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Analysis of Urban Rail Transit Vehicle Door
System Communication Mechanism and
Typical Failure Cases
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Abstract Vehicle door system is for passengers to get on
and off, also an important barrier that protects passenger safe-
ty. To lower the failure rate of door system communication,
the door system communication mechanism is expounded and
the process of realizing train communication network control on
doors is analyzed. The door system uploads the door status in-
formation and fault information to the TCMS ( train control and
management system ) through MVB ( multifunction vehicle
bus), and displays door status on the HMI ( human machine
interface). Targeting the typical failure cases of HMI-warning
door system communication abnormality, failure causes and
treatment measures are sorted, and specific improvement sug-
gestions are provided.
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Fig.1 Train door layout structure
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Fig.2 Diagram of door address setting connected by hard wire
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Fig.3 Structure diagram of master and subordinate network

redundancy of vehicle door system
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Fig.4 Structure diagram of door system network in case of

CAN open circuit
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Fig.6 Door status information on train HMI screen during

failure
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Fig.7 Screenshot of train HMI in abnormal train door

communication
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