Pre prints.org

Article Not peer-reviewed version

Numerical Investigation on the Flame
Propagation Rate in the High-Speed
Train Carriages

Jing Wang , Haiquan Bi i , Yuanlong Zhou , Bo Lei, Zhicheng Mu

Posted Date: 7 January 2026
doi: 10.20944/preprints202601.0546.v1

Keywords: high-speed train; flame propagation rate; fire source power; fire source position; longitudinal
ventilation velocity

Preprints.org is a free multidisciplinary platform providing preprint service
that is dedicated to making early versions of research outputs permanently
available and citable. Preprints posted at Preprints.org appear in Web of
Science, Crossref, Google Scholar, Scilit, Europe PMC.

Copyright: This open access article is published under a Creative Commons CC BY 4.0
license, which permit the free download, distribution, and reuse, provided that the author
and preprint are cited in any reuse.



https://sciprofiles.com/profile/786398
https://sciprofiles.com/profile/786392
https://creativecommons.org/licenses/by/4.0/
https://creativecommons.org/licenses/by/4.0/

Preprints.org (www.preprints.org) | NOT PEER-REVIEWED | Posted: 7 January 2026 d0i:10.20944/preprints202601.0546.v1

Disclaimer/Publisher’'s Note: The statements, opinions, and data contained in all publications are solely those of the individual author(s) and
contributor(s) and not of MDPI and/or the editor(s). MDPI and/or the editor(s) disclaim responsibility for any injury to people or property resulting
from any ideas, methods, instructions, or products referred to in the content.

Article

Numerical Investigation on the Flame Propagation
Rate in the High-Speed Train Carriages

Jing Wang 1, Haiquan Bi *, Yuanlong Zhou ', Bo Lei 'and Zhicheng Mu 2

1 School of Mechanical Engineering, Southwest Jiaotong University, Chengdu 610031, China
2 CRRC Dalian Co., Ltd., Dalian 116045, China.
* Correspondence: bhquan@outlook.com

Abstract

Modern high-speed train compartments contain intricate internal configurations. In the event of a
fire emergency, the propagation velocity of flames through the passenger cabin is determined by
multiple factors, including compartment design, ignition source characteristics, and airflow
conditions. This study employed numerical simulation approaches to investigate the effects of fire
source power, fire source location, and longitudinal ventilation velocity on the rate of flame
progression. The simulation outcomes reveal that, under forward ventilation conditions, the
magnitude of fire power has a minimal influence on flame propagation speed. However, stronger
fire sources lead to earlier initiation of flame spread along the carriage. Central positioning of the
ignition source results in bidirectional flame movement toward both ends of the carriage, with faster
propagation rates than those of fires originating at the extremities. Longitudinal airflow patterns
significantly. When the airflow speed within the tunnel remains below 3 m per second, the impact of
longitudinal ventilation on fire propagation speed in the train is minimal under forward ventilation
conditions. Conversely, in reverse-ventilation scenarios, the rate of flame advancement shows a
positive correlation with increasing ventilation speed. Nevertheless, once tunnel ventilation
velocities exceed 3 m/s, combustion propagation within high-speed rail carriages becomes impossible
due to intact windows, which create oxygen-deficient conditions that prevent the development of
fire.

Keywords: high-speed train; flame propagation rate; fire source power; fire source position;
longitudinal ventilation velocity

1. Introduction

The rapid expansion of high-speed rail infrastructure serves as a pivotal driver of modern
economic development, facilitating unprecedented connectivity between major urban centers and
fostering regional integration [1-3]. As these networks proliferate, particularly in nations like China
where the high-speed rail grid is extensive, the safety of the rolling stock and the passengers it carries
becomes a paramount concern for engineers and regulators alike. The confined nature of train
compartments, combined with high passenger density, creates hazardous conditions during fire
incidents. Flames and toxic fumes can propagate swiftly through enclosed carriages, potentially
leading to severe human casualties and substantial material damage [4]. Consequently,
implementing robust fire prevention measures in high-speed train construction becomes imperative
for passenger protection.

In fire safety engineering for high-speed trains, the heat release rate is a crucial parameter for
both protective design and risk evaluation [5]. Traditional approaches to estimating this parameter
[6,7], fail to account for flame propagation dynamics within passenger compartments. These
conventional methods tend to overestimate actual thermal output values [8]. There exists a direct
correlation between the progression of fire intensity and flame advancement patterns in rail vehicles,
making detailed investigation of flame propagation speeds within carriages particularly significant.
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Such studies would provide fundamental data for developing accurate thermal output prediction
models specific to high-speed rail fires [9]. Existing scientific literature indicates that material
combustion propagation velocities are primarily influenced by geometric characteristics such as
surface configuration [10], dimensional width [11,12], material depth [13,14], and moisture content
[15,16]. The spread of flames is influenced by multiple environmental factors, including atmospheric
pressure, wind velocity, and oxygen concentration during the combustion process of materials
[15,17-20].

Zhu and colleagues [10] investigated the flame propagation rate on flat and wavy surfaces
through experiments and numerical simulations during paperboard combustion. Their results
demonstrated that when flames spread on wavy surfaces, the material surface temperature is higher,
and the flame propagation rate is greater than that on flat surfaces. Yan et al. [21] explored the effect
of width on the flame propagation rate of insulating material surfaces via small-scale combustion
experiments and theoretical analysis. Both experimental and theoretical results indicated that, across
different ambient pressures, the flame propagation rate decreases with increasing material width.
Additionally, moisture content significantly alters material combustion behavior, with studies [16]
documenting initial stability in flame height and propagation rate, followed by a gradual decline
during combustion. Environmental factors such as atmospheric pressure and oxygen concentration,
which vary with altitude, also critically impact material combustion characteristics [22]. Huang et al.
[20] studied the flame spread of expanded polystyrene at different altitudes through experiments and
numerical simulations. Their finding revealed an inverse relationship between flame propagation
speed and altitude. Michael et al. [23] investigated how airflow patterns and material configuration
influence flame propagation velocity. Their study demonstrated that the surrounding flow conditions
significantly affect both convective and radiative heat transfer at the material’'s surface, thereby
altering the thermal decomposition characteristics during combustion.

Current studies predominantly examine flame propagation characteristics in homogeneous
materials. However, high-speed train compartments present a more intricate scenario, featuring
multiple structural elements composed of diverse materials. This complexity results in substantially
different flame propagation dynamics compared to single-material scenarios. However, limited
research has been conducted on flame spread rates in train carriages. Previous work by Li and
colleagues [24,25] involved tunnel-based fire experiments with subway trains of varying dimensions,
measuring average flame propagation speeds of 1.5-2.0 m/min. Their research, constrained by
experimental limitations, didn’t explore the variables influencing flame spread within compartments.
In 2017, Lonnermark et al. [26] performed a full-scale fire test, discovering that the quantity and
relative position of combustibles significantly affect flame spread. Research indicates that in tunnel
fire scenarios involving high-speed trains, airflow velocity plays a crucial role in determining fire
progression patterns within the carriage [4], thereby modifying flame propagation characteristics. In
summary, the flame propagation rate inside carriages is mainly affected by fire source properties and
ventilation conditions.

This study employs numerical simulations to investigate the flame propagation rate inside
carriages, analyzing the effects of fire source power and location, and longitudinal ventilation
velocity. Following this introduction, Section 2 describes the numerical method and model for high-
speed train fires, defines the flame propagation rate inside the carriage, and analyzes the impact of
mesh size on calculation results. Section 3 presents parametric studies on flame spread behavior
under varying conditions. The final section summarizes the conclusions.

2. Materials and Methods

The present research employs the Fire Dynamics Simulator (version 6.7.4) [27] to simulate fire
scenarios in high-speed trains, with the Large Eddy Simulation (LES) [28] methodology applied to
analyze turbulent smoke movement. The reliability of the FDS program for simulating high-speed
train fires has been validated in prior research [18,29].

The universal governing equation is expressed as:
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where t denotes time, ¢ is the universal variable, S represents the source term, 1 is the general
diffusion coefficient, p and U are the density and velocity of airflow, respectively.
The component conservation equation is given by:
9(pY1)

—a¢ TV pYU =V pDVY; +m; )

is the mass formation rate of the ith component in unit volume, kg/(m?3-s); Di represents
the mass diffusion coefficient for components, m?/s; Yi denotes volume fraction of the ith component.
Additionally, the ideal gas state equation is required, expressed as:

I

where, m;

P = pR,T )

where P represents atmospheric pressure, Rg denotes the specific gas constant, and T stands for
absolute temperature.

2.1. Numerical Model

The high-speed train model used in this study is the Chinese standard EMU (CR400AF). Figure
1illustrates the architectural configuration of the train compartment. The carriage has a length of 24.2
m, a width of 3.4 m, a height of 2.9 m, and a passenger capacity of 85. A total of 20 windows are
installed on both sides of the carriage (cl1—cl10, crl—cr10), and two doors are positioned on each
side, with each door measuring 1.1 m in width and 2.2 m in height.

Figure 2 illustrates the numerical model of the high-speed train fire established. The tunnel spans
80 m, with dimensions of 7 m wide and 6 m high. Boundary conditions are specified as follows: the
tunnel’s upstream entrance uses a “supply” boundary, the downstream exit uses an “open”
boundary, and all remaining surfaces are designated “inert” boundaries. For fire simulation purposes,
the HRRPUA method [18] was implemented to model the combustion behavior within the train
compartment. Detailed parameters for the HRRPUA data and ignition points for various materials
are provided in Reference [4] (Appendix A).
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Figure 1. Schematics of the high-speed train structure.
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Figure 2. Numerical model of the high-speed train carriage fire.

As shown in Figure 3, five fire source positions are studied in this paper, considering the tunnel
ventilation direction and smoke spreading direction at the initial stage of fire development. Fire
source positions 1 and 5 are located at the corner of the carriage end wall; positions 2 and 4 on the
luggage rack surface; and position 3 between two seats. The fire source power ranges from 150 to
1000 kW, with a duration of 480 s[18,29]. Prior to initiating the simulation, the door on the fire source
side (as shown in Figure 2) is opened to simulate the train’s state after passenger evacuation[4,18].
Additionally, the window rupture temperature is set to 600 °C to replicate the window rupture
process[6,30]. A total of 29 simulation conditions are designed, as detailed in Table 1.
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Figure 3. Schematic diagram of fire source position.

Table 1. Summary of simulated conditions.

Longitudinal velocity (m/s)

Simulation No. Fire source power (kW) Fire source position
Forward Reverse
1-12 150, 500, 1000 1 1,234 —
13-15 150 2,3,4 2 —
16-17 500, 1000 3 2 —
18-29 150, 500, 1000 5 — 1,2,3,4

2.2. Definition of Flame Propagation Rate in the Carriage

This section defines the concept of flame propagation rate within the confined space of a high-
speed train compartment. For the simulation, the fire source at position 1 ( power: 150 kW ). As shown
in Figure 2, the mesh size of “Mesh 1” is set to 0.08 m, and “Mesh 2” to 0.16 [4].

Figure 4 illustrates the progression of flame propagation within a high-speed train compartment.
Flames and high-temperature smoke first spread along the ceiling toward both ends of the carriage,
igniting materials there. Subsequently, due to the radiant heat from the top, the seats and the floor
also caught fire. At 600 s (t0), the first-row seats are ignited, and flames begin to spread along the
carriage. By 1040 s (tp), flames have spread to the other side of the carriage. Figure 5 presents data on
flame extension distances over time. The propagation process can be divided into two phases: 600-
900 s (Phase I) and 900-1040 s (Phase II). During these phases, flames propagate approximately
uniformly along the length of the carriage, and the propagation velocity in the second phase is higher
than in the first. This is because, in the initial phase of longitudinal flame propagation, when the
carriage temperature is lower, the material’s combustion intensity is also lower. In the later phase,
however, the carriage temperature and combustion intensity of the material increase, which
accelerates the flame spread rate.

To study how different parameters affect the flame propagation rate, a metric was established
by averaging the speed during both phases. This represents the overall flame propagation rate inside
the compartment, mathematically expressed as:

L

Ve =—
F= At

(4)

where V; denotes the flame propagation speed, m/min; L represents the flame spread distance,
m (L is the distance from the first-row seats to the right end of the carriage in Figure 4, L=16.2 m);At
indicates the duration between the start of longitudinal flame propagation and full carriage coverage,
min (At=tp-to).

According to Equation (4), the flame spread rate in Figure 5 is calculated to be approximately
2.21 m/min. This methodology also applies to determining the flame spread rate at alternative
ignition locations within the railcar, where the rate equals the quotient of the flame spread distance
over the spread time.

© 2025 by the author(s). Distributed under a Creative Commons CC BY license.


https://doi.org/10.20944/preprints202601.0546.v1
http://creativecommons.org/licenses/by/4.0/

Preprints.org (www.preprints.org) | NOT PEER-REVIEWED | Posted: 7 January 2026

w2 /S Fir Fire source position 1

T §if |19 J:,. WL RS RRRCCOOCTL ||

Figure 4. Flame spread process in the high-speed train carriage at fire source position 1.
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Figure 5. Flame propagation rate in the carriage at fire source position 1 (the longitudinal velocity is 2 m/s, the

fire source power is 150 kW).

2.3. Effects of Mesh Size

The precision of computational results depends on the mesh size. To achieve reliable fire
simulation outcomes, smaller mesh sizes are employed in the vicinity of the high-speed train
compartment. In this investigation, “Mesh 2” uses a grid spacing twice that of “Mesh 1”. Figure 6
illustrates the progression of the flame propagation rate within the train compartment as the grid
spacing of “Mesh 1” decreases from 0.12 m to 0.06 m. Analysis of Figure 6 reveals minimal variation
in flame propagation rate when the mesh size is adjusted from 0.08 m to 0.06 m. Consequently, “Mesh
1” uses a mesh size of 0.08 m, yielding a total of 2.95 million grid elements. All subsequent simulations
are performed using this mesh size.
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Figure 6. Flame propagation rate with different mesh sizes.

2.4. Validation of the Numerical Model

The heat release rate during high-speed rail carriage fires is determined by the progression of
combustion. The accuracy of the computational fire model can be validated by comparing simulation
results with experimental data. Consequently, we have carried out combustion experiments on
components of high-speed trains. The component incorporated two-row seating arrangements,
sections of ceiling, end walls, sidewalls, floor material, and a luggage rack. Figure 7(a) displays the
FDS model constructed from the physical configuration of these components, with the ignition point
located on the seating surface. The fire power is maintained at 15 kW for 3 min. Figure 7(b) compares
heat release rates from the numerical simulation and experimental measurements, demonstrating
strong agreement. This congruence confirms the reliability of the adopted simulation approach for
modeling fire scenarios in high-speed rail environments.

Experiment

— — -Simulation

! ! !

0 200 400 600 800 1000 1200
Time (s)

(a) FDS model (b) Heat release rate comparison results

Figure 7. FDS model and heat release rate comparison results.

3. Results and Discussion

Multiple parameters, including the fire source power, fire source position, and longitudinal
ventilation velocity, influence the flame propagation rate within high-speed rail compartments.
Computational modeling was conducted to comprehensively examine the underlying principles of
these contributing elements.
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3.1. Fire Source Power Effects

To investigate how fire source power affects flame propagation rate in high-speed train
compartments, taking fire source position 1 as an example for analysis. Figure 8 presents data on
flame propagation rate and duration across varying fire intensities. As illustrated in Figure 8(a), the
comparative analysis reveals that for fire source powers of 150 kW, 500 kW, and 1000 kW, the
maximum variation in the flame propagation rate is approximately 3.2%. This indicates that, under
forward airflow conditions, the intensity of the fire source has minimal influence on the rate of flame
spread within the train carriage.

2.6 1200
—s— Simulated valuc 11040 —ay
ol 1000 C
. — tp
g 22‘—2‘21 2.14 2.1 @ 800 i .
£ ~ : o 600 33
g £ 600}
NT 20t - I
400 |
0 2 20
1.8} 200 b
16 1 1 1 0 1 1 1
150 500 101 150 500 10(
Fire source power (kW) Fire source power (kW)
(a) Flame propagation rate (b) Flame propagation time

Figure 8. Flame propagation rate and propagation time under different fire source powers at fire source position

1 (the longitudinal ventilation velocity in the tunnel is 2 m/s).

As illustrated in Figure 8(b), the intensity of the fire source significantly impacts the initiation
time of flame spread along the train carriage (to). With a 150 kW fire source, flame spread commences
after 600 s, whereas this duration reduces to merely 200 s when the fire source power escalates to
1000 kW. This demonstrates an inverse relationship between fire source power and the time to initiate
flame propagation. Figure 9 presents data regarding window breakage times across varying fire
source intensities, revealing that higher power levels correspond to earlier window rupture times.
The enhanced combustion intensity during the fire’s initial phase, driven by increased fire source
power, results in greater accumulation of high-temperature smoke near the compartment ceiling.
This phenomenon accelerates the heating rate of the lower air layer, thereby advancing the timing of
window rupture. Following window breakage, tunnel air infiltrates the compartment through the
fractured window, providing the necessary ventilation. The combustion process necessitates a
continuous supply of oxygen to sustain flame propagation.

As shown in Figure 9, during flame propagation, the time difference in rupture time between
windows No. 2 and No. 10 under different fire source powers is nearly constant. This observation
further demonstrates that the magnitude of the fire source exerts minimal influence on the speed of
flame advancement within the high-speed train carriage.
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Figure 9. Window rupture time of the high-speed train at fire source position 1 (the longitudinal ventilation

velocity in the tunnel is 2 m/s).

3.2. Fire Source Position Effects

This section examines how the location of the fire source (as shown in Figure 3) affects flame
propagation rate within a high-speed train carriage. Figure 10 presents comparative data on flame
propagation rate and propagation time across various ignition locations. Minimal variation in flame
propagation rate was observed between positions 1 and 2. The progression of fire propagation from
these two positions is visually documented in Figure 4 and Figure 11. The primary distinction in fire
development is the timing of ignition for the left-side front-row seating. The seat at position 2 ignites
145 s later than that at position 1. This is because the fire source at position 1 is located at the corner
of the carriage end wall, allowing direct contact between flames and the first-row seat. In contrast,
the fire source at position 2 first ignites the ceiling material above it, and the seats are subsequently
ignited by thermal radiation from the ceiling.

4 1500
—=— Simulated value 3.47 l
1200 F 1o S
3 .
C) 2.21 2.18 - 900 -
£ 2t e
£ E 600
G = r
1 .
300 -
0 0 O L
1 2 3 4

Fire source position Fire source position

(a) Flame propagation rate (b) Flame propagation time

Figure 10. Flame propagation rate under different fire source positions (the longitudinal velocity is 2 m/s, and

the fire source power is 150 kW).
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Figure 11. Flame propagation process in the high-speed train carriage at fire source position 2.

When a fire broke out at position 3 (between two seats), the flames did not spread. Indicating
that a 150 kW fire source is insufficient to cause fire spread inside the carriage. Existing scholarly
investigations[4] corroborate this observation, revealing that limited thermal output results in
diminished flame elevation, preventing ceiling materials directly above the ignition point from
reaching their ignition temperature and thereby inhibiting flame transmission across adjacent seating
arrangements. Figure 12 shows the flame propagation process at position 3 with fire source powers
of 150 kW, 500 kW, and 1000 kW. As observed in Figure 12(a) and Figure 12(b), no flame spread
occurs at 150 kW and 500 kW. Figure 12c shows that at 1000 kW, flames spread inside the carriage,
with a different propagation process compared to when the fire source is located at the carriage ends
(positions 1 and 2). In the early stage of fire development, the ceiling above the fire source is ignited,
and high-temperature smoke spreads to both ends of the carriage, igniting end materials. Flames then
spread from both ends toward the center (starting at 465 s) and fully cover the carriage by 795 s. The
average flame propagation rate during this process is 2.95 m/min, higher than that when the fire
source is at the carriage ends (positions 1 and 2).
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Figure 12. Flame propagation process in the high-speed train carriage at fire source position 3.

As illustrated in Figure 10 the flame propagation velocity reaches 3.47 m/s when the ignition
point is at position 4, exceeding the propagation rates at alternative fire origin positions. The
progression of flame expansion at position 4 is depicted in Figure 13 and shows characteristics similar
to those at position 3 (with a fire intensity of 1000 kW). Comparing the flame propagation process at
position 4 with that at position 2 (Figure 11), it is found that flames start propagationing later when
the fire source is at position 4. This is because in the early stage of fire development at the middle
position, windows remain unruptured, and oxygen at the carriage ends is sufficient. High-
temperature smoke above the fire source spreads to the ends, igniting end materials. Subsequently,
as smoke settles inside the carriage, windows rupture, and fresh tunnel air enters to supplement
oxygen, prompting flames to spread from both ends toward the center. In contrast, the fire source at
position 2 (above the end luggage rack) is closer to the door, resulting in higher oxygen content,
stronger material combustion intensity, and earlier window rupture.
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Figure 13. Flame propagation process in the high-speed train carriage at fire source position 4.

3.3. Longitudinal Ventilation Velocity Effects

In the event of a train compartment fire, the interaction between the relative direction of smoke
propagation and the longitudinal air currents significantly impacts fire propagation dynamics. This
segment examines how varying tunnel ventilation speeds affect combustion rates at positions 1 and
5 (as shown in Figure 3). When the fire source is located at position 1, the smoke propagation direction
in the initial stage of fire in the carriage is the same as the longitudinal ventilation direction, which is
called forward ventilation. When the fire source is at position 5, the initial smoke spreading direction
is opposite to the longitudinal ventilation direction (referred to as reverse ventilation).

3.3.1. Forward Ventilation

In the event of a high-speed train catching fire within a tunnel, the longitudinal ventilation serves
two primary functions. (1) accelerating smoke spread in the early stage of fire development and
supplementing oxygen for material combustion to enhance combustion intensity; (2) removing high-
temperature smoke from the carriage, reducing the temperature of the combustion surface, and
inhibiting flame spread. Figure 14 illustrates how varying longitudinal ventilation velocities (1-3 m/s)
affect flame propagation rate and time at position 1. At these longitudinal ventilation velocities, the
flame propagation rate under different fire source powers is 2.14-2.46 m/min, with a maximum
relative deviation of approximately 13%. Consequently, tunnel ventilation below 3 m/s demonstrates
minimal impact on fire advancement within a high-speed train carriage.

Figure 14(b) shows the time when flames begin to spread longitudinally and fully cover the
carriage under different longitudinal ventilation velocities and fire source powers. As the
longitudinal ventilation velocity increases, the start time of flame spread first decreases and then
increases, while the time to full carriage coverage increases. This is because when the velocity
increases from 1 m/s to 2 m/s, the initial smoke propagation rate increases, reducing the time to flame
propagation. When the velocity reaches 3 m/s, high-temperature smoke is rapidly removed by the
longitudinal airflow, reducing the smoke layer thickness and advancing the onset of flame
propagation. In the later stage of flame propagation, the longitudinal airflow cools the combustion
surface, inhibiting flame propagation.
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Figure 14. propagation rate and time of the flame under different ventilation velocities at fire source position 1.

The data presented in Figure 14(a) reveal that at a longitudinal ventilation velocity of 4 m/s, the
flame propagation rate drops to zero. Under these conditions, with a fire source power of 500 kW
and a ventilation velocity of 4 m/s, window surface temperatures are shown in Figure 16. Only the
window closest to the ignition point (crl) experienced failure, while all other window surfaces
remained below the critical failure threshold of 600 °C. The intact windows prevent sufficient oxygen
from entering the compartment to sustain material combustion, effectively halting flame propagation.
This has been confirmed in the oxygen concentration monitoring data at a height of 1.7 m as shown
in Figure 17. Consequently, when longitudinal ventilation velocities exceed 4 m/s, the cooling
capacity of the airflow on burning surfaces in high-speed train compartments becomes greater than
the heat generated by combustion. The limited oxygen supply prevents the flames from propagating
within the carriage.
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Figure 15. Flame propagation process in the high-speed train carriage when the longitudinal ventilation velocity

is 4 m/s (at fire source position 1, and the fire source power is 500 kW).
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Figure 16. Temperature of window surface when the longitudinal ventilation velocity is 4 m/s (at fire source
position 1, and the fire source power is 500 kW).
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Figure 17. Oxygen concentration at different measuring points in the high-speed train carriage when the

longitudinal ventilation velocity is 4 m/s (at fire source position 1, and the fire source power is 500 kW).

3.3.2. Reverse Ventilation

Figure 18 illustrates the flame propagation rate and propagation time under different
longitudinal ventilation velocities when the fire source is at position 5. At velocities ranging from 1
to 3 m/s, the fire’s propagation rate shows a positive correlation with increasing ventilation velocity.
When the velocity reaches 4 m/s, the flame propagation rate is 0, consistent with forward ventilation.
As the velocity increases from 1 m/s to 3 m/s, the start time of flame propagation increases, while the
time to full carriage coverage decreases.

Figure 19 depicts the flame propagation process under different ventilation velocities when the
fire source is at position 5 (power: 1000 kW). When the fire train stops for evacuation, longitudinal
airflow enters the carriage, forming an internal airflow consistent with the tunnel ventilation
direction. As tunnel ventilation velocity increases, the internal airflow velocity rises, reducing the rate
of high-temperature smoke propagation and delaying the ignition of the left carriage. However,
when combustion occurs at both ends of the carriage, increased ventilation velocity provides
additional oxygen for material combustion, increasing combustion intensity and accelerating flame
propagate to the right side of the carriage.
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Figure 19. Flame propagation process in the high-speed train carriage at fire source position 5 (fire source power
is 1000 kW).

4. Conclusions

In this study, a numerical model of a high-speed train carriage fire was established to analyze
the factors influencing flame propagation speed within the carriage. The main research results are
summarized as follows:

(1) Under forward-ventilation conditions, the fire source power has a negligible impact on the
flame propagation rate in carriages. When the fire source at the corner of the carriage end wall
(position 1) and the tunnel longitudinal ventilation velocity is 2 m/s, the maximum flame propagation
rate under different fire source powers is 2.21 m/min, with a maximum relative deviation of 3.2%.
However, as the fire source power increases, the time required for flames to start spreading
longitudinally decreases.

(2) The fire source position influences both the propagation process and the rate of flame
propagation within the carriage. When the fire source is at the carriage ends (positions 1 and 2),
flames spread from one end to the other. When the fire source is in the middle of the carriage, flames
spread from both ends toward the center at a higher rate than from end-located fire sources.

(3) Under forward ventilation, when the longitudinal ventilation velocity does not exceed 3 m/s,
the ventilation velocity has little effect on the flame propagation rate; while under reverse ventilation,
when the ventilation velocity does not exceed 3 m/s, the flame propagation rate increases with the
increase of longitudinal ventilation velocity. However, when the ventilation velocity exceeds 3 m/s,
the fire cannot propagate because the window is not ruptured, and the oxygen supply in the carriage
is insufficient.

This research analyzes the factors influencing flame propagation rate within carriage
compartments by simulating a typical high-speed train fire scenario. The investigation focuses on
how different parameters affect the rate of flame spread, including the fire source power, fire source
position, and ventilation conditions. These findings lay the foundation for the fire performance
design of high-speed trains and the calculation of the fire heat release rates.
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