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1
CLIMATE CONTROL SYSTEM AND
METHOD FOR OPTIMIZING ENERGY
CONSUMPTION OF A VEHICLE

BACKGROUND

1. Technical Field

The present invention relates to a climate control system
and method for optimizing energy consumption in a vehicle.

2. Background Art

Automatic climate control is increasingly prevalent in
vehicles today. In some vehicles, a driver merely chooses a
temperature setting, and a control system operates a climate
control system to achieve the desired temperature. The cli-
mate control system may control the functions ofa fan—e.g.,
on/off and fan speed—and an air conditioning system. Such a
climate control system may also control the position and
movement of various air dampers, or air flow doors, to control
movement of air through an evaporator core or a heater core,
the recirculation of air through the vehicle, the intake of fresh
air, or some combination thereof.

The air conditioning system uses an air conditioning com-
pressor and a condenser to effectuate cooling of a passenger
cabin of the vehicle. A cooling fan is disposed adjacent the
condenser to further effectuate cooling. One limitation of
such systems is that operation of the air conditioning com-
pressor and/or the cooling fan uses a relatively large amount
of energy.

Moreover, some automatic climate control systems moni-
tor a temperature and humidity level of the vehicle cabin to
determine if a defogging operation of the windshield is desir-
able. When it is determined that an automatic defogging
operation is desired, the air conditioning system is typically
operated to provide a supply of relatively dry air to the wind-
shield to quickly effect the defogging operation.

In the case of a conventional vehicle, where the engine
mechanically drives the compressor, the increased load on the
engine reduces efficiency and increases fuel consumption.
Opportunities for controlling climate control systems to
improve fuel economy are limited because the compressor
power consumption depends upon the speed of the engine.
Further, hot air mixing done to achieve a desired target dis-
charge temperature often results in significant energy waste.

In the case of a hybrid electric vehicle (HEV), operation of
an electric compressor and a cooling fan often necessitates
starting the engine to ensure that the battery is not over-
discharged. One of the benefits of an HEV is the fuel savings
achieved by driving the vehicle using electric motor power,
while maximizing the time the engine is shut down. Thus,
inefficient operation of the climate control system can offset
some of the benefits gained by driving an HEV. Accordingly,
a need exists for a system and method for vehicle climate
control that strikes a balance between meeting the comfort
requirements of vehicle occupants and minimizing the overall
power consumed by the climate control system.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 1s a simplified, exemplary schematic diagram illus-
trating a system for optimizing energy consumption in a
vehicle in accordance with an embodiment of the present
application;

FIG. 2 is a simplified, exemplary schematic diagram illus-
trating a refrigeration cycle of a vehicle air conditioning
system;
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FIG. 3is a simplified, exemplary block diagram illustrating
a climate control system in accordance with an embodiment
of the present application;

FIG. 4 is a simplified, exemplary front plan view of a
control head illustrated schematically in FIG. 3;

FIG. 5 is a simplified, exemplary flowchart depicting a
methodology according to an embodiment of the present
application;

FIG. 6 is a simplified, exemplary flowchart depicting a
methodology according to an alternate embodiment of the
present application;

FIG. 7 is a simplified, exemplary lookup table utilized by
the system in accordance with the embodiment depicted in
FIG. 6; and

FIG. 8 is another simplified, exemplary lookup table uti-
lized by the system in accordance with the embodiment
depicted in FIG. 6.

DETAILED DESCRIPTION

In general, control of cabin temperature, as well as tem-
perature and defogging of a windshield, within an automobile
is accomplished using various actuators to adjust the tempera-
ture and flow of air supplied to the cabin of the vehicle. FIG.
1 schematically shows an exemplary system 10 for environ-
mental management of a vehicle in accordance with an
embodiment of the present application. The vehicle may
include a heating, ventilating and air conditioning (HVAC)
system, generally indicated at 20. The HVAC system 20 can
include the arrangement of airflow doors, including panel-
defrost, floor-panel, and outside recirculated air actuators or
doors 22, 24, and 28, respectively.

The doors may be part of an air distribution system for
directing the flow of conditioned air to various locations
within a passenger cabin 29 of the vehicle, such as to the
windshield, floor, or instrument panel as is commonly known.
The doors 22, 24 and 28 may be driven by vacuum motors (not
shown) between their various vacuum, partial vacuum and no
vacuum positions in a conventional fashion as indicated in
FIG. 1, or may be driven by an electric servo motor. A tem-
perature control blend door 26 may also provided, and may be
driven by an electric servo motor (not shown). The tempera-
ture control blend door 26 provides for hot air mixing done to
obtain a desired target discharge air temperature, which
reflects the temperature of air as it exits the HVAC system 20
into the passenger cabin 29.

The HVAC system 20 may also include a variable speed fan
system (also referred to herein as an HVAC blower) 30
including a blower wheel 32 for generating airflow. The
HVAC system 20 may further include a heating system,
shown in FIG. 1 as a heater core 34, and an air conditioning
system 35, including an evaporator core 36 and a compressor
37. The compressor 37 may be an electric compressor rather
than one that is mechanically driven by an engine. This can
provide greater control of the operation of the HVAC system
20, in that electric compressors can be configured for variable
speed operation, unlike their mechanical counterparts whose
speed is inextricably linked with the speed of the engine. The
air conditioning system 35 may include other various com-
ponents known to one of ordinary skill in the art, some of
which are described below in greater detail with respect to
FIG. 2.

The heater core 34 and the evaporator core 36 respectively
heat and cool the airflow generated by the fan system 30. The
generated airflow may be distributed through an airflow dis-
tribution system and associated ducting 38. The HVAC sys-
tem 20 may control the temperature, the direction of the
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airflow, and the ratio of fresh air to recirculated air. The HVAC
system 20 may further include a low-pressure cycle switch 39
that communicates with the compressor 37. The low-pressure
switch 39 may be operable to deactivate the compressor 37
under certain conditions. In addition, the compressor 37 can
be deactivated when the evaporator core temperature drops
below a predetermined value; this helps to prevent freezing of
the evaporator core 36.

FIG. 2 depicts a simplified, exemplary schematic represen-
tation of a refrigeration cycle 40 of the air conditioning sys-
tem 35. As seen therein, working fluid, such as a refrigerant,
cycles through a fluid conduit 42 in the direction generally
shown by arrows 44. The air conditioning system 35 may
include a condenser 46 in fluid communication with the com-
pressor 37. The compressor 37 may be driven by an electric
motor (not shown). The working fluid may enter the compres-
sor 37 as a low-pressure gas. The compressor 37 compresses
the working fluid turning it into a high-pressure gas. The
compressed gas heats as it is pressurized. The working fluid
may then enter the condenser 46 to dissipate heat. The con-
denser 46 may include a plurality of fins (not shown) or the
like for transferring heat to ambient air. An engine cooling fan
48 may also be provided to effectuate the exchange ofheat. As
heat dissipates, the working fluid condenses into a liquid.

The liquid working fluid may then enter an expansion
device 50, as is known in the art, which is in fluid communi-
cation with the condenser 46. As the working fluid moves
through the expansion device 50, the pressure drops causing
the working fluid to evaporate into a cooler, low-pressure gas.
The evaporator core 36 may be provided in fluid communi-
cation with the expansion device 50 and the compressor 37.
Upon reaching the evaporator 36, the working fluid absorbs
heat thereby cooling the ambient air proximate to the evapo-
rator. The HVAC blower 30 may be provided to further effec-
tuate the cooling and force the cooled air into, for example,
the passenger cabin 29 of the vehicle through the ducting 38.
The working fluid, now a cold, low-pressure gas, may then
re-enter the compressor 37 and the cycle repeats.

As described in more detail below, operation of the HVAC
system 20 may be controlled by a climate control system 52.
FIG. 3 shows an exemplary block diagram of the climate
control system 52, including an electronic controller 54. The
controller 54 can generate signals to control the HVAC sys-
tem 20 according to a variety of inputs. The controller 54 may
receive inputs from a number of climate control devices either
directly or indirectly from, for example, another control mod-
ule electrically coupled to the controller, such as a vehicle
system control/powertrain control module (VSC/PCM) 56.
As an example, the controller 54 may receive inputs from a
passenger cabin temperature sensor 58, an ambient tempera-
ture sensor 60, an engine coolant temperature sensor 62, an
evaporator temperature sensor 64, a humidity sensor 66, a
vehicle speed sensor 68, a solar load sensor 70, and a dis-
charge air temperature sensor 72. The sensors 58-72 may
respectively provide signals that are representative of interior
cabin temperature, ambient (outside) air temperature, engine
coolant temperature (ECT), evaporator temperature, relative
humidity of the passenger cabin, vehicle speed, solar energy
including direction and angle of sunlight entering the vehicle,
and discharge air temperature (i.e., the temperature of the air
being discharged from the HVAC system 20 into the vehicle
cabin).

In addition to receiving inputs from the sensors 58-72, the
controller 54 may also receive inputs from a vehicle occupant
via an input device 74. The input device 74 may be a control
head as commonly used in vehicle instrument panels and
illustrated in FIG. 4. As explained more fully below, the input
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device 74 may allow a vehicle occupant to set a desired
passenger cabin temperature, and the HVAC system 20 may
operate automatically to achieve and maintain the occupant
set temperature. Further, the input device 74 may allow a
vehicle occupant to manually control the HVAC functions,
and in some cases, override an automatic operation of the
HVAC system 20. The controller 54 may control operation of
the compressor 37 and the engine cooling fan 48, as well as
the doors 22-28 to regulate the temperature and flow of air,
and ultimately to maintain the comfort of driver and passen-
gers in the vehicle. In addition, the controller 54 may be
programmed with an algorithm to effect automatic defogging
of the vehicle windshield.

FIG. 4 illustrates in greater detail an exemplary control
head 74, schematically shown in FIG. 3. The control head 74
can act as an input device for vehicle occupants, allowing
manual selection of various climate control functions. A
mode selector switch 76 allows an occupant to choose where
airflow will be directed. The mode selector switch 76 may
include an automatic (AUTO) setting 78, which allows the
climate control system to regulate passenger cabin tempera-
ture as well as control various climate control functions auto-
matically based upon environmental conditions and/or
vehicle operating characteristics. One or more temperature
selector switches 80 can provide air temperature control of
the passenger cabin in both the manual and automatic modes.
The temperature selector switches 80 may include a driver
temperature selector switch and a passenger temperature
selector switch for dual-zone temperature control. In the auto-
matic mode, the temperature selector switches 80 may be
used by an occupant to select a desired cabin temperature,
which can be displayed by a display panel 82. The climate
control system 52 may then operate to achieve and maintain
the occupant set temperature automatically. The display panel
82 may further display current cabin temperature, current
outside ambient temperature, or the like.

The climate control head 74 may include a fan selector
switch 84 for providing on-off, manual and automatic speed
control of the HVAC blower 30. A recirculation switch 86
allows for full recirculation of cabin air, all fresh air, or some
combination thereof. Further, an A/C switch 88 allows an
occupant to manually select air conditioning. The control
head 74 is just one example of a control head that can be used
in accordance with embodiments of the present application.
Other control heads, including other analog or digital control
heads may also be used.

Turning now to FIG. 5, a simplified, exemplary flow dia-
gram depicting a method 100 for optimizing energy con-
sumption of the climate control system 52 when the air con-
ditioning system 35 is being operated is illustrated. The
methodology of FIG. § may provide for constant monitoring
of the energy consumption of the engine cooling fan 48 and
the electric compressor 37, as well as the discharge air tem-
perature into the passenger cabin 29. To this end, the present
application contemplates that at least two power curves may
be generated and mapped to one or more lookup tables,
namely an engine cooling fan power curve as a function of
cooling fan speed (not shown) and an electric compressor
power curve as a function of compressor speed (not shown).
Once a target discharge air temperature is achieved, a total
energy consumption value of the climate control system 52
may be calculated. Using the lookup tables, the strategy
employed by the methodology of FIG. 5 can determine
whether lowering compressor speed and increasing engine
cooling fan speed will result in a lower total energy consump-
tion by the climate control system without significantly
affecting the target discharge air temperature.
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As shown in FIG. 8, several vehicle operating characteris-
tics corresponding to the climate control system 52 may be
measured at step 102. For example, a first compressor power
value (CP,), a first engine cooling fan power value (FP,), a
first discharge air temperature value (DAT,), and current
vehicle speed (VS) may be measured. CP, may correspond to
a current amount of power being consumed by the electric
compressor 37, while FP, may correspond to the amount of
power being consumed by the engine cooling fan 48 at the
same time. Similarly, DAT, corresponds to the current tem-
perature of the air being discharged into the passenger cabin
29 from an airflow door by the HVAC blower 30.

Once the vehicle operating characteristics are measured,
the system may determine whether the vehicle is in motion at
step 104. For example, the system may conclude that the
vehicle is moving if VS is greater than 0 mph. If the vehicle is
not moving, there may be an opportunity to increase cooling
fan speed in an effort to reduce total power consumption.
Accordingly, the system may next determine if the engine
cooling fan 48 is operating at its maximum rated power (FP-
max)> @S provided at step 106. If FP, is not at its maximum,
then more cooling power can be added by increasing the
engine cooling fan speed. As previously discussed, the cool-
ing fan power curve as a function of cooling fan speed and the
compressor power curve as a function of compressor speed
may be mapped to one or more lookup tables. Thus, for the
sake of simplicity, it can be assumed that a reference made to
an increase or decrease in cooling fan power refers to an
increase or decrease in cooling fan speed, and vice versa,
respectively. Likewise, a reference made to an increase or
decrease in compressor power may also refer to anincrease or
decrease in compressor speed, and vice versa, respectively.

Therefore, if FP, is less than FP,, ., the engine cooling fan
power may be increased by a predetermined amount (A, ), as
shown at step 108. In this regard, cooling fan speed is
increased by an amount that corresponds to an increase in
cooling fan power of A;. A; may be determined in one of
several ways without departing from the scope of the present
application. As one example, A, may be determined accord-
ing to one or more lookup tables, and may be affected by one
or more environmental conditions, such as the ambient out-
side temperature. This is because the cooling impact of the
engine cooling fan 48 may be more sensitive at higher tem-
peratures. Additional lookup tables for determining A, may
be necessary for different vehicle speeds because the amount
of air flowing through the condenser varies. As another
example, A; may be a constant value selected in accordance
with design criteria and/or other vehicle and system
restraints, constraints and specifications. The exemplary
methodology of FIG. 5§ may be performed several times each
second and, thus, optimal cooling fan power may be deter-
mined through an iterative process.

As a result of the increase in cooling fan power, a second
cooling fan power value is obtained (FP,), where FP, equals
FP, plus A,. Next, at step 110, a second compressor power
value (CP,) is measured corresponding to the amount of
power being consumed by the electric compressor 37 once
FP, is obtained. It may next be determined whether increasing
the engine cooling fan power by A, resulted in a reduction in
the amount of compressor power being consumed. Often,
adding cooling power by increasing the engine cooling fan
speed can allow the electric compressor speed to be reduced
without substantially affecting the discharge air temperature.
At step 112, it may be determined whether the compressor
power was reduced by an amount greater than A,. In other
words, as provided in FIG. 5, is CP,-CP,>A,?
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Should it be determined that compressor power consump-
tion was reduced by an amount greater than the additional
power, A, being consumed by the engine cooling fan as a
result of increasing the cooling fan speed, then it may be
concluded that the increase in cooling fan power resulted in a
net overall reduction in power consumption by the climate
control system. As previously discussed, the less power con-
sumed by the climate control system, the less the drain is on
a vehicle’s battery. Preserving battery charge can minimize
the amount of time the engine is on, thereby improving fuel
economy. Accordingly, if it is determined that the electric
compressor power consumption was reduced by more than
A,, then the engine cooling fan power may be maintained at
FP,, as provided by step 114. On the other hand, if increasing
the cooling fan power by A, did not result in a reduction of
compressor power more than A, , then the cooling fan speed
may be set to its initial speed measured at step 102, where
cooling fan power is equal to FP |, as provided at step 116.
This is because increasing the cooling fan speed did not result
in a net overall power savings for the climate control system.

Returning to step 104, if it is determined that the vehicle is
moving, the method may proceed to step 118. Likewise, the
method may proceed to step 118 should it be determined at
step 106 that the engine cooling fan 48 is operating at its
maximum rated power, FP_ . In other words, the methodol-
ogy may proceed to step 118 if either the vehicle is moving or
the engine cooling fan speed cannot be increased any further.
At step 118, the power being supplied to the engine cooling
fan 48 may be reduced by a predetermined amount (A,),
providing the second cooling fan power value, FP,. Again, A,
may be determined in much the same way as A;. Once the
cooling fan power has been reduced, the power being con-
sumed by the electric compressor 37 is measured again to
provide the second compressor power value, or CP,, at step
120. Likewise at step 120, the discharge air temperature is
remeasured to provide a second discharge air temperature
value (DAT,). Thus, input corresponding to the impact that
reducing the engine cooling fan speed has on compressor
speed and discharge air temperature can be obtained.

The method may then proceed to step 122 where it may be
determined whether the discharge air temperature increased
by more than a predetermined amount (X). If itis determined
that the discharge air temperature did increase by an amount
greater than X, then the engine cooling fan power may be set
or returned to the first cooling fan power value, FP,, as pro-
vided at step 116. Although optimizing total power consump-
tion by the climate control system in the air conditioning
mode is part of the strategy illustrated in FIG. 5. the impact on
passenger comfort is to be minimized. If the discharge air
temperature increases too much, passenger comfort may be
compromised. Accordingly, the predetermined amount X
may be any nominal amount, such as 2° F., 4° F., or the like.
Alternatively or additionally, X may vary based upon the
automatic temperature setting input by an occupant. In any
event, should reducing the cooling fan power result in a suf-
ficient increase in the discharge air temperature, the cooling
fan power may be returned to its original value, FP;.

On the other hand, should it be determined that the dis-
charge air temperature did not increase by an amount greater
than X, it may then be determined at step 124 whether the
electric compressor power consumption increased by more
than A, as a result of the reduction in cooling fan power. In
other words, it may be determined whether CP,-CP, <A, Ifit
is determined that the amount of power being consumed by
the electric compressor 37, as a result of reducing the cooling
fan power, increased by an amount greater than A,, then the
method may proceed to step 116 where the cooling fan power
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is set to the first cooling fan power value, FP,. The reason for
this is that although power consumption by the cooling fan 48
was reduced by A,, such a reduction may result in an increase
in the power consumed by the electric compressor 37 by more
than A, in order to achieve or otherwise maintain the auto-
matic cabin temperature setting value. Thus, the result would
be a net gain in overall power consumption, which is to be
avoided. If, however, it is determined that reducing the cool-
ing fan power by A, does not result in a compressor power
increase by more than A,, a net overall reduction in power
consumption by the climate control system may be realized.
In this instance, the reduction of cooling fan power by A, may
be maintained, as provided at step 124.

It should be noted that the methodology depicted in FIG. §
may be continually and repeatedly performed by the climate
control system 52 in order to systematically implement a total
power consumption strategy. To this end, each loop through
the method 100 may occur several times per second, e.g.,
every 100 ms, 500 ms, or the like. The frequency with which
the method 100 is performed may differ from what is other-
wise provided herein without departing from the scope of the
present application.

Turning now to FIG. 6, a simplified, exemplary flow dia-
gram depicting an alternate method 200 for managing power
consumption of the climate control system 52 is illustrated.
The strategy employed in FIG. 6 may define or otherwise
determine variable evaporator core temperatures based upon
occupant climate control settings and one or more environ-
mental conditions. The variable evaporator core temperatures
are calculable and calibratable based upon specific design
requirements and/or specifications. By varying evaporator
core temperatures, electric compressor speed may be opti-
mized to provide the necessary cooling capacities while
achieving energy savings. Further, method 200 may operate
to minimize unnecessary hot air mixing that provides the
target discharge air temperature (50 as to lessen the amount of
cooling energy needed to overcome the unnecessary hot air
mixing). Thus, the methodology employed in FIG. 6 can
likewise provide fuel economy optimization while maintain a
certain level of passenger comfort.

AsshowninFIG. 6, a passenger set cabin temperature (T )
may be received at step 202. The passenger set temperature,
T,,, corresponds to an occupant desired automatic tempera-
ture setting communicated to the controller 54 via the control
head 74. At step 204, a plurality of vehicle operating charac-
teristics, which can include one or more environmental con-
ditions, may be measured. For example, the plurality of
vehicle operating characteristics may include the measure-
ment of ambient outside temp (T ,,, ), interior cabin tempera-
ture (T,,,), solar load (SL), and the relative humidity (RH).
Next, at step 206, an initial target evaporator core temperature
(T,,4p1) may be determined. T,,,,,, may be determined as a
function of cooling demand according to a look-up table, such
as table 90 depicted in FIG. 7, where cooling demand can be
basedupon T, T.,, and SL.

Referring briefly to FIG. 7. a cooling demand value
between 0 and 255 may be obtained, where 0 represents a
maximum cooling demand value and 255 represents a mini-
mum cooling demand value. For example, a cooling demand
value of 0 may correspond to relatively high T, ,, T, and
SL values, while a cooling demand value of 255 may corre-
spond to relatively low T, T_,, and SL, values. Various
other combinations of T, T, and SL may result in some
intermediate cooling demand value between 0 and 255. Once
cooling demand is obtained, T,,,,; may be determined, as
shown in FIG. 7. The table 90 of FIG. 7 may be populated with
calibrated values as a result of extensive testing.
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It should be noted that T, ,, may provide a target evapo-
rator core temperature base point representative of the target
temperature in a dry air setting. The method may then proceed
to step 208 wherein a dew point temperature (T ,,,,) may be

determined according to the following exemplary equation:

boTamp, RH)
a = A Tmp, RH)

B (Eq 1)

T =
whete,

T
ATors RHY = 222\ RH)

amb
a=1721
b=2377° C.

T jore may account for how much humidity is present in the
passenger cabin 29. It may then be determined whether the
initial target evaporator core temperature, T,,,,,, is greater
than the dew point temperature, T,,,,, at step 210. If T, ,, is
greater than T, , then the target evaporator core temperature
(T,,,,) may be setequal to the dew point temperature, T, as
providedatstep 212. Setting T, equalto T ;,,, can adjust for
the impact of relative humidity on passenger comfort. Alter-
natively, ifitis determined that T, , isnot greater than T, ,
then the target evaporator core temperature, T,,,,,, may be set
to the initial target evaporator core temperature, T as
provided at step 214.

Once the target evaporator core temperature, T, , - issetto
either the dew point temperature, T ,,,, or the initial target
evaporator core temperature, T,, ), the methodology may
proceedto step 216. At step 216, a fogging probability may be
determined. The fogging probability may be determined by
one or more known methods understood by those skilled in
the art. For example, fogging probability may be determined
according to methods disclosed in U.S. Pat. No. 5,516,041,
entitled Method And Control System For Controlling An
Automotive HVAC System To Prevent Fogging, which is
hereby incorporated by reference in its entirety.

Determining the fogging probability at step 216 may pro-
duce a fogging probability value (Y). At step 218, it may be
determined whether there exists a risk that a vehicle wind-
shield will fog based upon the fogging probability value, Y.
Should it be determined that a risk of fogging does not exist,
the method may proceed to step 220 wherein the target evapo-
rator core temp, T, , is maintained. If, however, it is deter-
mined that a risk of windshield fogging does exist based upon
the fogging probability value, Y, then a second target evapo-
rator core temperature (T,,,,,) may be determined at step
222. To this end, the current target evaporator core tempera-
tre, T,,,,, may be reduced by a predetermined amount
(AT,,,,), wherein AT, can be determined based upon a
lookup table, such as table 92 depicted in FIG. 8. In this
regard, the fogging probability value, Y, may correspond with

evapl?

AT,,,, to determine the second target evaporator core tem-
perature, TMP . Next, the target evaporator core temperature,
T,vqp may be setequal to T, at step 224, and the climate

control system 52 is operated accordingly.

Again, the methodology 200 of FIG. 6 may provide a
control strategy that defines variable evaporator temperatures
based on occupant settings and various environmental condi-
tions, such as ambient outside temperature, cabin tempera-
ture, solar load, and relative humidity. By varying the evapo-
rator temperature, electric compressor speed may be
optimized to provide the necessary cooling capacities result-
ing in energy savings.
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Additionally or alternatively, the control strategy provided
by method 200 may operate to avoid and/or minimize any
unnecessary hot air mixing typically present in conventional
climate control systems to provide the desired target dis-
charge air temperature. As a result, the methodology 200 may
provide a strategy for fuel economy optimization while mini-
mizing the effect on passenger comfort.

It should be noted that the methods of FIGS. 5 and 6 as
described herein are exemplary only, and that the functions or
steps of the methods could be undertaken other than in the
order described and/or simultaneously as may be desired,
permitted and/or possible.

While the best mode for carrying out the invention has been
described in detail, those familiar with the art to which this
invention relates will recognize various alternative designs
and embodiments for practicing the invention as defined by
the following claims.

What is claimed:

1. A climate control method for a vehicle comprising:

increasing cooling fan power by a predetermined amount

when the vehicle is not moving and the cooling fan
power is not at its maximum; and

setting cooling fan speed based at least in part upon

whether compressor power is reduced by an amount
greater than the predetermined amount as a result of
increasing the cooling fan power.

2. The method of claim 1, further comprising;

comparing the cooling fan power to a maximum cooling

fan power value to detect when the cooling fan is not
operating at maximum powet.
3. The method of claim 1, further comprising sensing a first
compressor power value and a first cooling fan power value
prior to increasing the cooling fan power by the predeter-
mined amount.
4. The method of claim 3, wherein the step of setting the
cooling fan speed comprises:
sensing a second compressor power value after increasing
the cooling fan power by the predetermined amount; and

setting the cooling fan speed based upon whether the sec-
ond compressor power value is less than the first com-
pressor power value by an amount greater than the pre-
determined amount.

5. The method of claim 4, wherein a second cooling fan
power value is obtained by increasing the first cooling fan
power value by the predetermined amount.

6. The method of claim 5, wherein setting the cooling fan
speed comprises:
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maintaining the cooling fan speed associated with the sec-
ond cooling fan power value when the compressor
power is reduced by an amount greater than the prede-
termined amount.

7. The method of claim 5, wherein setting the cooling fan
speed comprises:

setting the cooling fan speed so that cooling fan power

equals the first cooling fan power value when the com-
pressor power is not reduced by an amount greater than
the predetermined amount.

8. The method of claim 1, wherein the predetermined
amount is based at least in part upon a lookup table.

9. A climate control method for a vehicle comprising:

reducing cooling fan power by a predetermined amount

when the vehicle is moving or the cooling fan power is at
its maximum; and

setting cooling fan speed based at least in part upon a

determination whether discharge air temperature
increased and whether compressor power is increased
by an amount greater than the predetermined amount as
a result of reducing the cooling fan power.

10. The method of claim 9, further comprising:

sensing a first compressor power value, a first cooling fan

power value, and a first discharge air temperature value.
11. The method of claim 10, wherein the determination
whether the compressor power is increased by an amount
greater than the predetermined amount comprises:
sensing a second compressor power value after reducing
the cooling fan power by the predetermined amount; and

comparing the difference between the second compressor
power value and the first compressor power value to the
predetermined amount.

12. The method of claim 11, wherein a second cooling fan
power value is obtained by increasing the first cooling fan
power value by the predetermined amount.

13. The method of claim 12, wherein setting the cooling fan
speed comprises:

maintaining the cooling fan speed associated with the sec-

ond cooling fan power value when the discharge air
temperature is not increased and the compressor power
is increased by an amount less than the predetermined
amount.

14. The method of claim 12, wherein setting the cooling fan
speed comprises:

setting the cooling fan speed so that cooling fan power

equals the first cooling fan power value when the dis-
charge air temperature is increased or the compressor
power is increased by an amount greater than the prede-
termined amount.
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