
PRACTICE EXAM 10: ASE T2 

SIMULATION 
 

DOMAIN A — GENERAL ENGINE DIAGNOSIS (Questions 1–11) 

 

1. A customer reports his Class 8 tractor loses power gradually over long highway runs, beginning with 

slight power loss around hour 3 and becoming severe by hour 6. The symptom improves after the engine 

cools. The MOST likely cause is: 

 

A. Normal operating behavior 

B. Fuel tank contamination 

C. Thermal cycling of a component producing progressive failure, such as a degrading temperature sensor, 

thermal expansion causing fuel line restriction, or an overheating-related derate not yet reaching threshold 

D. Loose battery connection 

 

2. A fleet manager has requested a technician review maintenance history to identify recurring issues on a 

Class 8 tractor. Common clues found in maintenance records that point to a persistent root cause include: 

 

A. Repeated same-complaint visits with different parts replaced each time, pointing to diagnostic gaps 

where the actual root cause was not identified 

B. A single major repair that fully resolved a complaint 

C. Scheduled preventive maintenance completed on time 

D. Clean warranty history 

 

 

 



3. A heavy-duty diesel engine has been stored for 6 months. Before returning it to service, the technician 

should: 

 

A. Start the engine and run it immediately 

B. Drain and refill the fuel tank only 

C. Replace all filters only 

D. Inspect for deterioration — coolant condition, rodent damage, seal dry-out, oil quality, and fuel quality 

— before operation 

 

4. Engine oil analysis shows sodium, potassium, and boron all elevated substantially in the latest sample. 

These three elements rising together typically indicate: 

 

A. Normal additive depletion 

B. Coolant contamination — these are signature inhibitor package elements that rise together when coolant 

enters the oil 

C. Air intake contamination 

D. Normal wear of piston rings 

 

5. A technician is diagnosing an intermittent fault that only occurs during hot weather. Scan tool data 

during normal operation shows no DTCs. The MOST useful diagnostic approach is: 

 

A. Monitor live data with a scan tool during the hot-weather conditions when the fault occurs, watching 

for parameter deviations as temperature rises 

B. Disassemble the engine during cold weather 

C. Replace the ECM 

D. Jump the batteries to reset the system 

 

 



6. A Class 8 tractor with an intermittent low-power complaint has been running an ECM calibration that 

is 4 years old. A newer calibration is available from the OEM addressing low-power conditions. The 

appropriate action is: 

 

A. Continue with the old calibration 

B. Ignore the available update 

C. Leave the ECM as-is 

D. Update to the current calibration and retest to determine if the issue resolves 

 

7. A heavy-duty diesel engine has been running rough only during periods of sustained idle (over 30 

minutes). Scan tool data shows injector balance rates becoming progressively worse as idle time increases. 

The MOST likely cause is: 

 

A. Normal idle operation 

B. ECM calibration error 

C. Injector thermal drift or fuel-dilution affecting injector performance as fuel temperature changes during 

extended idle, exposing balance issues 

D. Crankshaft runout 

 

8. An engine cranks normally but produces weak startup (takes several seconds to catch). Battery voltage 

is adequate, starting system is functional. The MOST likely cause is: 

 

A. Normal cold-start behavior 

B. Insufficient rail pressure build during cranking, possibly from air in the fuel supply, worn HP pump, or 

lift pump issues 

C. ECM failure 

D. Failed alternator 

 

 



9. Oil analysis on a high-mileage engine shows consistent wear metal levels over multiple samples (iron 

45 ppm, consistently for 12 months). This pattern suggests: 

 

A. Stable wear rate — engine is in steady-state operation without accelerating wear 

B. Immediate catastrophic failure 

C. Oil consumption increasing 

D. Coolant contamination 

 

10. A heavy-duty diesel has developed a whining noise from the accessory drive area. The noise changes 

pitch with engine RPM. The MOST likely source is: 

 

A. Normal engine operation 

B. Rod bearing wear 

C. A failing water pump, alternator, or AC compressor bearing 

D. Head gasket failure 

 

11. A fleet preventive maintenance interval for oil changes has been established based on operating hours 

at sustained load. Shorter intervals may be justified when: 

 

A. All operation is highway cruise at rated load 

B. Operation involves high idle time, extended PTO operation, or dusty conditions that accelerate oil 

contamination 

C. The engine is always operated in cool weather 

D. The engine uses synthetic oil 

 

 

 

 



DOMAIN B — CYLINDER HEAD AND VALVE TRAIN (Questions 12–15) 

 

12. A valve spring has been compressed repeatedly during service and analyzed. The installed height force 

measures 40% below specification. The correct action is: 

 

A. Reuse the spring if free length is within specification 

B. Replace the spring — weakened valve springs cannot produce adequate closing force, leading to valve 

float and premature valve/seat wear 

C. Add a shim to compensate 

D. Apply lubrication to the spring 

 

13. A heavy-duty diesel valve stem wear above specification produces: 

 

A. Improved valve sealing 

B. Reduced oil consumption 

C. Normal operation 

D. Oil flow past the valve guide, oil consumption, and eventual valve stem seal failure 

 

14. Cam lobe lift measurement on a heavy-duty diesel is taken using: 

 

A. A dial indicator on the pushrod or rocker as the cam is rotated through its travel 

B. A caliper on the cam lobe shape 

C. Visual inspection only 

D. Measurement of engine exhaust timing 

 

15. Cylinder head warpage limits on a heavy-duty diesel are typically specified as: 

 

A. Completely rigid with zero tolerance 



B. No limits imposed 

C. Relatively tight limits (often 0.003 to 0.006 inches across specific measurement dimensions) 

D. Flexible limits determined by technician judgment 

 

DOMAIN C — ENGINE BLOCK (Questions 16–20) 

 

16. A heavy-duty diesel cylinder liner has been removed for inspection. The inner surface shows wear that 

has reached the top of the ring travel. Measurement confirms the bore is now 0.010 inches larger than 

original diameter. The correct action is: 

 

A. Reuse the liner with new rings and hoping for break-in 

B. Hone the bore to original specification 

C. Install oversize pistons without replacing the liner 

D. Replace the liner — wear beyond specification cannot be corrected by honing or ring changes 

 

17. A connecting rod has been identified with a small-end bushing in failed condition. Big-end bore is 

within specification. The rod can be: 

 

A. Reused with replacement small-end bushing and new TTY rod bolts 

B. Reused with original bushings 

C. Reused with new big-end bearings 

D. Reused with original bolts 

 

18. Engine block deck flatness measurement is performed after cleaning and should be checked: 

 

A. In multiple orientations (longitudinally, transversely, diagonally) at multiple points 

B. Only at the center of the block 

C. Only at the corners 



D. Once only 

 

19. Crankshaft main journal out-of-round measurement: 

 

A. Is the difference between the journal length and its diameter 

B. Is the difference between the journal diameter and its thickness 

C. Is the difference between measurements at axial positions along the journal 

D. Is the difference between measurements at perpendicular angles (typically 90°) at the same axial 

position 

 

20. A forged steel connecting rod on a heavy-duty diesel is preferred over cast aluminum because: 

 

A. Forged steel is lighter than aluminum 

B. Forged steel is less expensive 

C. Forged steel has superior tensile strength and fatigue resistance for heavy-duty cyclic loading 

D. Forged steel is easier to machine 

 

DOMAIN D — LUBRICATION AND COOLING (Questions 21–26) 

 

21. Engine oil pump volumetric efficiency is reduced when: 

 

A. Clearances between pump gears and housing increase from wear, reducing the fixed volume displaced 

per rotation 

B. The pump operates in cold conditions 

C. Oil viscosity is increased 

D. The engine is at idle 

 



22. A coolant pressure test of the cooling system reveals pressure dropping slowly from 15 psi to 10 psi 

over 15 minutes. The system shows no external leaks. The MOST likely cause is: 

 

A. Normal operation 

B. Internal cooling system leak, such as head gasket failure or cracked head/block 

C. Tank cap rating issue 

D. Normal coolant expansion 

 

23. Supplemental coolant additive (SCA) is added to heavy-duty diesel coolant to: 

 

A. Reduce coolant freezing point 

B. Lubricate the water pump 

C. Replenish cavitation inhibitors (nitrite-based) that protect cylinder liners from pitting 

D. Clean cooling system deposits 

 

24. An engine operating with elevated oil temperature despite normal coolant temperature suggests: 

 

A. Reduced oil cooler effectiveness — possibly from fouled tubes or reduced coolant flow through the 

cooler 

B. Normal operation 

C. Oil pump failure 

D. Low oil level 

 

25. Technician A says engine oil that has turned dark and smells of fuel indicates potential fuel dilution 

issues. Technician B says oil analysis is a better indicator than visual inspection for assessing oil condition. 

Who is correct? 

 

A. Technician A only 



B. Technician B only 

C. Neither Technician A nor Technician B 

D. Both Technician A and Technician B 

 

26. A coolant system air lock develops after a cooling system repair. The symptom is typically: 

 

A. Coolant venting from the pressure cap 

B. Temperature gauge reading inaccurately, possible hot spots, or heater core not delivering heat — bleed 

procedure required to release trapped air 

C. Normal cooling system operation 

D. Reduced fuel consumption 

 

DOMAIN E — AIR INDUCTION AND EXHAUST (Questions 27–32) 

 

27. A turbocharger on a heavy-duty diesel engine has developed excessive shaft radial play (0.040 inches 

where specification is 0.020 max). The MOST likely cause is: 

 

A. Bearing wear from extended service, oil supply issues, or contamination 

B. Normal aging 

C. Air filter restriction 

D. Coolant contamination 

 

28. An EGR valve position feedback sensor reports 50% open while the ECM commanded 20% open. 

This mismatch indicates: 

 

A. Normal operation 

B. The ECM has intentionally increased the opening 

C. Possible stuck valve, failed actuator, or drifted feedback sensor — diagnosis required 



D. EGR system operating normally 

 

29. A charge air cooler external fin damage (smashed or blocked fins from debris) will: 

 

A. Improve cooling efficiency 

B. Have no impact 

C. Allow unfiltered air into the engine 

D. Reduce heat transfer capacity, causing the CAC to operate at reduced effectiveness 

 

30. An exhaust back pressure reading shows 7 psi at rated load (specification max 4 psi). DPF differential 

pressure sensor shows 42 inches of water. The MOST likely cause is: 

 

A. Turbocharger wear 

B. Heavy DPF loading, typically from ash accumulation or failed regeneration, requiring intervention 

C. Normal operation 

D. Lifter pump failure 

 

31. A heavy-duty diesel Diesel Oxidation Catalyst (DOC) operates by: 

 

A. Oxidizing HC and CO emissions and generating NO2 for downstream DPF and SCR functions 

B. Capturing particulate matter 

C. Cooling exhaust gas 

D. Filtering the exhaust 

 

32. A variable geometry turbocharger (VGT) stuck in the closed position at high RPM will produce: 

 

A. Improved fuel economy 



B. Normal operation 

C. Reduced boost 

D. Excessive back pressure, possible turbocharger overspeed, and potential engine damage from elevated 

cylinder pressure 

 

DOMAIN F — FUEL SYSTEM (Questions 33–48) 

 

33. A heavy-duty diesel HPCR injection system has rail pressure reaching only 8,000 psi during 

commanded 28,000 psi operation. The lift pump supplies fuel at 35 psi (specification 45-60 psi). The 

MOST appropriate first diagnostic step is: 

 

A. Replace all injectors 

B. Replace the ECM 

C. Verify the low-pressure fuel supply path from the tank to the HP pump, including lift pump 

performance, filter restriction, and air leaks 

D. Replace the HP pump 

 

34. An HPCR injector has been found to have a plugged spray hole during bench testing. The correct 

action is: 

 

A. Reuse the injector if possible 

B. Attempt solvent cleaning only 

C. Replace the injector, as plugged spray holes cannot be reliably cleared without risk of further damage 

D. Rotate the injector in the cylinder head 

 

35. A fuel temperature sensor in the high-pressure rail or fuel supply is used by the ECM to: 

 

A. Monitor coolant temperature 

B. Adjust fuel injection quantity for density changes with temperature 



C. Control the turbocharger 

D. Operate the aftertreatment system 

 

36. An HPCR pressure control valve (PCV) that has failed in the closed position will result in: 

 

A. Rail pressure climbing to HP pump maximum output, exceeding design limits and triggering protective 

derate 

B. Reduced rail pressure 

C. Normal operation 

D. Improved engine efficiency 

 

37. A water-in-fuel warning light illuminates during operation. The driver should: 

 

A. Ignore the warning 

B. Shut off the engine immediately 

C. Safely stop and have the water separator drained of accumulated water 

D. Continue driving and monitor the situation 

 

38. A heavy-duty diesel fuel system has developed persistent air in the supply line. The MOST likely cause 

is: 

 

A. Normal operation 

B. Loose fitting, cracked line, or failed O-ring somewhere in the low-pressure supply path 

C. Failed HP pump 

D. Incorrect oil grade 

 



39. Technician A says HPCR injectors require unique factory calibration codes to be programmed into the 

ECM upon installation. Technician B says without this coding, the ECM cannot properly compensate for 

individual injector flow characteristics. Who is correct? 

 

A. Technician A only 

B. Technician B only 

C. Neither Technician A nor Technician B 

D. Both Technician A and Technician B 

 

40. An HEUI (Hydraulic Electronic Unit Injector) system has been diagnosed with low ICP (Injection 

Control Pressure) during cranking. The root cause is typically: 

 

A. Failed fuel lift pump 

B. Failed high-pressure oil pump or malfunctioning IPR (Injection Pressure Regulator) valve 

C. Failed crankshaft position sensor 

D. Failed MAP sensor 

 

41. Fuel cloud point is the temperature at which: 

 

A. The fuel freezes solid 

B. The fuel boils 

C. Paraffin wax begins forming in diesel fuel, creating cloudy appearance and potentially restricting filter 

flow 

D. The fuel ignites 

 

42. An injector drain flow test is used primarily to: 

 

A. Identify excessive internal injector leakage that indicates worn internal components 



B. Measure compression 

C. Test the alternator 

D. Check cylinder pressure 

 

43. A heavy-duty diesel EUI system uses cam-driven plungers within each injector to generate injection 

pressure. The ECM controls timing through: 

 

A. The camshaft alone 

B. A solenoid valve that opens and closes to control when the injector builds pressure and injects 

C. Rail pressure changes 

D. Oil pressure fluctuations 

 

44. A fuel contamination issue (water and sediment) has damaged a heavy-duty diesel injection system. 

After cleaning, the engine still shows uneven cylinder contribution. This indicates: 

 

A. The new fuel is contaminated 

B. The ECM needs recalibration 

C. The injectors now require break-in period 

D. Precision surfaces in injectors and HP pump have been damaged from prior contamination and likely 

require replacement 

 

45. An HPCR pressure control valve (PCV) that has failed in the open position will result in: 

 

A. Reduced rail pressure as the valve continuously bleeds pressure back to return, preventing the pump 

from building commanded rail pressure 

B. Increased rail pressure 

C. Normal operation 

D. Improved fuel economy 



46. A pilot injection event typically precedes the main injection by approximately: 

 

A. 5-10 degrees BTDC 

B. 45-60 degrees BTDC 

C. 15-25 degrees BTDC to initiate combustion before the main injection, reducing ignition delay 

D. 30-40 degrees ATDC 

 

47. A biodiesel blend (B20) operated in a heavy-duty diesel for the first time may cause: 

 

A. Normal operation 

B. Improved fuel economy immediately 

C. Reduced fuel consumption 

D. Filter plugging as biodiesel dissolves accumulated deposits from the fuel system, which then collect in 

the filter 

 

48. A heavy-duty diesel fuel tank vent that has been blocked by debris: 

 

A. Improves fuel economy 

B. Creates vacuum in the tank as fuel is consumed, progressively restricting fuel flow to the engine 

C. Has no impact on operation 

D. Reduces fuel contamination 

 

 

 

 

 

 



DOMAIN G — STARTING AND CHARGING (Questions 49–52) 

 

49. A heavy-duty diesel battery pack has 4 batteries in parallel. Voltage measurements: all at 12.6V open-

circuit. Load test (individual battery testing at half CCA for 15 seconds): three maintain above 9.6V; one 

drops to 7.5V. The weak battery: 

 

A. Is operating normally 

B. Has a cell partially failed; testing confirmed the weakness 

C. Needs replacement to prevent dragging down the pack 

D. All of the above (B and C both apply) 

 

50. A starter motor that fails to engage the ring gear when the solenoid is energized has a problem with: 

 

A. The starter drive or solenoid engagement mechanism 

B. The battery voltage 

C. The alternator output 

D. The ECM 

 

51. A heavy-duty diesel alternator is rated for 200 amps output. Under heavy electrical load (250+ amps 

demand), voltage drops below the regulated value and remains there. This indicates: 

 

A. Alternator wear 

B. Failed voltage regulator 

C. Normal operation at the alternator's rated capacity limit 

D. Alternator output capacity has been exceeded by load demand; the alternator is at its rated limit 

 

 

 



52. Cable resistance testing on a heavy-duty diesel starting system measures: 

 

A. Starter rotation speed 

B. Voltage drop along the cable under load, with excessive drop indicating resistance issues in cable or 

connections 

C. Battery internal resistance 

D. Alternator output 

 

DOMAIN H — ENGINE BRAKES (Questions 53–55) 

 

53. An exhaust brake on a heavy-duty diesel engages and the driver reports significantly louder exhaust 

noise than during normal operation. The cause is MOST likely: 

 

A. Normal brake operation 

B. Failed brake butterfly valve 

C. Air filter restriction 

D. An exhaust leak somewhere in the system, amplified by the increased exhaust pressure during braking 

 

54. A compression-release engine brake engages with the dash switch in LOW, MEDIUM, or HIGH 

position. These dash positions control: 

 

A. Throttle position during braking 

B. Exhaust temperature 

C. The number of cylinders activated for braking — typically 2, 4, or all 6 

D. Transmission gear selection 

 

 



55. A compression-release engine brake requires specific engine oil pressure to actuate its hydraulic circuit 

because: 

 

A. Engine oil pressure hydraulically drives the master piston, which displaces oil to the slave piston, which 

opens the exhaust valve 

B. Oil lubricates the brake mechanism only 

C. Oil monitors brake status 

D. Oil cools the brake housing 

  



PRACTICE EXAM 10: ANSWER KEY 

AND EXPLANATIONS 
 

1. C — Progressive power loss over hours of operation that improves after cooling is a classic 

thermal-related failure pattern. Components that pass cold and early-operation testing can fail as 

heat accumulates — degrading temperature sensors, thermal expansion restricting fuel lines, or 

gradual emissions-related derate not yet reaching DTC threshold. Thermal cycling reveals these 

failures specifically. 

2. A — Repeat same-complaint visits with different parts replaced each time is the clearest sign of a 

persistent root cause that hasn't been identified. Each repair addressed a symptom or guessed at 

the cause, but the underlying fault remained, requiring the next visit. Pattern recognition in service 

history often reveals what individual visits missed. 

3. D — A diesel engine stored 6 months requires thorough inspection before return to service. Coolant 

may have degraded, rodents may have damaged wiring or insulation, seals may have dried out, 

fuel may have deteriorated, and oil may have oxidized or collected moisture. Skipping these 

inspections risks immediate failure upon start. 

4. B — Sodium, potassium, and boron together are the signature chemical elements of heavy-duty 

coolant additive packages. When all three rise substantially in an oil sample simultaneously, 

coolant has entered the oil. This combination is the diagnostic fingerprint of coolant contamination, 

typically from a head gasket, cracked head/block, or oil cooler leak. 

5. A — Intermittent hot-weather faults require observation during the specific conditions that produce 

them. Live data monitoring with a scan tool during hot weather allows the technician to observe 

parameter changes as temperature rises, identifying the specific component or sensor that fails 

thermally. Cold-weather inspection cannot reveal hot-weather failures. 

6. D — Current ECM calibrations often address specific symptoms reported by fleet operators, 

including low-power conditions. Updating to the latest calibration is a straightforward first step 

before deeper diagnostic work. If the issue resolves with the update, expensive diagnostic time is 

saved; if it persists, hardware diagnosis proceeds with current firmware. 

7. C — Injector balance rates progressing worse during extended idle point to thermal drift or fuel-

dilution effects that manifest only under sustained low-load conditions. As fuel temperature rises 

during idle, injector precision can degrade, or fuel dilution of oil can affect injector sealing. The 

symptom is specific to the duty cycle rather than engine load. 



8. B — Weak startup with adequate battery and starting system means fuel delivery is inadequate to 

the cylinders. Insufficient rail pressure during cranking is the most common cause — either from 

air in the fuel supply preventing proper HP pump priming, worn HP pump components, or 

inadequate lift pump supply. Fuel system diagnosis is needed. 

9. A — Stable wear metal levels over 12 months indicate the engine is operating in steady-state 

without accelerating wear. Consistent iron at 45 ppm is not alarming; the pattern of stability itself 

is what matters. Sudden spikes would indicate accelerating wear; steady levels indicate controlled 

operation at the current wear rate. 

10. C — Whining noises from the accessory drive area that track with engine RPM are characteristic 

of failing rotating components — water pump, alternator, or AC compressor bearings. Engine RPM 

drives these accessories directly, so bearing wear produces RPM-correlated noise. Further isolation 

with a stethoscope pinpoints the specific failing component. 

11. B — Shorter oil change intervals are justified when operating conditions accelerate oil 

contamination. High idle time produces soot accumulation from incomplete combustion, extended 

PTO operation increases thermal stress, and dusty conditions increase silicon contamination. These 

conditions require more frequent service than highway cruise at rated load. 

12. B — A valve spring at 40% below specification cannot produce adequate closing force. Weak 

springs allow valve float at high RPM, leading to valve bounce, accelerated valve/seat wear, and 

potential piston-to-valve contact. Replacement is the only correct action; shims compensating for 

a weakened spring will not restore proper dynamic performance. 

13. D — Excessive valve stem wear allows oil to flow down the valve guide past worn dimensions, 

causing oil consumption. The valve stem seal cannot function effectively when the stem-to-guide 

fit is compromised. This leads to blue smoke, reduced oil life, and eventual combustion chamber 

contamination. 

14. A — Cam lobe lift measurement is performed by installing a dial indicator on the pushrod or rocker 

arm and rotating the camshaft through its full travel. The indicator records the maximum lift 

achieved. This method measures the actual lift produced at the valve, which is what matters for 

proper engine operation. 

15. C — Cylinder head warpage limits are typically tight — often 0.003 to 0.006 inches across specific 

measurement dimensions. These tight specifications ensure proper gasket sealing and uniform 

clamping force. A warped head cannot reliably seal combustion pressures or maintain proper 

coolant jacket containment, so strict limits are necessary. 

16. D — A cylinder liner worn 0.010 inches beyond original specification cannot be restored by honing 

(which only removes minor wear patterns) or ring changes (which don't address the bore itself). 

Liner replacement is the correct action; the worn liner cannot provide proper ring seal for the next 

service life. 



17. A — With the big-end bore within specification and only the small-end bushing failed, the rod 

itself is reusable after bushing replacement. Connecting rod bolts that are torque-to-yield (TTY) 

must be replaced regardless of other factors because they cannot reliably produce correct clamping 

force when reused. 

18. A — Block deck flatness must be checked in multiple orientations because warp can occur in any 

direction — longitudinally along the engine axis, transversely across the block, or diagonally. 

Measuring only at one orientation misses warp patterns that develop in other directions. Multiple-

point measurements reveal the complete flatness profile. 

19. D — Out-of-round is specifically the difference between measurements at perpendicular angles 

(typically 90°) at the same axial position on the journal. This captures the shape distortion of the 

journal cross-section. This is distinct from taper (difference between axial positions at the same 

angle), which measures length-wise variation. 

20. C — Forged steel has superior tensile strength and fatigue resistance compared to cast aluminum 

— essential for the cyclic loading heavy-duty connecting rods experience. The crystal structure of 

forged metal resists fatigue crack formation better than cast metal, extending service life under the 

high cycle counts of heavy-duty operation. 

21. A — Positive-displacement oil pumps (gear or gerotor) displace a fixed volume per rotation. When 

clearances between the gears/rotors and the housing increase from wear, internal leakage reduces 

the effective displaced volume. The result is reduced volumetric efficiency — lower actual flow 

output despite the same pump rotation. 

22. B — A cooling system losing pressure with no visible external leak indicates internal leakage into 

the combustion chamber or crankcase. The two primary internal paths are head gasket failure 

(coolant into combustion chamber) or cracked head/block (into the combustion chamber or 

crankcase). Combustion leak testing can confirm the path. 

23. C — SCA (Supplemental Coolant Additive) is a nitrite-based additive that replenishes the 

cavitation inhibitor chemistry in heavy-duty coolants. Cavitation damage to cylinder liner outer 

surfaces is prevented by nitrite; as SCA chemistry depletes, the protection is lost. Regular SCA 

maintenance preserves this protection. 

24. A — Elevated oil temperature with normal coolant temperature indicates the oil cooler is not 

transferring heat as designed. Reduced effectiveness can come from fouled tubes (scaling or 

debris), reduced coolant flow through the cooler, or thermal valve issues. Investigation focuses on 

the cooler pathway specifically. 

25. D — Both technicians are correct. Dark oil with fuel odor is indicative of fuel dilution, which can 

be confirmed by oil analysis. Oil analysis provides quantitative data that visual and olfactory 

inspection cannot — fuel content in percent, additive levels, contamination measurements — 

which is more definitive for assessing oil condition. 



26. B — Air locks in the cooling system produce specific symptoms: temperature gauge inaccuracies 

(sensor may not be in coolant), hot spots on engine components, and heater core not receiving 

adequate flow. The remedy is proper bleeding procedure after cooling system service to release 

trapped air. This is a common post-service issue. 

27. A — Shaft radial play double the specification indicates bearing wear beyond serviceable limits. 

Heavy-duty turbo bearings wear from extended service, oil supply issues (kinked lines, low 

pressure), or contamination (abrasive particles in oil or air). The turbo requires rebuild or 

replacement, and the root cause must be identified. 

28. C — Mismatch between commanded and feedback EGR positions indicates a control loop 

problem. Possible causes include physically stuck valve mechanism (from soot or carbon), failed 

electric actuator, or drifted position sensor. Each requires different diagnosis and repair. The 

mismatch itself is diagnostic evidence that the system isn't responding correctly. 

29. D — Damaged CAC external fins reduce airflow through the cooler, degrading its heat rejection 

capability. Smashed or blocked fins present a restriction to the air passing through the CAC, so 

heat transfer from the charge air to the ambient air is reduced. Charge air temperatures rise above 

specification, reducing engine efficiency. 

30. B — DPF differential pressure at 42 inches of water (nearly 3x normal max) combined with 

elevated back pressure indicates heavy loading beyond normal operating levels. Ash accumulation 

(which regeneration cannot remove) or failed regeneration producing soot overload requires 

intervention — parked regeneration, physical cleaning, or filter replacement. 

31. A — The DOC oxidizes hydrocarbons (HC) and carbon monoxide (CO), reducing unburned fuel 

emissions and combustion byproducts. It also generates NO2, which is essential for downstream 

DPF soot oxidation and SCR NOx reduction reactions. The DOC is a foundational component of 

the modern aftertreatment system. 

32. D — A VGT stuck fully closed at high RPM restricts exhaust flow precisely when volume is 

highest. This produces excessive back pressure, potential turbocharger overspeed, and elevated 

cylinder pressures that can damage pistons, rings, and valves. The condition cannot be tolerated; 

immediate intervention is required. 

33. C — Low-pressure supply inadequate (35 psi vs. 45-60 spec) explains why rail pressure cannot 

reach commanded values. The HP pump cannot build rated rail pressure without adequate supply. 

Diagnosis must verify the entire low-pressure path — lift pump, filter, line restrictions, air leaks 

— before investigating HP components. 

34. C — A plugged spray hole in an HPCR injector cannot be reliably cleared without risk of further 

damage. Solvent cleaning may partially open the hole but frequently does not restore original 

geometry. Replacement is the correct action; remanufactured injectors with verified clean spray 

holes ensure proper operation. 



35. B — Fuel temperature sensors enable the ECM to adjust fuel injection quantity for density changes 

with temperature. Hotter fuel is less dense, so the same volume pulse delivers less mass; cooler 

fuel is denser, delivering more mass. The ECM compensates injection timing and duration to 

maintain correct fuel mass delivery regardless of temperature. 

36. A — A PCV failed in the closed position prevents pressure relief. The HP pump will continue to 

build rail pressure until it reaches the pump's maximum output capacity, exceeding design limits. 

Modern ECMs detect this overpressure condition and trigger protective derate to prevent 

catastrophic damage. 

37. C — A water-in-fuel warning indicates water accumulation at the sensor level in the separator 

bowl. Safely stopping and draining the water prevents it from reaching the fuel filter and injection 

system, which would cause serious damage. Continuing operation with accumulated water risks 

fuel system contamination and expensive repairs. 

38. B — Persistent air in the fuel supply is typically caused by a loose fitting, cracked line, or failed 

O-ring creating a leak path for air to enter the system. The leak is often subtle — small enough 

that fuel doesn't visibly weep but large enough for air ingestion during pump operation. Systematic 

inspection of the supply path is required. 

39. D — Both technicians are correct. HPCR injector calibration coding is essential after installation 

— the unique code encodes individual flow characteristics. Without proper coding, the ECM 

cannot compensate for injector variation, producing cylinder balance faults and emissions issues. 

This is a required installation step. 

40. B — Low ICP (Injection Control Pressure) on HEUI during cranking points to the high-pressure 

oil supply. Either the HP oil pump cannot build adequate pressure or the IPR (Injection Pressure 

Regulator) valve is malfunctioning. Since HEUI injection pressure is generated from this high-

pressure oil, inadequate ICP prevents the engine from starting. 

41. C — Cloud point is the temperature at which paraffin wax begins forming in diesel fuel. As 

temperature drops below cloud point, wax crystals progressively plug fuel filters. This is a critical 

parameter for cold-weather diesel operation — different from freezing point (where fuel 

solidifies), boiling point, or ignition temperature. 

42. A — Injector drain flow testing measures the return flow from each injector during commanded 

operation. Excessive return flow indicates internal leakage past worn plunger surfaces or control 

valves, wasting rail pressure as return flow rather than delivering it as injection. This is a standard 

diagnostic for HPCR injector wear assessment. 

43. B — EUI injectors combine cam-driven mechanical plunger motion with ECM-commanded 

solenoid valve timing. The solenoid valve opens and closes to control when pressure begins 

building in the pump chamber and when injection events occur. The camshaft provides the 

mechanical pumping force; the solenoid provides electrical control of timing. 



44. D — Fuel contamination damages precision-machined surfaces in injectors and HP pumps through 

abrasive wear. Even after cleaning and refueling with clean fuel, the damage persists. Uneven 

cylinder contribution after contamination indicates damaged precision surfaces that likely require 

replacement of affected components to restore correct operation. 

45. A — A PCV failed in the open position continuously bleeds rail pressure back to return, preventing 

the pump from building commanded pressure. The result is persistently reduced rail pressure 

regardless of ECM commands, which produces reduced injection quantity and engine power. The 

engine cannot develop rated performance. 

46. C — Pilot injection occurs approximately 15-25 degrees BTDC to initiate combustion before the 

main injection event. This early combustion raises chamber pressure and temperature, reducing 

ignition delay on the main injection. The result is reduced diesel combustion noise, lower NOx 

formation, and more controlled combustion. 

47. D — Biodiesel blends dissolve accumulated deposits in fuel systems that petroleum-only diesel 

did not. When a heavy-duty diesel first operates on B20 after running petroleum diesel, the 

dissolved deposits collect in the fuel filter, causing premature plugging. This is normal and 

expected; filter intervals should be reduced during transition. 

48. B — A blocked tank vent prevents atmospheric air from entering the tank as fuel is consumed. 

Vacuum progressively develops in the tank, opposing fuel flow through the pickup. Initially the 

engine may run normally at low demand, but eventually the vacuum starves the engine, producing 

stalling and restart difficulty. 

49. C — The weak battery has a partially failed cell, confirmed by load testing (dropping to 7.5V). 

This battery must be replaced to prevent it from dragging down the entire parallel pack — a weak 

battery draws current from the strong batteries, accelerating wear on all four. Replacement 

preserves overall pack life. 

50. A — When the solenoid energizes but the starter doesn't engage the ring gear, the fault is in the 

engagement mechanism — the starter drive (Bendix or pre-engaged) is worn, stuck, or damaged. 

Battery voltage (if adequate to energize the solenoid) is not the problem, nor is alternator or ECM. 

51. D — When alternator output reaches its rated capacity and electrical demand exceeds that capacity, 

voltage drops below the regulated value. This is not a fault — it's the alternator operating at its 

maximum output limit. If the demand-output gap is persistent, a larger alternator or load 

management is needed. 

52. B — Cable resistance testing measures voltage drop along the cable while current flows through 

the circuit. Excessive voltage drop indicates increased resistance in the cable or its connections. 

This test is performed under load (during cranking) because resistance only produces measurable 

voltage drop when current flows. 



53. D — An exhaust brake engaged dramatically increases exhaust pressure, which amplifies the noise 

from any exhaust leak in the system. The leak was present during normal operation but the low-

pressure exhaust didn't reveal it; under braking pressure, the leak becomes audible as a significant 

noise. Repair the leak location to eliminate the noise. 

54. C — Dashboard brake levels (LOW, MEDIUM, HIGH) control the number of cylinders activated 

for compression-release braking. LOW typically engages 2 cylinders, MEDIUM 4 cylinders, and 

HIGH all 6 cylinders on a six-cylinder engine. Each level adds cylinders, providing progressively 

more braking effort for conditions. 

55. A — Compression-release engine brakes use engine oil pressure to hydraulically actuate the 

master/slave piston circuit. The master piston (driven by a dedicated cam lobe) displaces oil 

through the hydraulic circuit to the slave piston, which pushes the exhaust valve open during the 

compression stroke. Without adequate oil pressure, the hydraulic circuit cannot transmit the 

required force. 


