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Abstract

:

Electric vehicles (EVs), which are environmentally friendly, have been used to minimize the global warming caused by fossil fuels used in vehicles and increasing fuel prices due to the decrease in fossil resources. Considering that the energy used in EVs is obtained from fossil resources, it is also important to store and use energy efficiently in EVs. In this context, recovery from a regenerative braking system plays an important role in EV energy efficiency. This paper presents a fuzzy logic-based hybrid storage technique consisting of a supercapacitor (SC) and battery for efficient and safe storage of a regenerative braking system. First, the constraints of the battery to be used in the EV for fuzzy logic control are identified. Then, the fuzzy logic system is created and tested in the ADVISOR and Siemens Simcenter Flomaster programs in the New European Driving Cycle (NEDC) driving cycle. A SC was selected for primary storage to prevent the battery from being continuously charged from regenerative braking, thus reducing its lifetime. In cases where the vehicle consumes more energy than the average energy consumption, energy consumption from the battery is reduced by using the energy stored in the SC, and the SC energy is discharged, making preparations for the energy that will come from the next regenerative braking. Thus, the high current values transferred to the battery during regenerative braking are effectively limited by the SC. In this study, the current values on the battery in the EV with a hybrid storage system decreased by 29.1% in the ADVISOR program and 28.7% in the Simcenter Flomaster program. In addition, the battery generated 46.84% less heat in the hybrid storage system. Thus, the heating and capacity losses caused by this current on the battery were minimized. The presented method provides more efficient energy management for EVs and plays an important role in maintaining battery health.






Keywords:


electric vehicle (EV); energy management system (EMS); fuzzy logic controller; hybrid energy storage system (HESS); supercapacitor (SC)












1. Introduction


Nowadays, the production of EVs is rapidly increasing. While the total number of EVs worldwide was less than 200,000 in 2010, this value has increased approximately 55 times in the last 10 years with the increase in mass production and reached 11 million [1,2]. Carbon emissions are one of the main causes of global warming and air pollution. The use of fossil fuels is one of the most important sources of CO2 emissions into the atmosphere. In 2020, it was stated that 25% of CO2 emissions in air pollution originate from the transportation sector [3]. Moreover, road transport accounts for 53% of carbon emissions in global trade-related transport, and this share is expected to increase to 56% by 2050 if the current trends continue [4]. By 2050, the number of light commercial vehicles is expected to increase by more than 100% of the current level, on average over 2 billion. [5]. Therefore, if there are no changes in vehicle production and vehicle fuel consumption, no reduction in GHG emissions from environmental and air pollution is expected in the coming decades. In this context, in order for countries to achieve net-zero emissions as required by the Paris Agreement, all road transportation should be provided by EVs. [6]. In this rapid transformation, users’ demands for longer-range, safer, and long-lasting batteries must be met.



The biggest challenge in the deployment of EVs lies in the development of low-cost and high-range battery systems [7]. Because the production of low-cost batteries will enable us to see more EVs on the roads, battery manufacturers are investing heavily in their facilities [8,9]. It is desirable that the batteries used in EVs have high power and energy densities. However, EVs have not yet reached the targeted energy density [10]. To overcome this problem arising from batteries, the first work to be done brings with it the necessity of using energy in the most efficient way in EVs. Scientific studies conducted for this purpose have shown that regenerative braking can increase the range of EVs by 20–30% [11,12,13]. However, electrical conditions such as fast charging and frequent charging, which we can see as the reason for this situation, cause negative effects on the vehicle battery and cause the battery pack or battery cells to deteriorate [14,15,16,17]. In addition to increasing the range of EVs, preventing battery aging is critical for ensuring economic and environmental sustainability.



Although significant advances in battery performance have been made recently [18,19], damage to batteries due to sudden energy demands is a common problem, especially in intensive use. This is due to the rapid charging/discharging of batteries during the acceleration and braking of EVs [20]. Batteries perform better when charged/discharged with a low current because the chemical reactions occur continuously and regularly [21]. However, when EVs require instantaneous power consumption during acceleration, batteries meet this demand with high current values [21,22]. Likewise, when a high current is stored in the batteries during regenerative braking, this variable current can shorten the life of the battery. When such acceleration and regenerative braking situations are repeated frequently, especially in urban driving, the battery’s life can be negatively affected [23].



Various battery types are used in EVs, but the most promising, and currently the most common type of energy storage, is the lithium-ion (Li-ion) battery [24,25]. While Li-ion batteries have a high energy density, their power density is not high enough [26]. Supercapacitors (SCs) have similar electrochemical systems for energy storage and allow fast charge/discharge processes [27]. Due to their low energy density compared with batteries, they cannot be directly used as a power source for EVs [27,28,29]. However, they are a good option for compensating for high use intensity in short time periods when the battery power is insufficient. Thus, in hybrid storage EVs with SC, the battery is protected from high currents and overheating.



In the late 1990s, SCs were introduced by investigating their performance for fast energy harvesting and sudden acceleration during braking and downhill descent via a SC unit consisting of 40 × 2 SCs (Panasonic, 2.3 V, 1800 F) installed in a Mazda Bongo Friendee [30]. At the same time, hybridization of SCs with EV batteries, such as valve-regulated lead-acid (VRLA), nickel-metal hydride (Ni-MH), lithium-ion (Li-ion), and PbA batteries, has been proposed [31,32,33,34]. Researchers have stated that SCs may appear as an alternative to replace existing storage batteries, as energy density is less important than power density for vehicle acceleration [34,35,36,37]. It has also been stated that a successful energy storage system should provide more power by improving the vehicle’s performance; the storage system should have a longer operating life, stable performance at low temperatures, and be lighter and smaller in size [37]. However, the ultimate use of this application will depend on the development of this system and consumer demand. Recent studies have shown that consumers are reluctant to choose EVs unless they can be used for transportation over longer distances without range anxiety [38]. Although SCs are not suitable for use as a stand-alone storage source in EVs, they are a very suitable storage source for the hybrid storage option.



Due to the high cost of SCs, battery–SC hybrid systems have not been widely adopted or used compared with Li-ion batteries [39]. The most important reason for this is that the price of a SC with the same energy capacity as a Li-ion battery is 275% higher [40]. However, studies have shown that the price difference between the lifecycle of SCs and Li-ion batteries is a false issue when the entire lifetime of the EV is considered [41,42,43]. Studies have shown that hybrid energy storage systems (HESS) with SCs increase the cost by about 25% but reduce the operating costs by 10% to 27% by extending the battery life [42].



In addition to all these advantages, an important advantage of SCs compared to Li-ion batteries is that they have a wide operating temperature range (−20 °C to +80 °C) [44,45]. This provides an advantage in the use of battery–SC hybrid storage systems in EVs. Thus, using SCs outside the temperature limits of Li-ion batteries can help extend the lifetime of energy sources. A wider temperature range can facilitate fast charging. The management of HESS is important and needs to be compatible with the air and liquid thermal management systems. Another advantage of battery–SC HESSs for EVs is that they do not pose a risk of ignition and combustion in the event of a traffic accident [46].



The main objective of this study is to increase the battery life by reducing the negative effects of regenerative braking on the battery in EVs. Since the battery is one of the most costly components of EVs, a SC was first used to reduce the charge/discharge cycles. The limitations between these storage components were determined by a fuzzy logic controller. In the study, battery tests were performed using two different simulation programs to demonstrate the effect of this method on the battery. The ADVISOR and Siemens Simcenter Flomaster programs were used to perform the tests in the NEDC cycle. In this way, the effect of the HESS with a SC on battery aging was determined. A review of the existing literature shows that while the studies generally focus on how the regenerative braking system works and how the energy is collected, there are limited studies on how to store the energy obtained and how to use it later [46,47]. This study focuses on the existing gap in the literature and highlights the innovative approach of the regenerative braking system to reduce the negative effects on the battery and improve battery life. The simulations clearly demonstrate the positive impact of the hybrid storage system with a SC on battery life. This study will be an important step towards the sustainability of EV technology.



The remainder of this paper is organized in the following sections. Section 2 describes the fuzzy logic methodology; Section 3 describes the design of the energy management system of the FLC-based hybrid storage EV; Section 4 compares the driving cycles in the ADVISOR and Siemens Simcenter Flomaster programs; Section 5 presents the results and discussions of the study; and Section 6 presents the conclusions of the study.




2. Experimental Preparation for Fuzzy Logic Application


The regenerative braking system used in EVs increases the amount of charging cycles on the battery and has a negative impact on battery life [16]. The HESS proposed in this study improve the battery charging processes by reducing the negative effects on battery life. The factors affecting battery life are the temperature of the battery, charging current, battery state-of-charge (SoC) during regenerative braking, and input values of the SC SoC fuzzy logic controller. The reason for choosing these values is that depending on the vehicle’s speed and road condition, the braking force will affect the current, temperature, and battery SoC values on the battery. Using the experimental studies, the constraints for the input values of the fuzzy logic controller to be used in the HESS were determined.



2.1. Temperature


Battery capacity tests were performed at different temperatures to determine the effect of the temperature on the battery and to establish the boundaries of the fuzzy logic controller. Aspilsan brand 18650 cylindrical Li-ion (NMC) batteries were used in the experiment phase (Figure 1). The reason for choosing these batteries was to support Türkiye’s domestic and national battery production. In addition, the possibility of TOGG— the country’s domestic EV—using these batteries in the future is also considered. In this context, these batteries are used in this study to encourage domestic battery production and support the domestic EV industry. The data obtained in this context will provide an important contribution to EV manufacturers who will use this brand of battery.



To monitor the behavior of the battery at different temperatures, battery capacity experiments were performed at 10 °C, 20 °C, 30 °C, 40 °C, 50 °C, and 60 °C using a water-circulating cooling bath (Figure 2) and drying oven (Figure 3). Due to the change observed between 40 °C and 50 °C, battery capacity experiments were performed at 43 °C and 45 °C to more accurately investigate this range.



Discharging at 1C at eight different temperature values was carried out with the DL24P discharge device, and the results are given in Figure 4. Different batteries were used at each temperature, and the tests were started after the batteries were discharged at 1C and charged at 1C as they left the factory.



Figure 4 shows that the highest capacity value was observed at 43 °C. Considering battery heating during the use of EVs, the battery operating temperature was determined to be between 0 °C and 45 °C. The reason for setting the battery temperature in this range is that if the battery goes out of the ideal operating range, the charging current to be obtained from the energy obtained from regenerative braking will be directed to the SC instead of the battery. Using batteries for charging at low or high temperatures causes permanent capacity losses in the battery [17]. Considering the results obtained experimentally, although the Aspilsan company states that this model battery can operate up to 60 °C in the catalog of use, the temperature is limited to 45 °C to prevent the temperature increase caused by regenerative braking in the battery within the scope of this study.




2.2. Battery Charging Current


A factor affecting both the battery capacity and battery life is the determination of the values between which the battery charging current will be. The charging or discharging rates in the batteries are symbolized by C, and this rate is defined as, for example, the ability of a 1 Ah battery to maintain a current of 1 A for 1 h. Discharge processes at different values of the Li-ion battery were performed experimentally. In this way, the limits of the discharge current to be used in the fuzzy logic controller were determined. The batteries used in the experiment are offered to the user at a 30% discharge rate from the factory. Operating between 4.2 V and 2.5 V voltage values, these batteries were first discharged at 1 C and then charged at 1 C. Discharging at different C ratios was performed at 43 °C with a DL24P discharger capable of discharging between 0.1 A and 30 A. The battery charging current experiments were performed at 43 °C, and the highest capacity was obtained at this temperature (Figure 5).



In this test setup, discharges were performed at C/10, C/5, C/3, C/2, C, 2 C, 3 C, and 5 C ratios. The Aspilsan 18650 NMC battery used in this study has a capacity of 2900 mAh. This capacity value of the battery means that it can meet 2.9 A for 1 h. While charging and discharging processes have a positive effect on the battery’s capacity at low C rates, at high C rates, some of the energy is converted into heat and causes capacity loss on the battery. The evolution of the capacity as a function of the discharge rate is given in Figure 6.



The battery capacity decreased by around 5% of its capacity when the C ratios increased from C/10 to 5 C, while the heating increased from 43.2 to 93.6 °C (Figure 7). The breaking point of the heat increases is observed above 0.5 C. At high C ratios, some of the energy during the charge/discharge process is converted into heat energy, decreasing the battery capacity.



In a fuzzy logic controller, the battery parameters used in an EV and the proposed SC parameters are needed to determine the constraints. The EV battery and motor parameters used to determine the constraints are given in Table 1.



There are 95 series-connected battery cells and 48 parallel-connected battery cells in the EV battery pack. With a motor power of 160 kW, the maximum current to be drawn from the battery cell of the EV is 8.7 A. The maximum current value to be drawn from the battery cell corresponds to the 3 C ratio. Formulas (1)–(4) are calculated for transferring the power gained from regenerative braking to the HESS. (1) is the moment of inertia, (2) is the aerodynamic drag resistance force, (3) is the rolling resistance force, and (4) is the power transferred to the HESS.


    I   w / t   =   m   w       r   w     2   +   m   t       r   t     2    



(1)




where     m   w     is the rim weight (kg),      r   w     is the rim radius (m),     m   t     is the wheel weight (kg), and     r   t     is the tire sidewall thickness (m).


    F   a e r o   =   1   2   p   C   d   A   V   2    



(2)




where   p   is the air density (kg·m3),     C   d     is the drag coefficient,   A   is the vehicle front surface area, and   V   is the speed (km/h).


    F   r r   =     C   r r , f r o n t     m   f   +   C   r r , b a c k   ( 1 −   m   f   )     m   v   g   cos  ⁡  α    



(3)




where     C   r r     is the rolling coefficient,     m   f     is the weight coefficient on the front axle,     m   v     is the total weight (kg), and   g   is the gravity acceleration (m/s2).
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(4)




where     n   M / G     is the motor-generator efficiency ratio,     r   r     is the transfer rate,     n   t     is the transfer efficiency,     n   f     is the axle efficiency,   a   is the variable acceleration (m/s2),   k   is the regenerative braking coefficient,     f   b     is the coefficient of braking friction,     I   M / G     is the motor-generator moment of inertia (kg.m2), and     P   b ,   i n t     is the power transferred to the hybrid storage system (kW).



Based on these formulas, the energy to be obtained from regenerative braking can be calculated; however, since this energy varies continuously depending on the road condition in EVs, certain scenarios should be determined first. In the first scenario, it is assumed that the vehicle is traveling at 120 km/h and brakes for 12 s after noticing the red lights. Because there is no slope in this scenario, the energy that the EV will obtain from regenerative braking can be calculated by calculating the kinetic energy. First, using the aerodynamic drag resistance force (2), we calculated that the vehicle consumes 5.25 kWh of energy against the drag resistance. The rolling resistance (3) for dry ground is calculated as 15.22 kWh. The kinetic energy of the EV at 120 km/h is 0.316 kWh. In addition to this kinetic energy, the kinetic energy of wheel rotation must be added. The tire size of the EV used in the study is 235/50/19, and the total tire weight is 30 kg. Based on this data, the total rotational kinetic energy for the four wheels is 0.25 kWh. Thus, the total regenerative braking energy will be 0.566 kWh. The regenerative braking energy for EVs with 80% drivetrain efficiency [48] would be 0.452 kWh. A total of 1627.2 kJ of energy would be stored within the vehicle’s total braking time of 12 s. This will result in a peak power of 108.480 kW. With 80% powertrain efficiency in the vehicle, the peak power value will be 86.784 kW. If this power is divided first by the total battery voltage of 400 V and then by 48 parallel-connected battery cells, a charging current value of 4.52 A per cell will be found. This value corresponds to 1.558 C (4.52/2.9 = 1.558) for a 2900 mAh capacity battery.



In the second scenario, a vehicle traveling at 50 km/h is assumed to be driving in the city. In this drive, 0.0756 kWh of energy will be stored during a full stop, and 0.065 kWh of energy will be recovered from regenerative braking with 80% powertrain efficiency. This complete stop will require 5 s of braking. Repeated 100 times for 100 km of city driving, a total of 6.5 kWh of energy will be stored. For an EV with 16.7 kWh energy consumption per 100 km, this energy will provide a gain of 38.9 km. In this scenario, 197.9 kJ of energy will generate a charging current of 2.061 A per battery cell. This value corresponds to 0.710 C for a 2900 mAh capacity battery.



In the last scenario, the regenerative braking energy that will occur when the vehicle descends from 650 m above sea level to sea level is calculated. Considering the total road length of 15 km, the road slope will be 4.33%. Assuming that the vehicle descends this slope at a speed of 80 km/h, 0.26 kWh of energy will be gained. If this process is repeated five times along the road, a total of 1.3 kWh of energy will be recovered from regenerative braking. In this scenario, a charging current of 2.27 A per battery cell will be generated. This corresponds to a value of 1.277 C for a 2900 mAh capacity battery. In all these scenarios, the vehicle weight and the driver were calculated. Changing the weight of the vehicle causes the regenerative braking energy to change. In this case, the charging current value of the energy gained at different loads to the battery cell is given in Table 2. The weight of a passenger is assumed to be 80 kg in the calculations.



In the calculations made under different road conditions and different loads from the three scenarios developed, the charging current gained by regenerative braking to the EV battery cell reached a high charging current value with a C value of 2.275. Low C rates during battery charging increase the battery capacity and battery life. In this context, the SC will be preferred primarily for energy storage from regenerative braking. As soon as the instantaneous average consumption exceeds 16.9 kWh, the SC discharges the load by feeding the electric motor. Thus, the SC will remain empty continuously. When the SC is full, if the temperature and SoC values are suitable for the battery, charging by limiting the charging current value by 0.5 C will improve the battery life. If the SC is full of the battery and is not suitable for energy storage, safe deceleration or stopping will be achieved by mechanical braking. In the current applications to preserve battery life, the efficiency of the energy to be stored is lower than that of the method used in this study because of the lack of a HESS.



Considering all these scenarios, the SC capacity was calculated to optimally store the energy gained from regenerative braking. The capacity of a Maxwell brand BCAP0350 model 350 F SC is 0.354 Wh. The SC pack voltage is 400 V, equivalent to the battery pack voltage, and consists of 150 series connections. To store the energy from regenerative braking and to direct the peak current value during braking to the SC, three parallel connections are considered appropriate. In this case, the total capacity of 450 SCs is 159.3 Wh.



When using two SC packs connected in parallel, a capacity of 106.2 Wh is obtained. This capacity value can store 23.49% of the braking of Scenario 1 with only the driver in the vehicle. This may cause us to recharge the battery with high current values without being able to sufficiently transfer the high current values at the beginning of the braking to the SC. Therefore, the number of SCs is set to 450. Thus, at maximum regenerative braking, 35.24% of the energy will be transferred to the SC, and high current values will be prevented from damaging the battery. The parameters of the Maxwell brand BCAP0350 model 350 F SC are given in Table 3.



The continuous maximum current value of the SC is 170 A. In all calculated scenarios, a maximum charging current of 92.38 A will be obtained for 150 series and three parallel-connected SC cells. In this case, safe storage will be provided without exceeding the maximum current of the SCs.




2.3. Battery and Supercapacitor State-of-Charge


For the batteries to charge/discharge healthily, they must be operated within a certain SoC range. When the studies in the literature are examined, it is seen that the most efficient operating SoC range of Li-ion batteries is 20–90% [49]. In this context, charge/discharge operations at low and high SoC values increase the stress on the battery [50]. SCs can charge and discharge very quickly [51]. Moreover, because of their high power density, SCs can cater to the sudden acceleration demands in EVs. In addition, the cycle life of SCs is more than 1 million [52]. Because of their high cycle life, they can be operated in a wider SoC range than batteries. Similarly, their operating temperatures are also wider than those of Li-ion batteries. In this way, SCs are preferred in applications that require a continuous charge/discharge, such as regenerative braking. SCs can be operated in the 5–95% SoC range to achieve high efficiency from their energy density [53,54].





3. Design of Fuzzy Logic System


3.1. Data Preparation


A fuzzy logic control system has four inputs, namely temperature, charging current, battery SoC, and SC SoC, and two outputs, namely the battery transfer ratio and SC transfer ratio. The boundary ranges of these inputs were determined by the experimental studies, and a dataset of 1000 units was created. Table 4 shows the data entered into the “Matlab® Fuzzy Logic” system. The main objective is to prolong the battery life by maintaining battery health by directing energy from regenerative braking to the SC under high temperatures, high charging currents, and high battery SoC conditions.




3.2. Building the Model


There are some reasons for choosing the membership functions and the type of modeling in fuzzy logic. In complex systems such as HESS, it is important to have the ability to model the complex interactions of various input variables. Trapezoidal membership functions better handle the complexities of such systems, providing flexibility and helping to make clearer decisions in uncertain situations. Therefore, the membership functions for the inputs defined in the fuzzy logic control system are characterized as trapezoidal ‘trapmf’ shaped. In terms of the modeling type in fuzzy logic, there are two different approaches. These are Sugeno-type modeling and Mamdani-type modeling. While Sugeno-type modeling is mainly used to create and analyze a mathematical model of uncertain systems, Mamdani-type modeling is preferred for creating and interpreting fuzzy logic rule sets using natural language expressions. The Sugeno-type modeling method was chosen in order to define the energy transfer rates of batteries and SCs more clearly. In addition, the Sugeno modeling method is more successful than the Mamdani modeling method in explaining non-linear relationships, such as in the HESS, clarity of outputs, and ease of mathematical analysis. Therefore, the Sugeno-type modeling method was chosen for a clearer description of the battery and SC transfer rates. Table 5 provides the boundary points of the membership functions. In this table, the input levels are expressed as low (L), nominal (N), and high (H).



The boundary points provided in Table 5 were determined on the basis of the experiments conducted. The representation of the membership functions for these boundary points in the Matlab program is illustrated in Figure 8.



After the membership functions for all the input values were created according to the specified boundary values, 800 data points were entered for the training phase in the ANFIS environment. Based on these data, ANFIS generated 81 rules. These rules are shown in Figure 9, and the interval variables associated with them are shown in Figure 10.



A total of 800 data were used in the training phase, while the remaining 100 data were used in the testing phase, and 100 data were used in the validation phase. In the results obtained using the ANFIS method, the model achieved very successful learning and could make decisions with high accuracy rates. The performance of the model with the test data is given in Table 6. The fact that the R2 value is close to 1 and the MSE and RMSE values are close to 0 indicates the success of the model. The connection between the input variables of the model is shown in three dimensions in Figure 11.



Another important feature of the model is the switching between the battery and SC. The output results can be battery-only, SC-only, or the HESS with different ratios. In the case of battery-only or SC-only, routing must be provided by switching. Similarly, in the case of the HESS, the third switch should be used, and the connection between the battery and SC should be disconnected. This is because the internal resistance of the SC is much smaller than that of the Li-ion battery. Therefore, if the SC SoC ratio is lower than the battery SoC ratio, the SC may pull the load on the battery. A third switch is needed to prevent this situation. In addition, thyristors should be used to provide energy storage at different rates in the HESS. For this storage at variable rates, storage can be provided by changing the trigger angle of the thyristor. This ensures frequency matching between these two storage methods. The HESS can quickly draw energy from the SCs to stabilize momentary power fluctuations while turning to the batteries for longer-term energy needs [55]. In this way, the power stability and performance of the vehicle are ensured while at the same time ensuring that the batteries last longer and are protected from constant overloading or discharging.





4. Simulation and Analysis


In this study, the NEDC’s cycle is simulated, which is close to real-world driving. The NEDC is a standardized test procedure in a laboratory environment and is used to measure the fuel consumption and emissions of vehicles. However, in real-world conditions, the performance, fuel consumption, and emissions of vehicles can often differ from the NEDC test results. The reasons for this are traffic, vehicle aging, weather conditions, and driver behavior. In this study, we minimized this difference by simulating vehicle aging (battery) and different weather conditions in the simulation environment. However, some differences may still occur due to driver behavior. Furthermore, the NEDC’s drive cycle used in this study includes traffic density and congested traffic conditions in the cycle. In this way, the data obtained takes into account urban, suburban, and congested road conditions.



4.1. ADVISOR Simulation Environment


The ADVISOR program was developed by the National Renewable Energy Laboratory (NREL) in the late 1990s [56]. The ADVISOR program is used in the analysis of conventional, hybrid, and EVs. Since it is an open-source software, many researchers have contributed to the program’s library. In addition, because it works as a Matlab Simulink module, it offers the flexibility to create a control strategy. ADVISOR makes agreements with commercial automobile manufacturers and universities to ensure that the algorithms reach minimum uncertainty. There are 59 different driving configurations in the program. Each configuration parallels real-life situations and is recognized by international institutions [57].



In this paper, the proposed HESS and conventional storage system are designed in the ADVISOR program. The designed fuzzy logic controller is integrated into the HESS and analyzed. Before the blog diagram is created, the researcher is first presented with the vehicle data entry screen in the ADVISOR program. On this screen, the researcher enters the relevant data and is transferred to the next stage, the blog diagram design.



Based on the data entered on the vehicle data entry screen, a blog diagram is automatically created for the EV, while a new blog diagram is created for the HESS. In the automatically generated diagram, data can be obtained from all the important units of the EV, such as the brakes, wheels, engine, and battery. In the HESS, the battery and SC are connected in parallel, and a fuzzy logic controller is added as the control system. Figure 12 shows the blog diagram of the EV, and Figure 13 shows the blog diagram of the EV with the hybrid storage system.



Among the driving cycles in the ADVISOR program, the two cycles most frequently used by automobile manufacturers are the New European Driving Cycle (NEDC) and the Worldwide Harmonised Light Vehicle (WLTC) [58]. The NEDC cycle was preferred until 2018, but the WLTC cycle was switched to WLTC driving because fuel consumption in conventional vehicles was lower in this cycle than in real life [59]. The WLTC driving cycle was deemed unsuitable for this study because of the excessive regenerative braking. The NEDC driving cycle includes both urban and non-urban data. The amount of regenerative braking is more in line with real driving. Figure 14 shows the speed–time graph of the NEDC cycle.



The NEDC driving cycle is carried out at an ambient temperature ranging from 20 °C to 30 °C and a driving cycle distance of 10.93 km. The maximum speed during the cycle is 120 km/h, and the average speed is 33.21 km/h. In addition, the total duration of this drive is 1184 s, and the maximum acceleration is 1.06 m/s2. The majority of driving occurs within the city (Figure 14). Because this driving cycle includes both urban and non-urban driving, it is a suitable driving technique for EVs in terms of application. Figure 15 shows the speed ratios of the driving cycle in percentages.



In the simulation environment, the vehicle’s road conditions in Europe (NEDC) were simulated, and the current values drawn from the battery and HESS were analyzed. The negative values represent the charging current from regenerative braking, and the positive values represent the current drawn from the battery during the driving cycle. The current values are calculated as the C value per battery and are given in Figure 16. When the current values drawn from the battery and the current values from regenerative braking are analyzed, the battery in the HESS is exposed to 29.1% lower current values than the battery storage system. This will contribute to the battery’s health and help the battery to be used longer.



The ADVISOR program does not support a SC storage system. However, by modifying the blog diagram, testing can be performed by defining the SC catalog data as a battery. The test starts at 70% SoC and 70% SC SoC in the NEDC drive cycle. The HESS completed the driving cycle with a 7.28% battery loss, whereas the battery storage system completed the driving cycle with a 15.64% battery loss. When the test results are analyzed, it is seen that the fuzzy logic controller makes a positive contribution to the average energy consumption with the SC. Figure 17 shows the SoC change in the systems during the drive cycle.



In simulation tests performed in the ADVISOR program, it is not possible to change the outdoor temperature. In addition, the program does not allow the determination of the internal resistance of the battery and the change in the battery SoC value at the beginning of the test. Due to these limitations of the program, simulations were also performed and compared with the Siemens Simcenter Flomaster program, which has more advanced features.




4.2. Siemens Simcenter Flomaster Simulation Environment


This program provides more possibilities than the ADVISOR program in changing the motor, battery, and outdoor parameters. It can also be integrated with the Matlab program. In this way, the fuzzy logic controller was integrated into the system, and driving cycles were realized. Values are defined for 40 different components used in the modeling and the properties of these components. While the model for the EV is created automatically in line with the data entered on the vehicle data entry screen, the EV battery model is designed for the hybrid storage system. In this model, data can be obtained from all units of the EV, such as the brakes, wheels, engine, and battery. In the HESS, the battery and SC are connected in parallel and a fuzzy logic controller is integrated as the control system. Figure 18 shows the EV blog diagram modeled in the Simcenter Flomaster program.



In this program, outdoor and in-cabin temperatures can be adjusted to obtain the closest-to-reality results on battery usage values. It also allows changes to the battery’s initial SoC and battery capacity. The Simcenter Flomaster program allows customization of all battery parameters. In this context, it creates an internal resistance model, which is the most important variable for battery health. The three-dimensional relationship of the internal resistance created in the program for the battery used in this study is shown in Figure 19.



In the simulation environment, the vehicle’s road conditions in Europe (NEDC driving cycle) were simulated at different outdoor temperatures and different battery SoC values, and then the current values that passed through the battery and HESS were examined. The battery data of the EV that was modeled in the simulation is defined as 4560 battery units with 95 series and 48 parallel connections. In this study, 2900 mAh batteries were tested at −10 °C, 0 °C, 10 °C, 20 °C, 20 °C, 30 °C, 40 °C, and 50 °C outdoor temperatures. At all these outdoor temperatures, the EV cabin temperature was kept constant at 20 °C. The current values obtained from the Simcenter Flomaster program at a 20 °C outdoor temperature are calculated as the C value per battery (Figure 20). The regenerative braking rate was defined as 80%, and the battery’s initial SoC was defined as 70%. When the current values through the battery and the current values from regenerative braking are analyzed, the battery in the hybrid storage system is exposed to 28.7% lower current values than the battery storage system.



The Simcemter Flomaster program was tested at a 70% battery charge and a 50% SC charge. The hybrid storage system completed the driving cycle with a 4.15% battery loss, whereas the battery storage system completed the driving cycle with a 5.02% battery loss. Figure 21 shows the SoC change in the systems during the driving cycle. Figure 22 shows the battery SoC values obtained after the driving cycle at a 20 °C outdoor temperature and different SoC values of the battery.



Different percentage gains were obtained by starting the driving cycle with different SoC ratios of the battery. This is because fuzzy logic protects the battery’s health by selecting different storage methods at different SoC ratios. The same is true for different temperature values. Figure 23 shows the battery SoC values obtained because of the driving cycle at 70% battery and a 50% SC SoC ratio and different outdoor temperatures.



When the battery SoC was 10%, the system used the SC more to prevent the battery from deep discharging. When the battery SoC is 90%, a similar situation is realized, and the battery is prevented from creating a security weakness by charging to full capacity. Considering all the different SoC values, the battery consumed 20.43% less energy in the HESS. The battery utilization rate also changed with the change in outdoor temperature, and the battery utilization rate decreased by 21.3% in the tests performed at six different outdoor temperatures. When the outdoor temperature was 50 °C, the battery SoC increased as the system reduced its battery usage. Because of the reduced battery utilization, the heat generated by the battery pack is reduced, and the energy consumption for cooling is reduced. Figure 24 shows the heat energy generated by the battery pack during the driving cycle at 70% battery, a 50% SC SoC, and a 20 °C outdoor temperature.



The HESS produced 46.84% less heat than the standard battery system during the NEDC driving cycle. Thus, the battery’s health was preserved by preventing the increase in internal resistance that would occur in the battery because of battery heating. Thus, the HESS contributed positively to both the vehicle range and battery life. During the driving cycle, the range of the EV without regenerative braking with battery storage was 218 km, 235 km with only regenerative braking, and 243 km with a combination of regenerative braking and hybrid storage. Thus, both the range of the EV has increased and the battery life has been positively contributed to due to less battery use.





5. Results and Discussion


The comparison of the HESS controlled by fuzzy logic with the battery storage system was carried out in the ADVISOR and Simcenter Flomaster programs. The NEDC driving cycle was used in the simulations, and the current values on the battery and battery SoC were compared. Although SCs lack a high energy density, they quickly store the instantaneous energy demands from regenerative braking and quickly meet the instantaneous energy demands during sudden acceleration. In this way, the consumption values on the battery were reduced and the battery’s health was maintained by reducing the high current values in the energy stored and consumed from regenerative braking on the battery. Figure 25 shows the current values generated on the battery by the HESS in ADVISOR and Simcenter Flomaster programs.



The ADVISOR program, on the other hand, starts the battery’s initial SoC value with only 70%. For this reason, the tests of the battery at different SoC values were performed using the Simcenter Flomaster program. In addition, tests at different outdoor temperatures and heat generation values of the battery were performed using the Simcenter Flomaster program. In the EV with the HESS, the current values on the battery decreased by 29.1% in the ADVISOR program and 28.7% in the Simcenter Flomaster program. Similarly, the battery SoC values decreased by 7% in the ADVISOR program and 4.15% in the Simcenter Flomaster program.



Martyushev et al. [60] reduced the energy consumption by 5% by optimizing the power distribution between the SCs and batteries in composite energy storage systems. Furthermore, the energy efficiency was increased from 4.1% to 6.7% by optimizing the parameters of the flywheel device and the energy management strategy. As a result of their simulation study, Song et al. [61] argued that the total cost of the HESS during a 10-year operation, including capital costs, electricity costs, and battery replacement costs, is 25.9% less than current battery prices. Da Silva et al. [62] developed a multi-objective optimization dual HESS and achieved a 19.57% range increase and 22.88% battery life extension compared to a single HESS-equipped EV. In the existing literature studies, a HESS system based on a regenerative braking system is quite scarce. In this study, simulations in the ADVISOR and Siemens Simcenter Flomaster programs show that the HESS is effective in maintaining the battery’s health and optimizing energy consumption, especially in regenerative braking situations. The integration of SCs in the storage and utilization of the battery contributes to a significant reduction in average energy consumption, an increase in vehicle range, and the preservation of battery health. This study provides more comprehensive results than other studies by presenting a comprehensive analysis with tests performed over a wide temperature range and data obtained at different SoC values.




6. Conclusions


There has been a marked increase in the popularity of EVs, driven by growing environmental concerns and market demand. However, electrochemical energy storage systems are not yet competitive with fuel-based vehicles. One of the main reasons is the limited lifetime of battery systems, which necessitates a redesign of the energy storage systems. In this context, SCs in the HESS offer a solution for batteries that are weak. However, the installation of battery/SC systems is more complex than the integration of two different electrochemical power sources. The timing of the charging or discharging of each electrochemical cell is an important factor that needs to be carefully managed. This requires a complex handling procedure, which is different from the regular testing of electrochemical cells. This study aims to attract the interest of various researchers and focus on the design of local battery/SC systems, especially for EVs. In this direction, an energy storage system is designed by evaluating the performance of the battery at different temperatures, SoCs, and currents using a fuzzy logic controller.



This study highlights the potential of the HESS to enhance the battery performance in EVs. The research results underscore the remarkable effectiveness of the HESS in bolstering EV performance, concurrently ensuring battery longevity and optimizing energy usage. In simulated NEDC driving cycles using both the ADVISOR and Siemens Simcenter Flomaster programs, the HESS showcased significant reductions in battery capacity loss. Specifically, the HESS demonstrated a remarkable 7.28% reduction in loss compared to the battery storage system’s 15.64% in the ADVISOR program and a notable 4.15% loss compared to the system’s 5.02% in the Siemens Simcenter Flomaster program. Furthermore, the HESS contributed substantially to reducing on-battery currents by 29.1% in the ADVISOR program and 28.7% in the Siemens Simcenter Flomaster program. These reductions effectively alleviate high current stresses on the battery. Temperature variations also played a crucial role, with tests conducted in the Siemens Simcenter Flomaster program revealing a significant 21.3% reduction in the average battery utilization rate. Moreover, during the NEDC drive cycle, the HESS demonstrated a noteworthy 46.84% reduction in heat generation within the battery. The HESS played an instrumental protective role by preventing temperature rises and mitigating the increase in internal resistance, thereby positively contributing to the battery’s life and health. Additionally, tests conducted at various SoC values revealed an average energy consumption reduction of 20.43% with the implementation of the HESS. Remarkably, during the NEDC driving cycle, the integration of the HESS led to a notable 3.4% increase in driving range compared to traditional battery storage systems. This underscores the significant potential of the HESS in extending EVs operational distances, offering tangible benefits to users while enhancing an overall efficiency and sustainability in transportation. In summary, these findings affirm that the HESS significantly enhances the EV’s performance while preserving its battery life and optimizing energy consumption. The widespread adoption of the HESS is poised to drive down energy consumption in EVs, accelerating countries’ efforts to achieve their carbon emission reduction targets effectively and expeditiously.
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Figure 1. Aspilsan 18650 NMC battery. 
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Figure 2. Water-circulating cooling bath with battery capacity experiment at 10 °C. 
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Figure 3. Battery capacity experiments at different temperatures using a drying oven. 
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Figure 4. Battery capacity test at 1C charging current at different temperatures. 
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Figure 5. Discharge experimental setup at 43 °C and different C values. 
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Figure 6. Battery capacity test at 25 °C at different C ratios. 
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Figure 7. Evolution of the battery temperatures during the isothermal discharge at 43 °C with different C ratios. 
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Figure 8. Membership functions related to the battery temperature. 
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Figure 9. ANFIS rule table. 
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Figure 10. ANFIS rule output values. 
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Figure 11. Three-dimensional relationship between input variables in the model. 






Figure 11. Three-dimensional relationship between input variables in the model.



[image: Applsci 14 03077 g011]







[image: Applsci 14 03077 g012] 





Figure 12. EV’s blog diagram. 
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Figure 13. Blog diagram of an EV with HESS. 
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Figure 14. NEDC driving cycle. 
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Figure 15. Vehicle speed percentiles used in the NEDC driving cycle. 
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Figure 16. Current values in the NEDC driving cycle in the ADVISOR program. 
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Figure 17. Battery SoC replacement in NEDC driving cycle in ADVISOR program. 
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Figure 18. EV control blog diagram modeled in the Simcenter Flomaster program. 
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Figure 19. Internal resistance changes depending on battery temperature and SoC in the Simcenter Flomaster program. 
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Figure 20. Current values in the NEDC driving cycle in the Simcenter Flomaster program. 
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Figure 21. Battery SoC replacement in NEDC driving cycle in Simcenter Flomaster program. 
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Figure 22. Battery variation at different SoC values. 
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Figure 23. Battery SoC obtained at different temperatures. 
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Figure 24. Heat generation of the battery in the NEDC driving cycle (kW). 
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Figure 25. Comparison of the current values generated by the HESS on the battery. 
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Table 1. EV battery and motor parameters.






Table 1. EV battery and motor parameters.





	EV Parameters
	Parameter Values





	Battery cell voltage
	4.2 V



	Battery pack voltage
	400 V



	Battery capacity
	52.4 kWh



	Battery cell quantity
	4560



	Battery weight
	340 kg



	Engine power
	218 HP



	Average consumption
	16.9 kWh/100 km










 





Table 2. Energy gained from regenerative braking under different loads.






Table 2. Energy gained from regenerative braking under different loads.





	Scenarios
	Driver
	Drive + 1
	Drive + 2
	Full Load





	Scenario 1
	1.558 C
	1.618 C
	1.678 C
	2.275 C



	Scenario 2
	0.710 C
	0.738 C
	0.765 C
	1.037 C



	Scenario 3
	1.277 C
	1.326 C
	1.376 C
	1.866 C










 





Table 3. Parameters of the Maxwell SC model BCAP0350.






Table 3. Parameters of the Maxwell SC model BCAP0350.





	SC Parameters
	Parameter Values





	SC cell voltage
	2.7 V



	SC pack voltage
	400 V



	Continuous cell current
	40 A (for 40 °C)



	Maximum cell current
	170 A



	Internal resistance
	0.0032 Ω



	Total weight
	27 kg



	Total capacity
	159.3 Wh



	Total cost
	$3000










 





Table 4. Fuzzy logic dataset.






Table 4. Fuzzy logic dataset.





	
No

	
Fuzzy Logic Input Parameters

	
Fuzzy Logic Output Parameters




	
Temperature (°C)

	
Cell C Rate

	
Battery SoC (%)

	
SC SoC (%)

	
Battery Rate (%)

	
SC Rate (%)






	
1

	
34

	
0.395

	
13

	
93

	
62.5

	
37.5




	
2

	
−16

	
1.594

	
47

	
17

	
0

	
100




	
3

	
−7

	
0.439

	
12

	
28

	
37.5

	
62.5




	
.

	
.

	
.

	
.

	
.

	
.

	
.




	
.

	
.

	
.

	
.

	
.

	
.

	
.




	
.

	
.

	
.

	
.

	
.

	
.

	
.




	
999

	
47

	
0.458

	
15

	
100

	
100

	
0




	
1000

	
−5

	
0.544

	
6

	
86

	
75

	
25











 





Table 5. Fuzzy logic control system’s membership functions.






Table 5. Fuzzy logic control system’s membership functions.





	
Input Values and Levels

	
Border Points




	
A

	
B

	
C

	
D






	
Temperature (°C)

	
L

	
−30

	
−15

	
5

	
15




	
N

	
5

	
15

	
45

	
55




	
H

	
43

	
70

	
90

	
110




	
Cell C rate

	
L

	
-

	
-

	
0.08

	
0.15




	
N

	
0.1

	
0.2

	
0.5

	
0.65




	
H

	
0.45

	
0.75

	
1.5

	
2




	
Battery SoC (%)

	
L

	
-

	
-

	
0

	
25




	
N

	
10

	
20

	
80

	
90




	
H

	
75

	
90

	
100

	
-




	
SC SoC (%)

	
L

	
-

	
-

	
0

	
10




	
N

	
5

	
15

	
85

	
95




	
H

	
80

	
95

	
100

	
-











 





Table 6. Performance evaluation of the model.






Table 6. Performance evaluation of the model.





	Performance Measure
	Performance Value





	R2
	0.927



	MSE
	0.15



	RMSE
	0.39
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