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A vehicle air conditioning system includes an electric pow-
ered refrigerant compressing device, an evaporator, an elec-
tric heater, an air temperature determining component, a
cabin interior temperature controlling component, an upper
limit electric power setting component, and an electric power
distribution controller. The evaporator receives refrigerant
from the compressing device. The heater is downstream ofthe
evaporator in an air passageway. The determining component
determines a first air temperature upstream of the evaporator
and a second air temperature between the evaporator and the
heater. The controlling component sets a vehicle interior dis-
charge air temperature at a position downstream of the heater
to a target temperature. The power setting component sets an
upper limit for power supplied to the compressing device and
the heater. The power distribution controller distributes the
upper limit electric power to the compressing device and the
heater based on a ratio ofupstream and downstream tempera-
ture differences.

4 Claims, 5 Drawing Sheets
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VEHICLE AIR CONDITIONING SYSTEM

CROSS-REFERENCE TO RELATED
APPLICATIONS

This application is a U.S. National stage of International
Application No. PCT/IB2011/001272, filed Jun. 8, 2011.
This application claims priority to Japanese Patent Applica-
tion No. 2010-131561,filed on Jun. 9, 2010. The entire dis-
closure of Japanese Patent Application No. 2010-131561 is
hereby incorporated herein by reference.

BACKGROUND

1. Field of the Invention 15

The present invention generally relates to a vehicle air
conditioning system. More particularly, the present invention
relates to a vehicle air conditioning system that can efficiently
distribute electric power to a refrigerant compressing device
and an electric heater. 20

2. Background Information
Vehicle air conditioning systems are known in the art. For

example, Japanese Laid-Open Patent Publication No. H05-
85142 describes a vehicle air conditioning system that has a
variable capacity refrigerant compressor and an evaporator 25

through which compressed refrigerant circulates. The system
is configured to warm air that has been cooled by the evapo-
rator and propel air having a prescribed temperature into a
vehicle cabin. An air mix door controls a mixture ratio of an
amount of air cooled by the evaporator and an amount of air 3o

heated by the heater to achieve a desired temperature ofthe air
that is blown into the vehicle cabin.

SUMMARY
35

However, in the system described in Japanese Laid-Open
Patent Publication No. H05-85142, the energy required for
cooling and heating are not managed. Therefore, wasteful
energy consumption occurs and a distance that the vehicle can
travel can decline. Accordingly, an object of the present 4o

invention is to provide a vehicle air conditioning system that
can reduce energy consumption.

In view of the state of the known technology, a vehicle air
conditioning system basically comprises an electric powered
refrigerant compressing device, an evaporator, an electric 45

heater, an air temperature determining component, a cabin
interior temperature controlling component, an upper limit
electric power setting component, and an electric power dis-
tribution controller. The evaporator is configured to receive
refrigerant discharged from the electric powered refrigerant 5o

compressing device. The electric heater is arranged down-
stream of the evaporator in an air passageway. The air tem-
perature determining component is configured to determine a
first air temperature at a position upstream ofthe evaporator in
the air passageway and a second air temperature at a position 55

between the evaporator and the electric heater. The cabin
interior temperature controlling component is configured to
set a vehicle interior discharge air temperature at a position
downstream of the electric heater in an air passageway to a
target discharge air temperature. The upper limit electric 6o

power setting component is configured to set an upper limit
for electric power that can be supplied to the electric powered
refrigerant compressing device and the electric heater. The
electric power distribution controller is configured to distrib-
ute the upper limit electric power to the electric powered 65

refrigerant compressing device and the electric heater based
on a ratio of an upstream temperature difference and a down-

stream temperature difference, where the upstream tempera-
ture difference is based on a difference between the first air
temperature and the second air temperature and the down-

stream temperature difference is based on a difference
between the target discharge air temperature and the second
air temperature.

BRIEF DESCRIPTION OF THE DRAWINGS

Referring now to the attached drawings which form a part
of this original disclosure:

FIG. 1 is a schematic system diagram showing an example
of a vehicle air conditioning system according to a disclosed
embodiment;

FIG. 2 is a flowchart an example of operations that can be

performed by the air conditioning controller ofthe vehicle air
conditioning system;

FIG. 3 is a graph illustrating an example of an evaporator
downstream-side temperature characteristic of the vehicle air
conditioning system;

FIG. 4 is a flowchart illustrating an example of operations
that can be performed by the vehicle air conditioning system
to set an electric power upper limit;

FIG. 5 is a timing diagram illustrating an example ofa state
of a flag CF1 used by the vehicle air conditioning system;

FIG. 6 is a timing diagram illustrating an example ofa state
of a flag CF2 used by the vehicle air conditioning system;

FIG. 7 is a timing diagram illustrating an example ofa state
of a compressor used by the vehicle air conditioning system;
and

FIG. 8 is a timing diagram illustrating an example ofa state
ofa positive temperature coefficient (PTC) heater used by the
vehicle air conditioning system.

DETAILED DESCRIPTION OF EMBODIMENTS

Selected embodiments will now be explained with refer-
ence to the drawings. It will be apparent to those skilled in the
art from this disclosure that the following descriptions of the
embodiments are provided for illustration only and not for the
purpose of limiting the invention as defined by the appended
claims and their equivalents.

FIG. 1 is a system diagram illustrating an example of a
vehicle air conditioning system in accordance with a dis-
closed embodiment. In this example, the vehicle that includes
the vehicle air conditioning system is an electric vehicle. The
electric vehicle includes a battery 40 that supplies electric
power to operate a drive motor 32. The drive motor 32 thus
drives a drive wheel 31 to propel the vehicle. Also, instead of
being an electric vehicle, the vehicle can include an internal
combustion engine, or can be a hybrid vehicle that uses both
a combustion engine and an electric motor. Furthermore, the
vehicle can be a car, truck, van, SUV or any other suitable type
of vehicle.

Typically, a controller in the vehicle detects a drive force
that is requested by a driver by, for example, depressing an
accelerator pedal. The controller thus controls the supplying
of electric power from the battery 40 to the drive motor 32 in
accordance with the requested drive force. During braking,
regenerative braking can be performed, and electric power
generated by the drive motor 32 can be supplied to the battery
40. Typically, the drive control and regenerative braking con-
trol are executed by a general controller 30. The general
controller 30 can perform the controlling operations based on
a state of charge (SOC) of the battery 40 and various driving
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conditions to achieve a traveling state in accordance with the
driver's request while increasing the electric power consump-
tion efficiency of the vehicle.

The vehicle air conditioning system has an outside air
intake port 1 configured to take in air from outside the vehicle
cabin and an inside air intake port 2 configured to take in air
from inside the vehicle cabin. The vehicle air condition sys-
tem further has an intake door 3 configured to control an
inside air mixture ratio Xrec. The air mixture ratio Xrec
represents a ratio of an amount of air taken in through the
outside air intake port 1 and an amount ofair taken in through
the inside air intake port 2. The intake door 3 is controlled, for
example, opened and closed as appropriate based on the inter-

nal air mixture ratio Xrec which is set by a driver or requested

by automatic air conditioning control. The air taken in
through the air inlet ports is supplied to an evaporator 6 by, for
example, a blower fan 4 driven by a motor 5. The motor 5
drives the blower fan 4 as appropriate based on an airflow

quantity set by a driver or requested by automatic air condi-
tioning control.

The evaporator 6 operates to cool air introduced to the
evaporator 6 by exchanging heat between the air and a com-
pressed refrigerant that passes through the evaporator 6. The
cooling system includes the evaporator 6 for exchanging heat,
a variable capacity refrigerant compressor 9, a condenser S,
and an expansion valve 7. After completing an exchange of
heat in the evaporator 6, the refrigerant is compressed by the
variable capacity refrigerant compressor 9, which can also be
referred to as an electric powered refrigerant compressing
device. The variable capacity compressor 9 can be driven by
an electric motor and configured to produce a compression
performance in accordance with a supplied electric power.
The cooling performance is higher when the variable capacity
compressor 9 is driven at a larger capacity because the com-
pression performance is higher. The cooling performance is
smaller when the variable capacity compressor 9 is driven at
a smaller capacity because the compression performance is
lower. In other words, the cooling performance is greater
when the electric power supplied is larger, and the cooling
performance is lower when the electric power supplied is
smaller.

As understood in the art, refrigerant compressed by the
variable capacity compressor 9 is changed to a liquid in the
condenser S. The liquid refrigerant is diffused into a mist by
the expansion value 7 and supplied to the inside of the evapo-
rator 6. The cooling system itself can be a conventional type
of cooling system and therefore will not be described in
further detail. In this embodiment, the component of the
cooling system that consumes the most electric power is the
variable capacity compressor 9. Thus, the amount of electric
power distributed to the cooling system is basically the same
as the amount of electric power distributed to the variable
capacity compressor 9.

After passing through the evaporator 6, the cooled air is
supplied to and heated by a heater core 10 that is arranged
downstream along an air passageway. The heater system,
which can be referred to as an electric heater, includes the
heater core 10, a PTC heater 12 and a pump 11 that is con-
figured to supply heated water from inside the PTC heater 12
to the heater core 10. The heater core 10 operates to heat air
introduced to the heater core 10 by exchanging heat between
the air and the heated water passing through the heater core
10.The pump 11 is driven by an electric motor and circulates
the heated water. The pump 11 generally has low electric
power consumption because the pump 11 generally serves
simply to circulate the heated water. The pump 11 is config-
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ured to execute a prescribed operation automatically when
there is a request for air to be heated by the heater core 10.

The PTC heater 12 is a heating element having a self
temperature controlling characteristic in this example. The
PCT heater 12 heats up in accordance with a supplied electric
power until reaching a prescribed temperature. When the PTC
heater 12 reaches the prescribed temperature, a resistance
value increases sharply and the element maintains a constant
temperature. The water that passes through the PTC heater 12
is heated to a prescribed temperature and supplied as heated
water. In other words, the heating performance is greater
when the electric power supplied is larger, and the heating
performance is lower when the electric power supplied
smaller. In this embodiment, the component of the heating
system that generally consumes the most electric power is the
PTC heater 12.Thus, the amount ofelectric power distributed
to the heating system is basically the same as the amount of
electric power distributed to the PTC heater 12.

The system further includes an air discharge port 14 that
functions to blow out air that has been conditioned by the
cooling system and the heater system. The system also
includes a cabin interior temperature setting device 15, such
as a thermostat, that is configured to enable a driver to set a
cabin interior temperature. An air conditioner switch 16 is
configured to permit or prohibit operation of the variable
capacity compressor 9 in the cooling system. The system
further includes a defroster switch 17 that is configured to
issue a request for defrosting and/or defogging of a wind-
shield. The air discharge port 14 can be referred to as a single
entity for purposes of this example. However, the air dis-
charge port 14 actually includes a plurality ofair conditioning
vents and defrosting vents. The positions where air is dis-
charged are configured as appropriate in accordance with a
discharge mode selected by a driver or requested by auto-
matic air conditioning control. For example, in a first dis-
charge mode, the conditioned air is discharged from the air
conditioning vents. In a second discharge mode, the condi-
tioned air is discharged from the air conditioning ducts and
foot ducts. In a third discharge mode, the conditioned air is
discharged from the air conditioning vents, the foot ducts, and
the defrosting vents.

When a mode using a large number of discharge ports is
selected, the amount of air discharged is larger and, thus, the
airflow quantity is larger. Conversely, when a mode using a
small number of air discharge ports is selected, the amount of
air discharged is smaller and the airflow quantity is smaller.
Consequently, as explained in more detail below, a second air
temperature Tof should be lower when the number of air
discharge ports is larger. That is, assuming the same or sub-
stantially the same electric power is used, the air cooling
performance or air heating performance differs depending on
the discharge mode.

The system further includes an air conditioner controller
20 that receives signals from the cabin interior temperature
setting device 15, the air conditioner switch 16 and the
defroster switch 17.The air conditioner controller 20 further
receives a sensor signal from an ambient air temperature
sensor 21 that is arranged near the outside air intake port 1 and
configured to detect an ambient air temperature outside of the
vehicle. In addition, the air conditioner controller 20 receives
an inside air temperature sensor 22 that is arranged near the
inside air intake port 2 and configured to detect an inside air
temperature inside the vehicle cabin. The air conditioner con-
troller 20 is also connected to the general controller 30 via, for
example, a controller area network (CAN) communication
line such that the air conditioner controller 20 receives a
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maximum deliverable electric power INLmax that is set
based on such factors as a battery SOC from the general
controller 30.

It should be noted that the air conditioner controller 20, the
controller 30 and any other controller discussed herein, can
each include or share, for example, a microcomputer with a
control program that controls and interacts with the compo-
nents of the vehicle as discussed herein. The air conditioner
controller 20, the controller 30 and any other controller dis-
cussed herein can also each include or share other conven-
tional components such as an input interface circuit, an output
interface circuit, and storage devices such as a ROM (Read
Only Memory) device and a RAM (RandomAccess Memory)
device. The RAM and ROM store processing results and
control programs that are run by the air conditioner controller
20 and the controller 30. Furthermore, the air conditioner
controller 20, the controller 30 and any other controller dis-
cussed herein are operatively coupled to the components of
the vehicle in a conventional manner. It will be apparent to
those skilled in the art from this disclosure that the precise
structure and algorithms for the air conditioner controller 20,
the controller 30 and any other controller discussed herein can
be any combination of hardware and software that will carry
out the functions of the embodiments discussed herein.

When the vehicle is an electric vehicle, the vehicle is pro-
pelled by the battery 40, and the battery 40 is essentially the
only energy source. Thus, when the state of charge of the
battery 40 is low, the amount of electric power that can be
supplied to the air conditioner is limited to a lower value to
give priority to propelling the vehicle. Conversely, when the
state of charge is equal to or above a prescribed value, an
ample amount of electric power is available to supply to the
air conditioner.

The air conditioner controller 20 executes a cabin interior
temperature control based on the aforementioned sensor sig-
nals and switch signals to achieve a comfortable environment
inside the vehicle cabin while reducing the consumption of
electric power. More specifically, when a target cabin interior
temperature is set by the cabin interior temperature setting
device 15, a target discharge air temperature XM is set based
on, for example, a difference between the target cabin interior
temperature and an actual interior air temperature. For
example, if the interior air temperature is lower than the target
cabin interior temperature, then a higher temperature value is
set for the target discharge air temperature XM. Conversely, if
the interior air temperature is higher than the target cabin
interior temperature, then a lower temperature value is set for
the target discharge air temperature XM. The cooling system
and the heater system are operated to achieve the target dis-
charge air temperature XM and deliver comfortable, appro-
priately dehumidified air to the cabin.

As understood in the art, a conventional air conditioning
system used in a vehicle equipped with an internal combus-
tion engine or other engine is configured to dehumidi fy the air
supplied to the cabin interior as necessary by cooling the air
to, for example, approximately 4' C. near an evaporator out-
let, using a compressor driven by the engine. The cooled air is
then heated by a heater core through which engine coolant
flows and serves as heated water. The air is heated to a desired
temperature and blown into the cabin. However, although the
conventional air conditioning system may operate properly
while the engine is operating normally, the operation does not
occur when the engine is stopped. Furthermore, even when
cooling is not necessary, the compressor imposes a load on
the engine and the engine continues to generate heat. Conse-
quently, energy efficiency is reduced.
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In an electric vehicle that is not equipped with an engine,
the heater system uses electric power as the heat source. In
such a vehicle, if the electric power supplied to the cooling
system and the heater system is not optimized, then air may be
cooled and heated unnecessarily. Thus, wasteful use of bat-
tery power will increase, which can have an adverse effect on
the distance that the vehicle can travel without recharging the
battery. As will now be described, a vehicle air conditioning
control process according to a disclosed embodiment can be
performed that can distribute electric power to the cooling
system and the heater system in a desired or optimal manner.

FIG. 2 is flowchart illustrating an example air conditioning
controlling operations that can be performed by the system.
This flowchart can thus be used to explain processing opera-
tions relating to electric power distribution. It is assumed that
the intake door 3, the operation of the blower fan 4, an air mix
door 13, and so on are controlled according to separate con-
trol sequences. Also, although the air conditioner controller
20 is described as performing these operations, any suitable
controller or plurality ofcontrollers in the system can perform
the operations.

In step S1, the air conditioner controller 20 determines if
the defroster switch 17 is on. Ifthe switch 17 is on, then the air
conditioner controller 20 processing continues to step S2.
However, if the switch 17 is off, then the air conditioner
controller 20 determines that driver is satisfied with the
humidity and the processing proceeds to step S10 as
described below.

In step S2, the air conditioner controller 20 determines if
the air conditioner switch 16 is on. If the switch 16 is on, then
the air conditioner controller 20 processing continues to step
S3. However, if the switch 16 is off, then the air conditioner
controller 20 determines that driver is does not desire to cool
air and the processing proceeds to step S14.

In step S3, the air conditioner controller 20 computes a first
air temperature Teva in at a position upstream of the evapo-
rator 6 in the air flow passage using the exemplary equation
shown below. This operation can be referred to as an air
temperature detecting operation. The air conditioner control-
ler 20 thus functions in this regard as an air temperature
determining component.

Teva in=((Tarnb+ATeva inix(l —Xreci+TincxXrec)

In this equation, Tamb represents an ambient temperature
detected by the ambient temperature sensor 21, Tine repre-
sents an inside air temperature detected by the inside air
temperature sensor 22, and Xrec represents an inside air mix
ratio. Although the first air temperature Teva in is estimated
with a computation in this example, a sensor can be provide to
detect the first air temperature Teva in.

In step S4, the air conditioner controller 20 executes a
mode determining process for a mode flag CF1 that expresses
whether or not the heater system should be used. First, the air
conditioner controller 20 estimates the second air tempera-
ture Tofbetween the evaporator 6 and the heater core 10.FIG.
3 is a graph illustrating an example of estimated values of the
second air temperature Tof. The air conditioner controller 20
selects a characteristic curve based on the discharge mode,
and estimates the second air temperature Tof based on the
target discharge air temperature XM. This operation can also
be referred to as an air temperature detecting operation. Also,
a sensor can be provided to detect the second air temperature
Tof.

The air conditioner controller 20 then calculates a differ-
ence AT between the target discharge air temperature XM and
the second air temperature Tof, and sets the flag CF1 based on
the difference AT. FIG. 5 is an exemplary mode determining
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timing chart for the flag CF1. If the difference AT is larger
than a prescribed value AT2 (or AT1), then the flag CF1 is set
to I because there is a strong need for the air to be warmed by
the heater core 10.Conversely, if the difference AT is smaller
than a prescribed value AT1 (or AT2), then the flag CF1 is set
to 2 because there is there is little need for the air to be warmed
bytheheatercore10. The flag CF1 canbe set, forexample, in
accordance with a hysteresis characteristic to avoid control
hunting as understood in the art.

In step S5, the air conditioner controller 20 determines if
the flag CF1 is set to 1. The air conditioner controller 20
processing continues to step S6 if the flag CF1 is set to I, and
continues to step S13 if the flag CF1 is set to 2. Ifthe flag CF1
equals 2, then it is not necessary to heat air with the heater
core 10.Therefore, the air conditioner controller sets an elec-
tric power INL PTC to be distributed to the heater system to
zero (0), and sets an electric power INL comp to be distrib-
uted to the cooling system to an electric power upper limit
AC INL. The electric power upper limit AC INL is
explained in more detail below.

In step S6, the air conditioner controller 20 reads in the
electric power upper limit AC INL and computes the electric
power INL comp to be distributed to the cooling system. The
electric power upper limit AC INL and the processing
executed to compute the electric power INL comp will now
be explained.

FIG. 4 is flowchart illustrating an example of operations
that can be performed for setting an electric power upper limit
AC INL. In step S31, the air conditioner controller 20 reads
in a maximum deliverable electric power INLmax received
from the general controller 30.In step S32, the air conditioner
controller 20 reads in an ambient temperature Tamb and a
passenger set temperature T* that was set, for example, via
the vehicle interior temperature setting device 15. The air
conditioner controller 20 uses the values of the ambient tem-
perature Tamb and the passenger set temperature T* to read
an air conditioner self-limiting electric power INLorg from a
map that has been stored in advance. In step S33, the air
conditioner controller 20 determines if INLmax&INLorg. If
INLmax&INLorg, then the air conditioner controller 20 sets
the value INLorg as an electric power upper limit in step S34.
In this event, the air conditioner controller 20 functions as an
upper limit electric power setting component. If INLmax is
not greater than INLorg, then the air conditioner controller 20
sets the value INLmax as the electric power upper limit in step
S35. This operation can be referred to as an electric power
upper limit setting operation. Thus, electric power is con-
served by selecting the lower value between a value limited
by the general controller 30 and a value limited based on a
self-imposed limitation executed by the air conditioning sys-
tem.

An amount of electric power INL comp that is distributed
to the cooling system, that is, to the variable capacity com-
pressor 9, is calculated according to the following equation:

INL comp=AC. INLx((Teva in —Tofixvi1 )l((ICM-
Tofixvi2+(Teva in —Tofixvi1 )

In the equation, q I represents a temperature conversion
efficiency of the evaporator 6, and q2 represents a tempera-
ture conversion efficiency of the heater core 10. Therefore,
electric power to be distributed to the cooling system and an
electric power to be distributed to the heater system are cal-
culated based on the electric power upper limit AC INL and
a ratio of an upstream temperature difference (Teva in —Tof)
between the second air temperature Tof and the first air tem-
perature Teva in at a position in the air passageway that is
located upstream of the evaporator 6 and a downstream tem-
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perature difference (XM—Tof) between the target discharge
air temperature XM and the second air temperature Tof. In
other words, the electric power upper limit AC INL is dis-
tributed based on a ratio of a temperature decrease (upstream
temperature difference) that is to be accomplished by the
cooling action of the cooling system and a temperature
increase (downstream temperature difference) that is to be
accomplished by the heating action of the heater system. As a
result, unnecessary cooling and heating by the respective
systems can be prevented, and the air conditioning system can
be operated more efficiently. Also, dehumidification can be
accomplished without exceeding the electric power upper
limit AC INL, and an anti-fogging effect can be accom-
plished with respect to the windshield.

Turning back to FIG. 7, the air conditioner controller 20
determines in step S7ifthe electric power INL comp is larger
than the upper limit electric power AC INL. If so, then the air
conditioner controller 20 determines that cooling is a priority
and the processing proceeds to step S13.In step S13, the air
conditioner controller 20 sets the electric power INL PTC to
be distributed to the heater system to zero (0), and sets the
electric power INL comp to be distributed to the cooling
system to the electric power upper limit AC INL. Conversely,
if INL comp is equal to or smaller than the electric power
upper limit AC INL, then the air conditioner controller 20
processing proceeds to step SS.

In step SS, the air conditioner controller 20 determines if
the electric power INL comp is negative. If INL comp is
negative, then it is not necessary to supply electric power to
the cooling system and the air conditioner controller 20 pro-
ceeds to step S14. In step S14, the air conditioner controller
20 sets the electric power INL comp to be distributed to the
cooling system to zero (0) and sets the electric power
INL PTC to be distributed to the heater system to the electric
power upper limit AC INL. Conversely, if INL comp is
equal to or larger than zero (0), then the air conditioner con-
troller 20 processing proceeds to step S9.

In step S9, the air conditioner controller 20 computes the
electric power INL PTC to be distributed to the heater system
as indicated in the following equation:

INL PTC.=AC. INL —INL comp

This operation can be referred to as an electric power
distribution control operation, with the air conditioner con-
troller 20 functioning as an electric power distribution con-
troller. In other words, the electric power to be supplied to the
cooling system and the electric power to be supplied to the
heater system are set in accordance with the upstream tem-
perature difference and the downstream temperature differ-
ence.

In step S10, the air conditioner controller 20 executes a
mode determining process for a mode flag CF2 that expresses
whether it is necessary to operate both the cooling system and
the heater system or to operate only one or the other. This
operation can be referred to as an electric power distribution
control operation. FIG. 6 is a timing diagram for the flag CF2.
If the target discharge air temperature XM is lower than a
value XM1 (or XM2) thus indicating a low temperature, then
there is little need to warm the air with the heater core 10 and
the flag CF2 is set to 3.Also, the values XM1 and XM2 are
configured to have a hysteresis characteristic. If the target
discharge air temperature XM is higher than a value XM4 (or
XM3) thus indicating a high temperature, then there is little
need to cool the air with the cooling system and the flag CF2
is set to 1.The values XM3 and XM4 also are configured to
have a hysteresis characteristic.
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If neither of the conditions mentioned above exists, then
both the cooling system and the heater system are to be used,
and the flag CF2 is set to 2. Thus, depending on the target
discharge air temperature XM, electric power can be concen-
trated at one system by delivering electric power to that one of
the systems. As a result, the electric power consumption can
be reduced and the cruising distance can be improved. Also,
the processing explained above is executed when the defrost
switch 17 is off. In other words, when the need for humidity
management is small, electric power consumption is sup-
pressed by operating the air conditioning system such that
simply temperature is taken into account.

Turning back to FIG. 2, the air conditioner controller 20
determines in step S11 if the value of the flag CF2 is l. If the
value is I, then the air conditioner controller 20 determines
that it is not necessary to operate the cooling system and
proceeds to step S14, where INL comp is set to zero (0) and
INL PTC is set to AC INL. In step S12, the air conditioner
controller 20 determines if the value ofthe flag CF2 is 2. Ifthe
value is 2, then the air conditioner controller 20 determines
that both the heating and cooling systems are to be operated,
and the processing proceeds to step S2. On the other hand, if
the value of the flag CF2 is not 2 but 3, then it is not necessary
to operate the heater system. The air conditioner controller 20
processing thus proceeds to step S13,where INL PTC is set
to AC INL and INL PTC is set to zero (0).

In step S15, the air conditioner controller 20 executes a
mode determining process for a mode flag CF comp that
expresses whether or not electric power is to be supplied to the
cooling system. FIG. 7 is an exemplary timing diagram for the
flag CF comp. If the electric power INL comp is larger than
a prescribed value x2 (or x1), then the flag CF comp is set to
I and the currently set electric power INL comp is supplied
as is or substantially as is. If the electric power INL comp is
smaller than a prescribed value x1 (or x2), then, even if the
cooling system is operated with the electric power
INL comp, a passenger will generally not feel an improve-
ment to the atmosphere of the cabin interior due to operation
of the air conditioning system and the efficiency will be poor.
Therefore, in such a case, the flag CF comp is set to 2. Also,
the values x1 and x2 express hysteresis characteristics as do
the other values discussed above.

In step S16, the air conditioner controller 20 determines if
the value of the flag CF comp is l. If the value is I, then the
air conditioner controller 20 processing proceeds to step S17.
If the value is 2, then the air conditioner controller 20 pro-
ceeds to step S1S and sets the electric power INL comp to
zero (0).In other words, if it is anticipated that the atmosphere
inside the vehicle cabin will not be improved by operating the
air conditioning system, then the electric power supplied to
the air conditioning system is set to zero (0).This reduces the
consumption ofelectric power and improves the distance that
the vehicle can travel without charging the battery. This
operation can also be referred to as an electric power distri-
bution control operation.

In step S17, the air conditioner controller 20 executes a
mode determining process for a mode flag CF PTC that
expresses whether or not electric power is to be supplied to the
heater system. FIG. S is an exemplary timing diagram for the
flag CF PTC. If the electric power INL PTC is larger than a
prescribed value y2 (or y1), then the flag CF PTC is set to I
and the currently set electric power INL PTC is supplied as is
or substantially as is. If the electric power INL PTC is
smaller than a prescribed value y1 (or y2), then, even if the
heater system is operated with the electric power INL PTC, a
passenger will not feel an improvement to the atmosphere of
the cabin interior due to the air conditioning action and the
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efficiency will be poor. Therefore, in such a case, the flag
CF PTC is set to 2. The values y1 and y2 express hysteresis
characteristics as do the other values discussed above.

In step S19, the air conditioner controller 20 processing
determines if the value of the flag CF PTC is l. Ifthe value is
I, then the air conditioner controller 20 processing proceeds
to step S21.Ifthe value is 2, then the air conditioner controller
20 processing proceeds to step S20 and sets the electric power
INL PTC to zero (0). In other words, if it is anticipated that
the atmosphere inside the vehicle cabin will not be improved

by operating the air conditioning system, then the electric
power supplied to the air conditioning system is set to zero

(0). This reduces the consumption of electric power and
improves the distance that the vehicle can travel without
charging the battery. This operation can be referred to as an
electric power distribution operation. Then, in step S21, the
electric powers INL comp and INL PTC ultimately set
based on the operations discussed above are output to the
respective systems.

As can be appreciated from the above, the system includes
a variable capacity compressor 9 (e.g. , an electric powered
refrigerant compressing device) that is driven by an electric
motor. The system further includes an evaporator 6 to which
a refrigerant discharged from the variable capacity compres-
sor 9 is supplied, and a heater core 10 (electric heater) that is
heated by a PTC heater 12 arranged downstream of the evapo-
rator 6 in an air passageway. The operations performed in
steps S3 and S4 discussed above detect or estimate a first air
temperature Teva in at a position upstream of the evaporator
6 in the air passageway and a second temperature Tof at a
position between the evaporator 6 and the heater core 10.The
air conditioner controller 20 is thus configured to control the
system such that a vehicle interior discharge air temperature
at a position downstream of the heater core 10 in the air
passageway matches a target discharge air temperature. In the
operations performed in step S31discussed above, an electric
power upper limit AC INL that can be supplied to a cooling
system including the variable capacity compressor 9 and a
heater system including the heater core 10 is set. In the opera-
tions performed in steps S6 and S9 discussed above, the upper
limit electric power AC INL is provided to the cooling sys-
tem and the heater system based on a ratio of an upstream
temperature difference (Teva in —Tofj and a downstream
temperature difference (XM—Tof). The upstream temperature
difference is a difference between the first air temperature
Teva in and the second air temperature Tof, and the down-
stream temperature difference is a difference between a target
discharge air temperature XM and the second air temperature
Tof.

Thus, the refrigerant compressing performance for the
cooling system and the cooled airheating performance for the
heater system can be achieved efficiently without exceeding
the set upper limit electric current AC INL. Accordingly, the
distance that the vehicle can travel without recharging the
battery can be improved by reducing wasteful energy con-
sumption.

In addition, in the processing performed in steps S15 to
S20, the supply of electric power to the cooling system is
stopped when the electric power to be distributed to the cool-
ing system is equal to or below a value x1 or a value x2. Also,
the supply of electric power to the heater system is stopped
when the electric power to be distributed to the heater system
is equal to or below a value y1 or a value y2. Thus, the
consumption of electric power can be reduced and the dis-
tance that the vehicle can travel without recharging the battery
can be increased by setting the electric power supplied to the
air conditioning system to zero (0) when it is anticipated that
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the atmosphere inside the vehicle cabin will not be improved
by operating the air conditioning system. Alternatively,
instead of stopping the supply ofelectric power, the supplying
ofthe electric power can be limited based on a prescribed ratio
as discussed above.

Furthermore, in the processing performed in steps S10 to
S14 as discussed above, electric power is supplied to the
cooling system (and not the heating system) when the target
discharge air temperature XM is lower than a temperature
XM1 or a temperature XM2 (a first prescribed temperature).
Also, electric power is supplied to the heater system (and not
the cooling system) when the target discharge air temperature
XM is equal to or higher than a temperature XM4 or XM3 (a
second prescribed temperature) that is higher than the first
prescribed temperature. Thus, depending on the target dis-
charge air temperature XM, electric power can be concen-
trated at one system by delivering electric power to only one
of the systems. As a result, the electric power consumption
can be reduced and the distance that the vehicle can travel
without recharging the battery can be improved.

In addition, also the above example relates to a vehicle air
conditioning system that is installed in an electric car, the
features and operations described above can also be applied to
an air conditioning system installed in a vehicle driven by a
combustion engine or in a hybrid vehicle. Also, although first
air temperature Teva in is estimated by computer calculation
in the above example, a separate temperature sensor or the
like can be used to detect the first air temperature Teva in
directly. Also, in the above example, the second air tempera-
ture Tof is calculated based on the target discharge air tem-
perature XM using on a prepared map. This approach can be
used in view of a convergence characteristic of the target
discharge air temperature XM. However, a separate tempera-
ture sensor can be provided to detect the target discharge air
temperature XM directly.

Furthermore, in the above example, the variable capacity
compressor 9 is the main consumer of electric power in the
cooling system. Also, the PTC heater 12 is the main consumer
of electric power in the heater system. Therefore, the electric
power supply is distributed accordingly based on the specific
demands of these two main power consumers. However, it is
also acceptable to set an electric power distribution ratio for
the cooling system versus the heater system in a manner that
takes into account the electric power consumption of electric
powered actuators included in the respective systems.

The features and operations discussed above can also be
employed in any other system that includes a cooling system
and a heating system and operates using electric power. Also,
although a PTC heater 12 is used in the heater system of the
example described above, another type of heating element
can be used. That is, the features and operations discussed
above can be applied in order to distribute electric power in an
optimum fashion to each of the systems while staying within
a limited range of electric power consumption.

While only selected embodiments have been chosen to
illustrate the present invention, it will be apparent to those
skilled in the art from this disclosure that various changes and
modifications can be made herein without departing from the
scope of the invention as defined in the appended claims. For
example, the size, shape, location or orientation ofthe various
components can be changed as needed and/or desired.

Also, components that are shown directly connected or
contacting each other can have intermediate structures dis-
posed between them. The functions of one element can be
performed by two, and vice versa. The structures and func-
tions of one embodiment can be adopted in another embodi-
ment. It is not necessary for all advantages to be present in a
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particular embodiment at the same time. Every feature which
is unique from the prior art, alone or in combination with
other features, also should be considered a separate descrip-
tion of further inventions by the applicant, including the struc-
tural and/or functional concepts embodied by such feature(s).
Thus, the foregoing descriptions of the embodiments accord-
ing to the present invention are provided for illustration only,
and not for the purpose of limiting the invention as defined by
the appended claims and their equivalents.

What is claimed is:
1.A vehicle air conditioning system comprising:
an electric powered refrigerant compressing device;
an evaporator configured to receive refrigerant discharged

from the electric powered refrigerant compressing
device;

an electric heater arranged downstream of the evaporator in
an air passageway;

an air temperature detector configured to determine a first
air temperature at a position upstream of the evaporator
in the air passageway and a second air temperature at a
position between the evaporator and the electric heater;

a cabin interior temperature controlling component config-
ured to set a vehicle interior discharge air temperature at
a position downstream of the electric heater in an air
passageway to a target discharge air temperature;

an upper limit electric power setting component configured
to set an upper limit for electric power that can be sup-

plied to the electric powered refrigerant compressing
device and the electric heater; and

an electric power distribution controller configured to dis-
tribute the upper limit electric power to the electric pow-
ered refrigerant compressing device and the electric
heater based on a ratio of an upstream temperature dif-
ference and a downstream temperature difference,
where the upstream temperature difference is based on a
difference between the first air temperature and the sec-
ond air temperature and the downstream temperature
difference is based on a difference between the target
discharge air temperature and the second air tempera-
ture.

2. The vehicle air conditioning system according to claim
1, wherein

the electric power distribution controller is further config-
ured to restrict supplying electric power to the electric
powered refrigerant compressing device when the elec-
tric power to be distributed to the electric powered
refrigerant compressing device is equal to or below a
first prescribed value, and to restrict supplying electric
power to the electric heater when the electric power to be
distributed to the electric heater is equal to or below a
second prescribed value.

3. The vehicle air conditioning system according to claim
1, wherein

the electric power distribution controller is configured to
supply electric power to the electric powered refrigerant
compressing device without supplying electric power to
the electric heater when the target discharge air tempera-
ture is lower than a first prescribed temperature, and to
supply electric power to the electric heater without sup-

plying electric power to the electric powered refrigerant
compressing device when the target discharge air tem-
perature is equal to or higher than a second prescribed
temperature that is higher than the first prescribed tem-
perature.
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4. The vehicle air conditioning system according to claim
2, wherein

the electric power distribution controller is configured to
supply electric power to the electric powered refrigerant
compressing device without supplying electric power to 5

the electric heater when the target discharge air tempera-
ture is lower than a first prescribed temperature, and to
supply electric power to the electric heater without sup-

plying electric power to the electric powered refrigerant
compressing device when the target discharge air tern- to

perature is equal to or higher than a second prescribed
temperature that is higher than the first prescribed tem-
perature.
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