
PRACTICE EXAM 6: ASE T2 

SIMULATION 
 

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

 

1. A driver reports that his engine has been losing power gradually over the past month, with the decrease 

becoming noticeable only on steep grades. No warning lights have illuminated. Which diagnostic 

approach is MOST appropriate? 

 

A. Replace the fuel filter and see if symptoms clear 

B. Connect a scan tool and compare live data against specification under load conditions 

C. Replace the turbocharger to rule out boost issues 

D. Disconnect the batteries to reset the ECM 

 

2. A heavy-duty diesel engine produces visible blue smoke during hard acceleration that disappears at idle 

or light load. The engine is equipped with a modern HPCR injection system. The MOST likely source of 

this smoke is: 

 

A. A failed PCV filter 

B. Normal diesel engine operation 

C. A worn injection timing gear 

D. A failed turbocharger seal allowing oil into the intake or exhaust during boost 

 

 

 



3. A customer reports an engine knock that is loudest at low RPM and becomes barely audible above 1,800 

RPM. During a road test, the knock is synchronized with engine firing frequency. This description is 

MOST consistent with: 

 

A. Valve train clatter 

B. Normal diesel combustion noise 

C. Exhaust manifold leak 

D. Rod bearing knock intensifying at low speeds where RPM amplifies individual combustion impacts 

 

4. Oil analysis on a fleet-operated Class 8 tractor shows these trends over five consecutive samples: iron 

15, 22, 28, 35, 95 ppm (current sample). Copper, aluminum, and other metals are trending normally. The 

most appropriate action is: 

 

A. Investigate the significant iron spike — possible liner, cam, or gear wear developing 

B. Continue normal operation since single values are still below critical 

C. Change oil earlier than scheduled 

D. Wait for the next sample to confirm the trend 

 

5. A diesel engine produces white smoke from the exhaust only during cold start at ambient temperatures 

below 40°F. The smoke clears within 2 minutes of operation. This observation is MOST consistent with: 

 

A. Head gasket failure 

B. Worn piston rings 

C. Normal cold-start behavior with vaporized unburned fuel clearing as combustion temperature rises 

D. Coolant leak into a combustion chamber 

 

 



6. A scan tool snapshot from a Class 8 truck shows these parameters during a "hard start" complaint: 

battery voltage 12.3V, cranking RPM 120, rail pressure reaches 1,200 psi during cranking. Minimum rail 

pressure for start is 3,500 psi. The MOST likely cause: 

 

A. The ECM is faulty 

B. Cranking speed is below minimum required for the HP pump to develop adequate rail pressure 

C. The rail pressure sensor is faulty 

D. Fuel filter is plugged 

 

7. A heavy-duty diesel has been experiencing repeated failures of the fuel cooler (if equipped) despite 

regular replacement. The underlying cause is MOST likely: 

 

A. Return fuel temperatures exceeding design limits, often from extended high-load operation or excessive 

injection quantity 

B. Aftermarket coolant additives attacking the cooler 

C. Normal wear at high mileage 

D. Insufficient electrical current to the cooler pump 

 

8. Technician A says that oil aeration (air entrained in the oil) can produce irregular oil pressure readings. 

Technician B says oil aeration reduces the lubricating film strength and accelerates bearing wear. 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 

 

 



9. An engine has developed a sudden oil consumption issue. Within 2 days, consumption increased from 

1 quart per 5,000 miles to 1 quart per 400 miles. No external leaks are visible. Blue smoke is present under 

boost. The MOST likely cause is: 

 

A. A stuck PCV valve producing back-pressure 

B. Sudden piston ring failure across multiple cylinders simultaneously 

C. A recently developed turbocharger compressor-side seal failure 

D. Wear of the timing gears reducing injection timing accuracy 

 

10. During cylinder compression testing, the technician notices cylinder 4 reads 350 psi while all other 

cylinders read between 470-490 psi. Engine has been running rough. The MOST appropriate follow-up 

test is: 

 

A. A cylinder leakage test on cylinder 4 to identify the specific leak path 

B. Removing and inspecting cylinder 4's piston and rings 

C. Replacing the entire cylinder head 

D. Performing an oil analysis on the engine 

 

11. A driver reports that during a specific delivery route with multiple short stops (15-20 minutes of drive 

time between stops), the engine sometimes fails to regenerate the DPF automatically. Which of these 

conditions is LEAST consistent with normal active regeneration requirements? 

 

A. Sustained higher engine loads over extended driving time 

B. Highway cruise speeds maintained for 20+ minutes 

C. Frequent short stops with extended idle time between driving intervals 

D. Engine coolant above operating temperature 

 

 

 



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

 

12. A cylinder head warpage measurement across the gasket surface reads 0.003 inches — within OEM 

specification. However, the head has minor pitting around one cylinder bore's combustion chamber rim. 

The correct action is: 

 

A. Install the head as-is 

B. Attempt repair by grinding the affected area 

C. Discard the head immediately 

D. Evaluate the pitting depth against OEM serviceability criteria and repair or replace accordingly 

 

13. Valve lash specification for exhaust valves is typically LARGER than intake valve lash specification 

because: 

 

A. Exhaust valves operate at higher temperatures and experience greater thermal expansion 

B. Exhaust valves are physically smaller 

C. Intake valves are less important 

D. There is no difference in specification 

 

14. A valve spring free length measurement is 2.48 inches. The OEM specification is 2.55 inches for a 

new spring. This spring has: 

 

A. Normal length and can be reused 

B. Grown from service and should be discarded 

C. Fatigued from service, lost height, and should be replaced 

D. Adequate length if installed with a shim 

 



15. Technician A says that valve stem-to-guide clearance can be measured by installing the valve in the 

guide and using a dial indicator to measure lateral movement at the valve head. Technician B says that 

excessive valve stem-to-guide clearance causes oil consumption and valve seal failures. Who is correct? 

 

A. Technician A only 

B. Both Technician A and Technician B 

C. Technician B only 

D. Neither Technician A nor Technician B 

 

DOMAIN C — ENGINE BLOCK (Questions 16–20) 

 

16. A forged steel monobloc piston is structurally: 

 

A. Two pieces bolted together 

B. Made entirely of aluminum 

C. Cast aluminum with steel inserts 

D. A single piece of forged steel throughout 

 

17. During a rebuild, a technician discovers that one cylinder liner's wall shows a visible ridge at the top 

of ring travel where the upper ring stops. The correct action is: 

 

A. Replace the liner — the ridge indicates wear that cannot be properly measured and exceeds service life 

B. Continue with the rebuild using the existing liner 

C. Hone the ridge out and reuse 

D. Ignore the ridge if the bore measurement is acceptable 

 

 



18. A connecting rod with an excessively bent condition has been identified. A replacement rod must be 

installed. Before installing the new rod, the technician should: 

 

A. Match the new rod's weight to the other rods within OEM tolerance 

B. Remove all other rods for consistency 

C. Check the rod AND investigate what caused the original rod to bend 

D. Install the new rod without further inspection 

 

19. Crankshaft end play measures 0.022 inches on a heavy-duty diesel engine. OEM specification is 0.005 

to 0.015 inches. The correct action is: 

 

A. Continue with the rebuild 

B. Inspect and replace thrust bearings or thrust washers to restore end play to specification 

C. Install a longer crankshaft 

D. Reduce oil pressure 

 

20. The oil galleries in the engine block during rebuild must be: 

 

A. Left as-is to preserve break-in residue 

B. Blown clear with compressed air only 

C. Cleaned but not inspected 

D. Thoroughly cleaned and inspected for blockage, corrosion, or debris from prior failures 

 

 

 

 

 

 



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

 

21. A heavy-duty diesel engine oil pump is worn beyond specification, with excessive clearance between 

the gears and the pump housing. The result is: 

 

A. Reduced volumetric efficiency and lower oil pressure, especially at idle 

B. Increased oil pressure at all speeds 

C. No measurable impact on engine operation 

D. Normal operation if oil flow is adequate 

 

22. A pressure cap for a heavy-duty diesel cooling system is rated at 15 psi. Testing shows the cap opens 

at 9 psi instead. The correct action is: 

 

A. Install the cap and ignore the reading 

B. Replace the pressure cap 

C. Adjust the cap by compressing the spring 

D. Use a cap from a smaller engine 

 

23. Technician A says supplemental coolant additives (SCA) in a nitrited coolant replenish the cavitation 

inhibitor chemistry. Technician B says that IAT (green) coolants require SCA top-offs at regular intervals 

to maintain protection. Who is correct? 

 

A. Both Technician A and Technician B 

B. Technician A only 

C. Technician B only 

D. Neither Technician A nor Technician B 

 

 



24. An oil cooler on a heavy-duty diesel has been identified as plugged on the coolant side. The MOST 

likely symptom is: 

 

A. Low oil pressure 

B. White exhaust smoke 

C. Elevated oil temperature despite normal coolant temperature 

D. Excessive fuel consumption 

 

25. Cavitation damage on the outside of cylinder liners is best prevented by: 

 

A. Maintaining proper nitrite levels in the coolant via SCA/DCA additives 

B. Using a higher-pressure cooling system 

C. Increasing coolant flow rate 

D. Reducing engine operating RPM 

 

26. A "chocolate milk" appearance on the engine oil dipstick indicates: 

 

A. Normal oil condition 

B. Oxidized oil from extended service 

C. Fuel dilution of the oil 

D. Coolant contamination of the engine oil requiring immediate investigation 

 

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

 

27. A heavy-duty diesel air intake system has an air filter restriction gauge installed. During operation, the 

gauge reads 6 inches of water, well below the 25 inches specification. This reading indicates: 

 

A. The filter should be replaced immediately 



B. The air filter is clean and flowing well, or a leak exists allowing bypass airflow 

C. Engine efficiency is excellent 

D. The turbocharger is underperforming 

 

28. An EGR cooler internal leak allowing coolant into the exhaust recirculation path typically produces 

which of these as an early symptom? 

 

A. Immediate overheating 

B. Sudden engine knock 

C. Gradual coolant consumption without visible external leaks 

D. Elevated fuel consumption 

 

29. Turbocharger compressor wheel balance is disturbed when: 

 

A. The compressor wheel is new from the factory 

B. The oil level is within specification 

C. Normal vibration is present during operation 

D. Wheel damage, debris contact, or unbalanced bearing wear introduces radial vibration 

 

30. A VGT stuck in the fully-open position MOST likely produces which pattern? 

 

A. Low boost at low engine speed with reduced low-end torque and poor throttle response 

B. Overboost at all speeds 

C. Normal operation at all speeds 

D. Improved fuel economy 

 

 



31. The diesel oxidation catalyst (DOC) on a modern heavy-duty diesel primarily: 

 

A. Captures particulate matter 

B. Oxidizes HC, CO, and generates NO2 for downstream aftertreatment reactions 

C. Cools the exhaust stream 

D. Produces ammonia for SCR function 

 

32. Exhaust gas temperature sensors are typically placed at multiple locations throughout the 

aftertreatment system because: 

 

A. Sensor redundancy is required by law 

B. Sensors measure different temperature ranges 

C. Only one sensor is actually needed 

D. Each location's temperature is independently important — DOC inlet, DPF inlet, DPF outlet, SCR inlet 

— for monitoring and controlling regeneration and SCR function 

 

DOMAIN F — FUEL SYSTEM (Questions 33–48) 

 

33. A heavy-duty diesel with HPCR injection is operating normally. The rail pressure sensor reading shows 

24,000 psi at full throttle, matching the ECM commanded pressure. Cylinder contribution data shows all 

cylinders within 3% of each other. The fuel system is: 

 

A. Experiencing injector problems 

B. Operating within normal parameters 

C. Approaching rail pressure relief limit 

D. About to fail imminently 

 

 



34. An injector that has been replaced on an HPCR system must be coded into the ECM. This coding 

primarily: 

 

A. Verifies the part number is correct 

B. Checks for electrical compatibility 

C. Transfers the injector's individual factory flow characteristics to the ECM for compensation 

D. Activates warranty tracking 

 

35. A fuel pressure measurement at the lift pump outlet shows 68 psi. Specification is 45-60 psi. The 

MOST likely cause of this elevated reading is: 

 

A. Normal pump output at cold start 

B. Worn pump internal components 

C. Correct operation 

D. A stuck-closed fuel pressure regulator failing to relieve excess pressure back to return 

 

36. A modern HPCR engine has developed an intermittent single-cylinder misfire. Scan tool shows normal 

injector activation signals on all cylinders. Compression testing shows all cylinders within 5% of each 

other. The MOST likely cause is: 

 

A. An internal failure within the specific injector (plugged nozzle, worn control valve, or nozzle valve 

stuck) 

B. A valve train fault on the affected cylinder 

C. An ECM calibration error 

D. A coolant leak 

 

 

 



37. A water-in-fuel warning light has illuminated. Before draining the water separator, the technician 

should: 

 

A. Replace the fuel filter 

B. Verify the WIF sensor is functioning by scan tool 

C. Add a fuel additive 

D. Check oil level 

 

38. An HPCR injector experiences excessive return flow because of internal leakage. This causes: 

 

A. Improved engine efficiency 

B. Elevated rail pressure 

C. Reduced actual fuel injection quantity and cylinder contribution imbalance 

D. Reduced fuel consumption 

 

39. A heavy-duty diesel's low-pressure fuel supply has an air leak somewhere between the tank and the 

HP pump. The engine runs but loses power under load. The MOST appropriate diagnostic approach is: 

 

A. Visually inspect the supply line and fittings for leaks, then pressure test the low-pressure supply system 

B. Replace the lift pump 

C. Replace the high-pressure pump 

D. Adjust rail pressure upward to compensate 

 

40. The primary fuel filter on a heavy-duty diesel filters at approximately: 

 

A. 50 microns 

B. 1 micron 

C. 100 microns 



D. 20-30 microns nominal 

 

41. An EUI system uses cam-driven plungers inside each injector to generate injection pressure. Which 

component controls WHEN each injection event occurs? 

 

A. The camshaft timing alone 

B. An ECM-commanded solenoid valve that opens and closes to control the injector's fuel metering 

C. The injector return line 

D. Mechanical governor settings 

 

42. A diesel engine has been operating with contaminated fuel (sediment and water). After draining and 

refilling with clean fuel, the injectors still produce uneven cylinder contribution. This indicates: 

 

A. The new fuel is also contaminated 

B. The ECM needs calibration update 

C. The injectors or HP pump likely suffered damage from the previous contamination and require service 

or replacement 

D. Normal break-in period after contamination 

 

43. On a heavy-duty diesel with HEUI injection, the Injection Control Pressure (ICP) sensor provides 

feedback to the ECM about: 

 

A. Fuel rail pressure 

B. Battery voltage 

C. High-pressure engine oil that hydraulically actuates the injectors 

D. Coolant temperature 

 



44. Technician A says that the fuel return line from HPCR injectors and the rail pressure control valve 

carries excess fuel back to the tank. Technician B says return fuel can reach 180°F or higher during heavy-

load operation. 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 

 

45. A pilot injection event typically delivers approximately what quantity of fuel relative to total cycle 

fuel? 

 

A. 50 percent 

B. 2 to 5 percent 

C. 25 percent 

D. 80 percent 

 

46. A heavy-duty diesel fuel system uses low-pressure fuel supplied to the high-pressure pump. If lift 

pump output is below specification under load, the first visible symptom is typically: 

 

A. Engine overheating 

B. Coolant loss 

C. Reduced rail pressure building ability, leading to hard-start and low-power complaints 

D. Alternator failure 

 

47. An EUI injector requires: 

 

A. Air pressure from the truck system 



B. High-pressure oil from the HEUI rail 

C. Coolant flow through the injector 

D. Mechanical cam drive to build injection pressure within the injector 

 

48. An HPCR injector control valve that is stuck partially open will MOST likely: 

 

A. Allow continuous fuel leakage through the injector, producing reduced injection quantity and possible 

cylinder flooding 

B. Improve injection accuracy 

C. Extend injector life 

D. Reduce fuel consumption 

 

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

 

49. A heavy-duty diesel cranks but does not fire. Scan tool shows rail pressure building normally to 20,000 

psi during cranking. The injectors are receiving pulse-width commands from the ECM. Cylinder 2 shows 

no current draw on the injector circuit. The MOST likely cause of cylinder 2's issue is: 

 

A. Failed rail pressure sensor 

B. Failed crankshaft position sensor 

C. Open circuit or bad connection at injector 2's electrical connection 

D. Contaminated fuel 

 

50. A heavy-duty diesel battery pack consists of four batteries in parallel. Voltage measurement at each 

battery's terminals shows three batteries at 12.6V and one at 12.1V. The low-voltage battery is MOST 

likely: 

 

A. Approaching failure and may contain a bad cell — requires replacement 

B. Fully charged and normal 



C. Over-charged by the alternator 

D. Disconnected from the parallel circuit 

 

51. An alternator produces adequate regulated voltage at idle but cannot sustain output under high 

electrical load. AC ripple is elevated. The MOST likely cause is: 

 

A. Failed voltage regulator 

B. Slipping drive belt 

C. Discharged battery 

D. One or more failed rectifier diodes 

 

52. A starter motor continues to operate after the key is released from the START position. The correct 

action is: 

 

A. Continue to run the engine until the starter stops on its own 

B. Immediately shut off the engine to prevent starter damage 

C. Ignore and drive the truck 

D. Increase RPM to disengage the starter 

 

DOMAIN H — ENGINE BRAKES (Questions 53–55) 

 

53. A compression-release engine brake on a heavy-duty diesel produces braking effort by: 

 

A. Opening the exhaust valve near the end of the compression stroke to release the compressed air before 

it can return its energy to the piston 

B. Closing the exhaust valve completely to increase cylinder pressure 

C. Increasing fuel flow to produce backpressure 

D. Activating the alternator to create electrical drag 



54. An exhaust brake operates through: 

 

A. The compression release mechanism alone 

B. Engine oil pressure actuation 

C. A butterfly valve in the exhaust piping that restricts exhaust flow, creating back pressure the piston 

pumps against 

D. The aftertreatment system 

 

55. The control interface for engine brakes typically requires: 

 

A. Constant operator attention 

B. A functional throttle position signal, clutch position input, and dash switch settings before the ECM 

will command brake engagement 

C. Only a dash switch in the ON position 

D. Nothing — brakes engage whenever the driver desires 

  



PRACTICE EXAM 6: ANSWER KEY 

AND EXPLANATIONS 
 

1. B — Scan tool live data under load conditions reveals what the ECM is seeing when the symptom 

is present. Progressive power loss without warning lights is often visible in boost, rail pressure, or 

fueling parameters during actual load — data a stationary idle test would not reveal. This approach 

identifies the fault without parts substitution. 

2. D — Turbocharger seal failure is boost-dependent because pressure drives oil past the failing seal. 

Blue smoke appearing only under boost conditions matches this pattern precisely. At idle, pressure 

differentials are low and seal leakage is minimal, so smoke disappears — the classic diagnostic 

signature of compressor-side seal failure. 

3. D — Rod bearing knock is most audible at low RPM because each individual combustion impact 

is distinguishable. At higher RPM, firing frequency overlaps and the noise becomes harder to 

isolate but continues. Synchronization with firing frequency is the defining feature of bearing-

related knock. 

4. A — Iron jumping from 35 to 95 ppm represents a sharp upward trend indicating accelerated wear 

of ferrous components — typically liners, camshaft, or gears. Single-value thresholds are less 

informative than trend changes. This spike warrants immediate investigation before mechanical 

failure progresses. 

5. C — White smoke at cold start that clears within 2 minutes at ambient below 40°F is normal cold-

start behavior on diesel engines. The cold combustion chamber cannot fully ignite all injected fuel, 

producing vaporized unburned fuel visible as white smoke. This clears as combustion temperature 

rises to normal operating levels. 

6. B — Cranking speed of 120 RPM is below the minimum required for most HP pumps to develop 

adequate rail pressure. The HP pump requires sufficient cranking speed to build pressure; slow 

cranking prevents the pump from reaching minimum start-enable pressure regardless of pump 

condition. Battery condition, cable resistance, or starter drag should be investigated. 

7. A — Repeated fuel cooler failures indicate the cooler is operating beyond its design thermal limits. 

Extended high-load operation or excessive injection quantity (from aftermarket tuning or 

calibration issues) produces return fuel temperatures that exceed cooler capacity. Correcting the 

underlying thermal load, not repeatedly replacing the cooler, resolves the problem. 

8. D — Both technicians are correct. Oil aeration produces irregular pressure readings because air 

bubbles compress while oil does not, creating fluctuations. Aeration also reduces film strength at 



bearing surfaces because air-contaminated oil does not maintain proper hydrodynamic pressure, 

accelerating wear. 

9. C — A sudden dramatic increase in oil consumption combined with blue smoke under boost is the 

classic signature of turbocharger compressor-side seal failure. Sudden ring failure across multiple 

cylinders is mechanically improbable without an upstream cause; turbo seal failure produces this 

specific symptom pattern. 

10. A — A cylinder leakage test isolates the specific leak path — rings, intake valve, exhaust valve, 

or head gasket. Compression testing identifies the affected cylinder (cylinder 4), but leakage 

testing identifies what is actually failing. This diagnostic step prevents unnecessary teardown and 

parts replacement. 

11. C — Frequent short stops with extended idle times do not allow the engine to reach the sustained 

high EGT required for active DPF regeneration. The regeneration cycle requires 15-30 minutes of 

continuous operation at adequate exhaust temperature; short drive intervals interrupt this process. 

The other conditions listed all support or are neutral to regeneration. 

12. D — Pitting damage around a combustion chamber rim must be evaluated against OEM 

serviceability criteria — specific limits on depth, location, and total area. Some pitting may be 

acceptable for reuse, some requires repair, and some mandates replacement. Arbitrary decisions 

without reference to specifications are not appropriate. 

13. A — Exhaust valves operate at significantly higher temperatures than intake valves because they 

are exposed to hot combustion gases exiting the cylinder. Greater thermal expansion requires 

greater cold-lash clearance so the valve can still fully seat at operating temperature without being 

held open. 

14. C — A valve spring free length of 2.48 inches against a 2.55-inch specification is shorter than new, 

indicating fatigue-induced loss of height. Weak springs cannot produce adequate closing force, 

leading to valve float at high RPM and accelerated valve/seat wear. Replacement is required. 

15. B — Both technicians are correct. Valve stem-to-guide clearance is measured by installing the 

valve in the guide and using a dial indicator to check lateral movement at the head. Excessive 

clearance allows oil to pass down the guide and also prevents valve stem seals from functioning 

effectively — producing oil consumption through the guide. 

16. D — A monobloc forged steel piston is a single piece of forged steel throughout — crown, ring 

lands, and skirt. This one-piece construction provides maximum thermal durability under rated 

heavy-duty loads, surviving temperatures and pressures that cast aluminum or articulated designs 

cannot sustain. 

17. A — A ridge at the top of ring travel indicates wear that has reached the point where the upper ring 

no longer reaches the cylinder wall's original surface. The bore geometry is no longer suitable for 



consistent ring seal, and accurate measurement becomes impractical. Liner replacement is the 

correct action. 

18. C — Bent connecting rods are symptoms of upstream problems — hydrolock, detonation, or 

severe cylinder pressure events. Installing a replacement rod without investigating and correcting 

the underlying cause results in repeat failure. The root cause must be identified before reassembly. 

19. B — Crankshaft end play at 0.022 inches against 0.005-0.015 inch specification indicates worn 

thrust bearings or thrust washers. Replacement of the thrust components restores proper end play. 

Excessive end play produces clunking noise during clutch operation and accelerates thrust surface 

damage. 

20. D — Oil galleries during rebuild must be thoroughly cleaned and inspected. Blockages from prior 

bearing failures, corrosion debris, or foreign objects will cause immediate oil starvation to bearings 

upon startup if not identified and cleared. Blowing with air alone is insufficient; inspection must 

verify cleanliness. 

21. A — A worn oil pump has increased clearances that reduce volumetric efficiency — more fuel 

bypasses the gears and less is delivered as flow. Oil pressure drops particularly at idle where pump 

output is lowest; at higher RPM, the pump may compensate partially through increased rotational 

speed. 

22. B — A pressure cap that opens below rated pressure allows the coolant to boil at a lower 

temperature, reducing boiling-point margin under load. This produces overheating and vapor 

venting. The cap cannot be repaired — replacement is the correct service action. 

23. A — Both technicians are correct. SCA replenishes nitrite and molybdate inhibitors in nitrited 

coolants that deplete over service. IAT (green) coolants specifically require SCA top-offs at regular 

intervals because their inhibitor chemistry depletes relatively quickly compared to extended-life 

formulations. 

24. C — Oil cooler coolant-side plugging prevents coolant from reaching the oil for heat transfer. The 

result is elevated oil temperature despite normal coolant temperature — the oil continues to receive 

heat from engine operation, but cannot reject it through the plugged cooler. This is a classic 

coolant-side fault signature. 

25. A — Cavitation damage on liner outer surfaces is caused by depleted nitrite/molybdate cavitation 

inhibitors. Maintaining proper levels through SCA/DCA additions directly addresses the damage 

mechanism. Higher pressure, more flow, and lower RPM do not prevent the bubble collapse that 

drives cavitation attack. 

26. D — A "chocolate milk" oil appearance indicates coolant contamination forming an emulsion with 

the oil. This is a severe finding — coolant in oil will destroy bearings rapidly through abrasive 

compound formation. Immediate investigation of the source (head gasket, cracked head/block, or 

oil cooler failure) is required. 



27. B — An air filter restriction gauge reading 6 inches of water (well below the 25-inch limit) means 

either the filter is clean and flowing well, OR a leak exists between the filter and the measurement 

point that admits airflow, lowering the measured restriction. Both possibilities must be considered. 

28. C — Gradual coolant consumption without visible external leaks is the classic early symptom of 

EGR cooler internal leakage. The coolant vaporizes in the hot exhaust stream and leaves through 

the exhaust without producing visible puddles. This is why EGR cooler failures are often 

undiagnosed for extended periods. 

29. D — Compressor wheel balance is disturbed by physical wheel damage, debris contact, or 

unbalanced bearing wear introducing radial vibration. These mechanical conditions produce 

oscillating forces that damage bearings and ultimately destroy the turbocharger. Normal vibration, 

factory condition, and oil level do not cause balance issues. 

30. A — A VGT stuck fully open cannot accelerate exhaust flow onto the turbine at low engine speed. 

Without this acceleration, low-speed boost cannot develop, producing the classic pattern of low 

boost at low RPM, reduced low-end torque, and poor throttle response. At high RPM, flow volume 

may still produce some boost but efficiency is poor. 

31. B — The DOC oxidizes hydrocarbons (HC), carbon monoxide (CO), and generates NO2 that is 

used downstream by the DPF and SCR for further reactions. The DOC is the first major 

aftertreatment component and its function is essential to the subsequent DPF soot oxidation and 

SCR NOx conversion. 

32. D — Each EGT sensor location provides specific information: DOC inlet temperature indicates 

DOC function, DPF inlet indicates regeneration temperature, DPF outlet confirms regeneration 

completion, and SCR inlet verifies SCR operating temperature. Each location controls a specific 

aftertreatment function, and all are needed for complete monitoring. 

33. B — Rail pressure matching command, normal cylinder contribution balance within 3%, and 

proper fueling indicate the fuel system is operating within normal parameters under full-throttle 

conditions. These are the diagnostic indicators of healthy HPCR operation. 

34. C — Injector coding transfers the individual factory flow characteristics of the specific injector to 

the ECM, allowing compensation for variation from one injector to another. Without coding, the 

ECM cannot match the actual injector's flow to its command, producing balance rate faults and 

emissions issues. 

35. D — Elevated lift pump pressure with a properly functioning pump indicates the pressure regulator 

is not bleeding excess pressure back to return as it should. Worn pump components or cold-start 

conditions do not produce pressure above specification at warm operation; regulator malfunction 

is the most probable cause. 

36. A — Normal injector activation signals and cylinder contribution testing show no electrical or 

compression issue on the affected cylinder. The remaining failure path is internal to the injector — 



a plugged nozzle, worn control valve, or stuck nozzle valve preventing proper fuel delivery. 

Mechanical injector failure is the most likely remaining cause. 

37. B — Before draining water from the separator, verify the WIF sensor is actually functioning by 

scan tool to confirm the warning reflects actual water accumulation. A failed sensor can produce 

false warnings; draining water that isn't there wastes effort and can cause confusion about whether 

the problem is resolved. 

38. C — Internal injector leakage wastes fuel pressure as return flow rather than delivering it as 

injection. The result is reduced actual fuel injection quantity from that specific injector, producing 

cylinder contribution imbalance visible on the scan tool. The engine cannot meet fueling targets 

for the affected cylinder. 

39. A — Visual inspection followed by pressure testing the low-pressure supply system is the standard 

diagnostic approach. Air leaks produce visible signs and can be confirmed through pressure testing. 

Replacing the lift pump or HP pump without first identifying the air leak location wastes parts and 

does not address the root cause. 

40. D — Primary fuel filters on heavy-duty diesels typically have a nominal filtration rating of 20-30 

microns. This coarser rating handles high flow with significant contamination capture, while the 

finer secondary filter (2-4 microns) provides final protection for high-pressure injection 

components. 

41. B — EUI systems combine cam-driven mechanical plunger action with ECM-commanded 

solenoid valve timing. The solenoid valve opens and closes to control when pressure builds in the 

injector pump chamber and when injection occurs. The camshaft provides the mechanical pumping 

motion; the solenoid controls timing precisely. 

42. C — Contaminated fuel damages injectors and HP pumps through abrasive particle wear on 

precision-machined surfaces. Even after cleaning and refueling with clean fuel, the damage 

persists. Uneven cylinder contribution indicates the damaged injectors or pump need service or 

replacement to restore correct operation. 

43. C — ICP (Injection Control Pressure) sensor measures high-pressure engine oil supplied to HEUI 

injectors. Because HEUI injection pressure is generated from this high-pressure oil acting on the 

injector's hydraulic intensifier, the ICP sensor provides feedback for the ECM's pressure control 

loop — analogous to rail pressure sensor on HPCR systems. 

44. D — Both technicians are correct. Return fuel from HPCR injectors and pressure control 

components flows back to the tank through the return line. During heavy-load operation, return 

fuel can reach 180°F or higher due to heat imparted during high-pressure operation, which is why 

return line routing is designed to reach the tank before restriction causes excessive backpressure. 



45. B — Pilot injection typically delivers 2-5 percent of total cycle fuel. The small quantity is enough 

to initiate combustion early, raising chamber pressure and temperature, reducing ignition delay on 

the main injection, and significantly reducing diesel combustion noise. 

46. C — Inadequate lift pump output under load prevents the HP pump from receiving sufficient 

supply pressure to build rail pressure. Without adequate rail pressure, the engine cannot deliver 

correct fuel quantities, producing hard-start conditions and low-power complaints under peak 

demand. 

47. D — EUI injectors require mechanical cam drive to build injection pressure internally. The 

camshaft lobe pushes a rocker that drives the plunger down, pressurizing fuel in the chamber. 

ECM-commanded solenoid timing determines when pressure is released for injection. 

48. A — A stuck-open control valve allows continuous fuel leakage through the injector, producing 

reduced actual injection quantity per cycle and potentially excessive fuel returning through the 

nozzle. In severe cases this can cause cylinder flooding with uncombusted fuel. The fault requires 

injector service or replacement. 

49. C — No current draw on the injector circuit with normal commands from the ECM indicates an 

open circuit or bad connection at the injector's electrical connection. The ECM is commanding 

injection but the current cannot reach the injector, preventing the injection event. Physical 

inspection of the wiring and connector at injector 2 is the next step. 

50. A — A battery at 12.1V in a parallel pack with three others at 12.6V indicates this battery has a 

cell failure or significant capacity degradation. The open-circuit voltage difference of 0.5V is 

significant and will degrade overall pack performance. The battery should be replaced before 

further damage occurs. 

51. D — Correct regulated voltage at idle with inability to sustain output under load, combined with 

elevated AC ripple, is the signature of failed rectifier diodes. Each failed diode reduces current 

capacity while remaining diodes can still regulate voltage at low demand. Under load, rated current 

cannot be delivered. 

52. B — A starter that continues operating after key release indicates welded solenoid contacts. The 

starter will destroy itself quickly — the motor is overspeeding against the flywheel ring gear. 

Immediate shutdown of the engine (via fuel shutoff or battery disconnect) prevents further damage. 

This condition will not self-correct. 

53. A — Compression-release engine brakes produce braking effort by opening the exhaust valve near 

the end of the compression stroke, releasing the compressed air charge into the exhaust before it 

can return its stored energy to the piston. The energy goes out the exhaust as waste heat instead of 

driving the piston, producing braking torque. 

54. C — Exhaust brakes use a butterfly valve in the exhaust piping to restrict exhaust flow, creating 

back pressure that the piston must pump against during the exhaust stroke. This pumping work 



absorbs drivetrain energy and produces braking effort. The mechanism is much simpler than 

compression-release brakes but generally produces less power. 

55. B — Modern engine brake systems require a functional throttle position signal (accelerator at 

zero), clutch position (manual transmission) or transmission input (automatic), and dash switch 

settings before the ECM will command brake engagement. These interlocks prevent unsafe 

engagement at inappropriate conditions. 


