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Overview of the Duramax 6.6L LML and LGH Evolution

The period between 2011 and 2016 represents a pivotal era in diesel engine engineering for General Motors. With 

the introduction of the 6.6L Duramax LML and LGH variants, GM aimed to reconcile the conflicting demands of 

rigorous EPA emissions standards and the consumer's thirst for increased horsepower and torque. This generation 

of the Duramax V8 marked the transition to advanced emission control technologies, including Selective Catalytic 

Reduction (SCR) and the use of Diesel Exhaust Fluid (DEF), which allowed the engine to reduce Nitrogen Oxide

(NOx) emissions by up to 63 percent compared to its predecessor, the LMM.

While the LML was the flagship powerplant for the Chevrolet Silverado and GMC Sierra 2500HD and 3500HD

pickup trucks, the LGH variant was a specialized version designed for use in Chevrolet Express and GMC Savana

full-size vans, as well as certain chassis-cab configurations. Understanding the technical nuances between these

two platforms is essential for fleet managers, performance enthusiasts, and diesel technicians alike. This guide

provides an exhaustive analysis of their architecture, fuel systems, transmission pairings, and common mechanical

failure modes.

Core Technical Specifications and Engine Architecture

The LML and LGH share the foundational Duramax architecture: a 90-degree V8 block made of induction-

hardened gray iron, featuring a deep-skirt design for maximum structural rigidity. The cylinder heads are cast

aluminum, utilizing a four-valve-per-cylinder configuration (32 valves total) driven by a single cam-in-block and

overhead valves (OHV).

Mechanical Strengthening

To handle the increased cylinder pressures required for the LML’s 397 horsepower and 765 lb-ft of torque, GM

engineers implemented several internal upgrades:

•  Piston Design: The pistons were redesigned to handle a peak firing pressure of approximately 2,600 psi. They 

featured a revised combustion bowl shape to optimize the air-fuel mixture in conjunction with the new piezo-electric 

fuel injectors.

•  Connecting Rods: The LML utilized forged steel connecting rods with a larger cross-sectional area and a 

modified small-end bushing to improve durability under high-load towing conditions.

•  Main Bearing Caps: To prevent 'main cap walk,' the LML utilized a four-bolt main bearing cap design, with 

additional cross-bolting to secure the bottom end of the engine.

•  Oil Cooling: High-capacity oil jets were installed to spray the underside of the pistons, ensuring temperature 

regulation during sustained high-output operation.

LML vs. LGH: The Divergence

The primary difference between the LML and LGH lies in their application-specific tuning and turbocharging. The

LGH was designed for 'de-rated' applications where longevity and packaging constraints outweighed peak

performance. The following table highlights the core differences in their output and physical configuration:



Feature Duramax LML (Pickup Trucks) Duramax LGH (Vans/Chassis Cab)

Horsepower (Stock) 397 hp @ 3,000 RPM 260 - 335 hp (Application Dependent)

Torque (Stock) 765 lb-ft @ 1,600 RPM 525 - 685 lb-ft (Application Dependent)

Turbocharger Garrett GT37V Variable Geometry 
(VGT)

Modified Garrett VGT (Smaller 
Housing)

Transmission Allison 1000 6-Speed Automatic GM 6L90 6-Speed Automatic

Emissions Full SCR, DPF, EGR Full SCR, DPF, EGR (Aggressive 
Cooling)

The High-Pressure Fuel System: The CP4.2 Paradigm

One of the most significant changes introduced in the 2011 model year was the shift from the Bosch CP3 high-

pressure fuel pump to the Bosch CP4.2. This move was driven by the need for higher injection pressures (up to

30,000 psi) and better fuel atomization to meet Tier 2 Bin 5 emissions standards.

Injection Technology

The LML and LGH utilize Piezo-electric injectors. Unlike the older solenoid-style injectors, Piezo injectors can

open and close significantly faster, allowing for up to five injection events per combustion cycle (pilot, primary, and

post-injection). This precision results in a much quieter engine—often referred to as the 'quiet Duramax'—and more

efficient combustion.

The CP4.2 Controversy

While the CP4.2 is highly efficient, it has become a focal point for reliability discussions. The pump relies entirely on 

diesel fuel for lubrication. In North America, where Ultra-Low Sulfur Diesel (ULSD)often has lower lubricity than

European fuel, the internal cam of the CP4.2 can develop 'pitting.' If the pump seizes, it creates a cascade of metal

debris that travels through the fuel rails and into the expensive Piezo injectors, effectively destroying the entire fuel

system.

Technical Countermeasures: To mitigate this risk, many owners install an aftermarket lift pump(such as FASS

or AirDog) to provide positive pressure and better filtration, or perform a 'CP3 conversion' to revert to the more

robust pump design found in earlier LMM and LBZ engines.

Emission Control Systems: SCR, DPF, and the 9th Injector

The 2011-2016 Duramax was the first to integrate a complete emissions suite. This includes the Exhaust Gas 

Recirculation (EGR), Diesel Particulate Filter (DPF), and Selective Catalytic Reduction (SCR).

Hydrocarbon Injection (The 9th Injector)

A unique feature of the LML is the downstream hydrocarbon injector. Instead of performing 'post-injection' inside

the engine cylinder (which can cause fuel dilution in the engine oil), the LML injects diesel fuel directly into the

exhaust stream before the DPF. This fuel reacts with the catalyst to create the high temperatures (roughly 1,100°F)

required to burn off soot during a regeneration cycle.

Selective Catalytic Reduction (SCR)



The SCR system uses Diesel Exhaust Fluid (DEF)—a mixture of 32.5% urea and 67.5% deionized water. This

fluid is injected into the exhaust gases where it decomposes into ammonia. The ammonia reacts with NOx over a

catalyst to produce harmless nitrogen and water vapor. While effective, this system introduced new failure points,

such as DEF tank heater failures and NOx sensor malfunctions, which can trigger a 'limp mode' or speed limitation

on the vehicle.

Transmission Pairings: Allison 1000 vs. GM 6L90

The power delivery of the 6.6L Duramax is managed by two distinct six-speed automatic transmissions, depending

on the engine code and vehicle type.

The Allison 1000 (LML)

The LML is almost exclusively mated to the Allison 1000. For the 2011 model year, the Allison was upgraded with 

a larger torque converter (310mm) and a refined gear train to handle the 765 lb-ft of torque. It features Grade 

Braking and Tow/Haul mode, which uses the VGT turbo as an exhaust brake to control speed on descents.

The GM 6L90 (LGH)

Because the LGH is found in vans where the massive Allison transmission cannot physically fit into the chassis 

tunnel, GM utilized the 6L90. While robust, the 6L90 has a lower torque capacity than the Allison. Consequently,

the LGH engine is electronically de-rated to ensure the transmission's longevity. This is a critical consideration for

those looking to swap a Duramax into a custom project; the LGH/6L90 combo is often preferred for tighter engine

bays.

Maintenance and Operational Best Practices

To achieve the 300,000+ mile lifespan these engines are capable of, adherence to a strict technical maintenance

schedule is mandatory. The LML is less forgiving of neglected maintenance than previous generations due to its

complex emissions and fuel systems.

Fluid Dynamics and Intervals

•  Engine Oil: Use 15W-40 CJ-4 or CK-4 rated oil. Change intervals should not exceed 7,500 miles, regardless 

of the 'Oil Life Monitor' in high-idle or heavy towing scenarios.

•  Fuel Filters: The LML fuel filter is a canister-style element. It should be replaced every 15,000 miles. Many 

technicians recommend a 10,000-mile interval to protect the CP4.2 pump.

•  DEF System: Only use high-quality, non-contaminated DEF. Ensure the DEF tank cap is sealed to prevent 

crystallization, which can clog the injection pump.

•  Transmission Fluid: The Allison 1000 utilizes TES-295 synthetic fluid (like Mobil Delvac or Castrol TranSynd). 

The external spin-on filter should be changed at every oil change to keep the hydraulic circuit clean.

Diagnostic Case Studies and Common Failure Modes

In the field, the LML and LGH present specific diagnostic patterns. Understanding these can save hours of

troubleshooting.

Case Study 1: DEF Heater Failure (P20B9 / P21DD)

One of the most common issues in colder climates is the failure of the DEF tank heater. The heater is an integral 

part of the DEF pump module. When it fails, the fluid can freeze, preventing the SCR system from functioning. 

Solution:Replacing the internal heating element or the entire reservoir assembly is required. Aftermarket 'rebuild



kits' are now available to avoid the high cost of a full OEM tank replacement.

Case Study 2: Turbocharger Vane Position Sensor (P003A)

The Garrett VGT uses a set of internal vanes to vary the aspect ratio of the turbine housing. Over time, soot and 

carbon buildup can cause these vanes to stick. Solution:Often, a 'turbo cleaning' procedure or replacing the vane

position sensor can fix the issue. However, if the vanes are physically damaged or warped from excessive EGTs

(Exhaust Gas Temperatures), a full turbocharger replacement is necessary.

Case Study 3: The CP4 'Grenade' (P0087 / P0088)

When the CP4 pump fails, the vehicle will typically stall and not restart. A diagnostic check will reveal a 'Low Fuel 

Rail Pressure' code. Technician's Tip:Remove the fuel pressure regulator (MPROP) on top of the pump. If you

see metal shavings (glitter) on the screen, the pump has failed catastrophically. The repair involves replacing the

pump, all eight injectors, fuel rails, and flushing the entire fuel tank and lines.

Comparative Evaluation: LML vs. Previous Generations



Metric LBZ (2006-2007) LMM (2007.5-2010) LML (2011-2016)

Fuel Pump Bosch CP3 Bosch CP3 Bosch CP4.2

Emissions EGR Only EGR + DPF EGR + DPF + SCR

Injection Solenoid Solenoid Piezo-electric

Horsepower 360 hp 365 hp 397 hp

Torque 650 lb-ft 660 lb-ft 765 lb-ft

While the LBZ is often cited as the 'holy grail' of Duramax engines due to its lack of complex emissions, the LML

offers superior frame strength, braking capability, and cabin refinement. For users who tow heavy loads frequently,

the LML's 765 lb-ft of torque and superior Allison tuning make it a more capable workhorse, provided the fuel

system is properly maintained.

Engineering Logic: The Role of the E98 ECM

The LML and LGH are managed by the Bosch E98 Electronic Control Module (ECM). This controller is

significantly more complex than the previous E35 units. It processes data from over 50 sensors in real-time,

including wideband O2 sensors, NOx sensors, and particulate matter (PM) sensors. The E98's logic is designed to

protect the engine; if it detects a deviation in fuel rail pressure or an SCR efficiency drop, it will progressively de-

rate the engine's power to prevent environmental or mechanical damage.

For those performing swaps or performance tuning, the E98 presents a challenge due to its encrypted bootloader.

However, reputable tuners have developed 'clean' tunes that can optimize the LML for better throttle response and

fuel economy while remaining within the mechanical safety margins of the stock internals.

Strategic Conclusions on the 6.6L Duramax Platform

The 2011-2016 Duramax LML and LGH engines represent a high-water mark for the diesel V8 in terms of power-to-

weight efficiency and emission compliance. While the introduction of the CP4.2 pump and complex SCR systems

added layers of maintenance requirements, the underlying architecture remains incredibly robust. For the technical

professional or the high-mileage driver, the key to LML longevity lies in fuel quality management and proactive

cooling system maintenance.

The LGH remains an underrated gem in the used market, offering the same heavy-duty block and heads as the

LML but often with less stress on the components due to its de-rated nature. Whether in a 3500HD dually or a G-

Series van, the 6.6L Duramax continues to be a dominant force in the North American diesel landscape, proving

that with the right engineering approach, 'clean' and 'powerful' are not mutually exclusive terms.
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