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1. 

ENERGY TRANSFER DEVICE AND 
METHOD 

This invention was developed (in part) with U.S. gov 
ernment funds. The U.S. government may have certain 
rights in this invention. 

FIELD OF THE INVENTION 

This invention relates to providing energy to electric 
vehicles. More specifically, the present invention relates to 
a control system for controlling the transfer of energy into an 
electric vehicle. 

BACKGROUND OF THE INVENTION 

Extending the operating range of an electric vehicle is 
desirable to make electric vehicles commercially successful. 
One way of achieving this is to minimize the energy 
requirements of the vehicle while in use. Lighter materials, 
higher efficiency motors and aerodynamic styling have been 
employed to reduce energy use. But these features do not 
reduce or eliminate the energy requirement to maintain a 
desired interior cabin temperature. U.S. Pat. No. 5,000,139 
discloses the use of a remotely controlled timer for auto 
matically starting an internal combustion engine and subse 
quently controlling the climate control system based on 
predetermined temperature settings. This system provides a 
pre-warmed or pre-cooled car for added comfort to the 
operator over a conventional starting system. A problem 
associated with systems incorporating timers and remote 
activation signals for their operation is their continuing 
requirement for operator input. The system disclosed 
requires the operator to manually set timers and to activate 
the system. 

It is also desirable to optimize the battery charging of an 
electric vehicle to take maximum advantage of reduced cost 
time of day energy rates and to insure the battery is suffi 
ciently charged for the next anticipated use of the vehicle. 
Timers do not consider the battery state of charge and the 
optimum charging parameters to deliver the most efficient 
energy transfer rate possible. It is desirable to have a system 
that would automatically determine the information neces 
sary to automatically implement any available efficiencies. It 
would be further desirable to have a system that would 
automatically invoke any efficiencies without reliance on 
regular operator input. 

SUMMARY OF THE INVENTION 

According to the present invention, a method and device 
is disclosed for providing energy to an electric vehicle. The 
invention provides a method for providing energy from a 
stationary energy source to an electric vehicle comprising: 

determining an energy requirement of the electric vehicle; 
deriving an energy transfer rate; and 
transferring energy from the source to the electric vehicle 

at the rate. 
An energy transfer device to implement this method 

includes: 
a stationary energy source; 
a device for determining an energy requirement of the 

electric vehicle; 
a device for deriving an energy transfer rate based on the 

requirement; and 
a device for transferring energy from the source to the 
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2 
electric vehicle at the rate. 

The method and apparatus have a variety of uses, but two 
uses specifically intended include charging the electric 
vehicle battery and achieving a desired interior cabin tem 
perature using energy from a stationary source rather than 
the electric vehicle battery. The method for providing energy 
to an electric vehicle comprises determining energy require 
ments of the electric vehicle, deriving an energy transfer 
rate, and transferring energy to the electric vehicle at the 
derived energy transfer rate. 
The invention includes a usage log to approximate when 

the next anticipated use of the vehicle will occur. This 
feature allows automatic implementation of processes assur 
ing the most efficient and economical utilization of energy. 
These and other objects and advantages of the present 
invention will become apparent from the drawings, descrip 
tion and claims which follow. 

BRIEF DESCRIPTION OF THE DRAWINGS 

FIG. 1 is a schematic block diagram showing the con 
struction of one embodiment of the invention. 

FIG. 2 is a flow chart for the computation of the energy 
transfer rate according to one embodiment of the invention. 

FIG. 3(a-c) are representative energy transfer rates 
derived according to present invention. 

DETAILED DESCRIPTION OF THE 
PREFERRED EMBODEMENTS 

The invention will be described as a method and device 
for providing energy to an electric vehicle. More specifi 
cally, the invention will describe automatically determining 
and providing energy for charging the battery and pre 
heating or pre-cooling the interior passenger compartment 
for an electric vehicle. These are examples of the type of 
opportunities available for application of the present inven 
tion, and are intended for the purpose of illustration rather 
than limitation. 

The invention is intended to be an integral energy transfer 
device handling all energy between a stationary power 
source such as an electrical outlet and an electric vehicle. In 
the alternative, the invention may be used solely to accom 
modate various components such as battery charging or 
temperature management. 
When the invention is used as a battery charger, it 

provides the opportunity to take advantage of discounted 
energy rates while simultaneously optimizing battery charg 
ing characteristics. It is anticipated that electric vehicles 
would be eligible for reduced price electricity during the 
lowest demand periods. These low demand periods gener 
ally occur at night. The invention also permits the charging 
algorithm to be specifically tailored to the individual battery 
being charged. For example, electric vehicles will tend to be 
used as commuter cars driving the same distance to and from 
work everyday. This use will tend to discharge the battery 
the same amount everyday. Some types of batteries, for 
example nickel cadmium, tend to exhibit a memory effect 
when repeatedly discharged by the same amount. By mea 
suring the state of charge of the battery and predicting the 
next anticipated use, the battery may be charged so as to 
avoid this memory effect. All these features may be achieved 
without operator input. 

Illustrated in FIG. 1 is a schematic for an energy transfer 
device 10. It is anticipated that device 10 would be located 
onboard an electric vehicle. Device 10 is connected to a 
stationary energy source 12 which is usually an A/C elec 
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trical outlet. The invention is also useful in D/C charging or 
inductive charging. Device 10 receives A/C electrical cur 
rent into energy distribution center 14. Distribution center 14 
supplies energy to controller 16. Controller 16 controls the 
amount and distribution of electrical energy. Controller 16 
may be overridden by switch 18 and receive user desired 
settings such as the time or length of the next anticipated use 
through user controller 20. Controller 16 is connected to 
battery 22 and provides a charging current. Battery control 
ler 23 is connected between battery 22 and controller 16 and 
measures the battery state of charge and controls battery 
charging. 

Controller 16 includes an input/output (I/O) device 24 for 
receiving and directing electrical energy. I/O device 24 may 
include solid state or mechanical switching devices. Com 
puter processing unit 26 controls the operation of device 24. 
Permanent memory 28 establishes the initial and overall 
operating parameters for controller 16. Random access 
memory 30 is used to store vehicle use parameters to taylor 
the operation of controller 16 to meet the use needs of the 
vehicle. 

FIG. 2 illustrates a schematic flow chart describing the 
operation of the invention. The vehicle is connected to 
stationary power source 12 when not in actual use. Center 14 
senses the position of switch 18. If override switch 18 is 
activated, the battery is charged at a predetermined energy 
transfer rate regardless of anticipated use or time of day. This 
feature is useful for opportunity or convenience charging. 
Opportunity or convenience charging occurs when the 
vehicle is not in its normal overnight parking position. The 
predetermined transfer rate would normally be at full power 
current to recharge the battery in as short a time period as 
possible. 

If the override switch is in the off position, then device 10 
determines the energy requirements of the battery. Battery 
controller 23 determines and records on an on going basis 
the state of charge of battery 22. The state of charge as well 
as the date and time are supplied to device 16 and stored in 
memory 30. This information forms a data base to predict 
the next anticipated use and trip duration. For example, 
computer 26 would know what time of day the vehicle was 
used, energy required for each individual trip and each round 
trip, the day of week the battery is used and the time of day 
the vehicle is undergoing recharge. 

Controller 23 supplies the battery state of charge mea 
surement to controller 16. CPU 26 queries permanent 
memory 28 to ascertain the energy of a fully charged battery 
and then takes the difference between a charged battery and 
the measured charge to determine the energy required to 
bring battery 22 to a full state of charge. CPU 26 queries 
memory 30 to ascertain the next anticipated use of the 
vehicle and the energy required for this next use. CPU 26 
queries clock 32 to determine the total time available for 
charging before the next anticipated use. CPU 26 then 
determines the most effective and efficient means for charg 
ing battery 22. Generally battery 22 would be charged at a 
level sufficient to perform the next anticipated vehicle use 
and begin charging when the electric utility rates are at their 
lowest. If the electric vehicle cannot be charged within this 
low cost time period, CPU 26 signals input/output device 24 
to begin charging earlier at the higher cost rate to insure the 
vehicle is at least minimally charged for the next anticipated 
USC. 

Various charging algorithms are possible to optimize the 
charging to the specific battery. For instance, batteries accept 
charge differently based on their state of charge, tempera 
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4 
ture, charging voltage and current as well as other factors. 
Each of these parameters may be modified to optimize the 
particular charging algorithm with the individual battery. For 
example, nickel cadmium batteries experience a memory 
affect when a battery is repeatedly partially discharged to the 
same state of charge. The battery tends to reduce its overall 
energy capacity. To avoid this memory affect, device 16 can 
predict the next anticipated use and insure that there is a 
sufficient reserve energy within battery 22 to meet this 
anticipated use yet none-the-less not bring battery 22 to a 
full state of charge. It would only be partially charged so that 
it is next discharged to a lower state of charge then normal. 
This is especially important when using nickel cadmium 
batteries in commuter vehicle applications where they expe 
rience roughly the same daily mileage. When CPU 26 
recognizes that the next anticipated use will not occur for 
some time, it may signal device 24 to discharge battery 22 
prior to receiving a full charge. 

FIGS. 3a-3c illustrate typical charging algorithms using 
the present invention. FIG. 3a illustrates an opportunity 
charging. The vehicle is charged at full power for a period 
of time. FIG.3c illustrates charging at a lower power during 
the high cost energy rate and then increasing the charging 
power to a higher current during the period of lower cost. 
FIG. 3b illustrates initiating charging at the hight cost rate 
but at a low power level and then increasing the power level 
at a lower cost rate. Charging remains at the higher power 
level at the higher cost rate butterminates prior to the battery 
being completely charged so that full energy transfer power 
can be directed to a climate control device. 

Either separately or together with battery charging, the 
invention may also be used as a climate control device to 
either heat or cool the interior compartment of the vehicle. 
Climate control device 34 receives energy from device 24 to 
either heat or cool the interior cabin of the vehicle. Suitable 
climate control devices capable of heating or cooling the 
interior cabin of a vehicle include thermal electric coolers, 
heat pumps, resistive heaters, and motor driven compres 
sors. Device 34 is integrated with climate controller 36 
which receives the interior and exterior temperatures from 
probes 38 and 40 respectively. Device 16 receives the 
climate information together with the desired temperature 
settings from controller 20. Device 16 determines the dif 
ference between the current interior cabin temperature and 
the desired temperature and calculates the amount of energy 
necessary for device 34 to heat or cool the cabin to the 
desired temperature. The exterior temperature is monitored 
to avoid unnecessary heating or cooling. 
Time of day and day of week usage information are 

queried from memory 30 to enable device 16 to pre-heat or 
pre-cool the vehicle with energy from stationary source 12 
before the next anticipated use. Illustrated in FIG. 3b is a 
plot of energy transfer showing both battery charging and 
climate control. The solid line shows energy being used for 
battery charging while the dashed line shows energy use for 
climate control. Conventional residential wiring may not 
permit simultaneous full power battery charging and climate 
control. In these circumstances, it may be desirable to 
terminate battery charging before engaging climate control 
as illustrated in the graph at FIG. 3b. The graph on FIG. 3c 
shows simultaneous battery charging and climate control but 
at reduced power levels. The total amount of energy trans 
ferred would not exceed the power handling capabilities of 
the associated electrical circuits. 

The invention permits the use of adaptive or intelligent 
energy transfer schemes wherein the most efficient use of 
energy may be determined for a particular application. For 
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example, it may be more efficient to terminate battery 
charging before the battery is fully charged and initiate 
climate control to extend the total vehicle range. The system 
also permits the climate control to work in conjunction with 
the battery charging so as not to overtax the electrical 
circuits. If the vehicle contains a thermal energy storage 
device, excess heating or cooling energy may be directed to 
this temperature storage device during low cost energy rates 
to be subsequently used in the operation of the vehicle. 
The invention has been illustrated as a method of charging 

a battery and controlling the temperature of a vehicle. Other 
applications which require a transfer of energy from a 
stationary source to a vehicle are also included within the 
scope of the invention such as charging a super capacitor, 
pre-heating an internal combustion engine, and operating 
fans, motors and other electrical devices. 
We claim: 
1. A method of transferring energy from a stationary 

energy source to an electric vehicle comprising: 
analyzing a usage log; 
determining an energy requirement of said electric vehicle 

based on said usage log; 
deriving an energy transfer rate based on said usage log; 

and 

transferring energy from said source to said electric 
vehicle at said rate to operate vehicle components such 
as a climate control device of said electric vehicle to 
achieve a desired interior compartment temperature. 

2. The energy transfer method as defined by claim 1, 
wherein said energy requirement determining steps further 
comprises the steps of: 

analyzing a usage log, and 
updating said usage log. 
3. The energy transfer method as defined by claim 1, 

wherein said energy transfer rate deriving step further com 
prises the steps of: 
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6 
analyzing energy availability from said source; 
determining a time period to transfer said energy; and 
analyzing said energy availability and said time period to 

derive said energy transfer rate. 
4. The energy transfer method as defined by claim 1, 

wherein said energy transfer step further comprises charging 
a battery. 

5. A method for providing energy to a climate control 
system in an electric vehicle comprising the steps of: 

determining an energy requirement of said system by 
analyzing a usage log; 

determining an energy transfer rate based on said energy 
requirement; and 

transferring energy to said system at said rate. 
6. The method as defined by claim 5, wherein said energy 

requirement determining step further comprises the steps of: 
measuring the ambient temperature; 
analyzing a usage log to determine a desired temperature; 

and 

analyzing said measured temperature and said desired 
temperature to determine said energy requirement. 

7. The method as defined by claim 5, wherein said energy 
transfer rate determining step further comprises the steps of: 

analyzing energy availability from a stationary energy 
Source: 

determining the current times; 
analyzing a usage log to determine the time for an 

anticipated use of said electric vehicle; and 
calculating a temperature adjusting period based on said 

current time and said anticipated use; and 
analyzing said availability, temperature adjusting period 

and said energy requirement to determine said energy 
transfer rate. 
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