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(75) Inventor; Cha?es L_ Gray JR” pinckney, MI The invention is directed toward methods for operating a 
(Us) series hybrid vehicle in a manner that responds to the 

operator’s demand for poWer output, While maximizing 
Correspondence AddreSSI engine ef?ciency and minimizing disruptions in vehicle 
SEED INTELLECTUAL PROPERTY LAW drivability. According to principles of the present invention, 
GROUP PLLC When the driver of a series hybrid vehicle makes a demand 
701 FIFTH AVENUE for poWer output, Whether the secondary poWer source(s) is 
SUITE 6300 supplied With secondary energy stored in an energy storage 
SEATTLE’ WA 98104-7092 (Us) device(s), direct input energy generated by an engine(s), or 

(73) Assigneez Government of the United States of both, depends on the amount of available secondary energy 
America Washington DC stored in the vehicle’s secondary storage device(s) alone, 

’ ’ and in combination With vehicle speed. During the time that 

(21) APPL No. 10/672,732 the engine is used to generate secondary energy, the poWer 
ef?ciency level at Which the engine is operated also depends 

(22) Filed; Sep_ 25, 2003 on the vehicle speed and the amount of available secondary 
energy stored in the vehicle’s secondary storage device 

Publication Classi?cation alone, and in combination With vehicle speed. Further, in 
some embodiments, When the engine is not generating 
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METHODS OF OPERATING A SERIES HYBRID 
VEHICLE 

BACKGROUND OF THE INVENTION 

[0001] 1. Field of the Invention 

[0002] The present invention relates generally to methods 
for operating a series hybrid vehicle and, more speci?cally, 
to methods for maximizing fuel ef?ciency While minimizing 
disruptions in drivability. 

[0003] 2. Description of the Related Art 

[0004] The term “hybrid vehicle,” in the broadest sense, 
denotes a vehicle having more than one poWer source and 
one or more energy storage means. The goal of a hybrid 
vehicle is to combine several similar or dissimilar types of 
energy stores and/or energy converters With different drive 
components, and operate each poWer source under varying 
operating conditions in a manner that results in greater 
overall energy savings than Would otherWise be achieved 
through the use of a single poWer source. 

[0005] The primary poWer source of a hybrid vehicle is 
usually an engine poWered by fuel energy (primary energy), 
and the secondary poWer source is usually, but not limited to, 
one or more electric motors/generators poWered by electric 
energy (a form of “secondary energy”) and/or one or more 
hydraulic motors/pumps poWered by hydraulic pressure 
(also a form of “secondary energy”). 

[0006] When the drive components of a hybrid vehicle 
alloW the vehicle’s primary and secondary poWer sources to 
both independently transmit poWer to the vehicle’s Wheels, 
the vehicle is commonly referred to as a parallel hybrid 
vehicle and the Wheels of the vehicle can be driven solely by 
an engine (as is done With conventional vehicles), or solely 
by the secondary poWer source. In contrast, When the drive 
components of a hybrid vehicle are con?gured such that 
only the vehicle’s secondary poWer source transmits poWer 
to the vehicle’s Wheels, the vehicle is commonly referred to 
as a series hybrid vehicle. In series hybrid vehicles, the 
engine is used to convert energy and provide poWer With 
Which to poWer the secondary poWer source, but the engine 
is not mechanically linked to the vehicle’s Wheels. 

[0007] To date, parallel hybrid vehicles have been more 
commercially successful than series hybrid vehicles. For 
eXample, the Insight, a hybrid vehicle manufactured by 
Honda Motor Company, and the Prius, a hybrid vehicle 
manufactured by Toyota Motor Corporation, represent the 
?rst tWo mass-marketed hybrids, and both are parallel 
hybrid vehicles. The commercial success of parallel hybrid 
vehicles over series hybrids is, in large part, due to the state 
of technology and knoWledge that have been available With 
respect to energy storage devices used for storing a hybrid 
vehicle’s secondary energy. For eXample, many of the ?rst 
generation secondary energy storage devices, such as early 
generation batteries, require a loW charge rate in order to 
preserve the life of the energy storage device. This loW 
charge rate requirement restricts the design choices available 
to a hybrid vehicle designer and, in particular, restricts the 
choices available for a series hybrid more than it restricts the 
choices available for a parallel hybrid. In series hybrid 
vehicles, the charge rate is, by de?nition, provided by an 
engine. Thus, design choices affecting the siZe and calibra 
tion of an engine in a series hybrid vehicle employing 
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previous generation energy storage devices are limited by 
the need to have the engine of a series hybrid produce a loW 
enough poWer level to generate the required loW charge rate, 
While still achieving greater overall energy savings from the 
hybrid design than Would otherWise be achieved through the 
use of a single poWer source. 

[0008] Since engine ef?ciency is better at high loads than 
at loW loads, engines in prior art series hybrid vehicles are 
typically very small, and are calibrated to operate at high 
loads. This alloWs the engine to operate closer to its maXi 
mum ef?ciency level While still producing a loW enough 
poWer level to generate the required loW charge rate. HoW 
ever, due to the loW charge rate, the energy stored Within 
previous generation energy storage devices is often used up 
more quickly than it can be replenished. Thus, When the 
energy stored Within the energy storage device of a series 
hybrid vehicle is depleted, the driver is unable to complete 
a trip because the engine alone is too small to safely propel 
the vehicle. 

[0009] As a result, there is a need for a neW and improved 
method of operating a series hybrid vehicle. 

BRIEF SUMMARY OF THE INVENTION 

[0010] The invention is directed toWard neW and improved 
methods for operating a series hybrid vehicle in a manner 
designed to further the vehicle’s overall energy ef?ciency 
gains. 

[0011] According to principles of the present invention, 
When the driver of a series hybrid vehicle makes a demand 
for poWer output, a secondary poWer source(s) is supplied 
With, and thereby poWered by, either (1) secondary energy 
stored in an energy storage device(s), (2) secondary energy 
generated by an engine(s) and used to directly supply poWer 
to the secondary poWer source (“direct input energy”, or (3) 
both. The determination as to Which selection is made 
depends on the amount of available secondary energy stored 
in the vehicle’s secondary energy storage device(s), and in 
some cases depends also on the poWer level being demanded 
by the driver. If the engine is not generating secondary 
energy, the engine is either turned off or at idle. HoWever, if 
the engine is generating secondary energy, the poWer/ef? 
ciency level at Which the engine operates depends on either 
(1) the amount of available secondary energy stored in the 
vehicle’s secondary storage device, or (2) the amount of 
available secondary energy stored in the vehicle’s secondary 
storage device and the vehicle speed. 

[0012] In one embodiment, a series hybrid vehicle is 
operated by selectively generating an amount of primary 
poWer from a primary poWer source, converting a ?rst 
portion of the amount of primary poWer from the primary 
poWer source into an amount of direct input energy, and 
poWering the secondary poWer source directly With the 
amount of direct input energy. 

[0013] In another embodiment, a secondary poWer source 
in a series hybrid vehicle is operated by monitoring an 
amount of available stored energy Within an energy storage 
device and operating an engine (1) at or near a ?rst poWer 
level When the amount of available stored energy is Within 
a predetermined upper range of available stored energy, (2) 
at or near a second poWer level When the amount of available 
stored energy is Within a predetermined loWer range of 
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available stored energy, and (3) Within a range of power 
levels When the amount of available stored energy is Within 
a predetermined middle range of available stored energy. 

[0014] In yet another embodiment, a series hybrid vehicle 
is operated by monitoring an amount of available stored 
energy Within an energy storage device and, based on the 
amount of available stored energy, selectively poWering the 
secondary poWer source With either (1) a portion of the 
amount of available stored energy, (2) a portion of an 
amount of direct input energy, or (3) a combination of a 
portion of the amount of available stored energy and a 
portion of the amount of direct input energy. 

BRIEF DESCRIPTION OF THE SEVERAL 
FIGURES 

[0015] FIG. 1 is a schematic diagram of a series hybrid 
vehicle provided in accordance With the present invention. 

[0016] FIG. 2 is a graphic representation for controlling 
the operation of a series hybrid vehicle according to one 
embodiment of the present invention. 

[0017] FIG. 3 is a logic ?oW diagram for controlling the 
operation of a series hybrid vehicle used in accordance With 
the embodiment provided in FIG. 2. 

[0018] FIG. 4 is an exemplary power efficiency map for 
an engine in a series hybrid vehicle, shoWing exemplary 
target poWer points at Which the engine is operated When 
used in accordance With the embodiment provided in FIG. 
2. 

[0019] FIG. 5 is a logic ?oW diagram for controlling the 
operation of an engine in the series hybrid vehicle used in 
accordance With the embodiment provided in FIG. 2. 

[0020] FIG. 6 is a graphic representation for controlling 
the operation of an engine in a series hybrid vehicle accord 
ing to another embodiment of the present invention. 

[0021] FIG. 7 (collectively shoWn as FIG. 7A and 7B) is 
a logic ?oW diagram for controlling the operation of an 
engine in a series hybrid vehicle according to yet another 
embodiment of the present invention. 

DETAILED DESCRIPTION OF THE 
INVENTION 

[0022] In the folloWing description, certain speci?c details 
are set forth in order to provide a thorough understanding of 
various embodiments of the invention. HoWever, one of 
ordinary skill in the art Will understand that the invention 
may be practiced Without these details. In other instances, 
Well-knoWn structures associated With hybrid vehicles have 
not been shoWn or described in detail to avoid unnecessarily 
obscuring descriptions of the embodiments of the invention. 

[0023] The term “primary poWer source,” as used herein, 
denotes an engine such as an internal combustion engine 
(e. g., a compression ignition engine, a spark ignition engine, 
or gas turbine engine) or an external combustion engine 
(e.g., a Stirling engine), a fuel cell, or other primary energy 
converter. 

[0024] The term “variable displacement engine,” as used 
herein, refers to a multi-cylinder engine Wherein each of the 
cylinders is selectively operated (individually or as a group) 
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such that the engine’s total displacement is thereby selec 
tively increased or decreased. 

[0025] The term “secondary poWer source,” as used 
herein, denotes a poWer source having a tWo-Way energy 
path and thus capable of capturing a vehicle’s kinetic energy 
during the vehicle’s braking process. A secondary poWer 
source may include, for example, one or more electric or 
hydraulic pump/motors. As is to be understood by one of 
ordinary skill in the art, other like systems may also be 
employed, and the secondary pump/motors described herein 
do not limit the scope of the invention. 

[0026] Depending on the type of secondary poWer system 
selected for use, the energy used to poWer the secondary 
poWer source (“secondary energy”) may consist of electric 
energy, hydraulic energy, or any other form of energy that 
can be, at least in part, obtained from the vehicle’s kinetic 
energy during the braking process, and reused to poWer a 
secondary poWer source. 

[0027] The term “energy storage device,” as used herein, 
denotes a system capable of receiving and storing the 
secondary energy, and alloWing for its reuse to poWer a 
secondary poWer source. Such a system may, for example, 
consist of ultracapacitors, electric batteries, mechanical ?y 
Wheels or hydraulic accumulators. As is to be understood by 
one of ordinary skill in the art, other like systems may also 
be employed, and the systems described herein do not limit 
the scope of the invention. 

[0028] The term “available stored energy,” as used herein, 
refers to all of the energy stored in an energy storage device, 
less any minimal amount Which may be necessary to main 
tain the functionality of the storage device and/or less any 
amount used to supply energy to a device other than a 
secondary poWer source used to propel the vehicle. 

[0029] The term “direct input energy,” as used herein, 
refers to secondary energy generated by a primary poWer 
source and used to directly supply energy to a secondary 
poWer source, as opposed to storing the energy for use at a 
later time. 

[0030] The term “storable energy,” as used herein, refers 
to energy generated by a primary poWer source or a regen 
erative braking system and capable of being stored Within an 
energy storage device to poWer a secondary poWer source at 
a later time. 

[0031] Further, the terms “primary poWer source,”“sec 
ondary poWer source,”“engine,”“energy storage device, 
”“control processing unit,” and other components of the 
present invention are, for ease of discussion, often referred 
to herein in the singular. HoWever, as Will be understood by 
one of ordinary skill in the art, the present invention may 
employ more than one of the components used to perform 
the functions of the present invention, and thus components 
referred to in the singular are not to be construed as limiting 
the number of components employed. 

[0032] The headings provided herein are for convenience 
only and do not de?ne or limit the scope or meaning of the 
claimed invention. 

[0033] Applicability and General OvervieW 

[0034] According to principles of the present invention, 
When the driver of a series hybrid vehicle 10 (FIG. 1) makes 
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a demand for power output, a secondary power source(s) 12 
is used to propel the vehicle. The secondary poWer source 12 
is supplied With, and thereby poWered by, either (1) an 
amount of available stored energy in an energy storage 
device(s) 14, (2) direct input energy generated by an 
engine(s) 16, or (3) both. The determination as to Which 
selection is made depends on the amount of available stored 
energy stored Within the vehicle’s 10 energy storage device 
14. When the engine 16 is used, the ef?ciency level at Which 
the engine 16 operates depends on either (1) the amount of 
available secondary energy stored in the vehicle’s 10 energy 
storage device 14 or (2) the vehicle’s 10 speed and the 
amount of available secondary energy stored in the vehicle’s 
10 energy storage device 14. 

[0035] As shoWn in FIG. 1, the secondary poWer source 
12, for example a pump/motor, is coupled to the primary 
poWer source (engine) 16 via a generator 28, for example a 
pump/motor. When the engine 16 is operating, the generator 
28 is used to convert the engine’s 16 poWer into energy 
compatible for input into the secondary poWer source (e.g., 
electric current or pressuriZed hydraulic ?uid). The con 
verted energy is either supplied directly to the secondary 
poWer source 12 as direct input energy to poWer the sec 
ondary poWer source 12 as a motor, and/or supplied to the 
vehicle’s energy storage device 14 and stored for later use 
(storable energy). As is to be understood by one of ordinary 
skill in the art, the type of generator 28 used necessarily 
depends on the type of energy required to operate the 
secondary poWer source 12. For example, if the secondary 
poWer source 12 is an electric generator/motor, then the 
generator 28 is an electric generator. Similarly, if the sec 
ondary poWer source 12 is a hydraulic pump/motor, then the 
generator 28 is a hydraulic pump. Generator 28 may also be 
used to start the engine 16 by acting as a motor using energy 
from energy storage device 14. 

[0036] Fuel energy stored in a vehicle tank (not shoWn) is 
used to poWer the engine 16. An engine control device 20, 
coupled to the engine 16, and in communication With a CPU 
18, controls fuel delivery to the engine 16. A generator 
control device 80, coupled to the generator 28, and in 
communication With CPU 18, controls the speed of engine 
16 by varying load. Based on the amount of available stored 
energy and, optionally, the vehicle speed, the CPU 18 issues 
a command signal CS1 to the engine control device 20 and 
a command signal CS2 to the generator control device 80 to 
operate the engine 16 at a number of preselected poWer 
levels. 

[0037] As is knoWn to those of ordinary skill in the art, an 
engine 16 can be operated at a preselected poWer level by 
operating the engine at a preselected engine speed for a 
given engine torque value. As is further knoWn to those of 
ordinary skill in the art, a desired engine torque can be 
achieved by increasing or decreasing the amount of fuel 
supplied to an engine 16. Thus, included among the many 
sensors (not all shoWn) Which provide an input signal IS to 
the CPU 18 of the present invention, there are sensors Which 
detect and monitor engine speed and engine torque. Other 
sensors detect the driver’s command to brake the vehicle 10, 
the driver’s command to poWer the vehicle 10, and monitor 
vehicle speed. For example, the driver’s demand to poWer 
the vehicle is represented by throttle sensor 22. 

[0038] Further, a secondary energy capacity sensor 24 
monitors the amount of available stored energy at any given 
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time and generates a signal ES representative of the energy 
detected. The CPU 18 also includes a memory for storing 
various lookup tables. Methods of monitoring an amount of 
available stored energy and issuing commands in response 
to detecting a predetermined amount of available energy in 
a hybrid vehicle are described in commonly assigned pend 
ing US. patent application Ser. No. 10/386,029, ?led Mar. 
10, 2003, entitled “METHODS OF OPERATING A PAR 
ALLEL HYBRID VEHICLE,” Which is incorporated herein 
by reference. 

[0039] A secondary poWer source control device 26 is 
coupled to the secondary poWer source 12 and used to 
control operation of the secondary poWer source 12. Thus, 
When a driver issues a command to poWer the vehicle 10, the 
CPU 18 detects this command and issues a command signal 
CS3 directing the secondary poWer source control device 26 
to operate the secondary poWer source 12 as a motor. When 
in motor mode, the secondary poWer source 12 transmits 
poWer through a mechanical linkage 30 to the vehicle’s 10 
Wheels 32, and thereby propels the vehicle 10. 

[0040] As mentioned above and explained in further detail 
beloW, When the engine 16 is operating, an amount of energy 
from the engine 16 is converted into an amount of storable 
energy and stored Within the vehicle’s energy storage device 
14 When certain vehicle 10 operating parameters are met. 
HoWever, as is knoWn to those of ordinary skill in the art, 
storable energy can also be obtained by capturing the 
vehicle’s kinetic energy during a braking event. 

[0041] When a driver issues a command to brake the 
vehicle 10 and the amount of available energy stored Within 
the energy storage device 14 is either beloW full capacity or 
beloW a preselected level, the CPU 18 directs the secondary 
poWer source control device 26 to operate the secondary 
poWer source 12 as a generator/pump. The vehicle’s kinetic 
energy is then directed to the generator/pump 12, converted 
into an amount of storable energy, and stored Within the 
vehicle’s 10 energy storage device 14. 

[0042] Determining HoW To PoWer The Secondary PoWer 
Source 

[0043] FIGS. 2 and 3 shoW one embodiment for supply 
ing poWer to the secondary poWer source 12 in response to 
a demand to poWer the vehicle. In this embodiment, an 
amount of available stored energy Within the vehicle’s 10 
energy storage device 14 is monitored and if the available 
stored energy is at or above a ?rst selected level of available 
stored energy (depicted as line 37 in FIG. 2, and at step 301 
in FIG. 3), the primary poWer source 16 does not supply 
energy to the secondary poWer source 12. Instead, a portion 
of the amount of the available stored energy is used to poWer 
the secondary poWer source 12 (step 302). During this time, 
the engine is either on and idling, or, alternatively, off (step 
303). Determining Whether to idle the engine 16 or to turn 
it off is a design choice, and both options provide certain 
advantages. 

[0044] If it is desired to maximiZe the vehicle’s 10 driv 
ability, the engine 16 remains on and is at idle. This 
minimiZes the driver’s perception that the engine 16 is no 
longer generating energy and alloWs the engine 16 to quickly 
re-engage When needed. If it is desired to maximiZe the 
vehicle’s 10 fuel ef?ciency, the engine 16 is turned off as 
soon as the available stored energy exceeds the ?rst selected 
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level (e.g., enters into range 36). However, if the engine 16 
is turned off too quickly, there is a risk that customers Will 
perceive that the vehicle is losing power. Thus, to maximize 
the vehicle’s fuel ef?ciency and further minimiZe drivability 
disruptions, rather than turning the engine off When the 
available stored energy exceeds the ?rst selected level, the 
engine is turned off When the available stored energy 
exceeds the ?rst selected level and a command to decelerate 
the vehicle 10 is issued. This provides a more moderate 
approach that still results in fuel savings during the time the 
engine 16 is off, but synchroniZes the timing of engine shut 
doWn With a driver issued command. In this Way, the driver 
is able to logically relate to the sensation that the engine 16 
is no longer generating poWer With a command that is 
intended to sloW or coast the vehicle. 

[0045] HoWever, if the available stored energy is beloW 
the ?rst selected level (depicted as line 37 in FIG. 2, and at 
step 301 in FIG. 3), then the engine 16 is operated to 
generate an amount of primary poWer (step 304), and the 
secondary poWer source is poWered With a portion of direct 
input energy converted from the primary poWer source (step 
305). 
[0046] When primary poWer is generated and the amount 
of direct input energy is suf?cient enough to meet a poWer 
demand, then direct input energy alone is used to poWer the 
secondary poWer source, and there is no need to use any of 
the available stored energy to poWer the secondary poWer 
source. When primary poWer is generated and the amount of 
direct input energy is not suf?cient enough to meet a poWer 
demand, available stored energy may also be used, together 
With the amount of direct input energy, to augment the 
shortage. 
[0047] HoWever, in the event that the amount of available 
stored energy Within the secondary energy storage device 14 
is ever draWn to a level beloW a preselected “safety” level 
selected to indicate that the available stored energy is at or 
near depletion, it is preferred to discontinue use of any 
available stored energy. This is to preserve the life of the 
secondary energy storage device 14 and minimiZe perfor 
mance problems that may result if the secondary energy 
storage device 14 is operated at too loW of an energy level. 

[0048] HoW The Primary PoWer Source Operates When 
Generating An Amount of Primary PoWer 

[0049] HoW the engine 16 is operated When generating an 
amount of primary poWer also depends on the amount of 
available energy Within the energy storage device 14. The 
engine’s 16 operation is discussed With continued reference 
to the exemplary embodiment shoWn in FIG. 2, reference to 
the exemplary poWer ef?ciency map shoWn in FIG. 4, and 
reference to the logic ?oW diagram shoWn in FIG. 5. As Will 
be understood by one of ordinary skill in the art, the curved 
lines shoWn in FIG. 4 represent the percent ef?ciency at 
Which a particular engine can be operated. 

[0050] In accordance With one embodiment of the present 
invention, the engine is operated at different poWer levels 
depending on Whether the available stored energy is Within 
a predetermined upper range (see FIG. 2, range 38), a 
predetermined middle range (see FIG. 2, range 40), or a 
predetermined loWer range (see FIG. 2, range 42). 

[0051] When the engine 16 generates primary poWer 
(FIG. 5, step 501) and the amount of available stored energy 
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is Within the predetermined upper range of available energy 
(e.g., beloW line 37 and Within range 38 in FIG. 2, and at 
step 502 in FIG. 5), the engine is operated at or near a 
prede?ned minimum poWer level for ef?cient operation of 
the engine (FIG. 4, point A; FIG. 5, step 503). A?rst portion 
of the amount of primary poWer is converted into an amount 
of direct input energy and directly supplied to the secondary 
poWer source 12. Directly using the ?rst portion of the 
amount of primary poWer, as opposed to ?rst storing the ?rst 
portion of the amount of primary poWer and then using it, as 
is done in many conventional series hybrid vehicles, serves 
to minimiZe energy transfer losses. As a result, greater 
energy ef?ciencies result. 

[0052] In operating conditions Where the direct input 
energy is not suf?cient enough to poWer the secondary 
poWer source 12 and meet the driver’s poWer demand, 
secondary energy stored Within the vehicle’s 10 energy 
storage device 14 is used to augment the required secondary 
energy. HoWever, if the direct input energy is suf?cient 
enough to meet the driver’s poWer demand, the engine 
continues to be operated at or near its prede?ned loWest 
point of poWer ef?ciency (FIG. 4, point A) and any addi 
tional poWer generated by the primary poWer source 16 is 
converted into an amount of storable energy for use at a later 
time—provided that secondary energy storage device 14 has 
suf?cient enough capacity With Which to store the amount of 
storable energy. 

[0053] By purposefully having the engine 16 operate at or 
near its point of loWest poWer ef?ciency (FIG. 4, point A) 
during the time the available stored energy is Within the 
predetermined upper range 38 (FIG. 5, step 502), the 
primary poWer generated by the engine 16 is not likely to be 
suf?cient enough to poWer the secondary poWer source to 
meet the driver’s poWer demand. Therefore, it is more likely 
that an amount of available stored secondary energy Will 
also be used. Thus, although the engine is operated at or near 
the engine’s 16 prede?ned minimum poWer level for ef? 
cient operation of the engine 16 (FIG. 4, point A), several 
advantages result. 

[0054] First, using the vehicle’s available stored energy 
creates an opportunity to use “free” energy (i.e., stored 
braking energy). Use of this “free” energy contributes to the 
overall energy ef?ciency of the vehicle. It also creates more 
space Within the energy storage device 14 With Which to 
capture more of the vehicle’s 10 kinetic energy during the 
vehicle’s next braking event. Second, using the vehicle’s 10 
available stored energy minimiZes the likelihood that the 
available stored energy Will, Within a short time period, 
repeatedly operate above and beloW the ?rst selected level of 
available stored energy for a given vehicle speed. If this 
Were to happen, it could cause the engine 16 to rapidly cycle 
on and off and result in drivability issues. Third, using the 
vehicle’s 10 available stored energy increases the likelihood 
that the available stored energy Will drop to a level Within the 
predetermined middle range 40 shoWn in FIG. 2. 

[0055] When the available stored energy is Within the 
predetermined middle range (e.g., Within range 40 in FIG. 
2; and at step 504 in FIG. 5), the engine 16 is operated at a 
range that is near a prede?ned range of poWer levels for 
ef?cient operation of the engine (e.g., betWeen poWer levels 
B and C on torque/curve line 44 in FIG. 4; and at step 505 
in FIG. 5). In one embodiment, the engine is operated Within 
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the prede?ned range of power levels, at a rate that is 
inversely proportional to the available stored energy Within 
the predetermined middle range. For example, When the 
available stored energy is at a top most value selected to 
de?ne the middle range of stored available energy 40, the 
engine is operated at a poWer level that is at or near the loW 
end of its range of best poWer ef?ciency B, and When the 
available stored energy is at a bottom most value selected to 
de?ne the middle range of stored available energy 40, the 
engine is operated at a poWer level that is at or near the high 
end of its range of best poWer ef?ciency C. Further, When 
available stored energy is at a value of equal distance 
betWeen the top most and the bottom most value of the 
predetermined second range, the engine is operated at a 
poWer level that is near the midpoint of its range of best 
poWer ef?ciency. Operation of the engine at a range of poWer 
levels near the range of poWer levels B and C represents the 
poWer level at Which the engine is likely to obtain its best 
operating ef?ciency. Thus, it is desirable to keep the vehicle 
operating Within this prede?ned poWer range as much as 
possible. 
[0056] One strategy for increasing the likelihood that the 
engine 16 Will be operated Within the desired prede?ned 
poWer range discussed above is to strive to maintain the 
amount of available energy Within the energy storage device 
at a level that is Within the predetermined middle range 40. 
Thus, in cases Where the amount of available energy stored 
Within the energy storage device 14 drops Within the pre 
determined loWer range of available energy (e.g., Within 
range 42 in FIG. 2, and at step 506 in FIG. 5), including at 
the loWer limit, the engine 16 is operated at or near a 
prede?ned maximum poWer level for ef?cient operation of 
the engine (FIG. 4, point D; FIG. 5, step 507). This causes 
the engine 16 to produce more poWer, and increases the 
likelihood that the amount of poWer generated by the 
primary poWer source and converted into energy Will exceed 
the amount of direct input energy required to poWer the 
secondary poWer source. When the amount of energy gen 
erated by the engine 16 exceeds the amount of energy 
needed to poWer the secondary poWer source 12, any excess 
energy is converted into storable energy and stored Within 
the energy storage device. This serves to replenish the 
amount of available stored energy Within the energy storage 
device and thereby increases the likelihood that the amount 
of available energy is once again Within the desired prede 
termined middle range 40. 

[0057] Under this strategy, even When the vehicle’s poWer 
demand is not large, if the available stored energy level is 
Within the loWer range, the engine Will nevertheless continue 
to be operated at or near its maximum ef?cient poWer level 
until the available stored energy level is restored to the 
middle range. 

[0058] Because the engine must supply the vehicle’s full 
poWer demand in the event the energy storage device has 
been depleted to the loWer limit of the loWer range, the 
engine is preferably siZed to be able to meet such potentially 
necessary sustained vehicle poWer demands. For example, 
the engine preferably Would be of suf?cient siZe to enable 
the vehicle to ascend a long grade at acceptable speed When 
fully loaded. Although operation of the vehicle under a 
condition such as ascending a long grade occurs rarely, the 
ability to handle such conditions is nevertheless likely 
required for a vehicle to be commercially acceptable to the 
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public. An engine that could provide at least 60% to 70% of 
the desired peak acceleration poWer level for the vehicle 
Would likely be suf?cient for this preferred capability. This 
preferred engine siZe in the present invention differs from 
prior art series hybrid systems, Which instead utiliZed 
engines of smaller siZe. 

[0059] As discussed previously, many ?rst generation 
secondary energy storage devices, such as early generation 
batteries, required loW charge rates in order to preserve the 
life of the energy storage device. As a result, in series hybrid 
vehicles (i.e. Wherein the charge rate is provided by the 
engine), the engine Would need to produce poWer levels 
suf?ciently loW to generate the required loW charge rates for 
the energy storage device. HoWever, use of an energy 
storage device that can charge at faster rates for sustained 
periods of time Will alloW efficient use of a larger engine in 
a series hybrid vehicle. It is therefore also preferable in the 
present invention to use an energy storage device that can 
charge ef?ciently at faster charge rates, Which Will therefore 
enable ef?cient use of a larger engine siZe, alloWing the 
engine to run at a high rate of poWer While the secondary 
energy source rapidly stores energy, such as Would be 
preferred for conditions Where the available stored energy is 
Within the loWer range as set forth above. An example of an 
energy storage device With the current capability to sustain 
such higher charge rates as are preferred for the present 
invention is the high pressure hydraulic accumulator. 

[0060] For additional drivability bene?ts, another pre 
ferred embodiment of the present invention also considers 
the poWer demanded by the vehicle driver in determining the 
poWer level to operate the engine, With additional reference 
to the logic ?oW diagram shoWn in FIG. 7. If the available 
stored energy is Within a predetermined middle range (FIG. 
2, range 40 and Step 504 in FIG. 7), the engine is still 
operated Within a predetermined range of poWer levels for 
ef?cient operation (FIG. 4, points Within B to C; Step 505 
in FIG. 7), but the poWer level of the engine responds 
directionally (the rate of change is a calibration determina 
tion) to the poWer demanded by the vehicle driver (Step 508 
of FIG. 7). If the driver poWer demand is greater than the 
instant poWer level of the engine, the engine poWer Would be 
increased (Step 509); if loWer, the engine poWer Would be 
decreased (Step 510). If the available stored energy is Within 
a predetermined loWer range (FIG. 2, range 42, and Step 
506 in FIG. 7), a determination is made Whether the driver 
poWer demand is greater than the instant poWer level of the 
engine (Step 511). If the ansWer to Step 511 is yes, then the 
engine operates according to Step 507. If the ansWer to Step 
511 is no, then the engine poWer level Would be reduced 
(again the rate of change is a calibration determination) in 
Step 512, but the engine Will still be constrained to operate 
Within the poWer range of Step 505. An energy storage 
device that could ef?ciently sustain a charge rate matching 
20% to 25% of the engine’s maximum rated horsepoWer (or 
approximately point A in FIG. 4) Would likely be suf?cient 
for this preferred embodiment. This embodiment avoids the 
undesirable noise and feel to the driver of running the engine 
hard unnecessarily and out of synch With driver poWer 
demand. It also provides for more ef?cient engine use in the 
recharging of certain secondary energy storage devices. 

[0061] As Will be understood by those of ordinary skill in 
the art, the siZe of the secondary energy storage device Will 
vary according to vehicle needs. Factors in?uencing the siZe 
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of an energy storage device include, vehicle size, vehicle 
Weight, vehicle speed, and the siZe of the primary and 
secondary power sources. Thus, although the present inven 
tion monitors available stored energy and performs certain 
functions according to the level of available stored energy 
Within an energy storage device 14, the precise levels and 
ranges of available stored energy chosen as trigger points are 
a design choice determined by these factors. For eXample, 
larger energy storage devices 14 Will alloW the designer of 
a hybrid vehicle to use more of the vehicle’s 10 available 
stored energy before reaching the threshold level of avail 
able stored energy Which triggers the use of primary poWer, 
and When primary poWer is being used more of the operation 
(time) Will occur Within the desired predetermined middle 
range 40. 

[0062] Optional Use of Additional Primary PoWer Sources 

[0063] In an alternative embodiment, multiple engines are 
used. (As used here, “multiple engines” can also refer to a 
variable displacement engine With a ?rst engine being the 
base displacement of the variable displacement engine and 
“additional engines” being the adding of increased displace 
ment of the variable displacement engine.) For eXample, 
When the engine 16 is operated at or near the prede?ned 
maXimum poWer level and the amount of primary poWer 
generated by the engine 16 and converted into energy does 
not exceed the amount of direct input energy required to 
poWer the secondary poWer source 12, additional engines 
(e.g., a total of tWo or more engines) may be used. Any 
additional engines may be operated at or near 1) a poWer 
level Within a prede?ned range of poWer levels that is 
inversely proportional to the amount of available stored 
energy Within the predetermined loWer range (e.g., Within 
range 42 in FIG. 2), or 2) a prede?ned maXimum poWer 
level for ef?cient operation of the second engine. 

[0064] Further use of additional engines (e.g., a total of 
tWo or more engines) may also be desirable When a ?rst 
engine 16 is operated Within the predetermined middle range 
of available stored energy (e.g., Within range 40 in FIG. 2) 
and the poWer demanded by a user eXceeds a predetermined 
level. This Will lessen the likelihood that the amount of 
available stored energy Will drop into the predetermined 
loWer range of available stored energy 42, and increase the 
likelihood that the ?rst engine 16 Will continue to be 
operated Within the prede?ned range for ef?cient operation 
of the engine 16. 

[0065] Additional Embodiments For Triggering Use of 
The Primary PoWer Source(s) 

[0066] Each of the embodiments described above for 
determining When to use the primary poWer source, and hoW 
to operate the primary poWer source When it is used, is based 
on the amount of available stored energy. HoWever, in 
another embodiment, similar to each of the embodiments 
discussed above, and illustrated in FIG. 6, rather than basing 
the determinations of When and hoW to generate primary 
poWer solely on the amount of available stored energy, these 
determinations are made based on the amount of available 
stored energy as a function of vehicle speed. For eXample, 
to determine Whether or not to use primary poWer to poWer 
the secondary poWer source, both available stored energy 
and vehicle speed are monitored and, if the amount of 
available stored energy for a given vehicle speed is above a 
?rst selected level of available stored energy (depicted by 
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the points comprising line 37a in FIG. 6), the secondary 
poWer source 12 is poWered With a portion of the amount of 
available stored energy and not the primary poWer source 
16. HoWever, if the available stored energy for a given 
vehicle speed is beloW the ?rst selected level (again depicted 
as line 37a in FIG. 6), then the engine 16 is used to generate 
primary poWer. 

[0067] In this embodiment, hoW the engine 16 is operated 
When generating an amount of primary poWer also depends 
on the amount of available stored energy at a given vehicle 
speed. As With the embodiments described above, the engine 
is operated at either a minimum poWer level, a range of 
poWer levels, or a maXimum poWer level, but its operation 
depends on Whether the amount of available stored energy at 
a given vehicle speed is Within a predetermined upper, 
middle or loWer range, ranges 38a, 40a, and 42a, respec 
tively. Since it is more likely that a faster moving vehicle 
Will be braked harder or longer and thus result in a greater 
opportunity to generate more storable energy than a sloWer 
moving vehicle, this embodiment is designed to poWer the 
secondary poWer source With more available stored energy 
at loWer speeds than at higher speeds. Since it is more likely 
that the vehicle’s 10 braking energy at higher speeds Will 
replenish the greater amount of used energy, this strategy 
(i.e., providing more capacity for storing braking energy at 
higher vehicle speeds) furthers the vehicle’s opportunity to 
use of “free” energy and provides yet another means of 
improving the vehicle’s 10 overall energy efficiency. 

[0068] As Will be understood by one of ordinary skill in 
the art, many of the methods may eliminate some steps, 
include other steps, and/or perform the steps in a different 
order than illustrated. For eXample, a predetermined level of 
available stored energy is a calibration design choice for the 
restarting of an engine that Was shut off When the available 
stored energy exceeded a predetermined upper range. Fur 
ther, the various embodiments described above can be 
combined to provide further embodiments. 

[0069] From the foregoing it Will be appreciated that, 
although speci?c embodiments of the invention have been 
described herein for purposes of illustration, various modi 
?cations may be made Without deviating from the spirit and 
scope of the invention. Accordingly, the invention is not 
limited eXcept as by the appended claims. 

1. A method of operating a series hybrid vehicle having a 
primary poWer source and a secondary poWer source, the 
method comprising: 

selectively generating an amount of primary poWer from 
the primary poWer source; 

converting a ?rst portion of the amount of primary poWer 
from the primary poWer source into an amount of direct 
input energy; 

poWering the secondary poWer source directly With the 
amount of direct input energy; 

monitoring an amount of available stored energy Within 
an energy storage device; 

generating the amount of primary poWer from the primary 
poWer source When the amount of available stored 
energy is beloW a ?rst selected level; 
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operating an engine at one of a plurality of preselected 
poWer levels to generate the amount of primary poWer; 
and 

selecting the one of the plurality of preselected poWer 
levels based on the amount of available stored energy. 

2. The method according to claim 1, further comprising: 

turning the engine off When the amount of available stored 
energy is above the ?rst selected level. 

3. The method according to claim 1, further comprising: 

idling the engine When the amount of available stored 
energy is above the ?rst selected level. 

4. The method according to claim 1, further comprising: 

idling the engine When the amount of available stored 
energy is above the ?rst selected level; and 

turning the engine off When the amount of available stored 
energy is above the ?rst selected level and a command 
to decelerate the vehicle is issued. 

5. The method according to claim 1 Wherein the plurality 
of preselected poWer levels includes a prede?ned minimum 
poWer level for ef?cient operation of the engine, and the 
engine is operated at or near the prede?ned minimum poWer 
level When the amount of available stored energy is Within 
a predetermined range of available stored energy. 

6. The method according to claim 1 Wherein the plurality 
of preselected poWer levels includes a prede?ned maXimum 
poWer level for ef?cient operation of the engine, and the 
engine is operated at or near the prede?ned maXimum poWer 
level When the amount of available stored energy is Within 
a predetermined range of available stored energy. 

7. The method according to claim 6 Wherein the prede 
termined range of available stored energy comprises a range 
at or near complete depletion of the available stored energy. 

8. The method according to claim 1 Wherein a number of 
the plurality of preselected poWer levels reside Within a 
prede?ned range of poWer levels for ef?cient operation of 
the engine, and the one of the plurality of preselected poWer 
levels is Within the prede?ned range of poWer levels When 
the amount of available stored energy is Within a predeter 
mined range of available stored energy. 

9. The method according to claim 8 Wherein the one of the 
plurality of preselected poWer levels correlates directionally 
to the poWer demanded by the vehicle driver. 

10. The method according to claim 8 Wherein the one of 
the plurality of preselected poWer levels is about inversely 
proportional to the amount of available stored energy Within 
the predetermined range. 

11. The method according to claim 1 Wherein the engine 
is comprised of a ?rst and a second engine, the ?rst selected 
level of available stored energy is higher than each of a 
second and a third selected level of available stored energy, 
and the second selected level is higher than the third selected 
level, the method further comprising: 

operating the ?rst engine When the amount of available 
stored energy is beloW the ?rst selected level; and 

operating the second engine When the amount of available 
stored energy is either 1) beloW a second selected level 
and a command to poWer the vehicle exceeds a prede 
termined level of poWer demand or 2) When the amount 
of available stored energy is beloW the third selected 
level. 
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12. The method according to claim 11 Wherein When the 
second engine is operated, the one of the plurality of 
preselected poWer levels for the ?rst engine is at or near a 
prede?ned maXimum poWer level for ef?cient operation of 
the ?rst engine and the one of the plurality of preselected 
poWer levels for the second engine is at or near one of 1) a 
poWer level Within a prede?ned range of poWer levels that 
is inversely proportional to the amount of available stored 
energy Within a predetermined range of available stored 
energy and 2) a prede?ned maXimum poWer level for 
ef?cient operation of the second engine. 

13. The method according to claim 1 Wherein the primary 
poWer source is comprised of a variable displacement 
engine, the variable displacement engine having a ?rst 
number of cylinders de?ning the ?rst engine and a second 
number of cylinders de?ning the second engine. 

14. The method according to claim 1 Wherein the primary 
poWer source is either 1) an internal combustion engine, or 
2) a Stirling engine. 

15. The method according to claim 1, the method further 
comprising: 

based on the amount of available stored energy, selec 
tively poWering the secondary poWer source With either 
1) a portion of the amount of available stored energy, 2) 
a portion of an amount of direct input energy, or 3) a 
combination of the portion of the amount of available 
stored energy and the portion of the amount of direct 
input energy. 

16. The method according to claim 15, further compris 
ing: 

poWering the secondary poWer source With the portion of 
the amount of available stored energy, instead of the 
portion of the amount of direct input energy, When the 
available stored energy is above the ?rst selected level. 

17. The method according to claim 15, further compris 
ing: 

poWering the secondary poWer source With the portion of 
the amount of direct input energy, instead of the portion 
of the amount of available stored energy, When the 
available stored energy is either 1) beloW the ?rst 
selected level and the amount of direct input energy is 
suf?cient enough to meet a poWer demand, or 2) beloW 
a second selected level. 

18. The method according to claim 15, further compris 
ing: 

poWering the secondary poWer source With the combina 
tion of the portion of the amount of available stored 
energy and the portion of the amount of direct input 
energy When the available stored energy is either 1) 
beloW the ?rst selected level and above a second 
selected level, and the amount of direct input energy is 
not suf?cient enough to meet a poWer demand, or 2) 
above the second selected level. 

19. The method according to claim 1 Wherein the primary 
poWer source can provide at least 60% to 70% of the desired 
peak acceleration poWer level for the vehicle. 

20. The method according to claim 1 Wherein the energy 
storage device can ef?ciently sustain a charge rate matching 
at least 20% to 25% of the primary poWer source’s maXi 
mum rated horsepoWer. 

21. The method according to claim 1 Wherein the sec 
ondary poWer source is either 1) an electric motor, or 2) a 
hydraulic motor. 
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22. A method of operating a series hybrid vehicle having 
a primary power source comprised of at least one engine and 
a secondary poWer source, the method comprising: 

monitoring an amount of available stored energy Within 
an energy storage device; 

operating a ?rst engine at or near a ?rst poWer level When 
the amount of available stored energy is Within a 
predetermined upper range of available stored energy; 

operating the ?rst engine at or near a second poWer level 
When the amount of available stored energy is Within a 
predetermined loWer range of available stored energy; 
and 

operating the ?rst engine Within a range of poWer levels 
When the amount of available stored energy is Within a 
predetermined middle range of available stored energy. 

23. The method according to claim 22 Wherein the ?rst 
poWer level is de?ned by a preselected torque level and a 
preselected engine speed level, and the ?rst poWer level is a 
minimum poWer level for efficient operation of the ?rst 
engine. 

24. The method according to claim 22 Wherein the second 
poWer level is de?ned by a preselected torque level and a 
preselected engine speed level, and the second poWer level 
is a maXimum poWer level for ef?cient operation of the ?rst 
engine. 

25. The method according to claim 22 Wherein the range 
of poWer levels comprises a number of poWer levels, each of 
the number of poWer levels corresponding to a preselected 
torque level and a preselected engine speed level, and each 
of the number of poWer levels being higher than the ?rst 
poWer level and loWer than the second poWer level. 

26. The method according to claim 22, further compris 
ing: 
When the amount of available stored energy is Within the 

predetermined middle range of available stored energy, 
operating the ?rst engine at or near a poWer level Within 
the range of poWer levels that is inversely proportional 
to the amount of available energy Within the predeter 
mined middle range of available stored energy. 

27. The method according to claim 22 Wherein a ?rst 
selected level of available stored energy is above the pre 
determined upper range of available stored energy, the 
method further comprising: 

idling the ?rst engine When the amount of available stored 
energy is above the ?rst selected level. 

28. The method according to claim 27 Wherein a second 
selected level is either 1) equal to the ?rst selected level, or 
2) beloW the ?rst selected level, the method further com 
prising: 

re-engaging the ?rst engine, folloWing a command to idle 
the ?rst engine, When the amount of available stored 
energy is beloW the second selected level. 

29. The method according to claim 27, further compris 
ing: 

turning the ?rst engine off When the amount of available 
stored energy is above the ?rst selected level and a 
command to decelerate the vehicle is issued. 

30. The method according to claim 27, Wherein a second 
selected level of available stored energy is either 1) equal to 
the ?rst selected level, or 2) beloW the ?rst selected level, the 
method further comprising: 
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restarting the ?rst engine, folloWing a command to turn 
the ?rst engine off, When the amount of available stored 
energy is beloW the second selected level. 

31. The method according to claim 22, further compris 
ing: 

selectively operating a second engine, together With the 
?rst engine, When the amount of available stored 
energy is Within the predetermined middle range of 
available stored energy; and 

operating the second engine When either 1) the amount of 
available stored energy is beloW a selected level Within 
the predetermined middle range of available stored 
energy, or 2) a command to poWer the vehicle exceeds 
a predetermined demand level. 

32. The method according to claim 31, further compris 
mg: 

When the second engine is operated, operating the ?rst 
engine at or near the second poWer level, the second 
poWer level being a prede?ned maXimum poWer level 
for ef?cient operation of the ?rst engine; and 

operating the second engine at or near either 1) a poWer 
level Within a prede?ned range of poWer levels that is 
inversely proportional to the amount of available stored 
energy Within the predetermined loWer range, or 2) a 
prede?ned maXimum poWer level for ef?cient opera 
tion of the second engine. 

33. The method according to claim 31 Wherein the engine 
is a variable displacement engine, the variable displacement 
engine having a ?rst number of cylinders de?ning the ?rst 
engine and a second number of cylinders de?ning the second 
engine. 

34. The method according to claim 22, further compris 
mg: 

selectively operating a second engine, together With the 
?rst engine, When the amount of available stored 
energy is Within the predetermined loWer range of 
available stored energy; and 

operating the second engine When either 1) the amount of 
available stored energy is beloW a selected level Within 
the predetermined loWer range of available stored 
energy, or 2) a command to poWer the vehicle exceeds 
a predetermined demand level. 

35. The method according to claim 22 Wherein the engine 
can provide at least 60% to 70% of the desired peak 
acceleration poWer level for the vehicle. 

36. The method according to claim 22 Wherein the energy 
storage device can ef?ciently sustain a charge rate matching 
at least 20% to 25% of the engine’s maXimum rated horse 
poWer. 

37. The method according to claim 22 Wherein the at least 
one engine is either 1) an internal combustion engine, or 2) 
a Stirling engine. 

38. The method according to claim 22 Wherein the energy 
storage device is either 1) an accumulator, 2) a battery, 3) an 
ultracapacitor, or 4) a ?yWheel. 

39. The method according to claim 22 Wherein the sec 
ondary poWer source is either 1) an electric motor, or 2) a 
hydraulic motor. 
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40. A method of powering a secondary power source in a 
series hybrid vehicle, the method comprising: 

monitoring an amount of available stored energy Within 
an energy storage device; 

monitoring vehicle speed; and 

based on the amount of available stored energy at a given 
vehicle speed, selectively poWering the secondary 
poWer source With either 1) a portion of the amount of 
available stored energy, 2) a portion of an amount of 
direct input energy, or 3) a combination of the portion 
of the amount of available stored energy and the portion 
of the amount of direct input energy. 

41. The method of operating a series hybrid vehicle 
having a primary poWer source and a secondary poWer 
source, the method comprising: 

monitoring an amount of available stored energy Within 
an energy storage device; 

based on the amount of available stored energy, selec 
tively poWering the secondary poWer source With either 
1) a portion of the amount of available stored energy, 2) 
a portion of an amount of direct input energy, or 3) a 
combination of the portion of the amount of available 
stored energy and the portion of the amount of direct 
input energy; 

poWering the secondary poWer source With the portion of 
the amount of available stored energy When the amount 
of available stored energy is above a ?rst selected level; 

poWering the secondary poWer source With the portion of 
the amount of direct input energy When the available 
stored energy is either 1) beloW the ?rst selected level 
and the amount of direct input energy is suf?cient 
enough to meet a poWer demand, or 2) beloW a second 
selected level; 

poWering the secondary poWer source With the combina 
tion of a portion of the amount of available stored 
energy and a portion of the amount of direct input 
energy if the available stored energy is either 1) beloW 
a ?rst selected level and the amount of direct input 
energy is not suf?cient enough to meet a poWer 
demand, or 2) above the second selected level; 

using an engine to generate the amount of direct input 
energy and to generate a ?rst amount of storable 
energy; 
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based on the amount of available stored energy, operating 
the engine at or near one of 1) a ?rst prede?ned poWer 
level When the amount of available stored energy is 
Within a predetermined upper range of stored energy, 2) 
a second prede?ned poWer level When the amount of 
available stored energy is Within a predetermined loWer 
range of stored energy, and 3) a third prede?ned poWer 
level Within a range of poWer levels that is inversely 
proportional to the amount of available energy Within a 
predetermined middle range of stored energy. 

42. The method according to claim 41, Wherein the ?rst 
selected level of available energy is above the predetermined 
upper range of stored energy, and the second selected level 
of available energy is beloW the predetermined loWer range 
of stored energy. 

43. The method according to claim 41, Wherein the ?rst 
poWer level is loWer than the second poWer level, and a 
respective one of each of the poWer levels Within the range 
of poWer levels resides betWeen the ?rst and the second 
poWer levels. 

44. The method according to claim 41 Wherein the second 
selected level is at or near complete depletion of the avail 
able stored energy. 

45. The method according to claim 41 Wherein the second 
prede?ned poWer level comprises a range of poWer levels 
correlating to the poWer demand. 

46. The method according to claim 41 Wherein the engine 
can provide at least 60% to 70% of the desired peak 
acceleration poWer level for the vehicle. 

47. The method according to claim 41 Wherein the energy 
storage device can ef?ciently sustain a charge rate matching 
at least 20% to 25% of the engine’s maXimum rated horse 
poWer. 

48. The method according to claim 41 Wherein the engine 
is either 1) an internal combustion engine, or 2) a Stirling 
engine. 

49. The method according to claim 41 Wherein the energy 
storage device is either 1) an accumulator, 2) a battery, 3) an 
ultracapacitor, or 4) a ?yWheel. 

50. The method according to claim 41 Wherein the sec 
ondary poWer source is either 1) an electric motor, or 2) a 
hydraulic motor. 


