running before each test open the hood and youll hear it better. The
dangling ring is part of the hub seal also called the steering knuckle or spindle seal. An
affordable aftermarket alternative to high priced dealer repair parts. Automatic auto locking hub
for ford excursion f f f f super duty. If the autolock hubs on your esof equipped ford superduty
do not lock or engage when you switch into 4x4 chances are you have a vacuum leak. Auto
locking hubs for f Try prime all. Ford F Parts Partsgeek Com. Post a Comment. Shift on the fly
auto locking hubs not auto locking. Guaranteed by fri mar. Ford 4x4 Hubs Diagram Wiring
Diagram Wehn i removed the hub to service the brakes a number of small bearings dropped out
of the cap area. Free shipping on eligible orders. Share this post. Newer Post Older Post Home.
Subscribe to: Post Comments Atom. Iklan Atas Artikel. Iklan Tengah Artikel 1. Iklan Tengah
Artikel 2. Iklan Bawah Artikel. About Contact Privacy Policy Disclaimer. Wheel slip occurs when
the force applied to a tire exceeds the traction available to that tire. Four-wheel drive minimizes
wheel slip because it increases the amount of longitudinal force the tires apply to the ground.
Longitudinal force propels a vehicle forward during acceleration and slows it down during
braking. The more longitudinal force applied to the ground, the less wheel slip. In the good old
days, the mechanisms that engaged the transfer case and wheel hubs on 4WD trucks were
simple. Pulling on a lever when stopped would engage the transfer case, and a half-turn at each
front wheel would lock the hubs. Half the fun is trying to get through the puddle in 2WD. They
hardly ever cause a problem and when they're locked, they stay locked. Automatic locking hubs
and shift-on-the-fly make engaging 4WD as easy as turning on the radio. But you know how it
is: More technology often equals more problems. It consists of an electric stepper motor
mounted on the rear of the transfer case that drives a cam, which moves the shift forks to the
selected position. This allows the vehicle to be shifted while moving. The recommended top
speed to switch between 2WD and 4WD high depends on the model year, and usually comes in
around 50 to 55 mph. Then the clutch coil is deenergized and the transfer case shift motor
engages, moving the shift forks to the desired position. This is done to accelerate the front
halfshafts to equal the speed of the wheels and to initiate locking of the front hubs. The
indicator lamp is activated by feedback from the shift motor, which contains four contact plate
position sensors that report motor position back to the electronic shift control module ESCM in
and earlier models, and to the generic electronic module GEM or the powertrain control module
PCM in later models. For older models, we must use an ohmmeter to check the contact plate
circuit status open or closed at the ESCM eight-pin connector. The chart at left shows the
proper contact plate status for each shift motor position. If the motor is reporting the wrong
position, the transfer case will not shift to the selected mode. These motors do malfunction on
occasion and are the most common cause of the transfer case not shifting. The relay modules
behind the dash also malfunction and will sometimes melt the harness connector at the yellow
and orange wires that feed the shift motor. Advise your customers to periodically switch to 4WD
for a few seconds just to get the shift motor moving. When it comes to automatic locking front
hubs, Ford seems to keep going back to the drawing board. The early-style mechanical
automatic locking hubs are an uncomplicated design that uses the rotation of the front axles to
move a coupling that locks the wheel to the axle. When the speed of the front axles equals that
of the wheels, they lock, and remain locked until the transfer case is disengaged and the vehicle
is backed up for at least 10 feet. They tend to come apart if enlisted to participate in some real
driveline-twisting 4WD activity, which is why a lot of hardcore guys swap them out for manual
hubs. They usually make a high-pitched chatter sound in 2WD that changes when switching to
4WD. The model year introduced the locking front differential. Rather than locking the halfshafts
to the wheels, Ford uses a vacuum motor to lock the shafts to the front differential. The vacuum
motor, which is mounted on the right side of the differential, moves an axle clutch gear that

engages the right-side axle to the differential. This is a good system with very few issues. When
diagnosing a front differential engagement problem, manually check the vacuum motor first.
Inspect it for damage, as most vacuum motor failures are due to road hazards. Ford trucks
come from the factory with a stone shield that protects the motor, but they occasionally get left
behind on workbenches. PVHs and CVHs have one vacuum port that pokes out at the top of the
steering knuckle, while IWEs have two ports located in the knuckle right above the halfshaft.
This engages the hubs, which remain engaged after the vacuum source is interrupted. When the
module verifies a shift to 2WD, it activates the low-vacuum solenoid, which supplies 6 to 7 in.
Despite its eccentric ways, the PVH system works fine. Most problems are caused by the
hublocks themselves. The PVH hub uses a plastic retainer ring with a steel circlip that secures
the axle in place in relation to the hub seal. When this ring breaks, and they do, the axle will
move toward the front differential, and the sealing surface on the axle will lose contact with the
main vacuum seal. This is the beginning of the end. Besides intermittently losing 4WD, the lack
of sealing allows road debris and water to enter the hub. Check for excessive end play in the
axle. When replacing the retainer ring, be sure it snaps into the axle groove with an audible
click. So if you lose vacuum supply to the solenoids and the HVAC works, the reservoir is fine.
Both the low-vacuum and high-vacuum solenoids are installed together in a pack and have been
known to leak vacuum. CVH is used on the newer model heavy trucksâ€”F and up. They lock in
4WD when vacuum is applied and unlock when vacuum is withheld. Besides an occasional bad
vacuum solenoid, there are not really many issues with this system. The main vacuum seal is
located on the halfshaft behind the hub bearing, and it can be problematic during assembly. The
seal consists of a center section that spins with the shaft and an outer section that remains
stationary on the steering knuckle. The seal is tricky to install because it fits very tightly into the
steering knuckle and is easily damaged. PVH and CVH hubs look the same and can be identified
by either counting vacuum solenoids or checking the painted dot located on the hub. The flange
also has a FREE position, which prevents the hubs from locking. The vacuum locks work with
the flange in the AUTO position. Vacuum pulls the hub to 2WD, and the absence of vacuum
defaults it to 4WD. The single-control solenoid, which is located on the firewall or on the
radiator support, is prone to water intrusion, which is a common issue with the IWE system.
Water entering the solenoid renders it useless, leaving the hubs locked. This will always
damage the teeth on the IWEs, leading to replacement. Use a hand vacuum pump to check the
integrity of the check valve when diagnosing a concern of low vacuum to the hubs. When
vacuum-testing an IWE with a hand pump, use the large port; the small port is a vent-only.
When assembling the front hub and steering knuckle on an IWE truck, be careful not to tighten
the shaft nut until the teeth on the IWE are properly meshed with the teeth on the shaft. This is a
common error that destroys the IWE. There are a few more things to know about diagnosing
Ford truck 4WD control issues. It should be between 2 and 5 ohms. Usually, a bad coil will show
either an open circuit or no resistance at all. Driveline windup is a real thing and could keep the
transfer case from shifting out of 4WD. To determine if windup is causing a delay or a failure
while shifting to 2WD, lift all four wheels off the ground and see if it shifts normally. Windup can
be caused by incorrect tire sizes, mismatched differential ratios or driving on a dry surface in
4WD. Even extremely cold temperatures can contribute to driveline windup. Sometimes just
driving the truck in a straight line, then backing up about 10 feet will free it up. The viscous
coupling is a completely sealed torque distribution device located inside the transfer case and
is connected to the front and rear output shafts. The fluid is dilatant, which means it quickly
changes viscosity due to changes in temperature or stress. When the plates start rotating at
different speeds due to wheel slippage, the fluid heats up and becomes nearly solid, locking the
plates, equally transferring torque to all four wheels. There are no external controls and
therefore nothing for the driver to command. The viscous coupling went the way of the rotary
telephone in , and although the coupling is not serviceable, it can be replaced the part is still
available in the aftermarket. The killer of the viscous coupling is mismatched tire
circumferences. If you drain the fluid from an AWD transfer case with a viscous coupling and
the fluid comes out like yogurt, the coupling has sprung a leak and needs to be replaced.
Correct tire circumference is not only critical to the viscous coupling, but to all 4WD systems,
those both with and without viscous couplings. A difference in tire sizes wreaks havoc with
transfer cases and differentials. Keep in mind that same-size tires could have different
circumferences due to tread wear or varying pressures. Good times. December Issue. Back to
Summary. No results found. Send to Email Address. Your Name. Your Email Address. Privacy
Terms. Quick links. Technical write-ups on your axle swaps, engine swaps, chop tops, etc.
Place the transmission in neutral and the transfer case selector in the 4H or 4L position. The
hub locks will automatically engage when the vehicle is driven. The transfer case may then be
shifted between 2H and 4H with the vehicle moving, as long as the automatic hub locks remain

engaged until the disengage sequence is performed. To disengage the automatic hub locks,
shift the transmission to move the vehicle in the opposite direction forward or reverse and drive
a minimum of 3 meters 10 ft. If that is the case why does it go on to list changing back to 2wd?
Is it really saying "to disengage the hubs If its the case that 2wd can still be achieved with the
hubs engaged, why would you ever want to to disengage the hubs other than possibly for
maintenance? So my question now is, how do I tell if the hubs are engaged or not? The only
indicator I know of is the "4x4" light on the dashboard. If I am in 2H with the hubs locked, is
there another identifier for us with auto-hubs? I guess that would just be a learning curve. I
suppose that as long as you practice the above instructions, and not back up without it being in
4H, you would remain in the locked position. Switch out of 4H on the fly. I was most alarmed by
the caution which states that if you are not locked in, don't switch it on the fly. If in doubt treat it
as being in 2H. Disconnecting the front wheels reduces friction and may improve fuel economy
as much as one mile per gallon depending on the vehicle. Applications date back to the early s
for the domestic trucks, and as far back as for Toyota. The automatic hub does it automatically
on the fly. The locking mechanism inside an automatic hub is sort of like a one-way clutch.
When torque is applied by the driveshaft, it forces the hub to slide in and lock. The hub then
remains in the locked position as long as the transfer case remains in four-wheel drive. When
the driver shifts to two-wheel drive, the clutch mechanism inside the hub slides back out and
releases the hub, allowing the wheel to turn independent of its axle shaft. There are a number of
automatic hub designs, though, and not all are capable of engaging while the vehicle is in
motion. Some of the older types require the vehicle to stop and back up a short distance to
engage the locking mechanism. Advertisement There are also aftermarket hub conversions for
changing manual locking hubs to automatic hubs, or replacing troublesome OEM automatic
hubs with heavy-duty manual locking hubs which is something most serious off-roaders do to
improve traction and durability. On some applications, only one side unlocks when in the 2WD
mode. With this setup, the hub on the opposite side remains locked and the axle continues to
turn with the wheel. But as long as the transfer case remains in the 2WD mode, the front wheels
are not driven. When the transfer case is shifted into 4WD, the unlocked hub automatically
slides into position and locks the axle so both front wheels become drive wheels. This allows
the hub to engage as needed or to remain in the locked position all the time. If a vehicle has
been equipped with a locking front differential such as a Detroit Locker , some type of manual
or automatic locking hub is usually required. A locked differential is great for serious
off-roading because it keeps both front wheels turning regardless of traction. But it can make a
vehicle difficult to handle or steer when driving on dry or wet pavement, or even in snow, loose
dirt or sand. Mud, rust or worn parts inside the hub can prevent the mechanism from sliding in
and locking the hub. Or, he may hear some grinding noises when he shifts to four-wheel drive
and may think something is wrong with the transfer case or front differential. Advertisement For
the same reasons that prevent the hub from engaging, a hub may also fail to release. Anything
that binds the internal mechanism can prevent it from sliding and releasing. Put the
transmission in park, set the parking brake and raise the chassis so one of the front wheels is
off the ground while the other is still on the ground. When the transfer case is in two-wheel
drive, the hubs should be released allowing the wheels to turn freely when spun by hand. If the
axle shaft turns when you spin the wheel, it means the hub has not disengaged. To check
engagement, rotate the axle shaft backwards. This should lock the hub. Try turning the wheel by
hand again. The axle shaft should now turn with the wheel if the hub is locked. If the hub fails to
lock, the hub will have to be disassembled and inspected or replaced. Advertisement To check
release, hold the axle shaft steady and rotate the wheel backwards. You should hear a click as
the locking mechanism slides back out and disengages the hub. Rotate the wheel forward again
and it should turn freely. Another way to check the hubs is to raise the vehicle on a frame
contact lift so all four wheels are off the ground. Then start the engine and place the transfer
case in four-wheel drive and the transmission in drive. If the front driveshafts are not turning
when the transfer case is in four-wheel drive, the problem is inside the differential broken side
gears or the transfer case broken chain, shift linkage, etc. If the driveshaft between the transfer
case and differential is turning, the problem is in the differential. If the driveshaft is not turning,
the vehicle is going to need repairs to the transfer case. For normal driving, the hubs should be
cleaned, inspected and lubricated every two years or 24, to 30, miles. For off-road use or driving
in hub-deep mud or water, more frequent maintenance is usually required to reduce the risk of
hub trouble. To service the hub, some disassembly is required. The outer hub cover is usually
attached to the hub with five or six Torx screws. Disassembly and reassembly procedures will
vary from one hub design to another, so refer to the OEM service information for the particulars.
Ford says that the automatic locking hubs on these vehicles have an O-ring seal between the
hublock and wheel hub to prevent contamination. When the hublock is removed, the O-ring seal

should be checked for damage. If contamination is found in the wheel end, the source of the
contamination may be the hublock seal, the wheel bearing seals or the axle spindle seals. Hub
problems may be indicated if a buzzing noise is heard in two-wheel mode shortly after operating
in four-wheel drive. This may occur if one of the hublocks fails to disengage. As the vehicle
moves forward, the hub that failed to disengage will rotate its axle shaft through the differential
and attempt to rotate the other axle shaft in the opposite direction. This is called differential
motoring torque. Note: this same kind of noise may also occur if the front differential contains
the wrong lubricant. Ford specifies 56 oz. If the hubs are noisy or are failing to disengage, Ford
recommends replacing both locking hubs. Advertisement If you hear a popping or banging
noise while driving in four-wheel drive, one or both hubs may be slipping or broken. The Model
M can only be replaced by Model M service parts. Ford also says that if an MA or MB hublock
requires servicing, all the hublock components must be removed and replaced with service kit
F3TZ-3BB, which is essentially the same service kit for the MC hublock. If replacing a manual
hublock with an automatic hublock, also remove the three-piece wheel bearing nut assembly.
Remove the new wheel bearing retaining nut from the cam assembly and install on the threaded
spindle. Advertisement Align the scallop of the wheel bearing retaining nut with the center of
the spindle keyway by advancing the nut clockwise. Install the retaining key into the spindle
keyway. With the garter spring inboard, align the key on the cam assembly with the keyway on
the spindle. Caution: Do not pack the hub with grease. Too much grease will cause improper
hublock operation and may damage the hub assembly. It may be necessary to push the axle
outboard from the inboard side of the knuckle. First, the plain steel thrust washer. Second, the
plastic unsplined thrust washer. Last, the steel spline thrust washer. Advertisement Make sure
the O-ring seal on the flange face of the hublock body is not damaged and is properly
positioned in its groove. Install the hublock body assembly into the vehicle hub and rotor
assembly. The hub may have to be rotated to line up the three 3 prongs of the cam follower
found internally to the hublock with the cam assembly. Note: Do not force the hublock
assembly. If the body assembly will not fit, recheck the alignment of all the components. Special
Content Video Podcasts Webinars. Magazine Current Issue Past Issues. Connect with us.
Advertise Subscribe Contact Us. By Larry Carley. There are also aftermarket hub conversions
for changing manual locking hubs to automatic hubs, or replacing troublesome OEM automatic
hubs with heavy-duty manual locking hubs which is something most serious off-roaders do to
improve traction and durability. For the same reasons that prevent the hub from engaging, a
hub may also fail to release. To check release, hold the axle shaft steady and rotate the wheel
backwards. If you hear a popping or banging noise while driving in four-wheel drive, one or both
hubs may be slipping or broken. Align the scallop of the wheel bearing retaining nut with the
center of the spindle keyway by advancing the nut clockwise. Firmly press the cam assembly on
the wheel bearing retaining nut. First, the plain steel washer. Second, the needle bearing. Last,
the spline washer. For Ranger, install the thrust washer onto the axle: a. Make sure the O-ring
seal on the flange face of the hublock body is not damaged and is properly positioned in its
groove. Install retainer flat nuts on wheel studs. Install speednuts on wheel lugs to retain the
hublock. Then install the wheel and torque the lug nuts to N-m LB. Watch a webinar for free
on-demand! By Larry Carley Carley. By Jason Bigelow. By Andrew Markel. Video Series View
More Videos. Sponsored Content. Fuel economy may improve as much as one mile per gallon,
depending on the vehicle, by disconnecting the front wheels. A one mpg difference may not
sound like much, but every little bit helps. The automatic locking hub does it automatically on
the fly. The locking mechanism inside an automatic locking hub is sort of like a one-way clutch.
When torque is applied by the driveshaft, it forces the hub to slide in and lock. The hub then
remains in the locked position as long as the transfer case remains in four-wheel drive. When
the driver shifts to two-wheel drive, the clutch mechanism inside the hub slides back out and
releases the hub, allowing the wheel to turn independent of its axle shaft. There are a number of
automatic locking hub designs, and not all are capable of engaging while the vehicle is in
motion. Some of the older types require the vehicle to stop and back up a short distance to
engage the locking mechanism. There are also aftermarket hub conversions for changing
manual locking hubs to automatic hubs, or replacing troublesome OEM automatic locking hubs
with heavy-duty manual locking hubs to improve traction and durability for serious off-road use.
On some applications, only one side unlocks when in the 2WD mode. With this setup, the hub
on the opposite side remains locked and the axle continues to turn with the wheel. But as long
as the transfer case remains in the 2WD mode, the front wheels are not driven. When the
transfer case is shifted into 4WD, the unlocked hub automatically slides into position and locks
the axle so both front wheels become drive wheels. This allows the hub to engage as needed or
to remain in the locked position all the time. If a vehicle has been equipped with a locking front
differential, some type of manual or automatic locking hub is usually required. A locked

differential is great for serious off-roading because it keeps both front wheels turning
regardless of traction. But, it can make a vehicle difficult to handle or steer when driving on dry
or wet pavement, snow, loose dirt or sand. Mud, rust or worn parts inside the hub can prevent
the mechanism from sliding in and locking the hub. Or, he may hear some grinding noises when
he shifts to four-wheel drive and may think something is wrong with the transfer case or front
differential. For the same reasons that prevent the hub from engaging, a hub may also fail to
release. Anything that binds the internal mechanism can prevent it from sliding and releasing.
Diagnosing an automatic locking hub problem may require test driving the vehicle or raising a
front wheel to see if the hub is engaging and disengaging properly. Put the transmission in
park, set the parking brake and raise the chassis so one of the front wheels is off the ground
while the other is still on the ground. When the transfer case is in two-wheel drive, the hubs
should be released, allowing the wheels to turn freely when spun by hand. If the axle shaft turns
when you spin the wheel, it means the hub has not disengaged. To check engagement, rotate
the axle shaft backwards. This should lock the hub. Try turning the wheel by hand again. The
axle shaft should now turn with the wheel if the hub is locked. If the hub fails to lock, the hub
will have to be disassembled and inspected or replaced. To check release, hold the axle shaft
steady and rotate the wheel backwards. You should hear a click as the locking mechanism
slides back out and disengages the hub. Rotate the wheel forward again and it should turn
freely. Another way to check the hubs is to raise the vehicle on a frame contact lift so all four
wheels are off the ground. Then start the engine and place the transfer case in four-wheel drive
and the transmission in drive. If the front driveshafts are not turning when the transfer case is in
four-wheel drive, the problem is inside the differential broken side gears or the transfer case
broken chain, shift linkage, etc. If the driveshaft between the transfer case and differential is
turning, the problem is in the differential. If the driveshaft is not turning, the vehicle is going to
need repairs to the transfer case. To service the hub, some disassembly is required. The outer
hub cover is usually attached to the hub with five or six Torx screws. Disassembly and
reassembly procedures will vary from one hub design to another, so refer to the OEM service
information for the specifics. Almost all power train systems are controlled by a computer.
However, a knowledge of the mechanical and electronic component operation is imperative to
successfully diagnosing and fixing these systems. Home Technical Resources Hubs and
Bearings. Related Information. Read More. Quality Brands. Send this to friend Your email
Recipient email Send Cancel. As these vehicles gained more creature comforts, they began
appealing to people as family vehicles, and not just work and recreation vehicles. This page was
created to help you better understand your Fords 4WD system. When the transfer case is placed
in 4WD, the transfer case splits the power between the rear axle, and the front axle. This
provides more traction when dealing with mud, snow, or other slick surfaces. The transfer case
can either be shifted manually, or by a dash mounted selector switch. The dash switch works by
sending power to an electric transfer case shift motor, that shifts the transfer case for you. In
the beginning, Ford used manual locking hubs on their 4WD vehicles. This required you to get
out and physically turn a knob on the front wheel hubs to lock the wheel and the axle shaft
together. Ford eventually used an actuator, that locks the wheel and axle shaft together when
needed. The locking hubs on the Ford Super Duty will be discussed further down this page.
This system includes an electronically controlled transfer case that allows you to shift the
transfer case from a dash mounted switch. There will NOT be a 4A setting. Sends power to the
rear wheels only and should be used for street and highway driving. Provides optimal
smoothness and fuel economy at high speeds. This mode is not for use on dry pavement.
Intended only for off-road applications such as deep sand, steep grades, or pulling heavy
objects. Refer to Shifting to or from 4L 4X4 low for proper operation. Note: Do not perform this
operation if the rear wheels are slipping or while applying the accelerator pedal. Note: You may
hear some noise as the system shifts or engages; this is normal. You can move the control from
2H or 4H at a stop or while driving. The information display may display a message indicating a
4X4 shift is in progress. Once the shift is complete the message center can then display the
system mode selected. The information display can display a message indicating a 4X4 shift is
in progress. The information display can then display the system mode selected. If any of the
above shift conditions are not present, the shift should not occur and the information display
can display information guiding the driver through the proper shifting procedures. If Shift
Delayed Pull Forward displays in the information display, a transfer case gear tooth blockage is
present. To alleviate this condition, place the transmission in a forward gear, move your vehicle
forward approximately 5 ft 1. For proper operation, make sure that each hub is fully engaged
and that both hub locks are set to the same position both set to LOCK or both set to AUTO. This
system includes an electronically controlled transfer case with a high capacity clutch. The
system is interactive with the road, continually monitoring and adjusting power delivery to the

front and rear wheels to optimize traction. Note: The AdvanceTrac system has the ability to take
over control of the transfer case clutch in 4A mode and disable it during driving maneuvers
when necessary. Sends power to the rear wheels only. In 4A mode the center differential is
electronically-controlled and rear drive wheel bias. The on-board computer monitors for any
sign of rear drive wheel slip loss of traction. It will not let the front driveshaft turn at the same
speed as the rear driveshaft. You can move the control from 2H to 4A or 4H at a stop or while
driving. The 4WD system is engaged or disengaged by rotating the control for both front wheel
hub locks from the FREE or LOCK position, then manually engaging or disengaging the transfer
case with the floor-mounted shifter. This mode is not intended for use on dry pavement. No
power to front or rear wheels. Intended only for off road applications such as deep sand, steep
grades or pulling heavy objects. Note: Do not perform these operations if the rear wheels are
slipping or when applying the accelerator pedal. This is normal. Note: The vehicle should not be
driven in 4X4 High with the hub locks disengaged as this condition may damage driveline
system components. Move the transfer case shift lever through N Neutral directly to the desired
position. The transfer case neutral position overrides the transmission and puts the vehicle in
neutral regardless of transmission gearshift lever position. The vehicle can move forward or
backwards. Note: The electronic locking differential is for off-road use only and is not for use on
dry pavement. Using the electronic locking differential on dry pavement will result in increased
tire wear, noise and vibration. The electronic locking differential is a device housed in the rear
axle that allows both rear wheels to turn at the same speed. The electronic locking differential
can provide additional traction should your vehicle become stuck. You can activate the
differential electronically and shift it on the fly within the differential operating speed range. The
differe
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ntial is for use in mud, rocks, sand, or any off-road condition where you need maximum
traction. It is not for use on dry pavement. Note: Do not use electronic locking differential on
dry, hard surfaced roads. Doing so will produce excessive noise, vibration and increase tire
wear. Note: If the electronic locking differential has difficulty disengaging, release the
accelerator pedal and turn the steering wheel in the opposite direction while rolling. On
four-wheel drive vehicles, the size of the spare tire can affect the 4X4 system. If there is a
significant difference between the size of the spare tire and the remaining tires, you may have
limited four-wheel drive functionality. When driving with the full-size dissimilar spare wheel and
tire assembly, it is recommended that you do not:. When driving with the full-size dissimilar
spare wheel and tire assembly, 4WD functionality may be limited, especially when driving in a
mechanically locked 4WD mode. You may experience the following:.

