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1. Introduction 

The use of the CFD (Computer Fluid Dynamics) theory and its practical knowledge has 
become widespread in such academic disciplines as aerodynamics, fluid dynamics, 
combustion engineering and other fields. However, in the disciplines, which examine the 
ongoing processes in larger sizes, CFD was applied during the last decades only. One of 
such discipline is a spread of fire. Fire processes are a very complicated and complex 
phenomenon consisting of combustion, radiation, turbulence, fluid dynamics and other 
physical and chemical processes. A good knowledge about complex phenomena and 
processes occurring during fire in different environments is a significant component of fire 
safety. As fire itself is very complicated phenomenon, interdisciplinary approach to the 
problem is required.  

This is also one of the reasons of a gradual development of programs in this area. In 
addition, large dynamics of burning processes requires high spatial resolution for 
sufficiently accurate calculation and also very small time step of calculation (thousandths of 
second) resulting in high demands on computer memory and high performance processors. 

Knowledge of and experience with the combustion processes were achieved mostly by 
experiments in the past. This form of investigation is quite difficult not only with regard to 
financial aspects but also from the point of view of variability of the input data related to 
burning. 

In recent years, computer simulation of fire is used as an economically least expensive 
method to obtain the knowledge about ongoing fire processes and their visualization. This 
approach is especially valid in the case of fires in tunnels, car parks and buildings because 
full-scale fire experiments in such structures could cause serious damages of material and 
technical equipment. Nowadays, monitoring the development of processes in fire 
environment allows to achieve relatively good knowledge about the dynamics of liquids 
and gases. Existing software tools provided by CFD simulation also enable to visualize their 
development.  
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In the literature, computer simulation of fire was firstly formulated in the seventies as zone 
models and later as multi-zone models [1, 2, 3, 4]. In these models, the fire area is divided into 
separate fire areas (zones) so that each of these ongoing processes has been settled. The 
theoretical basis of these methods comprises the laws of conservation of mass and energy. 
The whole space is divided into two spatially homegeneous zones: warmer upper volume 
containing heat and smoke, and lower part significantly less affected by heat and smoke. For 
each zone, mass and energy balances are enforced with additional models describing other 
physical processes such as fire plumes, flows through doors, windows and other vents, 
radiative and convective heat transfer and solid fuel pyrolysis. Relative physical and 
computational simplicity of the zone models has led to their widespread use in the analysis 
of compartment fires scenarios. However, for certain fire scenarios, more detailed spatial 
distributions of physical properties are required.  

Computational fluid dynamics (CFD) models were introduced in the nineties and have reached 
significant development and relatively widespread use in various fields of human activity. 
The rapid growth of computing power and advances in CFD have led to the development of 
CFD based field models based on solving the Reynolds-averaged form of the Navier-Stokes 
equations. The use of CFD models has allowed the description of fires in complex 
geometries incorporating a wide variety of physical phenomena related to fire.  

The simplified equations developed by Rehm and Baum [5], referred to in the combustion 
research community as low Mach number combustion equations, describe low speed 
motion of a gas driven by chemical heat release and buoyancy forces [6]. These equations 
are solved numerically by dividing the physical space where the fire is to be simulated into 
a large number of rectangular cells. Within each cell, gas velocity, temperature, etc., are 
assumed to be uniform changing only with time. The accuracy with which the fire dynamics 
can be simulated depends on the number of cells that can be incorporated into the 
simulation. This number is ultimately limited by the computing power available. 
Nowadays, single processor computers limit the number of such cells to at most a few 
millions. Parallel processing can be used to extend this range to some extent, but the range 
of length scales that need to be accounted for if all relevant fire processes are to be simulated 
is roughly 104 to 105 because combustion processes take place at length scales of 1 mm or 
less, while the length scales associated with building or automobile fires are of the order of 
tens of meters/centimeters.  

Several advanced systems intended for simulation of combustion processes have been 
developed. CFX, SMARTFIRE and FDS [7, 8, 9] and others provide alternative models which 
may offer a good performance. We use the Fire Dynamics Simulator (FDS) system [9], 
whose first version was developed in 2000 by the NIST (National Institute of Standards and 
Technology, USA). At present, significantly better FDS version 5.5 is available already. The 
development of both CFD software systems and their program modules will certainly 
continue. It is obvious that a careful verification and validation of these systems will 
continue in the future to enhance their quality and reliability.  
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2. Basic equations of the FDS model  

FDS solves a form of conservation equations for low speed, thermally driven flow. Smoke 
and heat transfer from fires is the main concern of this system, which also includes the 
thermal radiation, pyrolysis, combustion of pyrolysis products, flame spread and fire 
suppression by sprinklers. The basic set of the conservation mass, species, momentum and 
energy equations are as follows [9]:  
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where ''' '''
,b bm m     is the production rate of species by evaporating droplets or particles; ρ 

is the density; u=(u,v,w) is the velocity vector; Yα, Dα, and '''
,bm   are the mass fraction, the 

diffusion coefficient, and the mass production rate of α-th species per unit volume, 
respectively; p is the pressure; fb is the external force vector; τij is the viscous stress tensor; hs 
is the sensible enthalpy; the term q  is the heat release rate per unit volume from a chemical 
reaction and '''

bq  is the energy transferred to the evaporating droplets; and the term q
represents the conductive and radiative heat fluxes. Note that the use of the material 
derivative D( )/Dt = ∂ ( )/∂ t + u.grad ( ) holds in the last equation.  

Other two equations, the pressure equation and the equation of state, 
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are added to the previous four equations. The pressure equation is obtained applying the 
divergence on the momentum equation. In this equation, the value H represents the total 
pressure divided by the density. R is the universal gas constant, T is the temperature and W 
is the molecular weight of the gas mixture.  

Thus, we have the set of six equations for six unknowns, which are functions of three spatial 
dimensions and time: the density ρ, three components of u = (u, v, w), the temperature T and 
the pressure p. These equations must be simplified in order to filter out sound waves, which 
are much faster than typical flow speed. The final numerical scheme is an explicit predictor-
corrector finite difference scheme, which is second order accurate in space and time. The 
flow variables are updated in time using an explicit second-order Runge-Kutta scheme. 

Boundary conditions are prescribed on walls and vents. All input data for simulation are 
required in the form of a text file in prescribed format, which describes the coordinate 
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system, geometry of domain and its location in given coordinates, mesh resolution obstacles, 
boundary conditions, material properties and other different simulation parameters. An 
important limitation of the system is that the domain should be rectilinear, conforming with 
the underlying grid. The domain is filled with rectangular obstructions representing real 
objects, which can burn, heat up, conduct heat, etc. Simulation outputs include quantities for 
gas phase (temperature, velocity, species concentration, visibility, pressure, heat release rate 
per unit volume, etc.), for solid surfaces (temperature, heat flux, burning rate, etc.), as well 
as global quantities (total heat release rate, mass and energy fluxes through openings, etc.). 
These outputs are saved during simulation with the desired format for visualization and can 
be visualized by the Smokeview program.  

As it is mentioned in [9], the overall computation can either be treated as Direct Numerical 
Simulation (DNS), in which the dissipative terms are computed directly, or as Large Eddy 
Simulation (LES), in which large-scale eddies are computed directly and subgrid-scale 
dissipative processes are modelled. The numerical algorithm is designed so that LES 
becomes DNS as grid is refined. The numerical schemes used for the solution of all 
equations is completely described in [9].  

All FDS calculations must be performed within a domain consisting of rectilinear meshes 
divided into rectangular cells. These cells can be either uniform in size or stretched, fulfilling 
the requirements of finite difference numerical scheme used in FDS. Their number depends 
on the desired resolution of fire scenario. As the FDS numerical scheme uses Fast Fourier 
Transforms (FFTs) in the y and z directions, the second and third mesh dimensions should 
each be of the form 2l x 3m x 5n where l, m and n are integers.  

In this chapter, we focus on computer simulation of: 

 automobile engine compartment fire  
 automobile passenger and/or luggage compartment fire 
 fire spread from burning automobile onto a near standing automobile. 

3. Automobile fire experiments 

Automobile fires, causing enormous losses of property and lives as well as large 
environmental damages, have become a significant phenomenon, highly injurious to public. 
They occur in different surroundings, both in open air (on roads, on open parking areas, in 
vicinity to forest) and in closed or semi-closed structures (in underground car parks, in 
garages, in tunnels). Such different types of fire show own specific behaviour and the way of 
spread. Therefore, fire investigation has to take into account various conditions affecting the 
fire development and serious research is of great importance. 

Numerous papers dealing with different aspects of automobile fire safety have appeared 
and several advanced computer fire simulation systems have been developed. Such systems 
are capable to model, simulate and visualize the spread of flames and smoke and the fire 
behaviour, and even to estimate environmental damages caused by fire in various 
conditions. 
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Full-scale automobile fire experiments belong to the important means which are necessary 
for improvement of automobile safety. They provide information about overall automobile 
fire behaviour which may be difficult to extrapolate from laboratory testing of the 
automobile components. They are usually expensive to carry out, leading to short 
experimental series consisting of a few or even only one experiment. Typically they are 
extensively instrumented in order to obtain as much information as possible from one 
experiment. They require special experimental facilities because of great size of automobile 
fires leading to damage of real structures. Several experiments on automobile fires had been 
carried out under different conditions (open, closed, or semi-closed car parks) and reported 
in the literature.  

The measurements in older experiments [10, 11, 12] were restricted to gas and structure 
surface temperatures in the vicinity of burning car. During three full-scale experiments 
reported in [13], the heat release rate, mass loss and mass loss rate, heat flux, carbon 
monoxide, carbon dioxide and smoke production rate and gas temperatures above the 
automobile, and temperatures inside the automobile were determined as a function of time. 
Two full-scale fire experiments in a tunnel shuttle wagon [14] were carried out. A series of 
10 experiments (5 with one and 5 with two automobiles) with a ceiling above the automobile 
and spread of fire from one automobile to another [15] were performed, collecting the 
combustion products and oxygen consumption where rate of heat release was measured 
using oxygen consumption calorimetry. A series of 10 experiments (3 experiments with a 
single automobile, 6 with two automobiles and 1 with three automobiles parked next to each 
other) were carried out [16, 17, 18], where heat release rate was measured using oxygen 
consumption calorimetry. Two experiments with three latest generation automobiles parked 
in an open car park were carried out [19], where gas and steel temperatures and vertical 
displacements of steel beams were reported. One experiment in car park (3 automobiles in 
0.5 and 0.7 m distances) was performed [20]. An experiment with automobile fire in a four-
storey car park was performed [21], measuring temperatures, displacement and strain of car 
park structures. Four full-scale automobile fire experiments were carried out [22], igniting in 
different parts of automobile and measuring mass loss, mass loss rate and temperature 
curves.  

In 2009, a series of three full-scale automobile fire experiments with 4 cars in open air in the 
testing facilities of Fire Protection College of the Ministry of Interior of Slovak Republic in 
Povazsky Chlmec (Slovakia) and one full-scale automobile fire experiment with 2 cars in 0.5 
m distance in the experimental tunnel of Scientific Research Coal Institute in Stramberk 
(Czech Republic) were carried out [23, 24, 25]. The primary objective of these experiments 
was to measure gas and surface temperatures (on the surface, above and inside the 
automobile and engine compartment) to gather data for validation of computer simulations 
of tested automobile fire scenarios. The main aim of the experiments was to obtain better 
knowledge about burning of a single automobile, to determine most combustible materials 
contributing to fire and to study the spread of fire from one vehicle to another. On the basis 
of these experiments we have consequently made computer simulations.  
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4. Automobile engine compartment fire experiment and simulations 

This type of automobile fire has specific fire behaviour and nowadays it belongs to the most 
frequent vehicle fires [25, 26, 27, 28]. According to our knowledge, the spread of fire inside 
the engine compartment has not been analysed by computer fire simulator and published 
yet. We believe that such type of fire analysis and consequent computer simulation is very 
important. It provides more realistic fire spread in vicinity of the automobile and therefore 
more realistic input data for computer fire simulations in car parks, garages, or tunnels. We 
conjecture that ignition process for car fire simulations in such places simulated by a pool 
with burning gasoline (for example) is less realistic because it produces constant heat release 
rate.  

The reported automobile fire experiments were carried out on automobiles of the same 
category. In the sequel, we focus on the first fire experiments from the reported series of full-
scale automobile fire experiments. The first one was carried out on Audi 80 Quattro with 
just slightly distorted bodywork and missing front lights parked in open air on a concrete 
surface (Fig. 1). All doors and windows of the automobile were closed during the 
experiment. Gas temperatures inside the engine compartment (on the upper part of the 
engine block), inside the passenger compartment (in front part on the dashboard) and above 
the automobile (at 1.5 m height) were measured by thermocouples with 10 s recording 
interval. Temperature on the engine compartment lid surface was recorded by infra-red 
camera placed in front of the automobile at 3.5 m height and at 6 m distance from the 
automobile. The fire behaviour observations were recorded by digital cameras. Basic 
meteorological data (exterior temperature, wind speed, atmospheric pressure and others) 
were also collected. 

 
Figure 1. Automobile with thermocouples prepared for the experiment 
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The fire was ignited by burning of a small amount of gasoline (about 5 ml) poured onto 
a small cloth, which was placed in the engine compartment under the rubber tube (Figures 2 
and 3) imitating a frequent failure in the engine compartment. Immediately after the fire 
ignition, the engine compartment lid was closed. Sparse smoke above the lid appeared very 
soon and became denser gradually. During the first three minutes, smoke from the 
interstices at right edges of the lid and on the lid below the front window was prevailing. At 
the 4th minute, the smoke leaking out from the holes at the place of missing front lights 
became more intensive. At the 7th minute, weak flames appeared in the hole at the place of 
the missing left front light. Between the 7th and 8th minute of fire, flames appeared on the 
surface on the left side of the lid (varnish ignition). After 12 minutes, the fire was 
extinguished and inspection started to determine the components degraded most by the fire, 
and to detect the most flammable materials in the engine compartment. 

 
Figure 2. Scheme of automobile engine compartment 

 
Figure 3. Engine compartment before (left) and after (right) the fire experiment 
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The most flammable objects in the engine compartment, completely or almost completely 
burnt during the first 12 minutes of burning, were: the rubber tube (above the fire ignition 
source), 3 plastic tanks (in the right back part of the engine compartment), air filter box with 
its paper content (on the left side of the engine compartment), and several other plastic 
components (Figures 2 and 3). It was confirmed that these components contribute most to 
fire in engine compartment. The inspection also showed significant degradation of several 
electric cables and other hoses, partially auto battery and partially molten parts of engine 
block, and other components afflicted by fire. However, the contribution of these 
components to fire seems to be small. Fig. 4 shows that the temperature recorded by the 
thermocouple in the automobile engine compartment reached as many as 900 °C. 
 

 
Figure 4. Temperature in the engine compartment, over the bonnet and on the dashboard  

The next automobile fire experiment modelled a possible real situation of fire occured 
during car driving. The driver observed fuming, stopped the car after some hesitation, and 
decided to extinguish the fire in engine compartment through slightly ajar lid by portable 
car fire extinguisher. During this experiment, a technical failure was confirmed. 

Fire fighters, who should have fought the fire, could not open the engine compartment due 
to the melting of the lock control mechanism of the engine compartment lid. It was even not 
possible to open the engine compartment by heaver and plate shears had to be used (see Fig. 
5). For this reason, the fire fighting could start with a substantial delay only. Thus, it can be 
concluded that cars with such plastic control lock mechanism of engine compartment lid 
may not be extinguished by portable car fire extinguisher due to inaccessibility of the space 
where the combustion takes place.  

The temperature peak over the bonnet comes earlier than that in engine compartment. 
Probable reason of that is insufficient oxygen supply in engine compartment, which 
suppressed the fire spread inside the engine compartment and caused that the 
thermocouple in the engine compartment was not exposed to direct plume. Instead, the 
sealing compound burnt down and gaseous fuel was created in the engine compartment. 
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Figure 5. Destruction of the plastic control lock mechanism of engine compartment lid 

 
Figure 6. Temperature in the engine compartment, over the bonnet and on the dashboard  

4.1. Computer simulation of engine compartment fire 

Simulation of automobile engine compartment fire belongs to the most complex FDS 
simulation problems. Due to the extremely complex geometry of the burning space and 
objects inside the engine compartment, which affect the fire development and then have 
to be accurately captured, such a simulation requires very fine mesh resolution and 
therefore significant computational power for calculation. That is why the design of 
engine compartment geometry and of the components in the input FDS file is of great 
importance. In order to properly model the engine compartment as well as all relevant 
flammable components in its interior, corresponding input geometry of simulated space 
was elaborated using available 3D scans, as well as direct measurements of distances and 
proportions of detected flammable components (done before the start of experiment). The 
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simulation domain includes all flammable components mentioned above and other plastic 
and metallic components which influence the direction of fire and smoke spread in time 
(see Fig. 2).  

Engine compartment fire simulation is just the situation in which certain geometric features 
of engine compartment components do not conform to rectangular mesh, and have to be 
represented in a different way (electrical cables, tubes, hoses, etc.). The shape of plastic tanks 
and air filter can be captured almost realistically. However, the rubber tube (small thickness 
and cylindrical shape) has to be represented by a cluster of thin stripes where the total mass 
of stripes is equal to the mass of the tube itself. Moreover, the surface to volume ratio of the 
stripes is the same as that of the tube. Both these parameters, which are crucial for heating 
up and burning of material, were maintained. By this way some other components, such as 
paper interior of the air filter box, were modelled. Several other components, which did not 
appear to be critical for heat transfer and burning (e.g. small plastic caps of tanks too small 
to be properly captured), were represented by plastic or metallic slabs placed at appropriate 
places in the simulation space. 

Proper determination of material properties (physical parameters describing burning 
properties of materials) in the engine compartment was another essential task to be solved. 
There were four prevailing types of materials identified: aluminium alloy (metallic 
components), rubber (rubber tube), paper (air filter interior) and mixture of polyethylene 
(plastic components). Some material parameters for automobile varnish were estimated (e.g. 
the heat release rate per unit area) and some of them were derived from observations (e.g. 
the ignition temperature was determined from recorded infra-red camera observations) 
during the experiment. Most material parameters were determined by specialists from 
University in Zilina (Slovakia). 

In the simulation, the fire ignition source (the small burning cloth placed on the engine block 
under the rubber tube) is represented by a burning surface with the dimensions of 4 x 4 cm 
and total heat release rate set to 2.1 kW for the period of 60 s.  

Several measurement devices were defined in the simulation to provide proper output 
parameters describing the fire behaviour in time, such as gas temperature and velocity, 
surface temperature, oxygen concentration, etc. 

4.2. FDS simulation results 

For the simulation of the fire scenarios described above, we used a PC with 4-core processor 
Intel Q9550 with the frequency of 2.83 GHz, 8 GB of RAM and 1TB hard disk.  

Two types of the engine compartment fire simulation are briefly presented in this section. 
They differ from each other:  

 in the manner in which the computational domain was chosen 
 by their computational requirements, the range of consideration of the automobile 

environment in fire scenario 
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 by the number and precision of output quantities provided.  

For each case, dozens of simulations were performed in order to test and find proper  
values of significant parameters and appropriate location of interstices affecting the oxygen 
supply. 

4.2.1. Simulation A 

In this simulation, the computational domain includes the interior of engine compartment 
and 3 cm space above the engine compartment lid to show also the temperature 
distribution on the upper surface of the lid. The domain boundary conditions defining the 
heat transfer are given by the material properties of the bodywork (aluminium alloy) and 
are set 'OPEN' for the upper boundary of the 3 cm space above the engine compartment. 
The interstices in the bodywork (Figures 2, 3 and 7) are represented by narrow vents  
with boundary conditions 'OPEN', which allow convective gas transfer between the 
engine compartment and the automobile environment, not explicitly included in this 
simulation. They represent the holes at the place of missing front lights and the 
corresponding interstices at the front and back sides of the engine compartment and on 
the lid edges. 

 
Figure 7. Simulation A in the 7th minute of burning. The orange colour volumes represent the volumes 
with HRR per unit volume values higher than 200 kW.m-3 
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The whole computational domain is represented by one computational mesh of 1 cm 
resolution with 503,712 cells which was assigned to one CPU core. Most of the dynamic 
processes of burning occurred in the left part of the mesh. The simulation of 720 s of fire 
required 207 hours of CPU time at Intel Q9550, 2.83 GHz CPU. 

The main fire spread tendencies are similar to observations during the fire experiment. The 
simulated fire behaviour was as follows. At the 22nd second of fire, the rubber tube and the 
lid insulation layer above the burning cloth started to burn. At the 50th second of burning, 
flames were spread in the whole engine compartment. At that time, the total heat release 
rate (HRR) of about 15 - 20 kW was achieved. In rear part of the engine compartment, 
significant ascending air flow was created by the interstices located under the front window, 
which made the fire spread along the rubber tube to the rear part of the engine 
compartment.  

This fire behaviour is in accordance with the observation of intensive smoke from the 
interstices below the front window in this phase of fire and with increase of the lid 
temperature detected by IR camera, as well as with increase of thermocouple No. 2 during 
the fire experiment (see Figures 4 and 8). 

Meanwhile, the air filter was heated up and its paper content ignited, although its HRR was 
very low because of insufficient oxygen supply. Between the 200th and 300th second of 
simulation, the plastic components in the rear part of the engine compartment burnt away, 
which led to significant increase in air supply and caused temporary temperature increase at 
sensor No. 2 and to more intensive burning of the air filter. This behaviour is in accordance 
with the fire experiment, which showed strong increase of temperature of a part of the lid 
above the air filter in that phase of fire (see the surface temperature distribution on the lid 
shown in Fig. 8 as well as the peak in Fig. 4), as well as intensive smoke produced in the 
front part of the automobile. Although the range of colour schemes for surface temperatures 
in simulation and IR camera outputs in Fig. 8 are not the same, the temperatures show 
similar behaviour. 

Heat and flames spread mainly along the air filter in the direction towards the hole at the 
place of missing left front light. At the 428th second of simulation (440th second in the fire 
experiment), the outer lid surface reached the temperature of 300 °C and the varnish ignited. 
After the air filter burnt away, the plastic components in the front part of the engine 
compartment started to burn more intensively (flames in the holes at the place of missing 
front lights were observed during the experiment too). The maximal value of total HRR 
achieved was about 40-50 kW. 

The maximal surface temperature on the lid achieved by simulation is well comparable to 
the values recorded by the IR camera. It can be seen in Fig. 8 that the lid surface temperature 
distribution in time is in good spatial and temporal accordance with IR camera records (see 
also Fig. 9). The time of varnish ignition on the lid surface corresponds with observations 
during the experiment.  



 
Computer Modelling of Automobile Fires 215 

 
 
 

 
 
 
Figure 8. Surface temperature distribution on the engine lid: in IR camera output (left) and in 
simulation A (right) in the 3rd, 6th and 9th minute of burning 
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Figure 9. Maximal temperature of the lid surface in simulation and in the IR camera output 

4.2.2. Simulation B 

In this case, the computational domain includes the engine compartment interior as well as 
additional space above the engine compartment lid providing information about the fire 
spread above the engine compartment (see Fig. 10). The domain boundary conditions 
defining the heat transfer are again given by the material properties of the bodywork 
(aluminium alloy) and 'OPEN' for the space above the engine compartment. The interstices 
in the bodywork are represented as before by vents with boundary conditions 'OPEN'. 

The additional mesh placed above the lid includes the space, in which potential varnish fire 
occurs during the simulation. Its resolution decreased to 2 cm having 192,640 additional 
cells. The engine compartment itself was assigned to one computational mesh. Most 
dynamic processes of burning occurred inside the engine compartment, therefore, the 
impact of such division on the accuracy of computation was small. The additional space 
above the engine compartment lid did not influence the simulation of fire in the engine 
compartment interior much (see Fig. 9). However, the simulation provides more realistic 
visualization of fire above the lid (see Fig. 10). The advantage of case B in comparison with 
case A is that it provides further additional output quantities of fire outside the engine 
compartment (e.g. the HRR of varnish fire, temperature above the lid, etc.) at the cost of 
growth of computational requirements. The simulation of 700 s of fire required 200 hours of 
CPU time at Intel Q9550, 2.83 GHz CPU.  

Lid Temperatures

0

50

100

150

200

250

300

350

400

450

500

0 100 200 300 400 500

t/s

T
/C

Max. Lid Temp. (IR)

Max. Lid Temp. (Simulation A)

Max. Lid Temp. (Simulation B)



 
Computer Modelling of Automobile Fires 217 

 
Figure 10. Simulation B in the 10th minute of burning. The orange volumes represent the ones with 
HRR per unit volume values higher than 200 kW.m-3 

The main tendencies of the fire spread in this simulation are similar to the fire behaviour in 
simulation A and to observations during the fire experiment. The results of HRR of both 
simulation A and B are shown in Fig. 11. 
 

 
Figure 11. Heat release rate of fire in the simulations A and B 
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5. Automobile fires in passenger and luggage compartments 
Fires of automobile passenger and/or luggage compartment are not very frequent. However, 
if they occur, they can be very dangerous particularly in urban conglomeration. They often 
accelerate fast especially in sooner manufactured automobiles with more flammable car seat 
upholstery materials and/or flammable vehicle load. Such fires can cause large damages 
especially in the case, when the interior of automobile is sufficiently supplied with oxygen 
during fire (for example, if it flows through a broken window or ajar door). 

In this section, we will describe the FDS simulations of automobile fires in passenger and 
luggage compartment related to one of three full-scale fire tests conducted during the third 
fire experiment carried out in Slovakia in 2009 (see Fig. 12).  
 

 
Figure 12. Full-scale fire experiment: passenger compartment fire 

The fire was initiated on the back seat behind the driver seat. The left back window was open. 
The aim of the experiment was to monitor the course of passenger compartment fire and 
subsequent spread of fire from burning automobile onto a near-standing vehicle. 
Temperatures were measured by thermocouples on the engine block, over the engine 
compartment and in the middle of dashboard. Lateral air flow was imitated by a fan. The 
experiment showed a strong relation between the passenger compartment fire and the air 
supply via the open window. Substantial fire acceleration was observed in the moment of the 
windscreen destruction. High plumes and dense smoke appeared in the passenger 
compartment very soon in the same minute as the fire was ignited. The temperature in the 
passenger compartment reached the value of 750 °C in the second minute of fire. In the 3rd 
minute of burning, the windscreen destruction and airbags explosion occurred followed by 
strong plumes. At the 4th minute of fire, a driving mirror burning was observed caused by 
over-jumping a burning piece of flammable material from burning automobile in consequence 
of the airbag explosion. We performed a simulation of the fire scenario described above. The 
geometry of the used automobile was constructed and flammable components in the 
passenger compartment were modelled by the upholstery and plastic volumes (see Fig. 13). 

The real material properties were estimated, or gathered from tables. Boundary conditions 
'OPEN' were used for the domain boundaries. For the simulation, one computational mesh 
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of 3 cm mesh resolution consisting of 1,049,760 cells was used. The simulation of 600 s of fire 
required 130 hours of CPU time at Intel i7-990X CPU, 3.46 GHz CPU. Some typical phases of 
the simulated passenger compartment fire are demonstrated in Figures 14 and 15. 

 
Figure 13. Scheme of automobile passenger compartment and used materials 

 
Figure 14. Simulation of passenger compartment fire in the 30th, 100th, 180th and 360th s of fire 
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Figure 15. Simulation of passenger compartment fire: temperature cuts in the 30th, 100th, 180th and  
360th second of fire 

The fire behaviour was as follows. The fire was ignited in the same place as in the fire 
experiment, on the back seat behind the driver seat. Significant air supply through open left 
back window enabled rapid spread of fire throughout the whole back seat and significant 
increase of HRR. Other windows were removed in the simulation, step by step by 
observations from the fire experiment. Thus, the air supply increased even more in the next 
phases of burning. After 115 s of simulation, the whole back part of the passenger 
compartment was ignited and the right back window was removed. After 240 s, all 
remaining windows were removed and the HRR reached the maximal value of about 4 MW. 

Fig. 16 shows the HRR behaviour during the fire, while temperature in passenger compartment 
and its comparison with the experimental values (thermocouple No. 3) are shown in Fig. 17. 

The simulation results are in good agreement with experimental observations, although the 
value of the maximum temperature in simulation is higher by about 200 °C. In order to 
make this simulation more accurate, some additional research of real upholstery and plastic 
components material properties is required. The “step” behaviour of the temperature curve 
in the simulation, which can be seen in Fig. 17, was caused by the sudden removal of 
windows. In the real fire, this removal was more gradual. Therefore, no such sudden 
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increase occurred. Thorough examination of material properties of glass and its 
incorporation into the simulation can solve this problem. 

 
Figure 16. HRR of passenger compartment fire 

 
Figure 17. Temperature curves in the passenger compartment interior during the fire: simulation and 
experiment 
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6. FDS simulation of fire spread from burning automobile onto a near-
standing vehicle 

In this section, the FDS simulations of automobile fire spread onto a near-standing 
automobile will be described which are related to one of three full-scale fire tests conducted 
during the fourth fire experiment carried out in Slovakia in 2009 (see Fig. 18).  

 
Figure 18. Full-scale fire experiment: spread of fire onto near-standing automobile  

A simple case of the simulation of near-standing automobile ignition from burning 
vehicle is shown in Fig. 19. The aim of the simulation was to investigate the influence of 
wind speed and distance between the automobiles upon automobile ignition. Three 
automobiles were used in the simulation, two of them are of the same type as in the 
previous simulation. The first automobile (left) modified the air flow profile only. The 
second (central) automobile with slightly different bodywork geometry represented a 
source of fire. The third automobile was exposed to the central vehicle fire. The air flow 
direction was chosen to accelerate the spread of flames from the second to the third 
automobile. The distance between the second and the third automobiles and air flow 
velocity varied from 15 cm to 75 cm and from 0 m.s-1 to 3 m.s-1, respectively. The total 
HRR of burning engine compartment was 787.5 kW (HRR per unit area was 500 kW.m-2). 
In order to evaluate the impact of fire on the third automobile, a thermocouple was placed 
on the right side of its bodywork (Fig. 19). 

The computational domain size was 810 x 540 x 225 cm with 5 cm computational mesh 
resolution. The total number of cells was equal to 787,320. Boundary conditions for the left 
and right domain boundaries (see the green surfaces in Fig. 19) are defined by the air flow 
velocities considered in the fire scenarios. Boundary conditions 'OPEN' are set for other 
domain boundaries. Intel i7-990X CPU, 3.46 GHz CPU was used for a series of simulations 
with different distance and velocity parameters. Duration of 100 s fire simulation was 
approximately 12 hours. Maximal simulation time was 600 s. By this way, it is possible to 
simulate and analyze the ignition time of near-standing automobile depending on different 
parameters in different conditions in open, semi-closed and closed areas for miscellaneous 
car categories.  
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Figure 19. Simulation of near-standing automobile ignition: the case of 45 cm distance between 
automobiles and 2 m.s-1 air flow velocity in the 0th, 120th, 300th and 465th s of fire 

Some typical phases of the simulation with 45 cm distance between automobiles and 2 m.s-1 
air flow velocity are shown in Fig. 19. In the simulation, the ignition occurred at the 288th 
second of burning. In Table 1, the simulation results for different combinations of the chosen 
parameters are shown. 
 

 0 m.s-1 0.5 m.s-1 1 m.s-1 2 m.s-1 3 m.s-1

15 cm 304 s 251 s 185 s 137 s 107 s 
30 cm 384 s 327 s 254 s 193 s 167 s 
45 cm 494 s 441 s 348 s 288 s 268 s 
60 cm - - 474 s 407 s 389 s 
75 cm - - - 575 s - 

Table 1. Time of the third automobile ignition for different distance and air flow velocity values 

Fig. 20 shows the temperature behaviour at the thermocouple placed on the third 
automobile (see Fig. 19) for 2 m.s-1 air flow velocity and different distance values.  

The simulation results confirmed the observations during the fire experiments conducted, 
that 60 cm distance between automobiles can be considered to be a reasonable safe distance 
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between automobiles in car parks. For this value of the distance, ignition occurred only if 
the air flow velocity was above 1 m.s-1 and a relatively intensive fire lasted for almost 10 
minutes. Such conditions are relatively rare in semi-closed or closed compartments.  

 
Figure 20. Temperature behaviour for 2 m.s-1 air flow velocity and different distance values. Black 
points represent the time of ignition of the third automobile observed in simulation. This time is not 
inevitably the same as the time when the temperature in control thermocouple reached the ignition 
temperature. The place of ignition was different in every simulation.  

Another important observation is that a higher air flow velocity does not necessarily mean a 
higher probability of the ignition. For 75 cm distance and 3 m.s-1 air flow velocity, the 
ignition did not occur, although for 3 m.s-1 velocity the third automobile was ignited. In this 
case, a cooling effect of strong air flow and its influence on flame distraction probably 
prevailed and heating effect of burning vehicle was suppressed.  

Simulations of this kind can be used for specific automobile fire scenarios expected in 
practice to evaluate the impact of fire, as scenarios parameters can be easily modified 
according to user requirements. 

7. Conclusion  
In this chapter, three simple cases of typical automobile fire safety problems arising in real 
traffic situations and their computer simulation are briefly described:  

 automobile engine compartment fire  
 automobile passenger and/or luggage compartment fire  
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 fire spread from burning automobile onto a near-standing automobile. 

These simple fire scenarios were simulated by using advanced fire simulator FDS (Fire 
Dynamics Simulator) and validated by results of the full-scale fire experiments in the testing 
facilities of Fire Protection College of the Ministry of Interior of Slovak Republic performed 
in 2009 in Povazsky Chlmec (Slovakia). These fire types correspond to most frequent 
automobile fires associated with real situations on roads, parking areas, underground car 
parks, garages and road tunnels. During these experiments, several automobile fires have 
been performed to better understand the burning process itself and to collect proper fire 
parameters describing the fire behaviour for the purposes of verification of the computer 
FDS simulations of these fires. 

The developed simulations indicate the ability of the used fire simulation system to model, 
simulate and visualize various practical fire scenarios and can help test the fire behaviour 
and various critical parameters which are important for automobile fire safety (such as e.g. 
critical distance between burning vehicle and near-standing automobile and/or other 
objects, ignition time of near-standing objects afflicted by automobile fire or vice-versa, 
tunnel ventilation parameters in the fire regime, etc.). Computer simulation allows also to 
test the influence of flammable material properties on the fire behaviour for certain fire 
scenario. The simulation can provide us with information about the main fire spread 
tendencies, as well as about its quantitative characteristics like fire heat release rate, 
temporal temperature curves, etc. It allows to evaluate fire risk for the automobile 
environment and to test possible fire scenarios for concrete situations, which can help 
evaluate fire suppression options in further fire phases.  

General agreement between the simulations presented and the fire experiment observations 
have been confirmed. However, several specific features can be seen when analyzing the 
suggested simulations: 

 Size of flames from engine compartment interstices in initial phase of the simulation. 
They seem to be longer than observed. A possible reason of that phenomenon can be 
the visualization of hot gases coming out from interstices (HRR per unit volume of 
which exceeds 1199 kW.m-3), which are visualized as “flames” but are still not 
recognized as “flames” by human eye. Moreover, the real interstices were a bit 
narrower and longer than the simulated ones, maintaining the realistic total leakage 
area for the air flow, and they have more intricate form (of cavity under the lid). This 
imperfect “geometry” of interstices following from the mesh limitations could not 
entirely capture more complicated burning in these small, but intricate spaces. Hot gas 
could interact with metal surface of the lid in more complicated way than the simple 
open vent in the simulation. Although this phenomenon was manifested in the 
simulation B by a bit longer “flames” coming out from the interstices, the simulation of 
burning inside the engine compartment was reliable. 

 Limitations of models implemented in FDS concerning heat conduction modelling in 
solids probably affect the surface temperature distribution in the lid. Since the FDS does 
not simulate 3D heat transfer in the lid, the shape of isotherms on the lid is slightly 
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different than in the IR pictures recorded during the fire experiment. However, this 
influence was of minor importance for the simulation reliability. 

Despite the fact that the automobile engine compartment fire is a complex FDS simulation 
problem, the FDS simulator proved its applicability for modelling such complex fires. 
Although the exact geometry of objects in the simulated space is important, if the mesh 
resolution limitations prevent to capture them precisely, at least their surface to volume 
ratio and the total mass should be maintained. Air supply and proper size and position of 
interstices is crucial for the fire development; however, this information is usually not 
available and user should experiment with several simulations in order to find the proper 
solution. Next important problem is the determination of material properties where small 
differences in some values can change the fire behaviour qualitatively. Moreover, efficient 
realization and validation of fire simulations of large places (for example in a road tunnel) 
for fire safety purposes in parallel using parallel computers and distributed environments is 
also a challenging problem. 

Author details 

Ladislav Halada, Peter Weisenpacher and Jan Glasa 
Institute of Informatics, Slovak Academy of Sciences, Slovakia 

Acknowledgement 

This work was partially supported by Slovak Scientific Research Agencies VEGA (project 
VEGA 2/0216/10) and ASFEU (project OPVV CRISIS ITMS 26240220060). Authors would 
like to thank to plk. Ing. Jaroslav Flachbart, PhD., the director of Fire Protection College of 
the Ministry of Interior of Slovak Republic in Zilina for his kind help during the full-scale 
automobile fire experiments conducted in cooperation with the research team from the 
University of Zilina led by Prof. Pavel Polednak, PhD. 

8. References 

[1] Pettersson, O.; Magnuson, S. E. & Thor, J. (1976). Fire Engineering Design of Structures, 
Swedish Institute of Steel Construction, Publication 50 

[2] Babrauskas V. & Wiliamson, R. B. (1979). Post-flashover Compartment Fires: Application 
of a theoretical model, Fire and materials, Vol. 3, pp. 1-7, ISSN: 1099-1018  

[3] Quintiere, J. (1984). A Perspective on Compartment Fire Growth. Combustion Science and 
Technology, Vol. 39, pp. 11–54, ISSN: 0010-2202  

[4] Forney, G. P. & Moss, W. F. (1994). Analyzing and Exploiting Numerical Characteristics 
of Zone Fire Models, Fire Science and Technology, Vol. 14, pp. 49–60, ISSN: 0285-9521  

[5] Rehm, R. G. & Baum, H. R. (1978). The Equations of Motion for Thermally Driven, 
Buoyant Flows, Journal of Research of the NBS, Vol. 83, pp. 297–308, ISSN: 1740-0449  

[6] Oran, E. S. & Boris, J. P. (1987). Numerical Simulation of Reactive Flow, Elsevier Science 
Publishing Company, New York, ISBN: 0-521-58175-3 



 
Computer Modelling of Automobile Fires 227 

[7] CFX User’s Guide, available at www.ansys.com  
[8] Ewer, J., Galea, E., Patel, M., Jia, F., Grandison, A. & Wang, Z., SMARTFIRE - The Fire 

Field Modelling Environment (2010). The Fifth European Conference on Computational 
Fluid Dynamics, ECCOMAS CFD 2010 (Pereira, J. C. F., Sequeira, A, Pereira, J. M. C., 
eds.), Lisbon, Portugal, June 2010, ISBN 978-989-96778-1-4 

[9] McGrattan, K., Klein, B., Hostikka, S. & Floyd, J. (2009). Fire Dynamics Simulator 
(Version 5): User’s Guide, NIST Special Publication 1019-5, NIST, Washington 

[10] Butcher, E. G., Langdon-Thomas, G. J. & Betford, G. K. (1968). Fire and Car Park 
Buildings. Fire Note, No. 10, HMSO, London, 24 p. 

[11] Geiwan, R.G. (1973). Fire Experience and Fire Tests in Automobile Parking Structures. 
Fire Journal, Vol. 67, No. 4, pp. 50-54 

[12] Bennetts, I. D., Proe, D. J., Lewins, R. & Thomas, I. R. (1985). Open-Deck Car Park Fire 
Tests, BHP Melb. Res. Lab. Rep. No. MRL/PS69/85/001, 24p. 

[13] Mangs, J. & Keski-Rahkonen, O. (1994). Characterization of the Fire Behaviour of a 
Burning Passenger Car, Part. I: Car Fire Experiments, Fire Safety Journal, Vol. 23, No. 1, 
pp. 17-35, ISSN: 0379-7112 

[14] Shipp, M. & Spearpoint, M. (1995). Measurements of the Severity of Fires Involving 
Private Motor Vehicles. Fire and Materials, Vol. 19, No. 3., pp. 143-151, ISSN: 1099-1018 

[15] Kruppa, J., Joyeux, D. & Zhao, B. (1997). Evaluation of the Fire Resistance of a Car Park 
Structure Based on Experimental Evidences, Proceedings of the 2nd Int. Conf. on Fire 
Research and Engineering (August 1997), Gaithersburg, MD, pp. 416-426 

[16] Steinert, C. (1999). Feuerubersprung und Abbrandverhalten von Personenkraftwagen 
Tl. 1. Stuttgart: Fraunhofer IRB Verlag, 82 p. + app. 110 p.  

[17] Steinert, C. (2000). Feuerubersprung und Abbrandverhalten von Personenkraftwagen 
Tl. 1. Stuttgart: Fraunhofer IRB Verlag, 95 p. + app. 172 p.  

[18] Steinert, C. (2000). Experimentalle Untersuchungen zum Abbrand- und 
Feuerubersprungs-verhalten von Personenkraftwagen. Vfbd-Zeitschrift, Vol. 49, No. 4, 
pp. 163-172, ISSN: 0042-1804  

[19] Zhao, B. (2001). Numerical Modelling of Structural Behaviour of Open Car Parks under 
Natural Fire. Proceedings of the 9th Int. Conf. Interflam, Vol. 1 (September 2001), 
Edinburgh, Scotland, pp. 383-393, ISBN: 0-9532312-7-5  

[20] Schleich, J. B., Cajot, L. G., Pierre, M., Brassauer, M., Franssen, J. M., Kruppa, J., Joyeux, 
D., Twilt, L., Van Oerle, J. & Aurtenetxe, G. (1999). Development of Design Rules for Steel 
Structures Subjected to Natural Fires in Closed Car Parks. Luxembourg, European 
Commission 

[21] Kitano, T., Sugawa, O., Masuda, H., Ave. T. & Uesugi, H. (2000). Large Scale Fire Tests 
of 4-Story Type Car Park. Part. 1. The behaviour of structural frame exposed to the fire 
at the deepest part of the first floor. Proceedings of the 4th Asia-Oceania Symposium on Fire 
Science and Technology (Yamada, T., ed.), May 2000, Tokyo, Japan, pp. 527-538 

[22] Okamoto, K., Watenabe, N., Hagimoto, Y., Chigira, T., Masano, R., Miura, H., Ochiai, S., 
Satoh, H., Tamura, Y., Hayano, K., Maeda, Y. & Suzuki, J. (2009). Burning Behaviour of 
Sedan Passenger Cars. Fire Safety Journal, Vol. 44, pp. 301-310, ISSN: 0379-7112 



 
Advances in Modeling of Fluid Dynamics 228 

[23] Halada, L., Weisenpacher, P. & Glasa, J. (2010). Possible Use of Computer Fire 
Simulation for Automobile Fire Safety Purposes, Proceedings of the 4th Int. Conf. on Fire 
Safety and Rescue Services, Zilina, Slovakia, pp. 68-77, ISBN: 978-80-554-02028-6 

[24] Weisenpacher, P., Glasa, J. & Halada, L. (2010). Computer Simulation of Fires in 
Automobile Engine Compartment, Proceedings of the 4th Int. Conf. on Fire Safety and 
Rescue Services, Zilina, Slovakia, pp. 78-87, ISBN: 978-80-554-02028-6 

[25] Polednak, P. (2010). Experimental Verification of Automobile Fires (in Slovak). 
Proceedings of the 4th Int. Conf. on Fire Safety and Rescue Services, Zilina, Slovakia, pp. 248-
255, ISBN: 978-80-554-02028-6 

[26] Galla, S. (2010). Fire Intervention of Fire and Rescue Brigade (in Slovak), Proceedings of 
the Workshop on Fire Risk and Damage Event Liquidation, Bratislava, Slovakia 

[27] Digges, K. H., Gann, R. G., Grayson, S. J., Hirschler, M. M., Lyon, R. E., Purser, D. A., 
Quintiere, J. G., Stephenson, R. R. & Tewarson, A. (2008). Human Survivability in Motor 
Vehicle Fires. Fire and Materials, Vol. 32, Iss. 4, pp. 249-258, ISSN: 1099-1018 

[28] Ponce, I. & Polednak, P. (2006). Automobile Fires (in Slovak). Proceedings of the 2nd Int. 
Conf. on Fire Safety and Rescue Services, Zilina, Slovakia, pp. 269-274, ISBN: 80-8070-539-9  



<<
  /ASCII85EncodePages false
  /AllowTransparency false
  /AutoPositionEPSFiles true
  /AutoRotatePages /None
  /Binding /Left
  /CalGrayProfile (Dot Gain 20%)
  /CalRGBProfile (sRGB IEC61966-2.1)
  /CalCMYKProfile (U.S. Web Coated \050SWOP\051 v2)
  /sRGBProfile (sRGB IEC61966-2.1)
  /CannotEmbedFontPolicy /Error
  /CompatibilityLevel 1.4
  /CompressObjects /Tags
  /CompressPages true
  /ConvertImagesToIndexed true
  /PassThroughJPEGImages true
  /CreateJobTicket false
  /DefaultRenderingIntent /Default
  /DetectBlends true
  /DetectCurves 0.0000
  /ColorConversionStrategy /LeaveColorUnchanged
  /DoThumbnails false
  /EmbedAllFonts true
  /EmbedOpenType false
  /ParseICCProfilesInComments true
  /EmbedJobOptions true
  /DSCReportingLevel 0
  /EmitDSCWarnings false
  /EndPage -1
  /ImageMemory 1048576
  /LockDistillerParams false
  /MaxSubsetPct 100
  /Optimize true
  /OPM 1
  /ParseDSCComments true
  /ParseDSCCommentsForDocInfo true
  /PreserveCopyPage true
  /PreserveDICMYKValues true
  /PreserveEPSInfo true
  /PreserveFlatness true
  /PreserveHalftoneInfo false
  /PreserveOPIComments true
  /PreserveOverprintSettings true
  /StartPage 1
  /SubsetFonts false
  /TransferFunctionInfo /Apply
  /UCRandBGInfo /Preserve
  /UsePrologue false
  /ColorSettingsFile ()
  /AlwaysEmbed [ true
  ]
  /NeverEmbed [ true
  ]
  /AntiAliasColorImages false
  /CropColorImages true
  /ColorImageMinResolution 300
  /ColorImageMinResolutionPolicy /OK
  /DownsampleColorImages true
  /ColorImageDownsampleType /Bicubic
  /ColorImageResolution 300
  /ColorImageDepth -1
  /ColorImageMinDownsampleDepth 1
  /ColorImageDownsampleThreshold 1.50000
  /EncodeColorImages true
  /ColorImageFilter /DCTEncode
  /AutoFilterColorImages true
  /ColorImageAutoFilterStrategy /JPEG
  /ColorACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /ColorImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000ColorACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000ColorImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasGrayImages false
  /CropGrayImages true
  /GrayImageMinResolution 300
  /GrayImageMinResolutionPolicy /OK
  /DownsampleGrayImages true
  /GrayImageDownsampleType /Bicubic
  /GrayImageResolution 300
  /GrayImageDepth -1
  /GrayImageMinDownsampleDepth 2
  /GrayImageDownsampleThreshold 1.50000
  /EncodeGrayImages true
  /GrayImageFilter /DCTEncode
  /AutoFilterGrayImages true
  /GrayImageAutoFilterStrategy /JPEG
  /GrayACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /GrayImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000GrayACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000GrayImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasMonoImages false
  /CropMonoImages true
  /MonoImageMinResolution 1200
  /MonoImageMinResolutionPolicy /OK
  /DownsampleMonoImages true
  /MonoImageDownsampleType /Bicubic
  /MonoImageResolution 1200
  /MonoImageDepth -1
  /MonoImageDownsampleThreshold 1.50000
  /EncodeMonoImages true
  /MonoImageFilter /CCITTFaxEncode
  /MonoImageDict <<
    /K -1
  >>
  /AllowPSXObjects false
  /CheckCompliance [
    /None
  ]
  /PDFX1aCheck false
  /PDFX3Check false
  /PDFXCompliantPDFOnly false
  /PDFXNoTrimBoxError true
  /PDFXTrimBoxToMediaBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXSetBleedBoxToMediaBox true
  /PDFXBleedBoxToTrimBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXOutputIntentProfile (None)
  /PDFXOutputConditionIdentifier ()
  /PDFXOutputCondition ()
  /PDFXRegistryName ()
  /PDFXTrapped /False

  /CreateJDFFile false
  /Description <<

    /BGR <>
    /CHS <FEFF4f7f75288fd94e9b8bbe5b9a521b5efa7684002000410064006f006200650020005000440046002065876863900275284e8e9ad88d2891cf76845370524d53705237300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c676562535f00521b5efa768400200050004400460020658768633002>
    /CHT <FEFF4f7f752890194e9b8a2d7f6e5efa7acb7684002000410064006f006200650020005000440046002065874ef69069752865bc9ad854c18cea76845370524d5370523786557406300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c4f86958b555f5df25efa7acb76840020005000440046002065874ef63002>
    /CZE <>
    /DAN <>
    /DEU <>
    /ESP <>
    /ETI <>
    /FRA <>
    /GRE <>

    /HRV (Za stvaranje Adobe PDF dokumenata najpogodnijih za visokokvalitetni ispis prije tiskanja koristite ove postavke.  Stvoreni PDF dokumenti mogu se otvoriti Acrobat i Adobe Reader 5.0 i kasnijim verzijama.)
    /HUN <>
    /ITA <>
    /JPN <FEFF9ad854c18cea306a30d730ea30d730ec30b951fa529b7528002000410064006f0062006500200050004400460020658766f8306e4f5c6210306b4f7f75283057307e305930023053306e8a2d5b9a30674f5c62103055308c305f0020005000440046002030d530a130a430eb306f3001004100630072006f0062006100740020304a30883073002000410064006f00620065002000520065006100640065007200200035002e003000204ee5964d3067958b304f30533068304c3067304d307e305930023053306e8a2d5b9a306b306f30d530a930f330c8306e57cb30818fbc307f304c5fc59808306730593002>
    /KOR <FEFFc7740020c124c815c7440020c0acc6a9d558c5ec0020ace0d488c9c80020c2dcd5d80020c778c1c4c5d00020ac00c7a50020c801d569d55c002000410064006f0062006500200050004400460020bb38c11cb97c0020c791c131d569b2c8b2e4002e0020c774b807ac8c0020c791c131b41c00200050004400460020bb38c11cb2940020004100630072006f0062006100740020bc0f002000410064006f00620065002000520065006100640065007200200035002e00300020c774c0c1c5d0c11c0020c5f40020c2180020c788c2b5b2c8b2e4002e>
    /LTH <>
    /LVI <>
    /NLD (Gebruik deze instellingen om Adobe PDF-documenten te maken die zijn geoptimaliseerd voor prepress-afdrukken van hoge kwaliteit. De gemaakte PDF-documenten kunnen worden geopend met Acrobat en Adobe Reader 5.0 en hoger.)
    /NOR <>
    /POL <>
    /PTB <>
    /RUM <>
    /RUS <>
    /SKY <>
    /SLV <>
    /SUO <>
    /SVE <>
    /TUR <>
    /UKR <>
    /ENU (Use these settings to create Adobe PDF documents best suited for high-quality prepress printing.  Created PDF documents can be opened with Acrobat and Adobe Reader 5.0 and later.)
  >>
  /Namespace [
    (Adobe)
    (Common)
    (1.0)
  ]
  /OtherNamespaces [
    <<
      /AsReaderSpreads false
      /CropImagesToFrames true
      /ErrorControl /WarnAndContinue
      /FlattenerIgnoreSpreadOverrides false
      /IncludeGuidesGrids false
      /IncludeNonPrinting false
      /IncludeSlug false
      /Namespace [
        (Adobe)
        (InDesign)
        (4.0)
      ]
      /OmitPlacedBitmaps false
      /OmitPlacedEPS false
      /OmitPlacedPDF false
      /SimulateOverprint /Legacy
    >>
    <<
      /AddBleedMarks false
      /AddColorBars false
      /AddCropMarks false
      /AddPageInfo false
      /AddRegMarks false
      /ConvertColors /ConvertToCMYK
      /DestinationProfileName ()
      /DestinationProfileSelector /DocumentCMYK
      /Downsample16BitImages true
      /FlattenerPreset <<
        /PresetSelector /MediumResolution
      >>
      /FormElements false
      /GenerateStructure false
      /IncludeBookmarks false
      /IncludeHyperlinks false
      /IncludeInteractive false
      /IncludeLayers false
      /IncludeProfiles false
      /MultimediaHandling /UseObjectSettings
      /Namespace [
        (Adobe)
        (CreativeSuite)
        (2.0)
      ]
      /PDFXOutputIntentProfileSelector /DocumentCMYK
      /PreserveEditing true
      /UntaggedCMYKHandling /LeaveUntagged
      /UntaggedRGBHandling /UseDocumentProfile
      /UseDocumentBleed false
    >>
  ]
>> setdistillerparams
<<
  /HWResolution [2400 2400]
  /PageSize [481.890 680.315]
>> setpagedevice


