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VEHICLE TEMPERATURE CONTROL
APPARATUS AND IN-VEHICLE THERMAL

SYSTEM

CROSS REFERENCE TO RELATED
APPLICATION

The application is a 371 U.S. National Phase of PCT/
JP2012/002422, filed Apr. 6, 2012, based on Japanese Patent
Applications No. 2011-091847 filed on Apr. 18, 2011 and
No. 2012-038731 filed on Feb. 24, 2012, the contents of
which are incorporated herein by reference in their entirety.

FIELD OF THE INVENTION

The present invention relates to a vehicle temperature
control apparatus which performs a temperature control of at
least one of air in a vehicle compartment and a component
in a vehicle, and an in-vehicle thermal system.

BACKGROUND OF THE INVENTION

Conventionally, in electrically-driven vehicles such as an
electric vehicle, a hybrid vehicle and the like, a motor is used
to drive those vehicles by using an electric energy supplied
from a battery or the like. The electric energy required for
air-conditioning in the vehicle is also supplied from the
battery. Thus, in summer and in winter during which a large
amount of energy is required for the air conditioning, a
cruising range of the electric vehicle may decrease.

For avoiding such a drawback, for example, patent docu-
ment I proposes a technique that stores heat (Le., thermal

energy) in a heat storage device or in a cold storage device
for using the stored heat during a vehicle running. However,
in such technique, a large amount of a heat storage material
or a cold storage material is required, thereby causing an
increased vehicle weight or a large installation space in the
vehicle.

Therefore, for example, patent documents 2 to 4 propose
a technique of using heat capacitive elements such as a
battery for storing heat (ke. , thermal energy), instead of
using the cold storage device or the heat storage device.

In the patent document 2, a heating assist technique is
disclosed in which the heat generated by a battery is intro-
duced into the vehicle compartment and the introduced heat
is used for assisting a heating capacity.

The patent documents 3 and 4 describe about a heating/
warming up of a battery and a heat storage in the battery by
utilizing a heat generation due to a resistance of the battery
in a battery charging time as well as utilizing a switching
element that serves as a heat generation facilitation device.
Further, there are described that conditioned air in, for
example, a house is sent to a battery through a hose or the
like, so as to control a battery temperature. In addition, there
are described that a cold storage material is contained in a
container of a battery to store a cold energy (ke. , a cool air
energy) by using a refrigeration cycle in the battery charging
time, and then to cool air inside the vehicle compartment
through a coolant in a vehicle running.

According to the conventional art of the patent documents
2, the heat generated by the battery in the vehicle running
and the battery charging time is used for heating. However,
such heating capacity may be difficult to be obtained because
it does not necessarily provide sufficient energy for heating
the vehicle compartment especially in winter during which
temperature difl'erence between the battery temperature and
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Document I: Japanese Unexamined Patent Publica-
No. 2000-059918
Document 2: Japanese Unexamined Patent Publica-
No. H5-178070
Document 3: Japanese Unexamined Patent Publica-
No. 2008-92696
Document 4: Japanese Unexamined Patent Publica-
No. 2010-268683

SUMMARY OF THE INVENTION

In view of the forgoing points, it is a first object of the
present disclosure to provide a vehicle temperature control
apparatus for eflectively controlling temperature by utilizing
heat capacitive elements. Further, it is a second objective of
the present disclosure to provide an in-vehicle thermal
system that reduces a required drive power for an air-
conditioning in a vehicle compartment by utilizing a cold
energy that is stored in a secondary battery.

According to a first aspect of the present disclosure, a
vehicle temperature control apparatus for controlling tem-
perature of a temperature control object, which is at least one
of an inside air of a vehicle compartment and a vehicle
component, includes a heat capacitive element that is
capable of storing or building up heat, a refrigeration cycle
that absorbs heat from a low temperature side and dissipates

the temperature of the inside air in the vehicle compartment
is not large enough for providing a required amount of heat.

Although, the patent documents 2 provides a configura-
tion of how to use the introduced heat for heating, it is silent
about how to, for example, use the cold energy that is stored
in the cold storage device such as a battery for cooling the
air. Further, in the patent document 2, although heat gener-
ated by the battery at the vehicle running time and at the
battery charging time is used for air-conditioning, a positive
use of the battery for storing the heat energy and the cooling
energy is not disclosed. That is, the heat capacity of a large
capacity battery is not fully utilized in the patent document
2.

According to the conventional art of the patent documents
3 and 4, in addition to the same problem as the conventional
art of the above-mentioned patent document 2, a temperature
difl'erence between the battery temperature and an inside air
temperature of the vehicle compartment is also not sufficient
in a cooling operation, which leads to an insufficient cooling
capacity of the cooling operation. Further, even when the
in-house air is introduced to the vehicle, the same problem
of insufficient temperature difl'erence is caused, and thereby
it may difficult to obtain a sufficient heating/cooling capac-
ity. Further, for the air introduction directly into the vehicle
from the house, a hose is required, thereby complicating the
structure of such system.

Further, although the patent documents 3 and 4 describe
a method of how heat (ke. , thermal energy) at the charging
time is stored in the battery (ke. , heat capacitive elements),
the patent documents 3 and 4 fail to describe a method of
how a remaining heat in the vehicle is stored in a running-
related component such as a battery or the like. Further,
although the patent documents 3 and 4 have a description
about a control flow of pre-air-conditioning, the control flow
for accumulating heat (ke. , thermal energy) in a battery (Le.,
heat capacitive elements) is not disclosed.
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heat to a high temperature side, a heat exchanger that causes
the heat capacitive element to exchange heat with a refrig-
erant of the refrigeration cycle, and a heat dissipation portion
that dissipates heat in the refrigerant of the refrigeration
cycle to the temperature control object.

According to the above, since the heat exchanger
exchanges heat between the heat capacitive element and the
refrigerant of the refrigeration cycle, the heat stored in the
heat capacitive element can be efl'ectively utilized even
when a temperature difl'erence between the heat capacitive
element and the temperature control object is small. There-
fore, temperature control can be eflectively performed by
utilizing the heat capacitive element. In the present disclo-
sure, "heat" means both of hot energy and cold energy.

According to a second aspect of the present disclosure, a
vehicle temperature control apparatus for controlling tem-
perature of a temperature control object, which is at least one
of inside air of a vehicle compartment and a vehicle com-
ponent, includes: a heat capacitive element that is capable of
storing or building up heat; a heat dissipation portion that
dissipates heat in the heat capacitive element to the tem-
perature control object; an interrupter that interrupts and
resumes heat stored in the heat capacitive element and heat
dissipation from the heat capacitive element to the tempera-
ture control object; and a controller that controls the inter-
rupter based on a determination result of heat storage
requirement whether the heat capacitive element is required
to store heat therein. Further, when the controller determines
that the heat capacitive element is required to store heat, the
controller controls the interrupter so that heat is firstly stored
in the heat capacitive element and then the stored heat in the
heat capacitive element is dissipated to the heat temperature
control.

Accordingly, the heat storage control for storing heat in
the heat capacitive element and for dissipating heat from the
heat capacitive element to the heat control object is appro-
priately performed, thereby enabling an efl'ective tempera-
ture control by utilizing the heat capacitive element.

According to a third aspect of the present disclosure, an
in-vehicle thermal system includes: a battery heat exchanger
for exchanging heat between a secondary battery and a
cooling fluid; a refrigerant-cooling heat exchanger which
cools, by using the cooling fluid, a refrigerant that flows
from a condenser to a decompression device in a refrigera-
tion cycle of an air-conditioning device; a pump which
circulates the cooling fluid between the battery heat
exchanger and the refrigerant-cooling heat exchanger; a
bypass passage which guides the cooling fluid discharged
from the battery heat exchanger to an inlet side of the battery
heat exchanger by bypassing the refrigerant-cooling heat
exchanger; a first valve which opens a passage between (I)
one of the bypass passage and the refrigerant-cooling heat
exchanger and (ii) the battery heat exchanger, and closes a
passage between (fii) the other one of the bypass passage and
the refrigerant-cooling heat exchanger and (iv) the battery
heat exchanger; a cooler which cools the cooling fluid; a first
controller which controls the first valve to cool the cooling
fluid by the cooler, and to form a closed circuit for circu-
lating the cooling fluid through the battery heat exchanger,
the bypass passage, and the pump by opening the passage
between the bypass passage and the battery heat exchanger
when the secondary battery is charged by a charger; a first
temperature obtaining portion which obtains temperature of
the cooling fluid; a second temperature obtaining portion
which obtains temperature of the refrigerant that flows from
the condenser to the decompression device; a first determi-
nation portion which determines whether temperature
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obtained by the first temperature obtaining portion is lower
than temperature obtained by the second temperature obtain-

ing portion; and a second controller which controls the first
valve to form a closed circuit for circulating the cooling fluid

through the battery heat exchanger, the refrigerant-cooling
heat exchanger and the pump, by opening a passage between
the battery heat exchanger and the refrigerant-cooling heat
exchanger, when the first determination portion determines
that the temperature obtained by the first temperature obtain-

ing portion is lower than the temperature obtained by the
second temperature obtaining portion after the first control-
ler is operated.

In this case, when the secondary battery is charged, the
cooler cools the cooling fluid and the closed circuit is formed
for the circulation of the cooling fluid through the battery
heat exchanger, the bypass passage and the pump. Therefore,
the cold energy is stored in the cooling fluid and in the
secondary battery. Then, after completion of charging of the
secondary battery, a closed circuit is formed to circulate the
cooling fluid through the battery heat exchanger, the refrig-
erant-cooling heat exchanger, and the pump. Therefore, the
refrigerant is cooled by the refrigerant-cooling heat
exchanger with the cold energy stored in the cooling fluid
and in the battery. Thus, the degree of supercooling of the
refrigerant which comes out from the condenser is increased,
and the efficiency of the air-conditioning device is improved.
Thus, the energy for driving the compressor which consti-
tutes the air-conditioning device is reduced. As a result, a
power required for the inside air-conditioning of the vehicle
compartment is reduced by using the cold energy stored in
the secondary battery.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is an overall schematic diagram of a temperature
control apparatus for vehicles in a first embodiment;

FIG. 2 is a diagram for explaining an operation of the
temperature control apparatus for vehicles at a charging time
in winter in the first embodiment;

FIG. 3 is a diagram for explaining an operation of the
temperature control apparatus for vehicles at a warming-up
time in winter in the first embodiment;

FIG. 4 is a diagram for explaining an operation of the
temperature control apparatus for vehicles at a first running
time in winter in the first embodiment;

FIG. 5 is a diagram for explaining an operation of the
temperature control apparatus for vehicles at a second
running time in winter in the first embodiment;

FIG. 6 is a diagram for explaining an operation of the
temperature control apparatus for vehicles at a charging time
in summer in the first embodiment;

FIG. 7 is a diagram for explaining an operation of the
temperature control apparatus for vehicles at a cool-down
time in summer in the first embodiment;

FIG. S is a diagram for explaining an operation of the
temperature control apparatus for vehicles at a first running
time in summer in the first embodiment;

FIG. 9 is a diagram for explaining an operation of the
temperature control apparatus for vehicles at a second
running time in summer in the first embodiment;

FIGS. 10 (a), (b), (c) are respectively overall schematic
diagrams of a temperature control apparatus for vehicles in
a second embodiment;

FIGS. 11 (a), (b), (c) are respectively overall schematic
diagrams of a temperature control apparatus for vehicles in
a third embodiment;
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FIG. 12 is an overall schematic diagram of a temperature
control apparatus for vehicles in a fourth embodiment;

FIG. 13 is an overall schematic diagram of a temperature
control apparatus for vehicles in a fifth embodiment;

FIG. 14 is a flowchart of a part of a control process in a
sixth embodiment;

FIG. 15 is a diagram for explaining an output character-
istic of a lithium ion battery;

FIGS. 16 (a), (b) are graphs each showing a battery
temperature and a target battery temperature;

FIG. 17 is an overall schematic diagram of a temperature
control apparatus for vehicles in a seventh embodiment;

FIGS. 1S (a), (b) are respectively schematic diagrams in
first and second modes of a four-way valve in the seventh
embodiment;

FIGS. 19 (a), (b), (c) are schematic diagrams each show-

ing an operation of the temperature control apparatus for
vehicles in winter in the seventh embodiment;

FIG. 20 is a flowchart of a part of the control process in
the seventh embodiment;

FIG. 21 is a schematic diagram of an in-vehicle thermal
system in an eighth embodiment of the present disclosure;

FIG. 22 is a diagram for explaining a flow of a coolant in
a battery coolant circuit and a flow of a refrigerant in a
refrigeration cycle at a secondary battery charging time in
the eighth embodiment;

FIG. 23 is a diagram for explaining a flow of the coolant
of the battery coolant circuit and a flow of the refrigerant in
the refrigeration cycle in an air conditioning control opera-
tion of the eighth embodiment;

FIG. 24 is a diagram showing a flow of the refrigerant of
the battery coolant circuit and a flow of the refrigerant in the
refrigeration cycle in the air conditioning control operation
of the eighth embodiment;

FIG. 25 is a diagram showing a flow of the refrigerant of
the battery coolant circuit and a flow of the refrigerant in the
refrigeration cycle in the air conditioning control operation
of the eighth embodiment;

FIG. 26 is a diagram showing a flow of the refrigerant of
the battery coolant circuit and a flow of the refrigerant in the
refrigeration cycle in the air conditioning control operation
of the eighth embodiment;

FIG. 27 is a flowchart of a control process of a controller
in the eighth embodiment;

FIG. 2S is a diagram for explaining a relationship between
a refrigerant pressure and an enthalpy in the eighth embodi-
ment; and

FIG. 29 is a schematic diagram of a in-vehicle thermal
system in a ninth embodiment of the present disclosure.

DETAILED DESCRIPTION OF THE
PREFERRED EMBODIMENTS

First Embodiment

The first embodiment is described in the following. FIG.
1 is an overall schematic diagram of a temperature control
apparatus for vehicles in the present embodiment. The
temperature control apparatus for vehicles in the present
embodiment is used as a vehicular air-conditioner, and uses
air in a vehicle compartment as a temperature control object.

Specifically, the temperature control apparatus for
vehicles in the present embodiment is used as a vehicular
air-conditioner of a plug-in hybrid vehicle (Le., an electric
vehicle). The plug-in hybrid vehicle is a vehicle which can
charge an electric power supplied from an external power
supply (Le., a commercial power supply) at a time of stop of
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the vehicle to a secondary battery (he. , a high-voltage
battery), from among hybrid vehicles that derive a drive
power for a travel of the vehicle from both of an internal
combustion engine and an electric motor for a travel of the
vehicle.

In addition, the temperature control apparatus for vehicles
in the present embodiment may be usable in various types of
vehicles by modifying it. That is, the temperature control
apparatus is not only used for the plug-in hybrid vehicles but
also used for hybrid vehicles in which the secondary battery
is charged by a drive power of an engine (he. , electrically-
driven vehicles), used for electric vehicles that are not
equipped with the engine (Le., electrically-driven vehicles),
and used for vehicles that are not equipped with a motor that
is used to drive the vehicle (he. , non-electrically-driven
vehicles).

The temperature control apparatus for vehicles is
equipped with a battery coolant circuit 10 (Le., a heat
transport part) and a refrigeration cycle 11 (he. , a heat pump
cycle).

The battery coolant circuit 10 is a circuit through which
a coolant (he. , a battery cooling water) for cooling a sec-
ondary battery 1 (he. , an electricity storage device) circu-
lates. The secondary battery 1 supplies the electric power to
the electric motor that is used for vehicle running. In this
example, a lithium ion battery is used as the secondary
battery 1.

The secondary battery 1 is connectable to a charger 2. The
charger 2 is used when charging the secondary battery 1 with
electric power supplied from an external power source (he. ,
an external power).

In the present embodiment, the secondary battery 1 is
used also as a heat capacitive element (he. , a heat mass, a
heat accumulation element) which can store/accumulate
heat (e.g. , a heat energy and a cold energy), and the
secondary battery 1 is heated or is cooled with the coolant
that circulates through the battery coolant circuit 10.

The battery coolant circuit 10 includes a battery cooling
water pump 12 which circulates the coolant in the circuit 10.
The battery cooling water pump 12 is implemented as an
electric water pump, and the number of rotations (Le., a flow
amount of coolant) of the battery cooling water pump 12 is
controlled by a control signal outputted from a controller 13.

A first coolant-refrigerant heat exchanger 14 (he. , a heat
exchanger) is connected to a coolant outlet side of the
battery cooling water pump 12 and to a coolant inlet side of
the secondary battery 1. The first coolant-refrigerant heat
exchanger 14 is a heat exchanger that performs heat
exchange between the coolant of the battery coolant circuit
10 and a low-pressure side refrigerant of the refrigeration
cycle 11.

A heater core 15 (heat dissipation portion) and a second
coolant-refrigerant heat exchanger 16 (he. , a heat
exchanger) are connected in parallel to a coolant outlet side
of the secondary battery 1 and to a coolant inlet side of the
battery cooling water pump 12.

The heater core 15 is disposed in an inside of an air-
conditioning case 1S of an interior air-conditioning unit 17,
which is a heat exchanger that exchanges heat between the
coolant of the battery coolant circuit 10 and, air having
passed through an interior evaporator 19 of the refrigeration
cycle 11 and to be blown into the vehicle compartment. A
flow of the coolant flowing to the heater core 15 is inter-

rupted and resumed by a first electromagnetic valve 20 (Le.,
a switch unit, an interrupter).

The second coolant-refrigerant heat exchanger 16 is a heat
exchanger that exchanges heat between the coolant of the
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battery coolant circuit 10 and a high-pressure side refriger-
ant of the refrigeration cycle 11.A flow of the coolant to the
second coolant-refrigerant heat exchanger 16 is interrupted
and resumed by a second electromagnetic valve 21 (ke. , a
switch unit, an interrupter).

Further, a first bypass coolant passage 22 and a second
bypass coolant passage 23 are connected in parallel, to a
coolant outlet side of the secondary battery 1. The first

bypass coolant passage 22 and the second bypass coolant
passage 23 respectively allow the coolant that flows out
from the secondary battery 1 to bypass the heater core 15
and the second coolant-refrigerant heat exchanger 16 and to
flow to a coolant inlet side of the battery cooling water pump
12.

The first bypass coolant passage 22 is provided with a
battery cooling radiator 24 therein. The battery cooling
radiator 24 is a heat exchanger that dissipates heat from the
coolant that flows in an inside of the radiator 24 to outside
air so as to cool the coolant.

A first three-way valve 25 is disposed at an inlet part of
the first bypass coolant passage 22 for switching a coolant
passage. At an inlet part of the second bypass coolant
passage 23, a second three-way valve 26 (ke. , a switch unit,
an interrupter) for switching a coolant passage is disposed.

The opening/closing operations of the first and second
electromagnetic valves 20 and 21 and the first and second
three-way valves 25 and 26 are controlled by a control signal
that is output from the controller 13.

The refrigeration cycle 11 is a heat cycle device which
absorbs heat from a low temperature side and dissipates heat
to a high temperature side, and provides a function to cool
or heat air that is to be sent into the vehicle compartment
used as an air-conditioning object space. In the present
embodiment, the refrigeration cycle 11 functions also as a
heat generation unit which generates heat (ke. , a heat energy
and/or a cold energy) that is accumulated in the secondary
battery 1.

Among components of the refrigeration cycle 11, a com-
pressor 30 is a device that sucks, compresses, and discharges
a refrigerant, and is disposed in, for example, a space under
a hood of the vehicle. In this example, the compressor 30 is
an electric compressor which accommodates a compression
mechanism and an electric motor in an inside of a housing
that forms an outer shell of the compressor 30.

An operation (ke. , the number of rotations) of the electric
motor of the compressor 30 is controlled according to a
control signal that is outputted from the controller 13, and a
refrigerant discharge capacity of the compressor 30 is
changed by such control of the number of rotations. The
electric motor may be an AC motor or a DC motor.

The compression mechanism of the compressor 30 may
be implemented in various forms, such as a scrolled-type
compression mechanism, a vane-type compression mecha-
nism, a rolling piston type compression mechanism, or the
like.

A refrigerant inlet side of the second coolant-refrigerant
heat exchanger 16 is connected to a discharge side of the
compressor 30. A refrigerant inlet side of an interior con-
denser 31 (ke. , a heat dissipation portion) is connected to a
refrigerant outlet side of the second coolant-refrigerant heat
exchanger 16. The interior condenser 31 is disposed in the
air-conditioning case 1S of the interior air-conditioning unit
17 at a downstream side of the heater core 15 in an air flow
sent into the vehicle compartment, and serves as a refriger-
ant radiator which radiates heat from the high-pressure
refrigerant that is discharged from the compressor 30 to heat
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the air having passed through the interior evaporator 19 and
blown into the vehicle compartment.

A refrigerant inlet side of a first expansion valve 32 is
connected to a refrigerant outlet side of the interior con-
denser 31. The first expansion valve 32 decompresses the
high-pressure refrigerant flowing out of the interior con-
denser 31 to provide an intermediate pressure refrigerant.

A refrigerant inlet side of an exterior heat exchanger 33 is
connected to a refrigerant outlet side of the first expansion
valve 32. The exterior heat exchanger 33 is disposed in a
space under a hood of the vehicle, and exchanges heat
between the low-pressure refrigerant flowing therein and
outside air that is blown by a blower fan 34. The operation
(ke. , the air blowing amount) of the blower fan 34 is
controlled by a control signal which is outputted from the
controller 13.

In a heating mode (ke. , a heating operation), the exterior
heat exchanger 33 functions as an evaporator which evapo-
rates the low-pressure refrigerant, and, in a cooling mode
(ke. , a cooling operation), the exterior heat exchanger 33
functions as a refrigerant radiator that dissipates heat from
the high-pressure refrigerant.

Further, an expansion valve bypass passage 35, which
guides a refrigerant that flows out from the interior con-
denser 31 to a refrigerant inlet side of the exterior heat
exchanger 33 while bypassing the first expansion valve 32,
is connected to a refrigerant outlet side of the interior
condenser 31. The expansion valve bypass passage 35 is
opened and closed by a first electromagnetic refrigerant
valve 36.

A refrigerant inlet side of a second expansion valve 37 is
connected to the refrigerant outlet side of the exterior heat
exchanger 33. The second expansion valve 37 is a decom-
pression device that decompresses the refrigerant that flows
out from the exterior heat exchanger 33 in the cooling mode.
The refrigerant inlet side of the second expansion valve 37
is opened and closed by a second electromagnetic refrigerant
valve 3S.

A refrigerant inlet side of the interior evaporator 19 is
connected to an outlet side of the second expansion valve 37.
Therefore, a decompressed refrigerant that is decompressed
by the second expansion valve 37 flows into the interior
evaporator 19.

The interior evaporator 19 is disposed within the air-
conditioning case 1S of the interior air-conditioning unit 17
at an upstream side in a flow direction of air with respective
to the heater core 15 and the interior condenser 31, and cools
the air in the cooling mode by evaporating the refrigerant
therein and by causing a heat absorption efl'ect.

An inlet side of an accumulator 39 is connected to an
outlet side of the interior evaporator 19.The accumulator 39
is a low-pressure side gas-liquid separator in which gas and
liquid of the refrigerant flowing therein are separated from
each other and a surplus refrigerant is stored therein. A
suction side of the compressor 30 is connected to a gaseous
phase refrigerant outlet of the accumulator 39.

Further, a first bypass refrigerant passage 40 and a second
bypass refrigerant passage 41, which guide the refrigerant
that flows out of the exterior heat exchanger 33 to the inlet
side of the accumulator 39 while bypassing the second
expansion valve 37 and the interior evaporator 19, are
connected in parallel to the refrigerant outlet side of the
exterior heat exchanger 33.

The first bypass refrigerant passage 40 is opened and
closed by a third electromagnetic refrigerant valve 42. The
second bypass refrigerant passage 41 is opened and closed
by a fourth electromagnetic refrigerant valve 43.
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A third expansion valve 44 is disposed in the first bypass
refrigerant passage 40. The third expansion valve 44 is a
decompression device which decompresses the refrigerant
which has flowed out from the exterior heat exchanger 33.
The first coolant-refrigerant heat exchanger 14 is disposed at
a refrigerant outlet side of the third expansion valve 44 in the
first bypass refrigerant passage 40.

The opening/closing operation of the first to fourth elec-
tromagnetic refrigerant valves 36, 3S, 42, 43 is controlled by
a control signal which is output from the controller 13.

The interior air-conditioning unit 17 is described in the
following. The interior air-conditioning unit 17 is disposed
in an inside of a dash board (ke. , an instrument panel) at a
frontmost part of the vehicle, and includes the air-condi-
tioning case 1S that forms an outer shell of the interior
air-conditioning unit 17 and that provides an air passage
through which air flows into the vehicle compartment.
Further, in such air passage of the air-conditioning case 1S,
an air blower 45, the interior evaporator 19, the heater core
15, and the interior condenser 31 are housed.

On a most upstream side of an air flow in the air-
conditioning case 1S, an inside/outside air switching device
(not illustrated) which selectively introduces outside air (air
outside of the vehicle compartment) or/and inside air (ke. ,
air inside of the vehicle compartment) is disposed. The
inside/outside air switching device variably adjusts an open
area of an inside air introduction hole and an open area of an
outside air introduction hole by using an inside/outside air
switching door, for continuously adjusting a ratio of an
amount of the inside air and an amount of the outside air.

At a downstream side of an air flow in the inside/outside
air switching device, the air blower 45 is disposed to blow
air drawn through the inside/outside air switching device
into the vehicle compartment. The air blower 45 is an
electric blower which drives a centrifugal multi-blade fan
(ke. , a sirocco fan) by an electric motor, and the number of
rotations (ke. , an air blowing amount) is controlled by a
control voltage that is outputted from the controller 13.

On a downstream side of an air flow from the air blower
45, the interior evaporator 19, the heater core 15, and the
interior condenser 31 are disposed along an air flow direc-
tion in this order.

In the air-conditioning case 1S, there is provided with a
bypass passage that guides the air having passed through the
interior evaporator 19 to bypass the heater core 15, and a
bypass passage that guides the air to bypass the interior
condenser 31.

Further, in an inside of the air-conditioning case 1S, an air
amount adjustment door 46 that adjusts a flow amount of air
that passes through the interior condenser 31 is provided.
The air amount adjustment door 46 is driven by a servo
motor which is not illustrated, and an operation of the servo
motor is controlled by a control signal which is output from
the controller 13.

At a most downstream position of an air flow in the
air-conditioning case 1S, an opening is provided through
which the air having passed through the interior evaporator
19, the heater core 15 and the interior condenser 31 is blown
into the vehicle compartment which is a cooling object space
to be cooled. As such opening, not-illustrated various open-
ings are provided, such as a defroster opening that blows
air-conditioned air against an inner surface of a vehicle's
front windshield, a face opening that blows air-conditioned
air toward an upper body of an occupant in the vehicle
compartment, a foot opening that blows air-conditioned air
toward a foot area of the occupant, together with other
openings.
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Although not illustrated, a defroster door which adjusts an
opening area of the defroster opening is disposed at the
defroster opening, and a face door which adjusts an opening
area of the face opening is disposed at the face opening, and
a foot door which adjusts an opening area of the foot
opening is disposed at the foot opening.

These doors, i.e., the defroster door, the face door, and the
foot door constitute an outlet mode switching device which
switches an outlet mode, and are driven by a servo motor
(which is not illustrated) through a linkage mechanism or the
like. The operation of the servo motor is controlled by a
control signal which is output from the controller 13.

Further, the defroster opening, the face opening, and the
foot opening are connected to a defroster air outlet port, a
face air outlet port, and a foot air outlet port which are
provided in the vehicle compartment, through ducts which
form air passages, respectively.

Next, the electric control part of the present embodiment
will be described. The controller 13 is configured by a
well-known microcomputer and its peripheral circuit,
including a CPU, a ROM, a RAM, etc, and performs various
operations and processings based on an air-conditioning
control program that is memorized in the ROM, for the
control of the operation of various control apparatuses (ke. ,
the battery cooling water pump 12, the first and second
electromagnetic valves 20, 21, the first and second three-

way valves 25, 26, the compressor 30, the first to fourth
electromagnetic refrigerant valves 36, 3S, 42, 43, the air
blower 45 etc.) that are connected to an output side of the
controller 13.

An input side of the controller 13 is connected to a battery
temperature sensor 50 which detects temperature of the
secondary battery 1, and is also connected to a battery
coolant temperature sensor 51 which detects a coolant
temperature on an outlet side of the secondary battery 1.

Further, the input side of the controller 13 is connected to
a group of various sensors that are used for air-conditioning,
such as an inside air sensor that detects temperature of the
vehicle compartment, an outside air sensor that detects
temperature of the outside air, a solar radiation sensor that
detects an amount of solar radiation entering an inside of the
vehicle compartment, an evaporator temperature sensor that
detects a temperature of air that is blown out from the
interior evaporator 19 (ke. , an evaporator temperature), a
discharge pressure sensor that detects a pressure of the
high-pressure refrigerant that is discharged from the com-
pressor 30, and a suction pressure sensor that detects a
pressure of suction refrigerant that is sucked by the com-
pressor 30.

Further, the input side of the controller 13 is connected to
an operation panel (not illustrated) disposed at a proximity
of the instrument board at a front part of the vehicle
compartment, into which an operation signal is input from
various air-conditioning operation switches that are disposed
on the operation panel. Various air-conditioning operation
switches disposed on the operation panel may include, for
example, an operation switch of the vehicular air condi-
tioner, a room temperature set switch which sets up a vehicle
compartment temperature, a selection switch that selects a
cooling mode or a heating mode, and the like.

In addition, the controller 13 is a device that is formed as
an integrated body of many control parts, each of which
controls an operation of one of the various air-conditioning
apparatuses. However, the control part for each of the
various air-conditioning apparatuses may be provided as an
individual part that has a separate body from the controller
13.
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The operation of the above-described configuration is
described. First, an operation in winter is described based on
FIGS. 2 to 5. In FIGS. 2 to 5, a flow of the refrigerant is
indicated by a thick solid line in each of the operation states.
Further, in FIGS. 2 to 5, the details of the controller 13 are
omitted for the purpose of illustration.

FIG. 2 shows an operation at a charging time in winter,
when the secondary battery 1 is connected to an external
power supply. At the charging time in winter, the compressor
30 is driven by the electric power supplied from an external
power supply (ke. , an external power), and the heat energy
generated by the refrigeration cycle 11 (ke. , a heat pump
cycle) is transferred to the battery coolant circuit 10 through
the second coolant-refrigerant heat exchanger 16, for heat-

ing the secondary battery 1.
More specifically, at the charging time in winter, the

controller 13 controls the battery cooling water pump 12, the
first and second electromagnetic valves 20, 21, and the first
and second three-way valves 25, 26, so that the coolant of
the battery coolant circuit 10 circulates from the first water

pump 12 to the first coolant-refrigerant heat exchanger 14 to
the secondary battery 1 to the second coolant-refrigerant
heat exchanger 16 and then back to the battery cooling water

pump 12 in this order.
Further, at the charging time in winter, the controller 13

controls the compressor 30 and the first to fourth electro-
magnetic refrigerant valves 36, 3S, 42, 43, so that the
refrigerant of the refrigeration cycle 11 circulates from the
compressor 30 to the second coolant-refrigerant heat
exchanger 16 to the interior condenser 31 to the first
expansion valve 32 to the exterior heat exchanger 33 to the
accumulator 39 and then back to the compressor 30 in this
order. At such time, the compressor 30 is driven by the
external power.

Further, at the charging time in winter, the controller 13
operates the blower fan 34 (ON), and stops the air blower 45
(OFF).

In such manner, the refrigeration cycle 11 absorbs heat
from the exterior heat exchanger 33, and dissipates heat
from the second coolant-refrigerant heat exchanger 16, so
that the battery coolant circuit 10 heats the secondary battery
1 with the heat dissipated from the second coolant-refriger-
ant heat exchanger 16.As a result, the heat energy is stored
in the secondary battery 1.

FIG. 3 shows an operation at a warming-up time in winter
(ke. , immediately after a start of the heating operation). In
the warming-up operation in winter, the heat energy stored
in the secondary battery 1 at the charging time is exchanged
to a heat absorption side of the refrigeration cycle 11.

More specifically, in the warming-up time in winter, the
controller 13 controls the battery cooling water pump 12, the
first and second electromagnetic valves 20, 21, and the first
and second three-way valves 25, 26, so that the coolant of
the battery coolant circuit 10 circulates from the first water
pump 12 to the first coolant-refrigerant heat exchanger 14 to
the secondary battery 1 to the second bypass coolant passage
23 and then back to the battery cooling water pump 12 in this
order.

Further, in the warming-up time in winter, the controller
13 controls the compressor 30 and the first to fourth elec-
tromagnetic refrigerant valves 36, 3S, 42, 43, so that the
refrigerant of the refrigeration cycle 11 circulates from the
compressor 30 to the second coolant-refrigerant heat
exchanger 16 to the interior condenser 31 to the expansion
valve bypass passage 35 to the exterior heat exchanger 33 to
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the third expansion valve 44 to the first coolant-refrigerant
heat exchanger 14 to the accumulator 39 and then back to the
compressor 30 in this order.

Further, in the warming-up operation in winter, the con-
troller 13 stops the blower fan 34 (OFF), operates the air
blower 45 (ON), and opens the air amount adjustment door
46.

In such manner, the battery coolant circuit 10 dissipates
the heat energy stored in the secondary battery 1 to the heat
absorption side of the refrigeration cycle 11 through the first
coolant-refrigerant heat exchanger 14, and the refrigeration
cycle 11 dissipates heat, which is received at the first
coolant-refrigerant heat exchanger 14, from the interior
condenser 31 to heat the inside air (ke. , the air blown by the
air blower 45).

FIG. 4 shows an operation at a first running time in winter,
after warming-up. When the vehicle compartment is heated
to some degree by the operation in the warming-up time, the
heat stored in the secondary battery 1 at the charging time is
used for both of the heat exchange with the heat absorption
side of the refrigeration cycle 11 and the heat exchange in
the heater core 15.

More specifically, at the first running time in winter, the
controller 13 controls the battery cooling water pump 12, the
first and second electromagnetic valves 20, 21, and the first
and second three-way valves 25, 26, so that the coolant of
the battery coolant circuit 10 circulates from the first water
pump 12 to the first coolant-refrigerant heat exchanger 14 to
the secondary battery 1 to the heater core 15 and then back
to the battery cooling water pump 12 in this order.

Further, at the first running time in winter, the controller
13 controls the compressor 30 and the first to fourth elec-
tromagnetic refrigerant valves 36, 3S, 42, 43 so that the
refrigerant of the refrigeration cycle 11 circulates in the
same order as that of the warming-up time.

Further, at the first running time in winter, the controller
13 stops the blower fan 34 (OFF), operates the air blower 45
(ON), and opens the air amount adjustment door 46.

In such manner, since the battery coolant circuit 10
dissipates the heat energy that is stored in the secondary
battery 1 to the heat absorption side of the refrigeration cycle
11 through the first coolant-refrigerant heat exchanger 14,
and dissipates the heat energy through the heater core 15
respectively, so that the air to be blown into the vehicle
compartment is heated at both of the interior condenser 31
and the heater core 15.

FIG. 5 shows an operation at a second running time in
winter. When the vehicle compartment is heated further by
the operation at the first running time, heat stored in the
secondary battery 1 at the charging time is used for the heat
exchange in the heater core 15, but heat is not used for the
heat exchange at the heat absorption side of the refrigeration
cycle 11.

More specifically, at the second running time in winter,
the controller 13 controls the battery cooling water pump 12,
the first and second electromagnetic valves 20 21, and the
first and second three-way valves 25, 26, so that the coolant
of the battery coolant circuit 10 circulates in the same order
as the first running time.

Further, at the second running time in winter, the control-
ler 13 stops the compressor 30 (OFF), so that the refrigerant
is not circulated in the refrigeration cycle 11.

Further, at the second running time in winter, the control-
ler 13 stops the blower fan 34 (OFF), and operates the air
blower 45 (ON).

In such manner, the battery coolant circuit 10 dissipates
the heat energy stored in the secondary battery 1 from the
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heater core 15 to heat the air to be blown into the vehicle
compartment (he. , the air blown by the air blower 45). In this
case, since the battery coolant circuit 10 does not dissipate
the heat energy stored in the secondary battery 1 to the heat
absorption side of the refrigeration cycle 11 (ke. , the first
coolant-refrigerant heat exchanger 14), the interior con-
denser 31 does not heat the air to be blown into the vehicle
compartment (ke. , the air blown by the air blower 45).

In the above-described conventional art, it is difficult to
provide a sufficient heating capacity due to a small tempera-
ture difl'erence between the heat energy stored in the battery
and the inside air. However, in the first embodiment of the
present disclosure, heat stored in the secondary battery 1 is
pumped to the refrigeration cycle 11 (ke. , a heat pump
cycle), heat or the heat energy stored in the secondary
battery 1 can be eflectively utilized for the heating operation.

Further, the refrigeration cycle 11 (ke. , a heat pump cycle)
by itself cannot provide a large heating capacity when
outside air temperature is low, at such time because the low
outside air temperature causes a low suction pressure and a
low suction density. However, in the present embodiment, a
large heating capacity is realized by utilizing heat stored in
the secondary battery 1 which is used to raise a suction
pressure. Such heating operation is especially beneficial in
the warming-up time which demands a large capacity.

Further, in the present embodiment, a heat exchange on a
heat absorption side of the refrigeration cycle 11 (ke. , a heat
pump cycle) and a direct heat exchange with the air (ke. , a
heat exchange in the heater core 15) are switchable. There-
fore, heat stored in the secondary battery 1 is optimally used
depending on the environment, i.e., depending on tempera-
ture of the secondary battery 1, as well as an inside/outside
temperature, a target air temperature, and the like. Further,
when the vehicle compartment temperature has already been
raised, thereby not demanding a large heating capacity any
more, heat in the secondary battery 1 is directly dissipated
to the air, thereby reducing the operation time of the refrig-
eration cycle 11 (ke. , a heat pump cycle) or even stopping
the refrigeration cycle 11 (ke. , a heat pump cycle).

Further, even though heat at the running time and the
charging time was used in the above-described conventional
art, such usage of heat in the conventional art is merely a
heat recovery of a waste heat, which does not fully utilize a
potential of a heat capacity of the battery. However, in the
present embodiment, the secondary battery 1 is adapted as a
heat storage member, i.e., the battery 1 is positively heated
for storing heat. Therefore, the stored heat in the secondary
battery 1 can be eflectively used for the heating operation of
the vehicle compartment.

Further, in the present embodiment, heat generation and
heat storage are performed by utilizing the external power at
the charging time. Therefore, heat generation energy for
performing an air-conditioning at the running time is
reduced, thereby extending a cruising range of the vehicle.

Further, in the present embodiment, since the refrigeration
cycle 11 (ke. , a heat pump cycle) is used for heating the
battery at the charging time, heat generation can be per-
formed at a higher efliciency in comparison to the heat
generation by using a heater such as an electric heater or the
like.

In the following, the operation in summer is described
based on FIGS. 6 to 9. In FIGS. 6 to 9, a flow of the
refrigerant is indicated by a thick solid line in each of the
operation states. Further, in FIGS. 6 to 9, the details of the
controller 13 are omitted for the purpose of illustration.

FIG. 6 shows an operation at a charging time in summer,
when the secondary battery 1 is connected to the external
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power supply. At the charging time in summer, the com-
pressor 30 is driven by using the electric power (ke. , the
external power) supplied from an external power source, and
cold energy generated by the refrigeration cycle 11 is
dissipated to the battery coolant circuit 10 from the first
coolant-refrigerant heat exchanger 14, for the cooling of the
secondary battery 1.

More specifically, at the charging time in summer, the
controller 13 controls the battery cooling water pump 12, the
first and second electromagnetic valves 20, 21, and the first
and second three-way valves 25, 26, so that the coolant of
the battery coolant circuit 10 circulates from the first water
pump 12 to the first coolant-refrigerant heat exchanger 14 to
the secondary battery 1 to the second bypass coolant passage
23 and then back to the battery cooling water pump 12 in this
order.

Further, at the charging time in summer, the controller 13
controls the compressor 30 and the first to fourth electro-
magnetic refrigerant valves 36, 3S, 42, 43, so that the
refrigerant of the refrigeration cycle 11 circulates from the
compressor 30 to the second coolant-refrigerant heat
exchanger 16 to the interior condenser 31 to the expansion
valve bypass passage 35 to the exterior heat exchanger 33 to
the third expansion valve 44 to the first coolant-refrigerant
heat exchanger 14 to the accumulator 39 and then back to the
compressor 30 in this order. At such time, the compressor 30
is driven by the external power.

Further, at the charging time in summer, the controller 13
operates the blower fan 34 (ON), and stops the air blower 45
(OFF).

In such manner, the refrigeration cycle 11 absorbs heat
from the first coolant-refrigerant heat exchanger 14, and
dissipates heat from the exterior heat exchanger 33, and the
battery coolant circuit 10 cools the secondary battery 1 by
the cold energy dissipated through the first coolant-refrig-
erant heat exchanger 14.As a result, the cold energy is stored
in the secondary battery 1.

FIG. 7 shows an operation at a cool-down time in summer
(ke. , immediately after a start of a cooling operation of the
vehicle compartment). At the cool-down time in summer,
heat exchange is performed at the heater core 15 for dis-
charging the cold energy that is stored in the secondary
battery 1 at the charging time to the inside air.

More specifically, at the cool-down time in summer, the
controller 13 controls the battery cooling water pump 12, the
first and second electromagnetic valves 20, 21, and the first
and second three-way valves 25, 26, so that the coolant of
the battery coolant circuit 10 circulates from the first water
pump 12 to the first coolant-refrigerant heat exchanger 14 to
the secondary battery 1 to the heater core 15 back, and then
back to the battery cooling water pump 12 in this order.

Further, at the cool-down time in summer, the controller
13 controls the compressor 30 and the first to fourth elec-
tromagnetic refrigerant valves 36, 3S, 42, 43, so that the
refrigerant of the refrigeration cycle 11 circulates from the
compressor 30 to the second coolant-refrigerant heat
exchanger 16 to the interior condenser 31 to the expansion
valve bypass passage 35 to the exterior heat exchanger 33 to
the second expansion valve 37 to the interior evaporator 19
to the accumulator 39, and then back to the compressor 30
in this order.

Further, at the cool-down time in summer, the controller
13 operates the blower fan 34 (ON), operates the air blower
45 (ON), and closes the air amount adjustment door 46.

In such manner, the battery coolant circuit 10 dissipates
the cold energy stored in the secondary battery 1 through the
heater core 15, and the refrigeration cycle 11 absorbs heat
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from the interior evaporator 19 and radiates heat from the
exterior heat exchanger 33. Therefore, air blown into the
vehicle compartment (ke. , the air blown by the air blower
45) is cooled at both of the heater core 15 and the interior
evaporator 19.

FIG. S shows the operation at a first running time in
summer, after the cool-down operation. When the vehicle
compartment is cooled to some degree by the operation at
the cool-down time, the cold energy stored in the secondary
battery 1 at the charging time is used for both of the heat
exchange at the heater core 15 and the heat exchange at the
low pressure side of the refrigeration cycle 11.

More specifically, at the first running time in summer, the
controller 13 controls the battery cooling water pump 12, the
first and second electromagnetic valves 20, 21, and the first
and second three-way valves 25, 26, so that the coolant of
the battery coolant circuit 10 circulates from the first water
pump 12 to the first coolant-refrigerant heat exchanger 14 to
the secondary battery 1 to both the heater core 15 and the
second coolant-refrigerant heat exchanger 16 (ke. , two par-
allel coolant flows), and then back to the battery cooling
water pump 12 in this order.

Further, at the first running time in summer, the controller
13 controls the compressor 30 and the first to fourth elec-
tromagnetic valves 36, 3S, 42, 43 so that the coolant of the
refrigeration cycle 11 circulates in the same order as the
cool-down time.

Further, at the first running time in summer, the controller
13 operates the blower fan 34 (ON), operates the air blower
45 (ON), and closes the air amount adjustment door 46.

In such manner, the battery coolant circuit 10 dissipates
the cold energy stored in the secondary battery 1 through
both of the heater core 15 and the second coolant-refrigerant
heat exchanger 16, and the refrigeration cycle 11 absorbs
heat from the interior evaporator 19 and dissipates heat from
both of the second coolant-refrigerant heat exchanger 16 and
the exterior heat exchanger 33. Therefore, the air blown into
the vehicle compartment (ke. , the air blown by the air
blower 45) is cooled by both of the heater core 15 and the
interior evaporator 19.

FIG. 9 shows an operation at a second running time in
summer. When the vehicle compartment is cooled further by
the operation at the first running time in summer, the cold
energy stored in the secondary battery 1 at the charging time
is used for heat exchange in the refrigeration cycle 11, and
the cold energy is not used for heat exchange in the heater
core 15.

More specifically, at the second running time in summer,
the controller 13 controls the battery cooling water pump 12,
the first and second electromagnetic valves 20, 21, and the
first and second three-way valves 25, 26, so that the coolant
of the battery coolant circuit 10 circulates from the first
water pump 12 to the first coolant-refrigerant heat exchanger
14 to the secondary battery 1 to the second coolant-refrig-
erant heat exchanger 16, and then back to the battery cooling
water pump 12 in this order.

Further, at the second running time in summer, the con-
troller 13 controls the compressor 30 and the first to fourth
electromagnetic valves 36, 3S, 42, 43 so that the refrigerant
of the refrigeration cycle 11 circulates in the same order as
the first running time.

Further, at the second running time in summer, the con-
troller 13 operates the blower fan 34 (ON), operates the air
blower 45 (ON), and closes the air amount adjustment door
46.

In such manner, the battery coolant circuit 10 dissipates
the cold energy stored in the secondary battery 1 through the
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second coolant-refrigerant heat exchanger 16, and the refrig-
eration cycle 11 absorbs heat from the interior evaporator 19
and dissipates heat from both of the second coolant-refrig-
erant heat exchanger 16 and the exterior heat exchanger 33.
Therefore, the air blown into the vehicle compartment (ke. ,
the air blown by the air blower 45) is cooled only by the
interior evaporator 19. At such time, the battery coolant
circuit 10 does not dissipate cold energy stored in the
secondary battery 1 to the heater core 15, thereby not
enabling the heater core 15 to cool the air blown into the
vehicle compartment (ke. , the air blown by the air blower
45).

At the second running time in summer, the refrigerant of
the refrigeration cycle 11 is cooled by the second coolant-
refrigerant heat exchanger 16 prior to the cooling at the
exterior heat exchanger 33. Therefore, high pressure in the
refrigeration cycle 11 is lowered.

In the cooling operation in summer, the battery tempera-
ture is gradually raised in the course ofheat transfer from the
cold energy to the air, even when the secondary battery 1 has
been fully cooled at the charging time. The conventional
heat exchange method between the battery-stored cold
energy and the air cannot contribute much to the cooling
operation when the battery temperature is raised to 20' C.,
due to little temperature diflerence between the battery
temperature and the air temperature.

In the present embodiment of the present disclosure,
however, by performing heat exchange between the cold
energy in the secondary battery 1 and the high-pressure side
of the refrigeration cycle 11 at the heat exchanger 16, an

enthalpy of the high pressure side in the refrigeration cycle
can be enlarged, thereby enabling an improved cooling
capacity and a power saving.

Further, in the present embodiment, a switching between
the two heat exchange portions, i.e., heat exchange to the
high pressure side of the refrigeration cycle 11 and heat
exchange directly to the air (ke. , heat exchange in the heater
core 15) is performed to enable an optimal utilization of the
cold energy stored in the secondary battery 1 depending on
various factors, e.g. , depending on temperature of the sec-
ondary battery 1, an inside/outside air temperature, a target
air temperature (ke. , target temperature of the air blown into
the vehicle compartment), and the like.

Further, in the present embodiment, the cold energy is
generated and stored by utilizing the external power at the
charging time. Therefore, heat generation energy for per-
forming an air-conditioning at the running time is reduced,
thereby extending a cruising range of the vehicle.

Further, in the present embodiment, the secondary battery
1 is considered as a cold energy storage member, i.e., the
secondary battery 1 is positively cooled for the storage of the
cold energy. Therefore, the cold energy stored in the sec-
ondary battery 1 can be efl'ectively utilized for the cooling
operation of the vehicle compartment.

In summary, in comparison to the above-described con-
ventional art, in which the heat energy stored in the battery
is dissipated to the inside air by heat exchange through air
and/or water, the thermal energy (e.g. , the heat energy and
the cold energy) stored in the battery in the present embodi-
ment is dissipated by heat exchange through the refrigerant
of the refrigeration cycle used for air conditioning, thereby
enabling an efl'ective utilization of the battery-stored thermal
energy (ke. , the heat energy and the cold energy) in the
air-conditioning.

Further, in the present embodiment, the battery-stored
thermal energy can be also dissipated to a target object other
than the refrigeration cycle, heat exchange with the refrig-
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eration cycle and heat exchange with other target object are
switchable with each other, or both of two ways of heat
exchange may simultaneously be performed. Therefore,
according to the required heating/cooling capacity on
demand, the battery-stored thermal energy can be optimally
utilized.

Further, in the present embodiment, the secondary battery
1 which is an existing vehicle compartment is used as a
thermal energy storage element, thereby advantageously
saving the weight and the space in comparison to the
conventional art that uses a new heat storage member
dedicated for the heat storage.

Second Embodiment

Although the above-described first embodiment is pre-
sented as an example configuration in which the refrigera-
tion cycle 11 serves as a heat pump cycle that is usable for
both of the heating operation and the cooling operation, a
refrigeration cycle 11 in this second embodiment of the
present disclosure is used as a cooler cycle for the cooling
operation of the vehicle compartment, as shown in FIGS. 10
(a), (b), (c).

More specifically, in the second embodiment, the interior
condenser 31, the air amount adjustment door 46, the first
expansion valve 32, the expansion valve bypass passage 35,
the first electromagnetic refrigerant valve 36, the second
bypass refrigerant passage 41, and the fourth electromag-
netic refrigerant valve 43 described in the above-described
first embodiment are now omitted.

In an example of FIG. 10 (a), the second coolant-refrig-
erant heat exchanger 16 is disposed in the refrigeration cycle
11 between the exterior heat exchanger 33 and the second
and third expansion valves 37, 44. Alternatively, as shown in
FIG. 10 (b), the second coolant-refrigerant heat exchanger
16 may be disposed between the compressor 30 and the
exterior heat exchanger 33 in the refrigeration cycle 11.
Further, as shown in FIG. 10 (c), the second coolant-
refrigerant heat exchanger 16 may be used as the exterior
heat exchanger 33 itself.

When being used only in the cooling operation and not
used in the heating operation as in the present embodiment,
the heater core 15 is preferably disposed on an upstream air
side of the interior evaporator 19 in the interior air-condi-
tioning unit 17. The reason why such arrangement is pref-
erable is that a windward-side heater core 15 relative to the
interior evaporator 19 can efficiently cool the blowing air
due to the temperature difl'erence between the two devices,
i.e., the coolant temperature in the heater core 15 of 10 to 40
degrees Celsius against the refrigerant temperature of the
interior evaporator 19 of 0 to 10 degrees Celsius.

Third Embodiment

The third embodiment further adds an inner heat
exchanger 47 to the examples of the above-described second
embodiment, as shown in FIGS. 11 (a), (b), (c).

The inner heat exchanger 47 is used for heat exchange
between the high-pressure refrigerant flowing out of the
exterior heat exchanger 33 and the low-pressure refrigerant
flowing out of one of the first coolant-refrigerant heat
exchanger 14 and the interior evaporator 19.Thus, the inner
heat exchanger 47 cools the high-pressure refrigerant flow-

ing out of the exterior heat exchanger 33, for realizing an
enthalpy reduction function for reducing an enthalpy of the
refrigerant that flows into the interior evaporator 19 and for
realizing a liquid compression suppression function for
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preventing a liquid compression in the compressor 30 by
raising an enthalpy of the sucked refrigerant to be sucked
into the compressor 30 to a level that makes the sucked
refrigerant of the compressor 30 to be in a gas phase.

In an example of FIG. 11 (a), the second coolant-refrig-
erant heat exchanger 16 is disposed between the exterior
heat exchanger 33 and the inner heat exchanger 47 in the
refrigeration cycle 11.Alternatively, as shown in FIG. 11 (b),
the second coolant-refrigerant heat exchanger 16 may be
disposed in the refrigeration cycle 11between the inner heat
exchanger 47 and the second and third expansion valves 37,
44. Further, as shown in FIG. 11 (c), the second coolant-
refrigerant heat exchanger 16 may be disposed in the inner
heat exchanger 47.

Fourth Embodiment

In the above-described first embodiment, the refrigeration
cycle 11 (ke. , a heat pump cycle) is used as a battery heating
device (ke. , a heat generation unit) in winter. However, as
shown in FIG. 12, in this fourth embodiment, a heating
apparatus 4S beside the refrigeration cycle 11 is used as the
battery heating device (ke. , a heat generation unit) in winter.

As the heating apparatus 4S, any apparatus which con-
verts electricity into heat is usable, such as an electric heater,
a PTC heater, and a Peltier device, and the like.

In an example of FIG. 12, the heating apparatus 4S is
disposed in the battery coolant circuit 10, and heats the
battery coolant. In addition, the heating apparatus 4S may be
installed in a battery pack of the secondary battery 1 for
directly heating the secondary battery 1.

In the present embodiment, the second coolant-refrigerant
heat exchanger 16 of the above-described first embodiment
can be omitted, because the heating apparatus 4S beside the
refrigeration cycle 11 is used as a battery heating device in
winter. Therefore, configuration of the present embodiment
can be simplified in comparison to the above-described first
embodiment.

Fifth Embodiment

In the above-described second and third embodiments, the
refrigeration cycle 11 is used as a battery cooling device
(ke. , a heat generation unit) in summer. However, in the fifth
embodiment, as shown in FIG. 13, a cooling apparatus 49
beside the refrigeration cycle 11 is used as a battery cooling
device (ke. , a heat generation unit) in summer. As the
cooling apparatus 49, a Peltier device or the like may be
used, for example.

In an example of FIG. 13, the cooling apparatus 49 is
disposed in the battery coolant circuit 10, and cools the
battery coolant. In addition, the cooling apparatus 49 is
installed in a battery pack of the secondary battery 1 for
directly cooling the secondary battery 1.

In the present embodiment, the first coolant-refrigerant
heat exchanger 14 of the above-described second and third
embodiments can be omitted, because the cooling apparatus
49 beside the refrigeration cycle 11 is used as a battery
heating device in winter. Therefore, configuration of the
present embodiment can be simplified in comparison to the
above-described second and third embodiments.

Sixth Embodiment

The sixth embodiment is an example of a control process
performed by the controller 13.An overall configuration of
the present embodiment is described at first. The above-
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described patent documents 2 to 4 are about a conventional
art for air-conditioning which uses heat (ke. , thermal energy)
generated by a battery. Further, in the above-described
patent documents 2 to 4, another conventional art which
stores and builds up heat (ke. , thermal energy) in a battery
at the charging time is also described.

In the present embodiment, a heat storage mode for
positively storing heat in the battery is devised, and, by
changing a target battery temperature at the charging time
according to switching ON and OFF of the heat storage
mode, heating/cooling amount of the battery at the charging
time is changed. Such control aims at the use of a heat
storage amount by utilizing a heat capacity of the battery to
the full when it is determined that a large amount of heat
storage is required, which is then used for air-conditioning
at the running time or the like, for a reduction of the heat
generation energy for air-conditioning during the running
time and also for an extension of the cruising range of the
vehicle.

In the present embodiment, a pre-air-conditioning is per-
formable beside a normal air-conditioning which is an
air-conditioning of the vehicle compartment at the running
time of the vehicle. The pre-air-conditioning is an air-
conditioning operation during the charging of the secondary
battery 1 by the external power supply, and performs air-
conditioning of the vehicle compartment before an occupant
gets in the vehicle.

In such case, if heating/cooling of the secondary battery
1 is started immediately after parking, heating/cooling fin-
ishes early, thereby leading to a wasteful dissipation of an
elaborately stored thermal energy to the air during a standing
time to the next operation after finishing the heating/cooling.
In view of such problem, the heating/cooling of the second-
ary battery 1 is associated with the pre-air-conditioning,
which enables a power saving by finishing the heat energy
storage operation immediately before the start of the pre-
air-conditioning, i.e., by reducing the standing time after the
heating/cooling.

The present embodiment is described concretely. The
overall configuration of the temperature control apparatus
for vehicles regarding the present embodiment is same as
that of the above-described first embodiment. FIG. 14 is a
flowchart of a part of a control process which is performed
by the controller 13.

In step S100, it is determined whether an ignition switch

(IG) of the vehicle is turned ofl' (OFF). When it is deter-
mined that the ignition switch (IG) of the vehicle is turned
ofl' (OFF) (ke. , when it is determined as YES), the process
proceeds to step S110.On the other hand, the control flow
is finished when it is determined that the ignition switch (IG)
of the vehicle is not turned ofl' (OFF) (ke. , when it is
determined as NO).

In step S110, it is determined whether the heat storage
mode is turned on (ON). In this example, when an occupant
(ke. , a user) operates the heat storage mode changeover
switch on the operation panel, ON or OFF of the heat storage
mode is switched.

In this example, when the heat storage mode is ON,
storage of heat to the secondary battery 1 is performed in
accordance with necessity, and, when the heat storage mode
is OFF, storage of the heat to the secondary battery 1 is not
performed. ON and OFF of the heat storage mode may also
be automatically changed by the controller 13 based on
various information.

When it is determined that the heat storage mode is set to
ON (ke. , when it is determined as YES at step S110), the
process proceeds to step S120, and, when it is determined

6

10

16

20

26

30

36

40

46

60

66

60

66

that the heat storage mode is not set to ON (ke. , when it is
determined as NO at step S110),this control flow is finished.

In step S120, it is determined whether the secondary
battery 1 is connected to the external power supply. When it
is determined that the secondary battery 1 is being connected
to the external power supply (ke. , when it is determined as
YES at step S120), the process proceeds to step S130, and,
when it is determined that the secondary battery 1 is not
being connected to the external power supply (ke. , when it
is determined as NO at step S120), this control flow is
finished.

In step S130, a target battery temperature (ke. , a target
temperature) is calculated. In this example, the target battery
temperature is calculated based on the outside air tempera-
ture, the battery temperature, the air-conditioning target
temperature TAO (ke. , a target air temperature), etc.

Here, the output characteristic of the secondary battery 1
(ke. , a lithium ion battery) is illustrated in FIG. 15.As shown
in FIG. 15, generally in the lithium ion battery currently used
in the present embodiment, a sufficient input/output charac-
teristic will not be exhibited at the time of low temperature,
especially in a temperature range under 10 degrees Celsius,
due to a slow chemical reaction etc. Further, at the time of
high temperature, especially, in a temperature range over 40
degrees Celsius, the input and output are restricted for
preventing degradation. Therefore, in order to fully utilize
the capacity of the battery, it is necessary to perform a
temperature management for keeping the battery tempera-
ture in a range between 10 to 40 degrees Celsius during a
battery use time.

Thus, in step S140 which is subsequent to step S130, it is
determined which of heat storage or cool storage (cold
storage) is required. In this example, the target battery
temperature and an actual battery temperature are compared
for such determined. More specifically, when the target
battery temperature is higher than the actual battery tem-
perature, it is determined that heat storage is required, and,
when the target battery temperature is lower than the actual
battery temperature, it is determined that cool storage is
required.

When it is determined that heat storage is required, the
process proceeds to steps S150 to S190, and heat storage is
performed. When it is determined that cool storage is
required, the process proceeds to steps S200 to S240, and
cool storage is performed.

In the control process of heat storage time in steps S150
to S190, it is determined first whether the pre-air-condition-
ing (pre-A/C) is reserved in step S150.Subsequently, in step
S160, a required heating time (ke. , time required for heating
the secondary battery 1) is calculated. In this example,
required heating time is calculated based on the battery
temperature, the target battery temperature, an outside air
temperature, etc.

Subsequently, a heating start time is calculated in step
S170. More specifically, by computing backward from a
start time of the pre-air-conditioning, the heating start time
is determined. Subsequently, the secondary battery 1 is
heated in step S1SO. Specifically, the operation in FIG. 2
(ke. , the operation at the charging time in winter) is per-
formed.

Subsequently, in step S190, it is determined whether the
battery temperature has exceeded the target battery tempera-
ture. When it is determined that the battery temperature
having exceeded the target battery temperature (ke. , when it
is determined as YES), heating is finished. When it is
determined that the battery temperature has not exceeded the
target battery temperature yet on the other hand (ke. , when
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it is determined as NO), the process returns to step S1SO and
heating of the secondary battery 1 is continued.

In the control process at the cool storage time in steps
S200 to S240, it is determined first whether the pre-air-
conditioning is reserved in step S200. Subsequently, in step
S210, a required cooling time (ke. , time required for cooling
the secondary battery 1) is calculated. In this example, the
required cooling time is calculated based on the battery
temperature, the target battery temperature, the outside air
temperature, etc.

Subsequently, a cooling start time is calculated in step
S210. More specifically, by computing backward from a
pre-air-conditioning start time, the cooling start time is
determined as a time before the start time of the pre-air-
conditioning by a time amount of the required cooling time.
Subsequently, the secondary battery 1 is cooled in step S220.
Specifically, the operation in FIG. 6 (ke. , the operation at the
charging time in summer) is performed.

Subsequently, in step S240, it is determined whether the
battery temperature is below the target battery temperature.
When it is determined that the battery temperature is below
the target battery temperature (ke. , when it is determined as
YES), cooling is finished. When it is determined that the
battery temperature is not below the target battery tempera-
ture on the other hand (ke. , when it is determined as NO), the
process returns to step S230 and cooling of the secondary
battery 1 is continued.

In the present embodiment, as readily understood from
the above description, the external power is used at the
charging time, and the battery is heated or cooled. In such
case, if it is in winter, the battery will be heated to have a
temperature that is higher than a heat storage mode OFF
time (ke. , when it is determined that storage of the heat
energy to the secondary battery 1 is not required). On the
other hand, if it is in summer, the battery will be cooled to
a temperature that is lower than a heat storage mode OFF
time (ke. , when it is determined that storage of the cold
energy to the secondary battery 1 is not required).

In the control of the conventional art, in order to secure
the battery input/output characteristic, the battery is heated
to about 10 degrees Celsius that is within a temperature
management range (ke. , the target battery temperature=10
degrees Celsius), when, for example, the outside air tem-
perature is 0 degrees Celsius in winter. In the present
embodiment, in order to store, or to store, a superadded
amount of heat in the battery for the heating operation at the
running time or for a warming-up of the engine, the target
battery temperature is set to 30 degrees Celsius and the
battery is heated to 30 degrees Celsius. Such a target battery
temperature is calculated based on the outside air tempera-
ture, the battery temperature, the air-conditioning target
temperature TAO, etc. in the present embodiment.

For example, when a battery weight is 200 kg and a
battery's specific heat is 0.9 J/gK, by setting the target
battery temperature to a 20 degrees Celsius higher than the
conventional art, the amount of heat to be stored in the
battery is increased by about 3600 kJ. This means that, if we
ignore a heating efficiency for the ease of calculation, the
stored amount of heat equals to 3 kW multiplied by 20
minutes.

In FIG. 16 (a), a relationship between the battery tem-
perature in winter and the target battery temperature is
illustrated. A dashed line in FIG. 16 (a) indicates a heat
storage mode OFF time of the present embodiment (equiva-
lent to the conventional art), and a solid line in the same
illustration indicates a heat storage mode ON time of the
present embodiment.
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On the other hand, in an example of a summer operation,
in case that the outside air temperature is 45 degrees Celsius,
the control of the conventional art cools the battery to about
40 degrees Celsius (ke. , the target battery temperature=40
degrees Celsius) to have the battery temperature in the
temperature management range, in order to secure the bat-

tery input/output characteristic, for example. In the present
embodiment, in order to further cool the battery for the
cooling operation at the running time or for a cooling-down
of the engine, the target battery temperature is set to 20
degrees Celsius so that a battery is cooled to 20 degrees
Celsius. Such a target battery temperature is calculated
based on the outside air temperature, the battery tempera-
ture, and the air-conditioning target temperature TAO in the
present embodiment.

For example, when a battery weight is 200 kg and a
battery specific heat is 0.9 J/gK, by setting the target battery
temperature to a 20 degrees Celsius lower than the conven-
tional art, the amount of cold energy to be stored in the
battery is increased by about 3600 kJ. This means that, if we
ignore a cooling efficiency for the ease of calculation, the
stored amount of cold energy equals to 3 kW multiplied by
20 minutes.

In FIG. 16 (b), a relationship between the battery tem-
perature in summer and the target battery temperature is
illustrated. A dashed line in FIG. 16 (b) indicates a heat
storage mode OFF time of the present embodiment (equiva-
lent to the conventional art), and a solid line in the same
illustration indicates a heat storage mode ON time of the
present embodiment.

As readily understood from the above description, the
controller 13 in the present embodiment determines whether
it is required to store heat to the secondary battery 1, and
controls storage of heat to the secondary battery 1 based on
a determination result of such requirement. More specifi-
cally, when it is determined that the building up (storage) of
heat to the secondary battery 1 is required, heat is firstly
stored in the secondary battery 1, and, then, the built-up (ke. ,
stored) heat in the secondary battery 1 is dissipated to the
inside air of the vehicle.

In such manner, i.e., by appropriately storing heat to the
secondary battery 1 and dispensing heat to the inside air, a
temperature control can be performed much more efficiently
by using the secondary battery 1.

Further, since the target temperature of the secondary
battery 1 is changed depending on a situation in the present
embodiment, i.e., a target temperature for a heat storage
required time and a target temperature for a heat storage
non-required time are difi'erently configured, the heat is
more appropriately stored and stored in the secondary bat-
tery 1.

Further, since thermal energy conserved by using the
external power can be used for air-conditioning at the
running time and/or for heating/cooling the devices in the
present embodiment, the cruising range of the vehicle is
extended by the saved amount of electricity that is otherwise
taken out from the battery at the running time as the
air-conditioning energy.

Further, since the existing battery (ke. , an originally
installed battery in the vehicle) is used as a heat capacitive
element, in comparison to the case in which a heat/cool
storage member is newly installed, a weight and a space of
such member is reduced. Furthermore, since the battery
having a very large heat capacity is used as the heat
capacitive element, a large amount of thermal energy is
conserved.
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Further, since the battery heating/cooling is associated

with the pre-air-conditioning reservation for completing the
heat energy storage to the battery at a scheduled start time
of the pre-air-conditioning, the standing time between the
completion of the heating/cooling and use of the vehicle is
reduced. Therefore, a loss of the stored heat energy caused

by a heat dissipation to the air is reduced, which enables an
electricity saving (ke. , an energy saving).

Seventh Embodiment

In comparison to the above-described first and sixth
embodiments in which heat is stored in the secondary
battery 1 by using the external power at the charging time,
the seventh embodiment stores a waste heat of the vehicle in
the secondary battery 1.

FIG. 17 is an overall configuration of a temperature
control apparatus for vehicles in the present embodiment. In
the present embodiment, a heater core 15 is disposed in an
engine coolant circuit 60.

The engine coolant circuit 60 is a circuit through which
the coolant (ke. , an engine coolant) for cooling the engine 3
circulates. An engine cooling water pump 61 for circulating
the engine coolant is disposed in the engine coolant circuit
60. In this example, the engine cooling water pump 61 is
provided as an electric water pump, and the number of
rotations (ke. , a flow amount of coolant) is controlled by a
control signal output from the controller 13.

An engine cooling radiator 62 is connected to the coolant
outlet side of the engine 3 and to a coolant inlet side of the
engine cooling water pump 61. The engine cooling radiator
62 is a heat exchanger which dissipates heat from the engine
coolant to a blow air that is blown by a blower fan 63, for
the cooling of the engine coolant.

The heater core 15 is connected to the coolant outlet side
of the engine 3 and to the coolant inlet side of the battery
cooling water pump 12 in parallel with the engine cooling
radiator 62. A four-way valve 64 (ke. , an interrupter) is
disposed on the coolant outlet side of the heater core 15 and
to the coolant inlet side of the battery cooling water pump
12.

The four-way valve 64 is disposed on the coolant outlet
side of the first electromagnetic refrigerant valve 20 and on
the coolant inlet side of the battery cooling water pump 12
in the battery coolant circuit 10. Therefore, the heater core
15 is connectable to the battery coolant circuit 10 through
the four-way valve 64. The opening/closing operation of the
four-way valve 64 is controlled according to an output signal
that is output from the controller 13.

An engine coolant temperature sensor 65 which detects an
engine coolant temperature on an outlet side of the engine 3
is connected to an input side of the controller 13.

FIGS. 1S (a) and 1S (b) are schematic diagrams for
illustrating a mode change configuration of the four-way
valve 64. In a first mode shown in FIG. 1S (a), the engine
coolant circuit 60 and the battery coolant circuit 10 are
separated, and the engine coolant flowing out of the heater
core 15 is sucked by the engine cooling water pump 61
without circulating through the battery coolant circuit 10.

In a second mode shown in FIG. 1S (b), a communication
between the engine coolant circuit 60 and the battery coolant
circuit 10 is established, and a circulation of the engine
coolant flowing out of the heater core 15 into the battery
coolant circuit 10 is enabled. In such manner, the engine
coolant circuit 60 and the battery coolant circuit 10 are
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enabled to function as a heat collection portion for recov-
ering and collecting a waste heat of the engine 3 to the
secondary battery 1.

In other words, by switching between the first mode and
the second mode, collection of the waste heat of the engine
3 is interruptively enabled.

Next, the operation of the above-described configuration
is described. FIGS. 19 (a) to (c) show examples of an
operation in winter (ke. , a heating mode). In addition, FIGS.
19 (a) to (c) use a thick solid line to represent a flow of the
coolant in each operation state. Further, in FIG. 19 (a) to (c),
the details of controller 13 are omitted for the illustration
purposes.

When the heat storage mode is turned ON after parking
and turning ofl'of an ignition switch (ke. , after IG OFF), the
battery temperature sensor 50 detects temperature of the
secondary battery 1. In case that the battery temperature
exceeds 40 degrees Celsius at this point, heat storage to the
secondary battery 1 will not be performed because heating
of the secondary battery 1 above such level will lead to the
degradation of the secondary battery 1.

When the battery temperature is equal to or lower than 40
degrees Celsius, the battery cooling water pump 12 is driven
in a state in which the engine coolant circuit 60 and the
battery coolant circuit 10 are separated from each other, as
shown in FIG. 19 (a).

More specifically, the controller 13 switches the four-way
valve 64 to the first mode, and controls the battery cooling
water pump 12, the first and second electromagnetic valves
20, 21, and the first and second three-way valves 25, 26, so
that the coolant of the battery coolant circuit 10 circulates
from the battery cooling water pump 12 to the first coolant-
refrigerant heat exchanger 14 to the secondary battery 1 to
the four-way valve 64 to the battery cooling water pump 12.

Further, the controller 13 stops the engine cooling water
pump 61 (OFF), for stopping the circulation of the engine
coolant in the engine coolant circuit 60. Further, the con-
troller 13 stops the compressor 30 (OFF), so as to stop the
circulation of the refrigerant of the refrigeration cycle 11.
Further, the controller 13 stops the air blower 45 (OFF).

Next, as shown in FIG. 19 (b), a communication between
the engine coolant circuit 60 and the battery coolant circuit
10 is established, and the heat of the engine coolant circuit
60 is moved to the battery coolant circuit 10 so as to be
stored in the battery 1.

More specifically, the controller 13 switches the four-way
valve 64 to the second mode, and controls the battery
cooling water pump 12, the first and second electromagnetic
refrigerant valve 20, 21, and the first and second three-way
valves 25, 26, so that the coolant of the battery coolant
circuit 10 circulates from the battery cooling water pump 12
to the first coolant-refrigerant heat exchanger 14 to the
secondary battery 1 to the four-way valve 64 to the engine
coolant circuit 60 to the four-way valve 64, and then back to
the battery cooling water pump 12.

At such moment, the controller 13 stops the engine
cooling water pump 61 (OFF). Further, the controller 13
stops the compressor 30 (OFF), so as to stop the circulation
of the refrigerant of the refrigeration cycle 11. Further, the
controller 13 stops the air blower 45 (OFF).

Here, if the battery coolant temperature steeply rises, such
temperature steep rise may cause damage to the secondary
battery 1. Therefore, when the battery coolant temperature
exceeds 40 degrees Celsius, the four-way valve 64 is
returned to the first mode. In such state, the decreasing of
temperature of the battery coolant circuit 10 to below 40
degrees Celsius is waited, and the four-way valve 64 will
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again be switched to the second mode when the temperature
of the battery coolant circuit 10 to below 40 degrees Celsius.
During such operation, if the battery temperature reaches 40
degrees Celsius, heat storage is stopped at such moment.

If the battery coolant temperature comes down to 40
degrees Celsius or below 40 degrees Celsius even when the
four-way valve 64 is kept at the second mode, by driving the
engine cooling water pump 61, heat remaining in the engine
3 is moved to the battery coolant circuit 10 to be stored in
the secondary battery 1, as shown in FIG. 19 (c).

During such operation, if the battery coolant temperature
exceeds 40 degrees Celsius, the four-way valve 64 is
switched back to the first mode, and decreasing of tempera-
ture of the battery coolant circuit 10 to below 40 degrees
Celsius is waited, and the four-way valve 64 will again be
switched to the second mode when the temperature of the
battery coolant circuit 10 becomes below 40 degrees Cel-
sius. During such operation, if the battery temperature
reaches 40 degrees Celsius, heat storage is stopped at such
moment.

The above-described control is repeatedly performed,
and, even when the battery temperature does not reach 40
degrees Celsius, the waste heat collection from the engine 3
is determined to be ending if the battery coolant temperature
and the battery temperature are sufficiently close to each
other.

In addition, instead of switching the four-way valve 64,
the flow amount of the battery cooling water pump 12 may
be changed. That is, even with the four-way valve 64 is kept
at the state in the second mode, if the flow amount of the
battery cooling water pump 12 is increased, collection of the
waste heat from the engine 3 is facilitated; and, if the flow
amount of the battery cooling water pump 12 is decreased,
collection of the waste heat from the engine 3 is decreased.

FIG. 20 is a flowchart of the above-described operation as
a control flow performed by the controller 13.

In step S300, it is determined first whether the ignition
switch (IG) of the vehicle is turned ofl' (OFF). When it is
determined that the ignition switch (IG) of the vehicle is
turned off (OFF) (ke. , when S300 is determined as YES), the
process proceeds to step S310. When it is determined that
the ignition switch (IG) of the vehicle is not turned off (OFF)
(ke. , when S300 is determined as NO), this control flow is
finished after proceeding to step S390 and stopping both of
the engine cooling water pump 61 (ke. , W/P for engine
cooling) and the battery cooling water pump 12 (ke. , W/P for
battery cooling) (OFF).

In step S310, it is determined whether the heat storage
mode is turned on (ON). In this example, when an occupant
(ke. , a user) operates the heat storage mode changeover
switch on the operation panel, ON and OFF of the heat
storage mode is switched. ON and OFF of the heat storage
mode may automatically be switched by the controller 13
based on various information.

When it is determined that the heat storage mode is set to
ON at step S310 (ke. , when S310 is determined as YES), the
process proceeds to step S320. When, on the other hand, it
is determined that the heat storage mode is not set to ON at
step S310 (ke. , when S310 is determined as NO), this control
flow is finished after proceeding to step S390 and stopping
both of the engine cooling water pump 61 (ke. , W/P for
engine cooling) and the battery cooling water pump 12 (ke. ,
W/P for battery cooling) (OFF).

In step S320, it is determined whether the battery tem-
perature has exceeded 40 degrees Celsius. When it is deter-
mined that the battery temperature has exceeded 40 degrees
Celsius (ke. , when S320 is determined as YES), the process
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proceeds to step S330, and, when it is determined that the
battery temperature is not exceeded to 40 degrees Celsius
(ke. , when S320 is determined as NO), this control flow is
finished after proceeding to step S390 and stopping both of
the engine cooling water pump 61 (ke. , W/P for engine

cooling) and the battery cooling water pump 12 (ke. , W/P for
battery cooling) (OFF).

In step S330, the battery cooling water pump 12 (ke. , W/P

for battery cooling) is operated (ON), and the engine cooling
water pump 61 is stopped (OFF).

Subsequently, in step S340, the four-way valve 64 is
switched to the second mode. In such manner, an operation
state shown in FIG. 19 (b) is realized.

Subsequently, in step S350, it is determined whether the
battery coolant temperature has exceeded 40 degrees Cel-
sius. When it is determined that the battery coolant tem-

perature has not exceeded 40 degrees Celsius (ke. , when it
is determined as NO), the process proceeds to step S360,
and, when it is determined that the battery coolant tempera-
ture has exceeded 40 degrees Celsius (ke. , when it is
determined as YES), the process proceeds to step S351.

In step S360, the engine cooling water pump 61 (ke. , W/P
for engine cooling) is operated (ON). In such manner, an
operation state shown in FIG. 19 (c) is realized.

Subsequently, in step S370, it is determined whether the
battery coolant temperature has exceeded 40 degrees Cel-
sius. When it is determined that the battery coolant tem-
perature has not exceeded 40 degrees Celsius (ke. , when it
is determined as NO), the process proceeds to step S3SO,
and, when, on the other hand, it is determined that the battery
coolant temperature has exceeded 40 degrees Celsius (ke. ,
when it is determined as YES), the process proceeds to step
S371.

In step S3SO, it is determined whether the battery tem-
perature has exceeded a temperature that is calculated by
subtracting 5 degrees from the battery coolant temperature.
In other words, it is determined whether a temperature
difl'erence between the battery temperature and the battery
coolant temperature (ke. , the battery temperature —the bat-
tery coolant temperature) is greater than 5 degrees Celsius.
When it is determined that the battery temperature has
exceeded a temperature that is calculated by subtracting 5

degrees from the battery coolant temperature (ke. , when it is
determined as YES), this control flow is finished after
proceeding to step S390 and stopping both of the engine
cooling water pump 61 (ke. , W/P for engine cooling) and the
battery cooling water pump 12 (ke. , W/P for battery cooling)
(OFF). On the other hand, when it is determined that the
battery temperature has not exceeded a temperature that is
calculated by subtracting 5 degrees from the battery coolant
temperature (ke. , when it is determined as NO), the process
returns to step S370.

In case when it is determined that the battery coolant
temperature has exceeded 40 degrees Celsius in step S350
(ke. , when it is determined as YES), the process proceeds to
step S351, and it is determined whether the battery tempera-
ture has exceeded 40 degrees Celsius. When it is determined
that the battery temperature has not exceeded 40 degrees
Celsius (ke. , when it is determined as NO), the process
proceeds to step S352, and, when, on the other hand, it is
determined that the battery temperature has exceeded 40
degrees Celsius (ke. , when it is determined as YES), this
control flow is finished after proceeding to step S390 and

stopping both of the engine cooling water pump 61 (ke. , W/P
for engine cooling) and the battery cooling water pump 12
(ke. , W/P for battery cooling) (OFF).
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In step S352, the four-way valve 64 is switched to the first

mode. In such manner, an operation state shown in FIG. 19
(a) is realized.

Subsequently, in step S353, it is determined whether the
battery coolant temperature has exceeded 40 degrees Cel-
sius. When it is determined that the battery coolant tem-
perature has not exceeded 40 degrees Celsius (ke. , when it
is determined as NO), the process returns to step S340, and,
when, on the other hand, it is determined that the battery
coolant temperature has exceeded 40 degrees Celsius (ke. ,
when it is determined as YES), this control flow is finished
after proceeding to step S390 and stopping both of the
engine cooling water pump 61 (ke. , W/P for engine cooling)
and the battery cooling water pump 12 (ke. , W/P for battery
cooling) (OFF).

In case when it is determined that the battery coolant
temperature has exceeded 40 degrees Celsius in step S370
(ke. , when it is determined as YES), the process proceeds to
step S371, and, it is determined whether the battery tem-
perature has exceeded 40 degrees Celsius. When it is deter-
mined that the battery temperature has not exceeded 40
degrees Celsius (ke. , when it is determined as NO), the
process proceeds to step S372, and, when, on the other hand,
it is determined that the battery temperature has exceeded 40
degrees Celsius (ke. , when it is determined as YES), this
control flow is finished after proceeding to step S390 and

stopping both of the engine cooling water pump 61 (ke. , W/P
for engine cooling) and the battery cooling water pump 12
(ke. , W/P for battery cooling) (OFF).

In step S372, the four-way valve 64 is switched to the first
mode. Subsequently, in step S373, it is determined whether
the battery coolant temperature has exceeded 40 degrees
Celsius. When it is determined that the battery coolant
temperature has not exceeded 40 degrees Celsius (ke. , when
it is determined as NO), the process returns to step S370
after proceeding to step S374 and switching the four-way
valve 64 to the second mode, and, when, on the other hand,
it is determined that the battery coolant temperature ha
exceeded 40 degrees Celsius (ke. , when it is determined as
YES), the process returns to step S371.

According to the present embodiment, by storing the
waste heat of the engine 3 in a highly-insulated and large
heat capacitive secondary battery 1 and by using the stored
heat as the thermal energy at the next running time, energy
consumption of the secondary battery 1 at the next running
time is reduced, thereby realizing an extended cruising range
of the vehicle.

Eighth Embodiment

In comparison to the above-described fifth embodiment in
which an example of cooling the air blown into the vehicle
compartment based on the cold energy stored in the sec-
ondary battery is described, an example of the present
embodiment is about a supercooling of the refrigerant that
comes out from the exterior heat exchanger 33 by using the
cold energy stored in the secondary battery.

FIG. 21 is a schematic diagram of a configuration of an
in-vehicle thermal system 100 of the present embodiment. In
FIG. 21, like parts have like numbers in FIG. 21 and FIGS.
12 and 13, for saving the explanation of the like parts.

The in-vehicle thermal system 100 has the following parts
added to and deleted from the temperature control apparatus
for vehicles in FIGS. 12 and 13, i.e., the parts deleted from
FIG. 13 are the heater core 15, the second electromagnetic
valve 21, and the cooling apparatus 49, and the parts picked
up from FIG. 12 and added to FIG. 13 are the first coolant-
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refrigerant heat exchanger 14, the first bypass refrigerant
passage 40, the third electromagnetic refrigerant valve 42,
and the third expansion valve 44.

In the present embodiment, the secondary battery 1 of
FIG. 13 is replaced with a battery unit 1A. The battery unit

1A is configured to accommodate a battery heat exchanger
1b and a secondary battery 1a in a heat insulation container
which is made of a heat insulation material. The battery heat
exchanger 1b is disposed at a space between the outlet of the
first coolant-refrigerant heat exchanger 14 and the inlet of
the second three-way valve 26. The battery heat exchanger
1b performs heat exchange between the secondary battery
1a and the coolant (ke. , a cooling fluid). The secondary
battery 1a is for supplying an electric power to an electric
motor for traveling. As the secondary battery 1a, a lithium

ion battery may be used, for example. The exterior heat
exchanger 33 of the present embodiment serves as a con-
denser, which includes a heat exchanger for cooling and
condensing the high-pressure refrigerant discharged from
the compressor 30 and a supercooling unit for supercooling
the liquid refrigerant discharged from the heat exchanger.

The controller (ke. , designated as an ECU in the drawing)
13 has a memory, a microcomputer, etc. The memory
memorizes map data for computing an outlet side refrigerant
temperature of the exterior heat exchanger 33 based on the
detected pressure of a pressure sensor 53. Map data is data
in which multiple pieces of the detected pressure from the
pressure sensor 53 and multiple pieces of the outlet side
refrigerant temperature from the exterior heat exchanger 33
are associated with each other in one-to-one manner. The
outlet side refrigerant temperature of the exterior heat
exchanger 33 is temperature of the refrigerant which flows
from the exterior heat exchanger 33 to the second coolant-
refrigerant heat exchanger 16.

The microcomputer performs a control process that cools
the secondary battery 1a while the battery 1a is charged by
the charger 2, and air-conditions the vehicle compartment
after charging of the secondary battery 1a. The microcom-
puter controls, when performing the control process, the
battery cooling water pump 12, the first electromagnetic
valve 20, the first three-way valve 25, the second three-way
valve 26, the second electromagnetic refrigerant valve 3S,
the third electromagnetic refrigerant valve 42, and the com-
pressor 30, based on the detected temperature of sensors 51
and 54, the detected pressure of the pressure sensor 53 and
the map data.

The temperature sensor 51 detects temperature of the
coolant which flows from the battery heat exchanger 1b to
the second three-way valve 26. The temperature sensor 54
detects temperature of the vehicle outside air (448"8).
The temperature sensor 54 of the present embodiment
detects the air temperature on an upstream side of the air
flow which passes through the battery cooling radiator 24.
The pressure sensor 53 detects the pressure of the refrigerant
which flows from the exterior heat exchanger 33 to the
second coolant-refrigerant heat exchanger 16.

The control process of the controller 13 of the present
embodiment is described next.

The control process of the controller 13 includes a battery
cooling process for cooling the secondary battery 1a during
charging of the secondary battery 1a and an air-conditioning
control process for air-conditioning the vehicle compartment
after execution of the battery cooling process. Hereafter, the
battery cooling process and the air-conditioning control
process are described separately.
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(Battery Cooling Process)
The battery cooling process is performed for maintaining

temperature of the secondary battery 1a within a permissive
temperature range (ke. , 10 to 40 degrees Celsius). The
permissive temperature range is set up for preserving a
suflicient input capacity of the secondary battery 1a and for
suppressing a decrease of a usable period of the secondary
battery 1a. The input capacity is a capacity for storing the
electric power in the secondary battery 1a. In FIG. 22, a
circulation passage of the refrigerant and a circulation
passage of the coolant in the in-vehicle thermal system 100
at a time when the controller 13 performs the battery cooling
process are shown.

First, in the refrigeration cycle 11, a passage between the
outlet of the second coolant-refrigerant heat exchanger 16
and the inlet of the third expansion valve 44 is opened by the
third electromagnetic refrigerant valve 42 and a passage
between the outlet of the second coolant-refrigerant heat
exchanger 16 and the inlet of the second expansion valve 37
is closed by the second electromagnetic refrigerant valve 3S.

At such time, when the compressor 30 compresses the
refrigerant and discharges the high-pressure refrigerant, the
high-pressure refrigerant flows to the exterior heat
exchanger 33. The high-pressure refrigerant is cooled in the
exterior heat exchanger 33 by a blow air from the blower fan
34. Then, the cooled refrigerant passes the second coolant-
refrigerant heat exchanger 16 and the third electromagnetic
refrigerant valve 42 to flow to the third expansion valve 44,
and is decompressed by the third expansion valve 44. The
decompressed refrigerant passes the first coolant-refrigerant
heat exchanger 14, and returns to the inlet of the compressor
30. That is, as described above, the refrigerant flows from
the second compressor 30 to the exterior heat exchanger 33
to the second coolant-refrigerant heat exchanger 16 to the
third electromagnetic refrigerant valve 42 to the third expan-
sion valve 44 to the first coolant-refrigerant heat exchanger
14 back to the compressor 30 in the described order (ke. ,

refer to a thick solid line in FIG. 22).
In the battery coolant circuit 10, a passage between the

outlet of the battery heat exchanger 1b and the inlet of the
second bypass coolant passage 23 is opened by the second
three-way valve 26, and a passage between the inlet of the
first three-way valve 25, the inlet of the second bypass
coolant passage 23, and the outlet of the battery heat
exchanger 1b is closed. Such opening/closing control of the
valve 25 is performed by a control portion adapted as a first
controller.

In such manner, a closed circuit for circulating the refrig-
erant is formed by the battery cooling water pump 12, the
first coolant-refrigerant heat exchanger 14, and the battery
heat exchanger 1b (he. , refer to a thick chain line in FIG. 22).
Therefore, the coolant from the battery cooling water pump
12 flows to the first coolant-refrigerant heat exchanger 14.At
such time, the first coolant-refrigerant heat exchanger 14
cools the coolant by using the refrigerant. The cooled
coolant flows into the battery heat exchanger 1b to cool the
secondary battery 1a in the battery heat exchanger 1b.
Therefore, temperature of the secondary battery 1a comes
into the permissive temperature range (ke. , 10 to 40 degrees
Celsius). Then, the coolant that has passed the battery heat
exchanger 1b returns to the inlet of the battery cooling water
pump 12 through the second three-way valve 26 and the
second bypass coolant passage 23. In such manner, when the
refrigerant circulates, the cold energy is stored in the coolant
and the secondary battery 1a.
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(Air-Conditioning Control Process)
The air-conditioning control process includes a refrigera-

tion cycle control process and a coolant circuit control
process. The refrigeration cycle control process and the
coolant circuit control process are performed in a time-
sharing manner. Hereafter, the refrigeration cycle control
process is described first before describing the coolant
circuit control process. FIG. 23, FIG. 24, FIG. 25, and FIG.
26 show the refrigerant circulation passage and the coolant
circulation passage of the in-vehicle thermal system 100.

First, a passage between the outlet of the second coolant-
refrigerant heat exchanger 16 and the inlet of the second
expansion valve 37 is opened by the second electromagnetic
refrigerant valve 3S and a passage between the outlet of the
second coolant-refrigerant heat exchanger 16 and the inlet of
the third expansion valve 44 is closed by the third electro-
magnetic refrigerant valve 42.

At this time, the high-pressure refrigerant discharged
from the compressor 30 flows to the second expansion valve
37 through the exterior heat exchanger 33, the second
coolant-refrigerant heat exchanger 16, and the second elec-
tromagnetic refrigerant valve 3S. The refrigerant is decom-
pressed by the second expansion valve 37. The decom-
pressed refrigerant cools the blow air from the air blower 45
at the interior evaporator 19. Then, the coolant which has
passed the interior evaporator 19 returns to the inlet of the
compressor 30. In such manner, the refrigerant flows from
the second compressor 30 to the exterior heat exchanger 33
to the second coolant-refrigerant heat exchanger 16 to the
second electromagnetic refrigerant valve 3S to the second
expansion valve 37 to the interior evaporator 19 back to the
compressor 30 in this order (refer to a thick solid line in FIG.
23, FIG. 24, FIG. 25, and FIG. 26).

Next, the coolant circuit control process is described with
reference to FIG. 27. FIG. 27 is a flowchart about the details
of the coolant circuit control process. Execution of the
coolant circuit control process is started when the drive of
the compressor 30 is started after the end of execution of the
battery cooling process.

First, in step S400, which serves as a third temperature
obtaining portion, a detected temperature of the temperature
sensor 54 is obtained as an outside air temperature.

Next, in step S410, which serves as a second temperature
obtaining portion, an outlet side refrigerant temperature of
the exterior heat exchanger 33 is obtained. More specifically,
the detected pressure of the pressure sensor 53 is obtained
and the outlet side refrigerant temperature of the exterior
heat exchanger 33 corresponding to this detected pressure of
the refrigerant is obtained from the above-described map
data.

Next, in step S420, which serves as a first temperature
obtaining portion, temperature of the temperature sensor 51
is obtained as the battery coolant temperature. Next, in step
S430, it is determined as a first determination portion
whether the outlet side refrigerant temperature of the exte-
rior heat exchanger 33 is higher than the battery coolant
temperature. In such manner, it is determined whether
supercooling of the refrigerant by using the coolant in the
second coolant-refrigerant heat exchanger 16 is perform-
able.

At such time, when the outlet side refrigerant temperature
of the exterior heat exchanger 33 is higher than the battery
coolant temperature, it is determined that a determination in
step S430 is YES. In other words, it will be determined that
supercooling of the refrigerant by using the coolant in the
second coolant-refrigerant heat exchanger 16 is perform-
able.
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For example, if the coolant supercools the refrigerant in

the second coolant-refrigerant heat exchanger 16, tempera-
ture of the coolant rises. Accordingly, temperature of the
secondary battery 1a rises by the heat exchange between the
coolant and the refrigerant in the battery heat exchanger 1b.
Then, if temperature of the secondary battery 1a rises higher
than the permissive temperature range, it may possibly lead
to, in addition to an insuflicient output capacity of the
secondary battery 1a, a decrease of the usable period of the
secondary battery 1a. The output capacity means a capacity
of the secondary battery 1a for outputting the electric power.

Then, in the following step S440, which serves as a
second determination portion, it is determined whether the
battery coolant temperature is lower than a threshold value.
The threshold value is a temperature value set to be lower
than an upper limit value (e.g. , 40 degrees Celsius) of the
permissive temperature range of the secondary battery 1a by
a predetermined value (e.g. , 3 degrees). Then, if the battery
coolant temperature is lower than the threshold value, it is
determined in step S440 such determination is YES.That is,
it is determined that the heat exchange of the second
coolant-refrigerant heat exchanger 16 will not cause a prob-
lem for the secondary battery 1a.Accordingly, supercooling
of the refrigerant in the second coolant-refrigerant heat
exchanger 16 is performed in the steps S450, S460, and
S470 (or S4SO).

More specifically, by shifting to step S450, a passage
between the outlet of the first three-way valve 25 and the
inlet of the second coolant-refrigerant heat exchanger 16 is
opened by the first electromagnetic valve 20. Next, in step
S460, which serves as a third determination portion, it is
determined whether the battery coolant temperature is
higher than the outside air temperature. When the battery
coolant temperature is higher than the outside air tempera-
ture, it is determined that a determination in step S460 is
YES, and the process proceeds to step S470.

At such time, the second three-way valve 26 is controlled
by a control portion adapted as a second controller, opens a
passage between the outlet of the battery heat exchanger 1b
and the inlet of the first three-way valve 25, and closes a
passage between the outlet of the battery heat exchanger 1b,
the inlet of the first three-way valve 25, and the inlet of the
second bypass coolant passage 23. In addition, the first
three-way valve 25 opens a passage between the outlet of the
second three-way valve 26, the inlet of the first electromag-
netic valve 20, and the inlet of the battery cooling radiator
24. Therefore, the battery cooling water pump 12, the first
coolant-refrigerant heat exchanger 14, the battery heat
exchanger 1b, together with the first and second three-way
valves 25, 26, the battery cooling radiator 24, the first
electromagnetic valve 20, and the second coolant-refrigerant
heat exchanger 16 make up a closed circuit through which
the coolant circulates (ke. , refer to a thick chain line in FIG.
23).

Therefore, the coolant flowing from the battery cooling
water pump 12 passes the first coolant-refrigerant heat
exchanger 14, and flows to the battery heat exchanger 1b. In
the battery heat exchanger 1b, the coolant is cooled by the
secondary battery 1a. The cooled coolant passes the second
three-way valve 26. The refrigerant passing through the
valve 26 is divided into two coolant flows at the first
three-way valve 25, one flow of the coolant flowing toward
the first electromagnetic valve 20 and the other flow of
coolant flowing toward the battery cooling radiator 24. At
such time, the coolant flowing from the first three-way valve
25 to the first electromagnetic valve 20 flows through the
first electromagnetic valve 20 to the second coolant-refrig-
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erant heat exchanger 16. The coolant in the second coolant-
refrigerant heat exchanger 16 then supercools the refrigerant
that has flowed out from the exterior heat exchanger 33.
Then, the coolant having passed through the second coolant-
refrigerant heat exchanger 16 returns to the inlet side of the
battery cooling water pump 12. The coolant flowing from
the first three-way valve 25 to the battery cooling radiator 24
is cooled by the outside air in the battery cooling radiator 24.
The cooled refrigerant returns to the inlet side of the battery
cooling water pump 12. Thus, supercooling of the coolant is
performed by a part of the coolant which comes out from the
battery heat exchanger 1b, and the remaining coolant is
cooled by the vehicle outside air.

Then, the process returns to step S400 of FIG. 27.
Therefore, if the following states are kept unchanged, i.e.,
the outlet side refrigerant temperature of the exterior heat
exchanger 33 is higher than the battery coolant temperature,
and the battery coolant temperature is lower than a threshold
value, and the battery coolant temperature is higher than
temperature of the outside air, then the following processes
are repeated, i.e., the temperature obtaining process of steps
S400, S410, S420, and a YES determination of step S430,
and a YES determination of step S440, and an electromag-
netic valve open process of step S450, and a YES determi-
nation of step S460, and a three-way valve control process
of step S470 are repeated.

Next, when the battery coolant temperature falls below
the outside air temperature, the process in step S460 is
determined as NO, and proceeds to step S4SO. At such time,
the first three-way valve 25 serving as the second controller
opens a passage between the outlet of the second three-way
valve 26 and the inlet of the first electromagnetic valve 20,
and closes a passage between the outlet of the second
three-way valve 26, the inlet of the first electromagnetic
valve 20, and the inlet of the battery cooling radiator 24.
Therefore, the battery cooling water pump 12, the first
coolant-refrigerant heat exchanger 14, the battery heat
exchanger 1b, the first and second three-way valves 25, 26,
the first electromagnetic valve 20, and the second coolant-
refrigerant heat exchanger 16 make up a closed circuit
through which the coolant circulates (ke. , refer to a thick
chain line in FIG. 24). In such manner, while the supercool-
ing of the refrigerant in the second coolant-refrigerant heat
exchanger 16 is continued, the cooling of the coolant by the
battery cooling radiator 24 is stopped.

Then, the process returns to step S400. Therefore, if the
following states are kept unchanged, i.e., the outlet side
refrigerant temperature is lower than the exterior heat
exchanger 33, and the battery coolant temperature is lower
than a threshold value, and the battery coolant temperature
is higher than temperature of the outside air, then the
following processes are repeated, i.e., the temperature
obtaining process of steps S400, S410, S420, and a YES
determination of step S430, and a YES determination of step
S440, and an electromagnetic valve open process of step
S450, and a NO determination of step S460, and a three-way
valve control process of step S4SO.

Then, if the battery coolant temperature rises higher than
the outlet side refrigerant temperature of the exterior heat
exchanger 33 due to the rise of the battery coolant tempera-
ture which is caused when, for example, the secondary
battery 1a dissipates heat to the coolant in the battery heat
exchanger 1b, the process in step S430 is determined as NO.
Then, the process proceeds to step S455, the first electro-
magnetic valve 20 closes a passage between the inlet of the
second coolant-refrigerant heat exchanger 16 and the outlet
of the first three-way valve 25. Therefore, the flow of the
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coolant from the first three-way valve 25 through the first
electromagnetic valve 20 to the second coolant-refrigerant
heat exchanger 16 is interrupted. Accordingly, heat
exchange between the refrigerant and the coolant is no
longer performed in the second coolant-refrigerant heat
exchanger 16.

Next, in step S490, it is determined whether the battery
coolant temperature is higher than the outside air tempera-
ture. When the battery coolant temperature is higher than the
outside air temperature, it is determined as YES in step
S490, and proceeds to step S510. At such time, the first
three-way valve 25 opens a passage between the outlet of the
second three-way valve 26 and the inlet of the battery
cooling radiator 24, and closes a passage between the outlet
of the second three-way valve 26, the inlet of the battery
cooling radiator 24, and the inlet of the first electromagnetic
valve 20. Thus, a coolant circuit for circulating the coolant
is formed by the battery cooling water pump 12, the first
coolant-refrigerant heat exchanger 14, the battery heat
exchanger 1b, the first and second three-way valves 25, 26,
and the battery cooling radiator 24 (refer to a thick chain line
in FIG. 25). Therefore, the coolant flowing from the battery
cooling water pump 12 through the first coolant-refrigerant
heat exchanger 14 to the battery heat exchanger 1b absorbs
heat from the secondary battery 1a at the battery heat
exchanger 1b, and the heat-absorbed coolant flows through
the first and second three-way valves 25, 26 to the battery
cooling radiator 24. Therefore, the coolant is cooled by the
outside air at the battery cooling radiator 24. Thus, the heat
absorbed from the secondary battery 1a is dissipated toward
an outside of the vehicle compartment.

Then, the process returns to step S400. Then, if the
following states are kept unchanged, i.e., the battery coolant
temperature is higher than the refrigerant temperature on the
outlet side of the exterior heat exchanger 33, and the battery
coolant temperature is higher than temperature of the outside
air, then the following processes are repeated, i.e., the
temperature obtaining process in each of steps S400, S410,
S420, and a NO determination of step S430, and an elec-
tromagnetic valve close process of step S455, and a YES
determination of step S490, and a three-way valve control
process of step S510 are repeated.

Next, when the battery coolant temperature falls below
the outside air temperature, it is determined as NO in step
S490, and the process proceeds to step S500. At such time,
the second three-way valve 26 closes a passage between the
outlet of the battery heat exchanger 1b, the inlet of the
second bypass coolant passage 23, and the inlet of the first
three-way valve 25, and opens a passage between the outlet
of the battery heat exchanger 1b and the inlet of the second
bypass coolant passage 23. Therefore, the second three-way
valve 26, the second bypass coolant passage 23, the battery
cooling water pump 12, the first coolant-refrigerant heat
exchanger 14, and the battery heat exchanger 1b make up a
coolant circuit through which the coolant circulates (refer to
a thick chain line in FIG. 26).

In such case, in the refrigeration cycle 11, the third
electromagnetic refrigerant valve 42 opens a passage
between the outlet of the second coolant-refrigerant heat
exchanger 16 and the inlet of the third expansion valve 44.
Therefore, a part of the refrigerant flowing out of the outlet
of the second coolant-refrigerant heat exchanger 16 flows
toward the second electromagnetic refrigerant valve 3S, and
the rest of the refrigerant flows to the first coolant-refrigerant
heat exchanger 14 through the third electromagnetic refrig-
erant valve 42 (ke. , refer to a thick solid line in FIG. 25).
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Therefore, the coolant is cooled by the refrigerant in the first
coolant-refrigerant heat exchanger 14.

Further, in case that the battery coolant temperature is
higher than the threshold value, it is determined as NO in the
above-described step S440 in prospect of hindrance to the
operation of the secondary battery 1a which is caused by
heat exchange at the second coolant-refrigerant heat
exchanger 16, and the processes subsequent to the above-
described step S455 are performed. In such manner, when
the first electromagnetic valve 20 closes a passage between
the inlet of the second coolant-refrigerant heat exchanger 16
and the outlets of the first three-way valve 25, heat exchange
at the second coolant-refrigerant heat exchanger 16 will no
longer be performed.

As described above, when the outlet side refrigerant
temperature of the exterior heat exchanger 33 is higher than
the battery coolant temperature, and the battery coolant
temperature is lower than the threshold value, the coolant
cooled by the secondary battery 1a in the battery heat
exchanger 1b flows to the second coolant-refrigerant heat
exchanger 16, and the coolant supercools the refrigerant in
the second coolant-refrigerant heat exchanger 16.Therefore,
in comparison to a case where the second coolant-refrigerant
heat exchanger 16 is not used, an efficiency of the refrig-
eration cycle 11 is improved. Hereafter, the reason why the
efficiency of the refrigeration cycle 11 is improved is
described with reference to FIG. 2S. FIG. 2S is a Mollier
chart of a coolant (Le., HFC-134a) in which a vertical axis
represents a pressure and a horizontal axis represents an

enthalpy.
A process transiting from a point a to a point b in the chart

shows a compression of the refrigerant by the compressor
30, and a process transiting from the point b to a point c
shows a condensation of the refrigerant by the exterior heat
exchanger 33, and a process transiting from the point c to a
point c' shows a supercooling of the refrigerant by the
second coolant-refrigerant heat exchanger 16, and a process
transiting from the point c' to a point d' shows a decom-
pression of the refrigerant by the second expansion valve 37
in the present embodiment, and a process transiting from the
point d' to the point a shows a heat absorption of the
refrigerant by the interior evaporator 19 in the present
embodiment. A process transiting from a point c to a point
d shows a decompression of the refrigerant by the second
expansion valve 37 in a refrigeration cycle which does not
use the second coolant-refrigerant heat exchanger 16, and a
process transiting from the point d to the point a shows a heat
absorption of the refrigerant by the interior evaporator 19 in
a refrigeration cycle which does not use the second coolant-
refrigerant heat exchanger 16.

When an enthalpy change amount in the process of
transiting from the point d' to the point a is designated as hie,
and an enthalpy change amount in the process of transiting
from the point d to the point a is designated as hie org, a
relationship hie)hie org is observed.

First, a required air-conditioning capacity of the interior
evaporator 19 is designated as Qreq. Further, a refrigerant
flow amount of a refrigeration cycle that does not use the
second coolant-refrigerant heat exchanger 16 is designated
as Gr org, and a drive power for driving the compressor 30
in a refrigeration cycle that does not use the second coolant-
refrigerant heat exchanger 16 is designated as Lcomp org.
The drive power of the compressor 30 means a required
energy for driving the compressor 30.
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Qreq=Gr orgxAie org Equation (ti

Lcomrt org=Gr rgxAic Equation (2i

Next, when a refrigerant flow amount of the refrigeration
cycle 11 in the present embodiment is designated as Gr, and
a drive power for driving the compressor 30 of the refrig-
eration cycle 11 in the present embodiment is designated as
Lcomp, the following equations (3) and (4) are fulfilled.

The following equations (I) and (2) are fulfilled in a
refrigeration cycle which does not use the second coolant-
refrigerant heat exchanger 16.

10

erant heat exchanger 16. In such manner, a degree of
supercooling of the refrigerant is increased by using the
outside air.

In the present embodiment, when the outlet side refrig-
erant temperature of the exterior heat exchanger 33 is lower
than the battery coolant temperature, the coolant is cooled
either by the battery cooling radiator 24 or by the first
coolant-refrigerant heat exchanger 14. Therefore, the rise of
temperature of the secondary battery 1a due to the heat
exchange by the battery heat exchanger 1b is suppressed.

Ninth Embodiment

Qreq =Grx Ai e Equation (3i

Lcomrt =GrxAic Equation (4i

Here, as described above, ie org(hie is true, a relation
Gr org&Gr is fulfilled. Thus, Lcomp org&Lcomp is ful-
filled. Therefore, the interior evaporator 19 of the present
embodiment yields the same cooling capacity at a low
rotation number of the electric motor in the compressor 30,
in comparison to a refrigeration cycle which does not use the
second coolant-refrigerant heat exchanger 16. Therefore, a
coefficient of performance COP of the refrigeration cycle 11
can be a larger value.

As described above, when the outlet side refrigerant
temperature of the exterior heat exchanger 33 is higher than
the battery coolant temperature, and the battery coolant
temperature is lower than the threshold value, the coolant
cooled by the secondary battery 1a in the battery heat
exchanger Ib flows to the second coolant-refrigerant heat
exchanger 16, and the coolant supercools the refrigerant in
the second coolant-refrigerant heat exchanger 16.Therefore,
in comparison to a case where the second coolant-refrigerant
heat exchanger 16 is not used, an efficiency of the refrig-
eration cycle 11 is improved. Thus, the drive power of the
compressor 30 is reduced in the present embodiment.

In the present embodiment, when the coolant temperature
is higher than the threshold value, the electromagnetic valve
20 closes a passage between the first three-way valve 25 and
the second coolant-refrigerant heat exchanger 16.Therefore,
supercooling of the refrigerant by using the coolant in the
second coolant-refrigerant heat exchanger 16 is stopped. In
this case, the rise of temperature of the coolant is suppressed
by performing heat exchange in the second coolant-refrig-
erant heat exchanger 16.Thus, the rise of the temperature of
the secondary battery 1a in connection to the rise of the
coolant temperature is suppressed. Therefore, the rise of
temperature of the secondary battery 1a exceeding the
permissive temperature range is prevented. In such manner,
while securing a sufficient output capacity of the secondary
battery 1a, a decrease of the usable period of the secondary
battery 1a is suppressed.

In the present embodiment, when outside air temperature
is lower than the refrigerant temperature, the second three-

way valve 26 opens, in step S470, a passage between the
outlet of the battery heat exchanger 1b and the inlet of the
battery cooling radiator 24. Therefore, the coolant is cooled
by the outside air in the battery cooling radiator 24, and the
cooled coolant is controlled to flow through the battery
cooling water pump 12, the first coolant-refrigerant heat
exchanger 14, the battery heat exchanger 1b, the first and
second three-way valves 25, 26, and the first electromag-
netic valve 20 to the second coolant-refrigerant heat
exchanger 16. Therefore, the coolant cooled by the outside
air supercools the refrigerant in the second coolant-refrig-
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The above-described eighth embodiment describes an

example of (I) an interruption of a flow of the coolant that
flows from the first three-way valve 25 to the second
coolant-refrigerant heat exchanger 16 by the first electro-
magnetic valve 20 and (ii) a stoppage of heat exchange
between the refrigerant and the coolant in the second cool-
ant-refrigerant heat exchanger 16. Instead, in the present
embodiment, an example of (fii) an interruption of a flow of
the refrigerant that flows from the exterior heat exchanger 33
to the second coolant-refrigerant heat exchanger 16 and (iv)
a stoppage of heat exchange in the second coolant-refriger-
ant heat exchanger 16 is described.

The configuration of the in-vehicle thermal system 100 of
the present embodiment is shown in FIG. 29. In FIG. 29, like
parts appearing in FIG. 21 have like numbers. The in-vehicle
thermal system 100 of the present embodiment is formed on
a basis of the in-vehicle thermal system 100 in FIG. 21, from
which the first electromagnetic valve 20 is deleted, and,
which has added thereto, a three-way valve 70 and a bypass
refrigerant passage 71. The bypass refrigerant passage 71 is
a passage of the refrigerant that flows from the exterior heat
exchanger 33 to the second and third electromagnetic refrig-
erant valves 3S and 42 by bypassing the second coolant-
refrigerant heat exchanger 16. The three-way valve 70 is
controlled by the controller 13, for opening a passage
between (I) one of the inlet of the second coolant-refrigerant
heat exchanger 16 and the inlet of the bypass refrigerant
passage 71 and (ii) the outlet of the exterior heat exchanger
33, and for closing a passage between (iii) the other one of
the inlet of the second coolant-refrigerant heat exchanger 16
and the inlet of the bypass refrigerant passage 71 and (iv) the
outlet of the exterior heat exchanger 33.

In the present embodiment configured in the above-
described manner, when the three-way valve 70 (I) opens a
passage between the outlet of the exterior heat exchanger 33
and the inlet of the second coolant-refrigerant heat
exchanger 16 and (ii) closes a passage between the inlet of
the second coolant-refrigerant heat exchanger 16, the inlet of
the bypass refrigerant passage 71, and the outlet of the
exterior heat exchanger 33, the refrigerant flows from the
exterior heat exchanger 33 to the second coolant-refrigerant
heat exchanger 16. Therefore, heat exchange between the
refrigerant and the coolant in the second coolant-refrigerant
heat exchanger 16 is started.

The three-way valve 70 opens a passage between the inlet
of the bypass refrigerant passage 71 and the outlet of the
exterior heat exchanger 33, and closes a passage between the
outlet of the exterior heat exchanger 33, the inlet of the
bypass refrigerant passage 71, and the inlet of the second
coolant-refrigerant heat exchanger 16. In such manner, the
refrigerant flows from the exterior heat exchanger 33
through the bypass refrigerant passage 71 to the second and
third electromagnetic refrigerant valves 3S and 42. There-
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fore, heat exchange between the refrigerant and the coolant
in the second coolant-refrigerant heat exchanger 16 is
stopped.

According to the present embodiment described above,
heat exchange, and the stoppage thereof, between the refrig-
erant and the coolant in the second coolant-refrigerant heat
exchanger 16 is performed by using the three-way valve 70
and the bypass refrigerant passage 71, which replace the first
electromagnetic valve 20. Therefore, when, for example, the
battery coolant temperature is lower than the threshold value
(ke. , refer to step S440 in FIG. 27), similar to the above-
described eighth embodiment, the refrigerant is supercooled

by the coolant in the second coolant-refrigerant heat
exchanger 16 by the opening of the three-way valve 70,
which opens a passage from the outlet of the exterior heat
exchanger 33 to the inlet of the second coolant-refrigerant
heat exchanger 16. Therefore, the same eflect as the above-
described eighth embodiment is achieved.

Other Embodiments

(I) Although the above-described embodiment shows the
example which uses heat (ke. , thermal energy) stored in the
secondary battery 1 for air-conditioning, heat (ke. , thermal
energy) stored in the secondary battery 1 may be used not
only for air-conditioning but for warming up and cooling
down of vehicle component parts (ke. , temperature control
object). The vehicle component parts may be, for example,
an engine, a motor, an inverter, a transmission, a transaxle,
and the like. That is, for example, by disposing the vehicle
component parts in the battery coolant circuit 10, those parts
can be heated and cooled by using the battery coolant.

(2) Although the coolant is used as a fluid which takes out
heat from the secondary battery 1 in the above-described
embodiment, other fluid such as a liquid, i.e., an oil, a gas,
i.e., air, functional gas and the like as well as a heat
generation unit having a phase change such as a heat pipe
and a heat transfer unit such as a Peltier device or the like
may also be used.

(3) Although the refrigeration cycle 11 is implemented as
a vehicular use air-conditioning device, a refrigeration cycle
for other use, which is not a vehicular use, may also be used.
For example, a refrigeration cycle may be installed in a
battery pack of the secondary battery 1, and the secondary
battery 1 may operate such refrigeration cycle as stand-alone
device for heating and cooling the battery 1.

(4) Although heat generated by using the external power
(ke. , thermal energy) is stored in the secondary battery 1 in
the above-described first to sixth embodiments and a waste
heat such as heat from an engine is stored in the secondary
battery 1 in the above-described seventh embodiment, heat
(ke. , thermal energy) to be stored in the battery 1 may also
be a waste heat during the travel of the vehicle from other
parts such as the secondary battery 1, a motor and an
inverter.

(5) Although heat (ke. , thermal energy) is stored in the
secondary battery 1 at the charging time (I.e., during a
parking time) in the above-described embodiment, heat (ke. ,
thermal energy) may be stored in the secondary battery 1
during a running time of the vehicle. For example, after
determining whether heat (ke. , thermal energy) from an
engine and/or air-conditioning is surplus, i.e., suflicient and
wasted during the running time, by the controller 13, if it is
determined that there is a surplus heat (ke. , thermal energy),
such surplus heat (ke. , thermal energy) may be stored in the
secondary battery 1 even during the running time.

5

10

15

20

25

30

35

40

45

50

55

60

65

Further, after a travel of the vehicle, thermal energy (ke. ,
heat energy and cold energy) in the inside air of the vehicle
or in the refrigeration cycle of the vehicle may be stored
temporarily as electricity, and such electricity may be used
in the next running time.

(6) Although the secondary battery 1 (e.g. , a lithium ion
battery) is used in the above-described embodiment as a heat
capacitive element which builds up (ke. , stores/accumulates)
heat, the heat capacitive element is not necessarily be limited
to such device. That is, other electricity storage device such
as a capacitor or the like may also be used as the heat
capacitive element. Further, not only the electricity storage
devices but also other in-vehicle components used for the
travel of the vehicle such as a motor or the like having a
large heat capacity may also be used as the heat capacitive
element.

(7) Although ON and OFF of the heat storage mode is
selected by an occupant's (ke. , user's) switch operation in
the above-described sixth and seventh embodiments, ON
and OFF of the heat storage mode may also be selected
wirelessly or through wired device from an inside and an
outside of the vehicle by using, for example, a remote
controller, a cellular phone, a personal computer, or the like.

(8) In addition to the configuration of the above-described
embodiments, an occupant (ke. , a user) may be allowed to
select an amount of thermal energy to be stored. For
example, when an expected travel distance of the next travel
is short such as a short-distance commuter use or the like, the
user may select "a small heat storage mode, " and, when an
expected travel distance of the next travel is long such as an
excursion or the like, the user may select "a large heat
storage mode. " In such manner, the heat accumulation is
adapted to the vehicle usage, thereby preventing a too-much
storage of the thermal energy.

(9) Although ON and OFF of the heat storage mode is
selected by an occupant's (user's) switch operation in the
above-described embodiment, ON and OFF of the heat
storage mode may automatically be switched based on
various information. For example, ON/OFF of the heat
storage mode may be determined based on a temperature
history for a certain period of time, a user's use history for
a certain period of time, an outside air temperature, weather
forecast information, position information from a vehicle
navigation apparatus or the like.

(10)Although the target battery temperature is calculated
based on the outside air temperature, the battery tempera-
ture, the air-conditioning target temperature TAO, and the
like in the above-described embodiment, the target battery
temperature may be calculated by other methods. For
example, the target battery temperature may be calculated
based on a temperature history for a certain period of time,
use history information of a certain user for a certain period
of time, weather forecast information, position information
from a vehicle navigation apparatus or the like.

More specifically, when a user's use history for a certain
period of time in the past is used, the target battery tem-
perature (ke. , an accumulation amount of the thermal

energy) may preferably be changed in case that only a short
distance of travel is expected. In such manner, the thermal
energy accumulation amount is adjusted to a minimum
amount that can just aflord the air-conditioning for an
expected time of travel. That is, a wasteful buildup/accu-
mulation of the energy is avoided.

Further, a determination of heat/cool storage may also be
performed based on the above-described information.

Although, in the above-described eighth and the ninth
embodiments, an example of detecting the outlet side refrig-
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erant temperature of the exterior heat exchanger 33 based on
the detected pressure of the pressure sensor 53 is described,
the temperature detection may be changed to the following
schemes of (I) to (iii).

(I) Use of a Pressure Sensor for Detecting a Coolant
Pressure Flowing from the Compressor 30 to the Exterior
Heat Exchanger 33

Based on the detected pressure of such pressure sensor,
the temperature (he. , henceforth designated as a condensa-
tion temperature) of the refrigerant condensed by the exte-
rior heat exchanger 33 is calculated. Then, by storing a
degree of supercooling of the refrigerant corresponding to
the supercooling capacity of the exterior heat exchanger 33
in advance in a memory, the outlet side refrigerant tempera-
ture of the exterior heat exchanger 33 may be calculated
based on the stored degree of supercooling of the refrigerant
and the above-described condensation temperature.

(ii) Use of the Pressure Sensor of the Above-Described (I)
and the Temperature Sensor 54 which Detects the Outside
Air Temperature

The degree of supercooling of the refrigerant is calculated
by using the detected pressure of the pressure sensor and the
detected temperature of the temperature sensor 54. Then,
based on the degree of supercooling and the condensation
temperature, the outlet side refrigerant temperature of the
outer heat exchanger 33 is calculated.

(iii) Use of the Temperature Sensor for Detecting the
Refrigerant Temperature Between the Outlet of the Com-
pressor 30 and the Inlet of the Exterior Heat Exchanger 33

The sensor-detected temperature is used as the outlet side
refrigerant temperature.

In the example of the above-described eighth embodi-
ment, the temperature sensor 51 detects the refrigerant
temperature between the outlet of the battery heat exchanger
1b and the inlet of the second three-way valve 26, and the
detected temperature of the temperature sensor 51 is used as
the coolant temperature in a determination of steps S430,
S440, S460, and S490 of FIG. 27. However, instead of such
temperature detection scheme, the following schemes of (iv)
to (viii) may be used.

(iv) Determination in Each of Steps S430, S440, S460,
and S490 Performed by Using the Temperature which is
Calculated by Adding a Predetermined Value to the Detected
Temperature of the Temperature Sensor 51

The predetermined temperature value is a value equiva-
lent to a temperature rise which is caused by an absorbed
heat in the coolant which is absorbed by the coolant through
a pipe that guides the refrigerant from the battery unit 1A to
the second coolant-refrigerant heat exchanger 16.

(v) Use of the Temperature Sensor for Detecting Tem-
perature of the Secondary Battery 1a

The detected temperature of such temperature sensor is
used in a determination in each of steps S430, S440, S460,
and S490 as the coolant temperature.

(vi) Use of the Temperature Sensor for Detecting Tem-
perature of the Secondary Battery 1a

The detected temperature of such temperature sensor is,
after adding the above-described predetermined value added
thereto, used in a determination in each of steps S430, S440,
S460, and S490 as the coolant temperature.

(vii) Use of the Temperature Sensor which Detects Tem-
perature of the Refrigerant in the Battery Heat Exchanger 1b

The detected temperature of such temperature sensor is
used as the coolant temperature in a determination in each of
steps S430, S440, S460, and S490.

(viii) Use of the Temperature Sensor which Detects Tem-
perature of the Refrigerant in the Battery Heat Exchanger 1b
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The detected temperature of such temperature sensor is,
after adding the above-described predetermined value added
thereto, used as the coolant temperature in a determination
in each of steps S430, S440, S460, and S490.

Although in the above-described eighth embodiment,
disclosure describes an example of parallel arrangement of
the battery cooling radiator 24 and the second coolant-
refrigerant heat exchanger 16 in parallel with each other at
a position between the inlet of the battery cooling water

pump 12 and the outlet thereof, such a parallel arrangement

may be replaced with a series arrangement of the battery
cooling radiator 24 and the second coolant-refrigerant heat
exchanger 16 at a position between the inlet and the outlet
of the battery cooling water pump 12.

For example, when the battery cooling radiator 24 is
disposed between the outlet of the first electromagnetic
refrigerant valve 20 and the inlet of the second coolant-
refrigerant heat exchanger 16, a bypass passage that flows
the coolant flowing out of the first electromagnetic refrig-
erant valve 20 to the inlet side of the second coolant-
refrigerant heat exchanger 16 by bypassing the battery
cooling radiator 24, together with an electromagnetic valve
that opens and closes such bypass passage, may be provided.
Then, by opening/closing of the electromagnetic valve, the
coolant may be guided to one of the battery cooling radiator
24 and the bypass passage at a position between the first
electromagnetic refrigerant valve 20 and the second coolant-
refrigerant heat exchanger 16, and the coolant may be
stopped to be guided to the other passage, i.e., a passage
other than the one of the battery cooling radiator 24 and the
bypass passage described above.

Although, in the above-described eighth and ninth
embodiments, an example of the exterior heat exchanger 33
is described as a combination of a heat exchanger that cools
and condenses the refrigerant and a supercooling unit that
supercools a liquid refrigerant flowing out of the heat
exchanger, such exterior heat exchanger 33 may be replaced
with the one that has a heat exchanger only configuration, in
which only the heat exchanger from among the heat
exchanger and the supercooling unit is used. In such case, a
receiver may be provided, for guiding, to the second and
third expansion valves 37 and 44, only a liquid refrigerant
from among various refrigerants that flow out from the
outlet of the exterior heat exchanger 33.

Although, in the above-described eighth and ninth
embodiments, the coolant is described as an example of the
cooling fluid, the cooling fluid may be any fluid other than
the coolant, i.e., an oil, a gas, or other fluid.

Although, in the above-described eighth and ninth
embodiments, there are described an example arrangement
of the first three-way valve 25 arranged at a position between
the outlet of the battery heat exchanger 1b, the inlet of the
battery cooling radiator 24 and the inlet of the second
coolant-refrigerant heat exchanger 16; the first three-way
valve 25 may be arranged at other positions such as a
position between the inlet of the battery heat exchanger 1b,
the outlet of the battery cooling radiator 24, and the outlet of
the second coolant-refrigerant heat exchanger 16. Similarly,
the second three-way valve 26 may be arranged at a position
between the inlet of the battery heat exchanger 1b, the outlet
of the battery cooling radiator 24, and the outlet of the
second coolant-refrigerant heat exchanger 16. Further, the
first electromagnetic refrigerant valve 20 may be arranged at
a position between the inlet of the battery heat exchanger 1b,
the outlet of the battery cooling radiator 24, and the outlet of
the second coolant-refrigerant heat exchanger 16.
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Although the above-described eighth ninth embodiments

describe an example which uses the first coolant-refrigerant
heat exchanger 14 as a cooling device, the Peltier device
may also be used as the cooling device.

The above-described embodiments and modifications of
the present disclosure may have the following technical
features and aspects.

In a first example of the present disclosure, a vehicle
temperature control apparatus for controlling temperature of
a temperature control object which is at least one of inside
air of a vehicle compartment and a vehicle component,
includes: a heat capacitive element (1) capable of storing
heat; a refrigeration cycle (11) in which heat is absorbed
from a low temperature side and is dissipated to a high
temperature side; a heat exchanger (14, 16) that causes the
heat stored in the heat capacitive element (1) to be
exchanged with a refrigerant of the refrigeration cycle (11);
and a heat dissipation portion (19, 31) configured to dissi-
pate heat contained in the refrigerant of the refrigeration
cycle (11) to the temperature control object.

Since heat exchange is performed to transfer the stored
heat in the heat capacitive element (1) to the refrigerant of
the refrigeration cycle (11), even when a temperature dif-
ference between the heat capacitive element (1) and the
temperature control object is small, the heat stored in the
heat capacitive element (1) is utilized. Therefore, tempera-
ture control is efficiently performed by using the heat
capacitive element (1).In the present disclosure, heat means
both the heat energy and the cold energy.

In a second example of the present disclosure, the heat
dissipation portion (31) may be configured to heat the
temperature control object by using the refrigerant of the
refrigeration cycle (11),and the heat exchanger (14) may be
disposed on a low-pressure side of the refrigeration cycle
(11).

In this case, since heat exchange is performed to transfer
the heat stored in the heat capacitive element (1) to the
low-pressure side refrigerant of the refrigeration cycle (11),
the low pressure of the refrigeration cycle (11) is raised
when heating the temperature control object, thereby real-
izing a large heating capacity as well as an electric power
saving characteristic of the refrigeration cycle (11).

In a third example of the present disclosure, the heat
dissipation portion (19) may be configured to cool the
temperature control object by using the refrigerant of the
refrigeration cycle (11),and the heat exchanger (16) may be
disposed on a high-pressure side of the refrigeration cycle
(11).

In a fourth example of the present disclosure, the tem-
perature control apparatus may be further provided with a
second heat dissipation portion (15) that dissipates heat
stored in the heat capacitive element (1) to the temperature
control object without using the refrigerant of the refrigera-
tion cycle (11).

Since the heat stored in the heat capacitive element (1)can
be not only dissipated to the temperature control object
through the refrigerant of the refrigeration cycle (11), but
can also be dissipated to the temperature control object
directly without using the refrigerant of the refrigeration
cycle (11), the stored heat in the heat capacitive element (1)
can be used variously.

In the fifth example of the present disclosure, the vehicle
temperature control apparatus may be provided with a
switch unit (20, 21, 26) that switches between two modes,
one mode that performs heat exchange for transferring heat
stored in the heat capacitive element (1) to the refrigerant of
the refrigeration cycle (11)by using the heat exchanger (14,
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16), and other mode that dissipates the heat stored in the heat
capacitive element (1) to the temperature control object by
using the second heat dissipation portion (15).

According to the above, the using method of the heat
stored in the heat capacitive element (1) can be changed in
accordance with a use environment or the like.

In a sixth example of the present disclosure, the heat to be
stored in the heat capacitive element (1)may be provided by
using an external power for charging an electricity storage
device installed in the vehicle.

In this case, the heat stored in the heat capacitive element

(1) by using the external power can then be used at the
running time. Therefore, the stored heat energy is saved
during the running time, thereby enabling an extension of
the cruising range of the vehicle. Further, when the cruising
range of the vehicle needs not be extended, the heat capacity
of the heat capacitive element (1) can alternatively be
decreased.

In a seventh example of the present disclosure, the heat
capacitive element (1) may be an electricity storage device
mounted to the vehicle.

In such manner, an existing electricity storage device can
be efficiently utilized as a heat capacitive element. Inciden-
tally, since the electricity storage device generally has a very
large heat capacity in comparison to the other in-vehicle
parts, such device can advantageously be used to store a
large amount of heat. Further, since the electricity storage
device is generally disposed at a position which is not
susceptible to an external heat from an outside of the vehicle
such as a sun ray or the like, and has a relatively high
insulation structure, which yields an advantage of high
electricity/heat storage efi'ects.

In an eighth example of the present disclosure, the vehicle
temperature control apparatus may be provided with: an
interrupter (20, 21, 26, 64) that interrupts and resumes heat
storage in the heat capacitive element (1) and heat dissipa-
tion from the heat dissipation portion (19, 31) to the tem-
perature control object; and a controller (13) that controls
the interrupter (20, 21, 26, 64) based on a determination
result of heat storage requirement whether the heat capaci-
tive element (1) is required to store heat therein. In this case,
when the controller (13) determines that the heat capacitive
element (1) is required to store heat, the controller (13)
controls the interrupter (20, 21, 26, 64) so that heat is firstly
stored in the heat capacitive element (1) and is then dissi-
pated from the heat capacitive element (1)to the temperature
control object.

According to the above, a storing of heat in the heat
capacitive element (1) and dissipating of heat to the tem-
perature control object are performed appropriately, thereby
enabling a more efiective temperature control by using the
heat capacitive element (1).

In a ninth example of the present disclosure, a vehicle
temperature control apparatus for controlling temperature of
a temperature control object, which is at least one of inside
air of a vehicle compartment and a vehicle component
includes: a heat capacitive element (1) capable of storing
heat; a heat dissipation portion (15, 19, 31) that dissipates
heat stored in the heat capacitive element (1) to the tem-
perature control object; an interrupter (20, 21, 26, 64) that
interrupts and resumes heat storage in the heat capacitive
element (1) and heat dissipation from the heat capacitive
element (1) to the temperature control object; and a con-
troller (13)that controls the interrupter (20, 21, 26, 64) based
on a determination result of heat storage requirement
whether the heat capacitive element (1) is required to store
heat therein. Furthermore, when the controller (13) deter-
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mines that the heat capacitive element (1) is required to store
heat, the controller (13) controls the interrupter (20, 21, 26,
64) so that heat is firstly stored in the heat capacitive element

(1) and then the stored heat is dissipated from the heat
capacitive element (1) to the temperature control object.

According to the above, since heat stored in the heat
capacitive element (1) and heat dissipation to the tempera-
ture control object are performed appropriately, temperature
control is efficiently performed by using the heat capacitive
element (1).

In a tenth example of the present disclosure, the controller
(13)may calculate a target temperature of the heat capacitive
element (1) and controls the interrupter (20, 21, 26, 64)
based on the target temperature, and the controller (13)may
change the target temperature to be difl'erent from each other
between a case in which it is determined that the heat storage
in the heat capacitive element (1) is required, and a case in
which it is determined that the heat storage in the heat
capacitive element (1) is not required. Thus, heat storage in
the heat capacitive element (1) can be performed more
appropriately

For example, according to an eleventh example of the
present disclosure, the controller (13) may set the target
temperature to be higher in a case in which a storage of a
heat energy in the heat capacitive element (1) is determined
to be required, as compared with a case in which the storage
of the heat energy in the heat capacitive element (1) is
determined to be not required.

More specifically, according to a twelfth example of the
present disclosure, the controller (13) may set the target
temperature to be lower in a case in which a storage of a cold
energy in the heat capacitive element (I) is determined to be
required, than a case in which the storage of the cold energy
in the heat capacitive element (1) is determined to be not
required.

In a thirteenth example of the present disclosure, the
vehicle temperature control apparatus may include a heat
collection portion (10, 60) that collects heat remaining in the
vehicle to the heat capacitive element (1). In this case, the
interrupter (20, 21, 26, 64) is configured to interrupt and
resume heat collection by the heat collection portion (10,
60), and the controller (13) controls the interrupter (20, 21,
26, 64) such that heat collection by the heat collection
portion (10, 60) is started when an ignition switch of the
vehicle is turned ofl'. In such manner, the remaining heat in
the vehicle at a vehicle stop time is efl'ectively used for
temperature control.

In addition, "heat collection by the heat collection portion
(10, 60) is started when an ignition switch of the vehicle is
turned ofl" in the present disclosure not only includes a case
that heat collection is started immediately after the turning
ofl' of the ignition switch of the vehicle, but also includes
other case that heat collection is started at a time when two
conditions are fulfilled, i.e., a condition of the turning ofl'of
the ignition switch of the vehicle and a certain other con-
dition. An example of fulfillment of the two conditions, i.e.,
a condition of the turning ofl' of the ignition switch of the
vehicle and a certain other condition, may be a case in
which, after the turning ofl' of the ignition switch of the
vehicle, a certain time has passed.

In a fourteenth example of the present disclosure, the
vehicle temperature control apparatus may include a heat
collection portion (10, 60) that collects heat remaining in the
vehicle to the heat capacitive element (1). In this case, the
interrupter (20, 21, 26, 64) is configured to interrupt and
resume heat collection by the heat collection portion (10,
60), and the controller (13) determines whether heat is
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surplus in the vehicle during a vehicle running time, and
controls the interrupter (20, 21, 26, 64) such that heat
collection by the heat collection portion (10, 60) is per-
formed even during the vehicle running time when the
controller (13) determines that heat is surplus in the vehicle.
In such manner, the surplus heat in the vehicle during the
vehicle running time is eflectively used for temperature
control.

In a fifteenth example of the present disclosure, an in-

vehicle thermal system includes: a battery heat exchanger
(1b) exchanging heat between a secondary battery (1a) and
a cooling fluid; a refrigerant-cooling heat exchanger (16)
which cools, by using the cooling fluid, a refrigerant that
flows from a condenser (33) to a decompression device (37,
44) in a refrigeration cycle (11) for an air-conditioning
device; a pump (12) which circulates the cooling fluid
between the battery heat exchanger and the refrigerant-
cooling heat exchanger; a bypass passage (23) which guides
the cooling fluid discharged from the battery heat exchanger
to an inlet side of the battery heat exchanger by bypassing
the refrigerant-cooling heat exchanger; a first valve (26)
which opens a passage between (I) one of the bypass passage
and the refrigerant-cooling heat exchanger and (ii) the
battery heat exchanger, and closes a passage between (iii)
other one of the bypass passage and the refrigerant-cooling
heat exchanger and (iv) the battery heat exchanger; a cooler
(14) which cools the cooling fluid; a first controller which
controls the first valve to cool the cooling fluid by the cooler,
and to form a closed circuit for circulating the cooling fluid
through the battery heat exchanger, the bypass passage and
the pump by opening the passage between the bypass
passage and the battery heat exchanger when the secondary
battery is charged by a charger (2); a first temperature
obtaining portion (S420) which obtains temperature of the
cooling fluid; a second temperature obtaining portion (S410)
which obtains temperature of the refrigerant that flows from
the condenser to the decompression device; a first determi-
nation portion (S430) which determines whether the tem-
perature obtained by the first temperature obtaining portion
is lower than the temperature obtained by the second tem-
perature obtaining portion; and a second controller (S470,
S4SO) which controls the first valve to form a closed circuit
for circulating the cooling fluid through the battery heat
exchanger, the refrigerant-cooling heat exchanger and the
pump, by opening the passage between the battery heat
exchanger and the refrigerant-cooling heat exchanger when
the first determination portion determines that the tempera-
ture obtained by the first temperature obtaining portion is
lower than the temperature obtained by the second tempera-
ture obtaining portion after the first controller is operated.

In such case, when the secondary battery is charged, the
closed circuit is formed for cooling the cooling fluid and for
circulating the cooling fluid through the battery heat
exchanger, the bypass passage, and the pump. Therefore, the
cold energy is stored in the cooling fluid and the secondary
battery. Then, after an end of charging of the secondary
battery, the closed circuit for circulating the cooling fluid

through the battery heat exchanger, the refrigerant-cooling
heat exchanger, and the pump is formed. Therefore, in the
refrigerant-cooling heat exchanger, the refrigerant is cooled
by using the cold energy stored in the cooling fluid and the
battery. Thus, the degree of supercooling of the refrigerant
which comes out from the condenser is increased, and the
efficiency of the air-conditioning refrigeration cycle appa-
ratus is improved. Therefore, the energy for driving the
compressor which constitutes the air-conditioning refrigera-
tion cycle apparatus is reduced. As a result, the required
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power for air-conditioning in the vehicle is reduced by using
the cold energy stored in the secondary battery.

In a sixteenth example of the present disclosure, the
in-vehicle thermal system may include a second determina-
tion portion (S440) which determines whether the tempera-
ture obtained by the first temperature obtaining portion is
lower than a threshold value. In this case, when the second
determination portion determines that the temperature
obtained by the first temperature obtaining portion is lower
than the threshold value, the second controller is operated,
and, when the second determination portion determines that
the temperature obtained by the first temperature obtaining
portion is higher than the threshold value, the second con-
troller is not operated. In this case, the threshold value is a
value that is calculated by subtracting a predetermined value
form an upper limit value of the permissive temperature
range of the secondary battery.

In such case, when temperature of the cooling fluid is
higher than the threshold value, the second controller does
not perform a control. Then, if temperature of the secondary
battery rises to a high temperature, besides hindering a
suflicient output capacity of the secondary battery, a usable
period (he. , a battery life) of the secondary battery may be
shortened. In this case, the output capacity means a capacity
of the secondary battery for outputting the electric power.

When the temperature of the cooling fluid is higher than
the threshold value, the second controller may be allowed
not to perform a control. Therefore, in the refrigerant-
cooling heat exchanger, heat exchange between the refrig-
erant and the cooling fluid is stopped. Thus, the temperature
rise of the cooling fluid is restricted, and the temperature rise
of the secondary battery by the cooling fluid is thus
restricted. Therefore, in addition to restricting a deterioration
of the output capacity of the secondary battery, the decrease
of the usable period of the secondary battery is restricted.

In a seventeenth example of the present disclosure, the
cooler (14) may be an evaporator which is a part of the
air-conditioning device and which cools the cooling fluid by
using the refrigerant that flows from the decompression
device to a compressor.

In an eighteenth example of the present disclosure, the
in-vehicle thermal system may include: a radiator (24) that
is disposed at a position between the inlet and the outlet of
the refrigerant-cooling heat exchanger (16) and cools the
cooling fluid by using outside air of the vehicle compart-
ment; a second valve (20, 25) which opens and closes a
passage between the radiator, the refrigerant-cooling heat
exchanger (14) and the battery heat exchanger (1b); a third
temperature obtaining portion (S400) which obtains tem-
perature of the outside air of the vehicle; and a third
determination portion (S460) which determines whether the
temperature obtained by the third temperature obtaining
portion is lower than the temperature obtained by the first
temperature obtaining portion. In this case, when the third
determination portion determines that the temperature
obtained by the third temperature obtaining portion is lower
than the temperature obtained by the first temperature
obtaining portion, the second controller (S470) controls the
first valve and the second valve to open the passage between
the radiator (24), the refrigerant-cooling heat exchanger (14)
and the battery heat exchanger (1b), and to form a closed
circuit through which the cooling fluid circulates from the
battery heat exchanger to the refrigerant-cooling heat
exchanger to the radiator and to the pump.

When the temperature of the outside air is lower than the
temperature of the cooling fluid, the second controller con-
trols the first valve and the second valve for forming a closed
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circuit through which the cooling fluid circulates from the
battery heat exchanger to the refrigerant-cooling heat
exchanger to the radiator and to the pump. Therefore, the
cooling fluid is cooled in the radiator by using the outside
air, and the cooled cooling fluid is used to supercool the
refrigerant. In such manner, the degree of supercooling of
the refrigerant is increased by utilizing the vehicle outside
air.

In a nineteenth example of the present disclosure, the
condenser (33) may be configured by (I) a heat exchanger
which cools and condenses the refrigerant discharged from
the compressor of the air-conditioning device, and (ii) a
supercooling portion that supercools liquid refrigerant flow-

ing from the heat exchanger.

What is claimed is:
1.A vehicle temperature control apparatus for controlling

temperature of a temperature control object which is at least
one of inside air of a vehicle compartment and a vehicle
component, the vehicle temperature control apparatus com-

prising:
a heat capacitive element capable of storing heat;
a coolant circuit in which a cooling water for cooling the

heat capacitive element circulates, the heat capacitive
element being located in the coolant circuit;

a refrigeration cycle in which refrigerant circulates, and
heat is absorbed from a low temperature side of the
refrigerant and is dissipated to a high temperature side
of the refrigerant;

a heat exchanger disposed to exchange heat between the
refrigerant in the refrigeration cycle and the cooling
water in the coolant circuit;

a first heat dissipation portion configured to dissipate heat
contained in the refrigerant of the refrigeration cycle to
the temperature control object;

an interrupter that interrupts and resumes heat storage in

the heat capacitive element and heat dissipation from
the heat dissipation portion to the temperature control
object;

a controller that controls the interrupter based on a
determination result of heat storage requirement
whether the heat capacitive element is required to store
heat therein; and

a second heat dissipation portion disposed in the coolant
circuit, the second heat dissipation portion dissipating
heat contained in the heat capacitive element to the
temperature control object, wherein

the controller controls the interrupter so that heat is firstly
stored in the heat capacitive element and is then dissi-
pated from the heat capacitive element to the tempera-
ture control object, when the controller determines that
the heat capacitive element is required to store heat,

the controller calculates a target temperature of the heat
capacitive element and controls the interrupter based on
the target temperature,

the controller changes the target temperature to be difler-
ent from each other between a case in which it is
determined that the heat storage in the heat capacitive
element is required, and a case in which it is determined
that the heat storage in the heat capacitive element is
not required, and

the heat capacitive element is a battery capable of storing
and supplying electric power, the battery being located
upstream or downstream of the heat exchanger in the
coolant circuit.
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2. The vehicle temperature control apparatus of claim 1,

wherein
the first heat dissipation portion is configured to heat the

temperature control object by using the refrigerant of
the refrigeration cycle, and 6

the heat exchanger is disposed on a low-pressure side of
the refrigeration cycle.

3. The vehicle temperature control apparatus of claim 1,
wherein

the first heat dissipation portion is configured to cool the
10

temperature control object by using the refrigerant of
the refrigeration cycle, and

the heat exchanger is disposed on a high-pressure side of
the refrigeration cycle.

4. The vehicle temperature control apparatus of claim 1,
wherein

the second heat dissipation portion dissipates heat stored
in the heat capacitive element to the temperature con-
trol object without using the refrigerant of the refrig- 20

eration cycle.
5. The vehicle temperature control apparatus of claim 4

further comprising:
a switch unit that switches between two modes, one mode

that performs heat exchange for transferring heat stored 26

in the heat capacitive element to the refrigerant of the
refrigeration cycle by using the heat exchanger, and
other mode that dissipates the heat stored in the heat
capacitive element to the temperature control object by
using the second heat dissipation portion. 30

6. The vehicle temperature control apparatus of claim 1,
wherein

the controller sets the target temperature to be higher in a
case in which a storage of a heat energy in the heat
capacitive element is determined to be required, as 36

compared with a case in which the storage of the heat
energy in the heat capacitive element is determined to
be not required.

7. The vehicle temperature control apparatus of claim 1,
wherein 40

the controller sets the target temperature to be lower in a
case in which a storage of a cold energy in the heat
capacitive element is determined to be required, than a
case in which the storage of the cold energy in the heat
capacitive element is determined to be not required. 46

S. The vehicle temperature control apparatus of claim 1,
wherein the refrigeration cycle is separate from the cooling
circuit.

9.A vehicle temperature control apparatus for controlling
temperature of a temperature control object which is at least 60

one of inside air of a vehicle compartment and a vehicle
component, the vehicle temperature control apparatus com-
prising:

a heat capacitive element capable of storing heat;
a refrigeration cycle in which heat is absorbed from a low 66

temperature side and is dissipated to a high temperature
stde;

a heat exchanger that causes the heat stored in the heat
capacitive element to be exchanged with a refrigerant
of the refrigeration cycle; 60

a first heat dissipation portion configured to dissipate heat
contained in the refrigerant of the refrigeration cycle to
the temperature control object;

an interrupter that interrupts and resumes a heat storage in
the heat capacitive element and heat dissipation from 66

the heat dissipation portion to the temperature control
object;

a controller that controls the interrupter based on a
determination result of heat storage requirement
whether the heat capacitive element is required to store
heat therein; and

a heat collection portion that collects heat remaining in
the vehicle to the heat capacitive element, wherein

the controller controls the interrupter so that heat is firstly
stored in the heat capacitive element and is then dissi-
pated from the heat capacitive element to the tempera-
ture control object, when the controller determines that
the heat capacitive element is required to store heat,

the controller calculates a target temperature of the heat
capacitive element and controls the interrupter based on
the target temperature,

the controller changes the target temperature to be difier-
ent from each other between a case in which it is
determined that the heat storage in the heat capacitive
element is required, and a case in which it is determined
that the heat storage in the heat capacitive element is
not required;

the interrupter is configured to interrupt and resume heat
collection by the heat collection portion, and

the controller controls the interrupter such that heat col-
lection by the heat collection portion is started when an
ignition switch of the vehicle is turned oK

10.The vehicle temperature control apparatus of claim 9,
wherein

the heat dissipation portion is configured to heat the
temperature control object by using the refrigerant of
the refrigeration cycle, and

the heat exchanger is disposed on a low-pressure side of
the refrigeration cycle.

11.The vehicle temperature control apparatus of claim 9,
wherein

the heat dissipation portion is configured to cool the
temperature control object by using the refrigerant of
the refrigeration cycle, and

the heat exchanger is disposed on a high-pressure side of
the refrigeration cycle.

12. The vehicle temperature control apparatus of claim 9
further comprising:

a second heat dissipation portion that dissipates heat
stored in the heat capacitive element to the temperature
control object without using the refrigerant of the
refrigeration cycle.

13.The vehicle temperature control apparatus of claim 12
further comprising:

a switch unit that switches between two modes, one mode
that performs heat exchange for transferring heat stored
in the heat capacitive element to the refrigerant of the
refrigeration cycle by using the heat exchanger, and
other mode that dissipates the heat stored in the heat
capacitive element to the temperature control object by
using the second heat dissipation portion.

14. The vehicle temperature control apparatus of claim 9,
wherein

the controller sets the target temperature to be higher in a
case in which a storage of a heat energy in the heat
capacitive element is determined to be required, as
compared with a case in which the storage of the heat
energy in the heat capacitive element is determined to
be not required.

15. A vehicle temperature control apparatus for control-
ling temperature of a temperature control object which is at
least one of inside air of a vehicle compartment and a vehicle
component, the vehicle temperature control apparatus com-
prising:
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50
a heat capacitive element capable of storing heat;
a refrigeration cycle in which heat is absorbed from a low

temperature side and is dissipated to a high temperature

stde;
a heat exchanger that causes the heat stored in the heat

capacitive element to be exchanged with a refrigerant
of the refrigeration cycle;

a first heat dissipation portion configured to dissipate heat
contained in the refrigerant of the refrigeration cycle to
the temperature control object;

an interrupter that interrupts and resumes a heat storage in
the heat capacitive element and heat dissipation from
the heat dissipation portion to the temperature control
object;

a controller that controls the interrupter based on a
determination result of heat storage requirement
whether the heat capacitive element is required to store
heat therein; and

a heat collection portion that collects heat remaining in
the vehicle to the heat capacitive element, wherein

the controller controls the interrupter so that heat is firstly
stored in the heat capacitive element and is then dissi-
pated from the heat capacitive element to the tempera-
ture control object, when the controller determines that
the heat capacitive element is required to store heat,

the controller calculates a target temperature of the heat
capacitive element and controls the interrupter based on
the target temperature,

the controller changes the target temperature to be difi'er-

ent from each other between a case in which it is
determined that the heat storage in the heat capacitive
element is required, and a case in which it is determined
that the heat storage in the heat capacitive element is
not required;

the interrupter is configured to interrupt and resume heat
collection by the heat collection portion, and

the controller determines whether heat is surplus in the
vehicle during a vehicle running time, and controls the
interrupter such that heat collection by the heat collec-
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tion portion is performed even during the vehicle
running time when the controller determines that heat
is surplus in the vehicle.

16. The vehicle temperature control apparatus of claim
15, wherein

the heat dissipation portion is configured to heat the
temperature control object by using the refrigerant of
the refrigeration cycle, and

the heat exchanger is disposed on a low-pressure side of
the refrigeration cycle.

17. The vehicle temperature control apparatus of claim
15, wherein

the heat dissipation portion is configured to cool the
temperature control object by using the refrigerant of
the refrigeration cycle, and

the heat exchanger is disposed on a high-pressure side of
the refrigeration cycle.

1S.The vehicle temperature control apparatus of claim 15
further comprising:

a second heat dissipation portion that dissipates heat
stored in the heat capacitive element to the temperature
control object without using the refrigerant of the
refrigeration cycle.

19.The vehicle temperature control apparatus of claim 1S
further comprising:

a switch unit that switches between two modes, one mode
that performs heat exchange for transferring heat stored
in the heat capacitive element to the refrigerant of the
refrigeration cycle by using the heat exchanger, and
other mode that dissipates the heat stored in the heat
capacitive element to the temperature control object by
using the second heat dissipation portion.

20. The vehicle temperature control apparatus of claim
15, wherein

the controller sets the target temperature to be higher in a
case in which a storage of a heat energy in the heat
capacitive element is determined to be required, as
compared with a case in which the storage of the heat
energy in the heat capacitive element is determined to
be not required.


