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Abstract

:

Nowadays, due to the increasing use of electric vehicles, manufacturers are making more and more innovations in the batteries used in electromobility, in order to make these vehicles more efficient and provide them with greater autonomy. This has led to the need to evaluate and compare the efficiency of different batteries used in electric vehicles to determine which one is the best to be implemented. This paper characterises, models and compares three batteries used in electromobility: lithium-ion, lead-acid, and nickel metal hydride, and determines which of these three is the most efficient based on their state of charge. The main drawback to determine the state of charge is that there are a great variety of methods and models used for this purpose; in this article, the Thévenin model and the Coulomb Count method are used to determine the state of charge of the battery. When obtaining the electrical parameters, the simulation of the same is carried out, which indicates that the most efficient battery is the Lithium-ion battery presenting the best performance of state of charge, reaching 99.05% in the charging scenario, while, in the discharge scenario, it reaches a minimum value of 40.68%; in contrast, the least efficient battery is the lead acid battery, presenting in the charging scenario a maximum value of 98.42%, and in the discharge scenario a minimum value of 10.35%, presenting a deep discharge. This indicates that the lithium-ion battery is the most efficient in both the charge and discharge scenarios, and is the best option for use in electric vehicles. In this paper, it was decided to use the Coulomb ampere counting method together with the Thévenin equivalent circuit model because it was determined that the combination of these two methods to estimate the SOC can be applied to any battery, not only applicable to electric vehicle batteries, but to battery banks, BESS systems, or any system or equipment that has batteries for its operation, while the models based on Kalman, or models based on fuzzy mathematics and neural networks, as they are often used and are applicable only to a specific battery system.
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1. Introduction


Currently, the growing use of electric vehicles has become a powerful alternative to combustion vehicles, due to concerns about environmental damage and climate change caused by greenhouse gases; electric vehicles are presented as the alternative to combustion vehicles, which seeks to reduce or eliminate the pollution caused by combustion vehicles [1].



In 1910, electric vehicles (EVs) could be seen on the streets and avenues, but they were quickly replaced by combustion vehicles because EVs had low efficiency, high costs, and low speed compared to their combustion vehicle counterparts. An EV harnesses electrical energy stored in one or more batteries to produce motion, using a motor. The high demand for EVs presents electric vehicle manufacturers and developers with major challenges in developing more efficient vehicles with greater range. In the last decade, battery technology used in EVs has improved enormously, increasing efficiency and battery life, which has always been the weakest point of EVs [1,2].



To meet the goal of future transport with more efficient vehicles and with low or zero emissions of greenhouse gases emitted by current vehicles, electric vehicles (EV), hybrid electric vehicles (HEV), and plug-in hybrid vehicles (PHEV) are emerging as the best alternative currently available to reduce the pollution caused by a conventional vehicle [3].



The electric battery is the most important component in the electric vehicle as it supplies and stores energy for the electric vehicle to operate, has the greatest impact on efficiency and range, is also the heaviest component of the EV, and must be strategically placed within the vehicle to provide stability through a low centre of gravity [4,5].



Due to the importance and impact that the battery has on the efficiency and operation of the EV, models have been created to estimate and know the energy stored inside the battery and, in this way, to predict the behaviour in different charging and discharging events; and to carry out an efficient management of the energy stored in the battery [6].



For battery energy management, the State of Charge (SOC) is estimated, which indicates the remaining energy in the battery, and the battery performance is determined on the basis of the SOC [6,7].



EVs use electric batteries to supply power to the synchronous motor and thus produce motion in the vehicle. Currently, the number of electric vehicles has increased rapidly due to their greater efficiency and range. With technological development driven by the high demand for EVs, EV manufacturers are finding better and better production methods and materials to increase battery life and reduce charging times. EVs use electric batteries to supply power to the synchronous motor and thus produce motion in the vehicle. Today, the number of electric vehicles has increased rapidly due to their increased efficiency and range. With technological development driven by the high demand for EVs, EV manufacturers are increasingly finding better production methods and materials to increase battery life and reduce charging times [8].



Within electric vehicles, there are HEVs (hybrid electric vehicles), which use a combustion engine, one or more electric batteries and an electric motor for their operation. These vehicles are considered as a solution to reduce pollutant gas emissions in the short and medium term [9].



Another variation of an EV is the PHEV (plug-in hybrid electric vehicle), which is presented as progress towards 100% emission-free vehicles, the PHEV includes the best features of an EV and can also charge its batteries using grid outlets or a diesel generator, which enhances the advantages of a current HEV [10].



Several models have been developed to estimate the state of charge, such as the one proposed in [11], present an estimation of SOC by obtaining the open circuit voltage or internal voltage (Voc) of the battery using the Thévenin equivalent model; in this research, the relationship between the Voc and the state of charge is taken into account, which allows by using the Recursive-Least-Square algorithm, to estimate the state of charge and the internal parameter of the battery, with a very low estimation error.



In [12], SOC estimation is carried out to determine the behaviour of the internal temperature present in the battery. To make this estimation, the researchers took into account the electrochemical model of the lithium-ion battery; their research determined a linear relationship between the charge and discharge of the battery at different current values, and the behaviour of the temperature, presenting higher temperatures at the time of discharge.



In [13], the Coulomb Count method and fuzzy mathematics were used to perform the estimation, together with the CCM method; this state of charge estimation was performed experimentally on a Lithium-ion battery, in order to identify the behaviour of the state of charge under different scenarios of charge and discharge of the battery; this research also presents a low error of state of charge estimation which indicates that this method is efficient and reliable when performing this estimation and determining the internal parameters of the battery.



For the above mentioned, in order to prolong the lifetime of electric batteries used in electromobility, a management system must be developed, allowing the user to better manage the operation and wear of the battery, increasing safety, reliability and efficiency [14].



The Coulomb ampere-counting model is a model that is easy to implement for SOC estimation, and the estimation pressure may depend on the operating and simulation conditions, which is why it was decided to use this method together with the Thévenin model to estimate the SOC of batteries used in electromobility [15], in order to compare the performance of each battery and thus determine which is the best battery to be implemented in electro mobility.



By carefully studying the papers cited above, it can be seen that there is a wide variety of methods and models used in order to estimate the state of charge of the battery, but there is a drawback in each of the models mentioned above; this drawback lies in the fact that these models can only be used for a specific type of battery, that is, they cannot be applied to all existing batteries used in electromobility without sacrificing their efficiency and low error rate. It is for this reason that the present research article seeks to find and estimate the state of charge using a unique and universal model, through the Coulomb ampere count and the Thévenin model, to be implemented in all existing electric batteries, without sacrificing efficiency and maintaining a low error rate.




2. Electric Batteries


EVs use electric batteries to supply power to the engine to propel the vehicle. The success of EVs depends on the energy stored in the batteries to provide the low-cost, reliable and safe performance and range required for use in an EV [16].



The most used electric batteries in electromobility are [5].



	
Lithium-ion;



	
Nickel metal hydride (NIMH);



	
Lead Acid.






Lithium-ion batteries are currently the best choice for storing energy for an EV, as they feature: long cycle life to increase battery life, high energy density, no memory effect and a low self-discharge rate [3]. These advantages have made this type of batteries so popular and used nowadays, especially in the field of electro mobility; however, the most negative point of this type of batteries is that they need protection during their charge and discharge cycles [3,17,18].



Ni-MH batteries have emerged as one of the most promising solutions, as they have excellent advantages such as: excellent power-to-weight ratio, fast charging, environmentally friendly manufacturing, low self-discharge rate and no memory effect [19,20]. Thanks to these features present in the Ni-MH battery, these batteries are receiving more attention from electric vehicle manufacturers [21,22].



Lead-acid batteries are in high demand by EV manufacturers, due to their excellent features such as: low cost, high energy density, high energy storage capacity, low energy consumption and high energy efficiency [20,23]. This type of batteries is the most abundant as their components are widely available and their recyclability is high [20,24].




3. Methodology and Characterization of Batteries


The paper considers Lithium-Ion, Lead Acid and Nickel Metal Hydride batteries for characterisation, modelling and comparison, using Thévenin’s equivalent circuit model and Coulomb Ampere counting to model and simulate the proposed electric batteries. Simulation of the electrical parameters of the battery will also be carried out to estimate the SOC and the charge and discharge time in the batteries [21,25].



SOC estimation is a challenge for all researchers seeking to determine the efficiency of batteries, as a correct estimation of SOC will increase the lifetime of the battery because it allows us to properly manage the energy stored in the battery and will protect it against overcharge or deep discharge [6]. The most common expression for estimating the SOC of a battery is given in Equation (1) [25,26]:


  S O C  ( t )  = S O C  (  t 0  )  −   n c  C   ∫ 0 t  i  ( t )  d t  



(1)




where



SOC(  t 0  ) is the initial value of the SOC at time 0; nc is the efficiency of the battery i(t) in the instantaneous value of the charging or discharging current C at rated battery capacity.



The Coulomb counting method together with the Thévenin model is widely used to estimate the SOC, thanks to its easy application to all types of batteries, since it considers the nominal capacity and the current of the battery under charge or discharge as shown in Figure 1 [27].



In order to use this method, the initial SOC, the voltage and the charge or discharge current of the batteries must be known, and it must be complemented with a proportional regulator, since the estimation error increases with time [27].



In [28], SOC estimation by Coulomb Counting is used in conjunction with the Thévenin model, taking into account the battery terminal voltage and the initial SOC.



Ref. [28] indicates that, in order to have a more accurate estimate, a modification to the traditional Thévenin model should be made, making it bidirectional to improve the estimation pressure.



Figure 2 shows a simplified bidirectional model for a more accurate estimation, dependent on the direction of the current; this model distinguishes whether the current is positive or negative, i.e., whether the battery is discharging or charging, to obtain the SOC for both scenarios [29].



Another variant of the Thévenin model is shown in Figure 2, and is used for SOC estimation, where the battery is considered as an ideal voltage source and a series resistor [29], where it can be determined that


  V b a t ( t ) = V o c ( t ) + R i n t ∗ i ( t ) d t  



(2)







In [29], an estimation of SOC using the Coulomb counter and the Thévenin model is proposed; to perform this estimation, the Voc(t) (Battery Internal Voltage) is added in the model:


  S O C  ( t )  = S O C  (  t 0  )  +  1  S O  C m     ∫ 0 t    i ( t )  3600  d t  



(3)




where SOC0 is the initial charge state. SOCM is the maximum battery power; i(t) is the charging or discharging current battery; and Voc(t) is the internal battery voltage SOC(t) is the state of charge.



To calculate Vco, a linear relationship is established with the SOC, where Vco at discharge is represented in Equation (4):


  V o c ( t ) = n s ∗ ( 2 + 0.148 ∗ B )  



(4)






  B =   S O C ( t )   S O C m    



(5)




where



ns is the number of cells in the battery.



Internal Battery Voltage (Vco) on Charge



   V o c ( t ) = n s ∗ ( 1.926 + 0.124 ∗ B )   



(6)





In this model, the internal resistance is assumed to be constant; with this parameter, the battery voltage is calculated. Assuming a constant value for the internal resistance of the battery causes the estimation error to be quite considerable [29].



To correct this error of constant values in the battery components, in the [30], a modification is proposed, to estimate the internal elements of the battery as a function of the SOC; the proposed modification is shown in Figure 3.



In order to estimate the state of charge, a modification is made to the model presented in [29]; this modification, as shown in Figure 3, allows for estimating each electrical parameter of the battery depending on the state of charge.



In [30], it is proposed to calculate the battery terminal voltage by characterising Vco, R1, R2, and C1, which have a linear relationship with the SOC. The internal resistance of the battery can be calculated by knowing the values of Voc(t), Vbat(t) and Ibat(t). The resistance (R) must be calculated for the charge and discharge scenario, as shown in Equation (7):


  R =   V o c ( t ) − V b a t ( t )   I b a t ( t )    



(7)







It is important to determine a correction factor  β  for the estimation of the internal resistance of the battery during charging and discharging.  β  is dependent on SOC and current. It is important to overcome the factor  β  by two, one for discharge and one for load, to avoid estimation errors [7].



The factor  β  is obtained by the ratio between the instantaneous resistance (Ri), the instantaneous resistance is obtained by Equation (7) and the load resistance (Rc) or discharge resistance (Rd):


  B =   R i   R c    



(8)






  B =   R i   R d    



(9)







Knowing the value of the correction factor  β , it is possible to perform the linear relationship between the current, the SOC and the resistance; to determine the  β  value, Equation (9) is used [7]:


  B C = − 0.72947 ∗ I b a t ( t ) + 0.81  



(10)






  B d = 1.0221 ∗ I b a t ( t ) + 1.1087  



(11)




where



Bc is the correction factor for charge.



Bd is the correction factor for discharge.



It was decided to limit  β  to a maximum value of 0.94 [31] for lithium-ion battery, 0.8 [31] for the Lead Acid battery, and of 0.89 [32] for the Nickel Metal Hydride battery.



To correct the error present in the Ampere Counting method, a proportional regulator is calculated to reduce the error to a minimum.



The proportional regulator is calculated using the error (e) of the comparison of the voltage at the battery terminals and the estimated voltage of the battery; this error is multiplied by a constant Kp, resulting in the variation of SOC ( Δ SOC) [7].


  △ S O C = R p ∗ e  



(12)







The disadvantage of Equation (12) is that, to determine the value of Kp, the error is unknown, which varies over time and is obtained by simulating the electric batteries [7]. Therefore, first the simulation is carried out, without the proportional regular and obtain the average error of each battery, data are obtained that the average error is 0.28 [V], for the Lithium-Ion battery, 0.23 [V] for the Lead Acid battery and 0.13 [V] for the Nickel Metal Hydride battery.



Noting that the SOC of each battery varies by approximately 20% every hour, we can find the value of Kp [7]


  △ S O C =   △ S O C  s  =   20 %   3600 [ s ]   = 5.56 ×  10  − 5    



(13)






  △ S O C =   △ S O C   s  e  Δ  Δ Δ       



(14)







Using Equation (14), the proportional regulator value for the lithium-ion battery is obtained to be


  1.9857 ×  10 4   



(15)




for Lead Acid Battery


  2.4174 ×  10 4   



(16)




and, for the nickel metal hydride battery, it is


  4.2769 ×  10 4   



(17)









4. Results


In the present article, three batteries of 100 [Ah], Lithium-Ion, Lead-Acid, and Nickel Metal Hydride batteries, used in electro mobility, were taken. The metal hydride battery has a voltage of 12.5 [V], the lithium-ion battery has a voltage of 12.8 [V], and the lead acid battery has a voltage of 12 [V].



4.1. Discharge


Two scenarios were performed for the simulation (charging and discharging), for the discharging scenario, a random discharge current is used; the same current value is applied to the batteries proposed for this article; and the batteries are discharged to 64% (ideal battery) of the SOC, in a time of 6 h.



The data presented in Figure 4 show that the lithium-ion battery is the most efficient battery, with a better performance in its SOC compared to the metal hydride battery, reaching a performance of 40% SOC, the nickel battery represents an intermediate performance in its state of charge, discharging up to 24% SOC, while the metal hydride battery presents a 24.3% SOC; it is also observed that the lead acid battery is the least efficient battery, as it presents a deep discharge.



Figure 5 shows the dynamic behaviour of the internal resistance of the battery, showing that the resistance value changes as a function of the SOC, indicating that, the greater the discharge, the greater the power losses in the battery. In Figure 5, the resistance of the lithium-ion battery stands out as it presents high values with respect to the batteries, increasing significantly when the SOC reaches 90%, indicating that the losses in the discharge scenario are considerable, but, in spite of this, the lithium battery is the most efficient. For the resistances in the Lead Acid and Nickel Metal Hydride batteries, presenting lower values than those observed in the Lithium Ion battery, the figure also shows that, from 35% and 50% SOC, respectively, the resistance in the batteries starts to increase, indicating that, as the battery discharges, the losses increase and the SOC decreases.



In Figure 6, the voltages obtained in the simulation are observed, the initial voltage in the lithium-ion battery is 12.8 volts when the SOC is at 100%, discharging an average of 0.3 [V], in each hour, reaching a value of 11.1 [V] at 40% of the SOC; in the case of the estimated voltage of the battery, it is observed that the values are very close to the values of the battery voltage, presenting a voltage of 12.81 [V], when the battery is 100% charged, a voltage of 11.47 [V], when reaching 40% of the SOC. In the Lead Acid battery, the initial voltage is 12 [V], reaching a value of 10.8 [V], discharging an average of 0.3 [V] every hour, the estimated voltage for this battery at 100% SOC is 12.5 [V], and 11.10 [V], when reaching 10% SOC. For the Nickel Metal Hydride battery, the battery voltage is 12.5 [V], reaching a minimum value of 11.6 [V]; in this battery, the estimated voltage at 100% SOC is 12.53 [V], while, at 20% state of charge, it is 11.80 [V].



The internal voltages in the lithium-ion battery are 13 [V], discharging linearly to 12.5 [V]; for the lead-acid battery, it is 12.3 [V], reaching a minimum value of 11.3 [V], and, for the nickel metal hydride battery, it is 12.8 [V], reaching a minimum value of 12.34 [V].



Figure 7 shows that the error obtained in the SOC estimation is very low, indicating that the method and models used are accurate and highly reliable for SOC estimation.



To calculate the SOC estimation error, the battery voltage and the estimated battery voltage were taken into account, and a comparison was made between both voltages, and the estimation error was determined, observing that the error gradually increases as the simulation progresses but does not exceed 5%, which indicates that the SOC estimation using the Thevenin model, and the amperage count is correct.




4.2. Charge


In the charging scenario, a constant current of 12.5 [A], for a period of 5 h, is used to charge the battery; the initial SOC for this scenario is taken from the estimated SOC result of the discharge scenario, until a value close to 100% of the SOC is reached.



Figure 8 shows that the SOC starts from the final SOC value obtained in the discharge simulation. In this scenario, the lithium-ion battery again shows a higher efficiency at the time of charging compared to the lead-acid and nickel metal hydride batteries.



Figure 9 shows that the resistance increases from the moment the battery is charged, the resistance of the lithium-ion battery and the resistance of the metal hydride battery have similar values at SOC greater than 70%. This increase in the resistance of the batteries is due to the fact that the battery is closer to being charged, and indicates that the charge losses increase, which means that the battery must be charged for much longer in order to reach 100% charge. The resistance of the lead-acid battery is lower than that of the metal ion-lithium hydride battery, but despite having a lower resistance, it is the least efficient battery in the charging scenario.



Figure 10 shows that both the internal battery voltages and the terminal voltages are linearly charged, reaching their pre-discharge values.



Figure 11 shows the error obtained in the simulation of the battery charging scenario, it can be seen that the error does not exceed 5% in any of the simulated batteries, which clearly indicates that this model is very accurate in estimating the SOC, and the battery voltages.



For the calculation of the estimation error, the battery voltage and the estimated voltage were taken into account, which is allowed by comparing both the estimation of the error. Observing that, as in the discharge scenario, the error increases as the simulation progresses, but without exceeding the maximum established range, indicating once again that the Thevenin model and ampere count is a recommendable option for estimating the SOC in the charge and discharge scenario, as it presents very low error values.





5. Conclusions


When analysing the data obtained in the simulation, it was determined that the battery with the best SOS performance is the Lithium-ion battery, both in the charge and discharge scenarios, reaching 99% and 40%, respectively, while the Lead Acid battery is the least efficient, reaching 10% of the SOC in the discharge scenario, presenting a deep discharge, and in the charge scenario reaching 98% of the SOC, when subjected to the same simulation conditions.



A correct estimation allows for making decisions and energy management strategies in batteries, to expand their useful life and improve their performance; however, at present, there is no effective method or model of estimation, and simple to implement, to estimate the SOC; for this reason, we must continue researching better and more complete methods to perform this task efficiently and with increasingly lower errors.
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Figure 1. Thevenin equivalent model used for state of charge estimation in electric batteries, where R is the internal resistance of the battery, R1 is the resistance of the electrochemical present in the battery and C1 is the capacitance of the battery. 
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Figure 2. Equivalent simplified Thevenin model, used for precise estimation of the SOC. 
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Figure 3. Thevenin equivalent model proposed in [29], where the electrical parameters are calculated as a function of the SOC. 
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Figure 4. Comparison of the SOC curves, obtained in the discharge scenario. 
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Figure 5. Comparison between the results obtained from the internal discharge resistance of the batteries studied in the article. 
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Figure 6. Discharge voltage at the terminals and estimated internal voltages of the electric batteries studied in the article. 
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Figure 7. Errors obtained in the estimation of the SOC in the batteries studied in the article, in the discharge scenario. 
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Figure 8. Comparison of the SOC curves, obtained in the charge scenario. 
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Figure 9. Comparison between the results obtained from the internal charge resistance of the batteries studied in the article. 
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Figure 10. Charge voltage at the terminals and estimated internal voltages of the electric batteries studied in the article. 
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Figure 11. Errors obtained in the estimation of the SOC in the batteries studied in the article, in the charge scenario. 
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