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(57) ABSTRACT

The present invention discloses a system for transferring elec-
trical power between a grid and at least one vehicle. The
vehicle can be Battery Electric Vehicle (BEV), Plug-in
Hybrid Electric Vehicle (PHEV) or Fuel Cell Vehicle (FCV).
The type of vehicle will be recognized and controlled by the
system to support demand response and supply side energy
management. Vehicle recognition can be carried out by load
signature analysis, power factor measurement or RFID tech-
niques. In an embodiment of the invention, the grid is a Smart
Grid. The present invention also discloses a method for facili-
tating electrical power transfer between the grid and the
vehicle.
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SYSTEM AND METHOD FOR
TRANSFERRING ELECTRICAL POWER
BETWEEN GRID AND VEHICLE

BACKGROUND OF THE INVENTION

[0001] Battery electric vehicles (BEVs), Plug-In Hybrid
Electric Vehicles (PHEVs), and Fuel Cell Vehicles (FCVS)
can provide many positive functions to the electrical utility
grid and its customers.

[0002] The most basic example involves net metering, in
which electricity can flow both directions in a residence, and
the customer is billed only for the net electricity consumed
during the billing period. In this case, vehicles can be pro-
grammed to push electricity back onto the electrical grid to
help reduce the total electricity consumed in the residence.
[0003] This has several flaws since the vehicles are not
100% efficient, and the cost to recharge the vehicle in a static
pricing scheme would outweigh the savings from pushing it
back onto the grid.

[0004] This leads to a more advanced scenario, wherein the
vehicles push electricity on the grid in variable pricing areas
only when the money earned will be more than the cost to
recharge the battery, as well as pay for the battery’s reduced
lifetime and inconvenience to the user.

[0005] BEVs will use the storage in their batteries to push
power onto the grid, and will need to pull power from the grid
to recharge. Since the batteries charge primarily from the grid
(some have solar or regenerative means while driving), when
their batteries run out, they can no longer support distributed
generation.

[0006] PHEVsand FCVs cankeep providing power as long
as it is economical for the customer to do so. PHEVs have a
secondary fuel source, which can be gas, natural gas, etc., as
go FCVs, and several systems have been disclosed which
utilize the natural gas mains in the home to perpetually pro-
vide fuel to generate electricity from the vehicle. This is
useful, but care must be taken to insure that the payments
exceed the cost of electricity to recharge batteries or fuel to
replace that used in the generation process, as well as wear-
and-tear on the generator in the car.

[0007] Another source of prospective value is energy qual-
ity regulation. Utilities try to maintain a very low Area Con-
trol Error (ACE), which in turn ensures a clean 60 Hz AC
signal in the electricity available fro the grid. The batteries in
BEVs, PHEVs, and FCVs could significantly increase the
quality of power near end points on the grid, specifically
residences, communities, and businesses. Power regulation is
0 net energy, since energy absorbed generally equals energy
pushed in keeping the available power at a steady 60 Hz sine
wave. This does not require extra fuel to be consumed, does
not drain batteries, and will cause only minimal strain on the
batteries while the service is being performed.

[0008] The area with perhaps the most value is preventing
or helping the utility recover from brownouts/blackouts. The
energy storage and/or generating capacity available in BEVs,
PHEVs, and FCVs can assist in providing peak energy when
the customer demand is approaching the utility supply.
Instead of purchasing expensive power from a neighboring
utility or running out of available power, the utility could tap
into the energy from vehicles. This scenario typically happens
only for a short duration only a few times a year, and the
money earned from providing power to the grid would surely
exceed the costs for the customer to provide it. [f the customer
is not in an area where the utility directly pays for and controls
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the energy generated during these super peak periods, the
customer can still save money and help the situation by using
the vehicle to provide household power and still push some
back onto the grid to assist in the shortage.

[0009] Inthe event of a blackout, the vehicle should not try
to re-energize the grid by itself, because it probably cannot
and may damage household wiring, the electric meter, or the
car’s electrical system. Also, in the case of an emergency, the
vehicle needs to be available to drive a substantial distance
should people need it for transportation.

BRIEF SUMMARY OF THE INVENTION

[0010] The present invention is a system for controlling
BEVs, PHEVs, and FCVs while plugged into the electric grid
to provide the amalgam of useful functions to the customer
and electric utility, including the following:

[0011] 1. Price-sensitive recharging and discharging so
batteries recharge when costs are below a certain cost,
and discharge when they are above a certain higher cost
(in the case of a PHEV or FCV with a fuel source in the
location where it is connected to the grid, power can be
provided continuously to ensure a total number of kWh
are not exceeded during a specific period of time)

[0012] 2. Energy quality regulation during the entire
period in which the vehicle is connected to the power
grid

[0013] 3. Super-peak power discharging to help decrease
the danger of a brownout/blackout event

[0014] 4. Grid recovery assistance or home power gen-
eration in the event of a brownout/blackout

[0015] The controls for such a system will ideally come
from the electric utility. This way, compensation can be given
for vehicles during the times they are regulating power. Also,
the utility is in the best position or organize and optimize the
mitigation of brownout and blackouts by cycling the available
vehicles similar to air-conditioner cycling in areas with load
shedding to reduce peak demand. This way the available
power is not all used up after a few short hours if there is still
a shortage on the grid.

[0016] If the utility does not support or implement some
type of control method, the disclosed system can still benefit
the customer. The system can be programmed to discharge the
batteries when the cost of electricity is high enough to gen-
erate profits, recharge when it is cheapest, and regulate the
power inside the home to help protect the loads within. A
configurable minimum amount of charge will be maintained
at all times to ensure that the vehicle is available to be driven
where it needs to go. In the case of PHEVs or FCVs, the
generative means will be utilized if the price of electricity is
higher than the cost of replacement fuel for the generator or
fuel cell. If net metering is not available, the home can simple
be powered partially or fully by the car’s generative means or
battery during high-price periods so the residents are not
paying the utility peak prices for electricity.

[0017] The system is made up of the following:

[0018] 1. A bi-directional outlet-type interface, includ-
ing measurement and monitoring of at least power in,
power out, voltage, frequency, power factor (will use
these measuring means to identify a power-related emer-
gency such as a brownout/blackout.

[0019] 2. A relay, breaker, or switch that is locally or
remotely controlled to allow the outlet to disconnect the
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vehicle from the grid in the case of a power outage or
other emergency (may be internal or external to the
bi-directional outlet)

[0020] 3. A communications means, which may be one
or more of the following: communication over power
line (COPL), Bluetooth, 802.15.4/ZigBee, cellular wire-
less, IP computer network, used to establish communi-
cations with the utility directly, the utility meter, one or
more BEVs/PHEVs/FCVs, and/or computers, PDAs, or
other electronics devices.

[0021] 4. Absolute location means, which may be deter-
mined using GPS or extrapolated using a relative loca-
tion means with respect to a known location such as the
electric utility meter or outlet used to connect the vehicle
to the grid.

[0022] 5.Inthecaseofa PHEV or FCV, a fuel line which
connects to the natural gas or other fuel source to expand
the producing capacity of the vehicle

[0023] The bi-directional outlet will have a means for con-
necting with the household electrical wiring, whether it is
hardwired or connects through a standard 110 V/220 V wall
outlet. It will also have a receiving means for accepting an
electrical connection to the vehicle, which may be in the form
of a standard 100 V/220 V plug. The outlet will determine
which vehicle is plugged into it by one or more of the follow-
ing methods: load signature analysis (by power factor, current
draw, harmonics, combination or other method, electronic
communications with the vehicle, etc.

Communications Information

[0024] The information shared by utilities and accessed by
the system either directly or through the utility meter may
include a plurality of information, which may include:

[0025] 1. Pricing information, both current and fore-
casted
[0026] 2. Energy supply information, including conser-

vation or power generation requests
[0027] 3. Individual commands to control the battery/
generative means/fuel cell inside a vehicle to push power
onto the grid or recharge batteries from the grid
[0028] 4. Notification that there is an upcoming or cur-
rently is a power emergency or failure
[0029] The more control and information the utility exerts
and provides, the more effectively the grid is utilized. Cycling
charging among a large group of cars ensures that a steady
load is present during the night and other popular recharging
times so the grid is not overwhelmed. Draining the batteries in
a similar manner will allow the utilities to ensure a longer
time period during which vehicle power is available, so as not
to completely drain the available sources of emergency peak
power.
[0030] The information collected by the utility or other
entity which controls the system may include, but is not
limited to:
[0031] 1. Vehicle type, including battery capacity, gen-
erator/fuel cell size, and available fuel/charge
[0032] 2. Whether or not the vehicle is in a mode which
will allow energy regulation, electricity generation, or
charging
[0033] 3. Location, obtained through absolute means
such as GPS or with reference to a known location, such
as the utility meter or bidirectional outlet.
[0034] The system serves as a mediator between the utility,
energy aggregator, home, and/or vehicle because each may be
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using a different set of monitoring, control, and communica-
tions protocols to communicate, including BACnet, LON-
works, OpenWAY, etc. With updated communications pro-
files, the system will be able to mitigate the commands and
transactions between any utility, home system, vehicle, and
energy aggregator. This way there is no setup required for the
system to work. Any vehicle can be used in any outlet, and the
owner receives the benefits from his or her vehicle.

[0035] Knowing the vehicle type and power plant informa-
tion allows the utility or aggregator to selectively allow charg-
ing/generation to maximize effectiveness of its load limiting
and power reliability programs. The utility may allow regu-
lation during all hours, or only during times when ACE is
outside the desired range specified by the utility.

[0036] The mode that the vehicle is in is important because
utility or utility-sponsored charging and generation control
programs will only be accepted if there is a way to opt out in
situations when charging is needed immediately or a full
charge (or tank of gas) is desired by the customer. Also, the
vehicle or outlet is then able to keep track of customer set-
tings, and the utility is saved a lot of data retrieval and pro-
cessing.

[0037] The effectiveness of distributed regulation, regula-
tion, and load limiting is generally only effective in the local
region of the distributed equipment. Allowing each vehicle to
be identified by location is important in knowing which utili-
ties or companies are receiving the benefit and who will
receive compensation for the vehicle’s services. Using a rela-
tive means for location is preferred because GPS does not
generally work indoors or underground, where many cars are
parked a majority of the time, and therefore are the locations
where they are likely to be connected to the grid.
Recovering from Brownouts/Blackouts

[0038] The disclosed system will buffer the home and
vehicle from the grid in the event of a severe brownout or
blackout, allowing the home to receive electricity from the
vehicle to provide power. Utilities with smart meters can
assist with recovering from energy emergencies by using the
battery-powered AMI meters to block electrical flow to
homes affected by the brownout/blackout in order to lower
the amount of load on the grid. Residences and locations with
EVs, PHEVs, and FCVs can then be brought back on the grid
to help increase the available power, and then homes without
generation means can be brought back online without fear of
sending the grid back into chaos by turning on all residences
at the same time.

[0039] In this scenario, the disclosed system protects the
vehicle(s) in an individual residence by separating them from
the problems on the grid. This protects the household elec-
tronics and the vehicle. Most inverters will shut oft when the
electrical signal it is trying to match is altered or lost, but the
ability for vehicles to help recover from the problem is lost in
this case. Separating the vehicle from the grid until itis safe to
allow it to help power back on the local grid is both an efficient
and rapid response to help get power back to the utility cus-
tomers.

[0040] If there is not a means to communicate with the
utility or energy aggregator, the system will simply separate
the home from the grid during the power failure and power
itself directly from the vehicle’s power plant.

BRIEF DESCRIPTION OF THE DRAWINGS

[0041] FIG. 1 shows ablock diagram of the user module, as
an embodiment of the present invention.

IPR2026-00380
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[0042] FIG. 2 shows operation of the system for transfer-
ring electrical power from grid to vehicle and vehicle to grid,
as an embodiment of the invention.

[0043] FIG. 3 shows the normal operating state of the sys-
tem for a Battery Electric Vehicle (BEV), as an embodiment
of the invention.

[0044] FIG. 4 shows the normal operating state of the sys-
tem for a Plug-in Hybrid Electric Vehicle (PHEV) or a Fuel
Cell Vehicle (FCV), as an embodiment of the invention.
[0045] FIG. 5 shows the emergency operating state of the
system as an embodiment of the present invention.

DETAILED DESCRIPTION OF THE INVENTION

[0046] The present invention discloses a system for trans-
ferring electrical power between a grid and at least one
vehicle. The system further provides an electrical isolation
between the vehicle, the grid and a building in case of a
brownout or a blackout event. The system also facilitates in
providing electrical power to the building from the vehicle. In
one embodiment of the invention, at least one battery is used
as the means for storing electrical power in the vehicle. How-
ever, other electrical power storage devices can also be used,
without limiting the scope of the invention.

[0047] The system comprises of a user module connected
to the grid and to the vehicle via a communication network.
The user module is further connected to a fuel source. The
communication network comprises of Communication Over
Power Line (COPL), Bluetooth, IEEE 802.15.4, ZigBee, cel-
Iular wireless network or IP based computer network. The
communication network uses protocols such as, for example,
BAChnet, LonWorks, OpenWay, OpenAMI, SmartGrid, Zig-
Bee or AMI profile. However, as might be apparent to a
person skilled in the art, communication networks and pro-
tocols other than those mentioned here can also be used,
without limiting the scope of the present invention.

[0048] The user module is further capable of establishing
direct communication with a utility meter, computer or a
remote communication device such as, for example, a per-
sonal digital assistant (PDA). The user module is also capable
of exchanging information with at least one utility company.
Such information may include, cost of electrical power,
energy supply information, status information and user noti-
fications. The cost of electrical power includes both, the cur-
rent cost and the forecasted cost of electrical power. Energy
supply information includes energy conservation requests
and electrical power generation requests for the user. Status
information comprises of power generation status and power
charging/discharging status of the vehicle battery. User noti-
fications inform the user if there is an upcoming power emer-
gency or failure. It might be apparent to the person skilled in
the art that such information exchanged between the user
module, utility company and the vehicle is directed to
enhance the utilization of the grid, and any modifications in
this regards must not be viewed as a limitation to the scope of
the invention.

[0049] Further, the utility company can also collect control
information from the user and the vehicle via the user module.
The control information includes, but is not limited to, type of
the vehicle, battery capacity of the vehicle, generator size,
fuel cell size, available fuel, available charge and operating
mode of the vehicle. FElectrical power transfer can be further
controlled by checking whether the vehicle is in a mode for
electrical power regulation or electrical power generation, as
the operating mode. In one embodiment, the utility company
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allows electrical power regulation for the entire time period
during which the vehicle is connected to the grid. In another
embodiment, electrical power regulation is provided only for
a definite time period. The definite time period is set by the
utility company. In yet another embodiment, electrical power
regulation is provided depending upon the Area Control Error
(ACE). A low ACE value ensures a clean 60 Hz AC signal in
the electrical power available from the grid. Utilities thus try
to maintain a very low ACE value. In one embodiment, elec-
trical power regulation is provided when the ACE exceeds a
predefined range set by the user. In another embodiment, the
predefined range for ACE is set by the utility company.
[0050] For transferring electrical power from a grid to
vehicle and vehicle to grid, it is useful to know the absolute
geographical location of the vehicle. The absolute geographi-
cal location of the vehicle helps in determining which utility
is involved in the transfer of electrical power. Further, the user
can be compensated by the utility company for providing
electrical power to the grid. Knowing the absolute geographi-
cal location of the vehicle helps the utility company in iden-
tifying which user needs to be compensated. The user module
is capable of identifying the absolute geographical location of
the vehicle. In an embodiment of the invention, GPS technol-
ogy is used to identify the absolute geographical location of
the vehicle. In another embodiment, the absolute geographi-
cal location of the vehicle is determined by extrapolating a
relative geographical location with respect to a known geo-
graphical location. The known geographical location can fur-
ther be determined by use of a utility meter. Using the
extrapolation means to determine the absolute geographical
location of the vehicle is more useful when majority of the
vehicles are parked most of the time or when the vehicle is
located underground.

[0051] FIG. 1 shows the block diagram of the user module,
as an embodiment of the invention. The user module com-
prises of a bi-directional outlet type electrical interface. The
bi-directional outlet type electrical interface monitors param-
eters such as, for example, power in, power out, voltage,
frequency and power factor. These parameters can further be
used to identify brownout and blackout events.

[0052] The bi-directional outlet type electrical interface is
connected to a switch. The switch can be a relay or a circuit-
breaker. The switch is used to electrically isolate the vehicle
from the grid, in case of a power outage, a brownout or a
blackout event. Further, the switch also electrically isolates
the building from the grid, in case of a power outage, a
brownout or a blackout event. In one embodiment of the
invention, the switch is integrated into a utility meter. In
another embodiment, the switch is integrated into the bi-
directional outlet type electrical interface. Further, the switch
can either be locally controlled or it may be remotely con-
trolled by the bi-directional outlet type electrical interface.
[0053] The bi-directional outlet type electrical interface is
capable of connecting to the electrical wiring of a building. In
one embodiment, the connection between the bi-directional
outlet type electrical interface and the electrical wiring of the
building is hardwired. In another embodiment, the connec-
tion between the bi-directional outlet type electrical interface
and the electrical wiring of the building is through a standard
110 V/220 V outlet.

[0054] The bi-directional outlet type electrical interface is
further capable of receiving an electrical connection from the
vehicle. In one embodiment, the electrical connection from
the vehicle is received through a standard 110V/220V outlet.

IPR2026-00380
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[0055] The type of vehicle can be determined by the bi-
directional outlet type electrical interface. For determining
vehicle type, approaches such as for example, load signature
analysis, power factor measurement or RFID can be used. In
case of load signature analysis, the information obtained by
the bi-directional outlet type electrical interface can be
entered into a load signature database or a neural network.
Load signature analysis further comprises of power factor
analysis, current draw and harmonic analysis. It might be
apparent to the person skilled in the art, that approaches other
than those described here can also be used for determining
type of the vehicle, without in any way limiting the scope of
the present invention.

[0056] The user module further comprises of a processing
unit, a memory module, a sensor module, a control module
and a power source. The processing unit includes a control
logic. The control logic controls various functions for trans-
ferring electrical power between the grid and the vehicle, such
as, for example, controlling the electrical power supply to the
vehicle, electrical power regulation and controlling the acqui-
sition of electrical power from the vehicle. The step of sup-
plying electrical power to the vehicle further comprises of
charging a battery of the vehicle. The step of acquiring elec-
trical power from the vehicle further comprises of discharg-
ing the battery of the vehicle. As might be apparent to the
person skilled in the art, the battery is simply used as a means
for storage of electrical power and must not be considered as
a limitation to the scope of the invention. Further, in case of
Plug-in Hybrid Electric Vehicle (PHEV) and Fuel Cell
Vehicle (FCV), electrical power can be supplied by an exter-
nal fuel. In one embodiment of the invention, natural gas is
used as the external fuel. However, fuels other than natural
gas can also be used, without affecting the scope of the inven-
tion.

[0057] The system is further capable of charging and dis-
charging the vehicle battery in a price-sensitive manner. In
this case, the vehicle battery is charged when the cost of
electrical power is below a certain predefined level. Electrical
power is acquired from the vehicle by discharging the vehicle
battery when the cost of electrical power is above a certain
predefined level. The predefined level can be set by either the
user or the utility company. Further, in case of a Plug-in
Hybrid Electric Vehicle (PHEV) or a Fuel Cell Vehicle
(FCV), the vehicle battery can be charged and discharged to
ensure that a definite number of kWh are available to the grid
for a specified time period. The definite number of kWh can
be selected by the utility company. In one embodiment, the
specified time period is chosen as the peak electrical power
usage period. In this way, the probability of occurrence of a
brownout or a blackout event can be reduced. The user can
further be compensated by the utility company, for providing
electrical power from the vehicle for the definite time period.
[0058] Inorderto avoid overloading the grid, the system is
further capable of charging and discharging the vehicle in a
cyclic manner. In this case, a group of vehicles are charged in
a cyclic manner to ensure that a steady load is present during
the night and other popular charging times. Discharging the
vehicle battery in a cyclic manner ensures that the vehicles are
able to supply electrical power for a longer time period, thus
helping the utility company in periods of peak electrical
power usage.

[0059] FIG. 2 shows operation of the system for transfer-
ring electrical power from grid to vehicle and vehicle to grid,
as an embodiment of the present invention. At step 101, the
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system detects whether the vehicle is plugged into the user
module. At step 102, the vehicle parameters are identified.
The vehicle parameters comprise of type of vehicle, absolute
geographical location of the vehicle and amount of electrical
power stored in the vehicle. Several parameters other than
those mentioned here can also be identified, without limiting
the scope of the present invention. At step 103, the system
detects whether the grid is online. If the grid is not online, then
the system enters into the emergency operating state at step
106. At step 104, the system tries to synchronize with the grid
and checks whether the synchronization to the grid was suc-
cessful. At step 105, the system enters into the normal oper-
ating state. If step either 102 or 104 fails, then the system
enters the debugging state.

[0060] FIG. 3 shows the normal operating state of the sys-
tem for a Battery Electric Vehicle (BEV), as an embodiment
of the present invention. At step 201, the system checks
whether the vehicle requires regulation of electrical power.
This is determined using the current price of electrical power
or a service request from the user. At step 202, regulation of
electrical power is begun by the system. At step 203, the
system determines whether the battery of the BEV requires
charging. If the battery requires charging, the system pro-
ceeds to step 204, wherein the vehicle battery is charged using
electrical power from the grid. At step 205, the system either
detects a fully charged battery or a stop request from the user.
When electrical power is acquired from the vehicle, the sys-
tem proceeds to step 208, wherein the vehicle battery is dis-
charged. At step 207, the vehicle supplies electrical power to
the grid. When the system detects a low battery or a stop
request from the user at step 206, the system re-enters step
203 and starts charging the vehicle battery again.

[0061] FIG. 4 shows the normal operating state of the sys-
tem for a Plug-in Hybrid Electric Vehicle (PHEV) or a Fuel
Cell Vehicle (FCV), as an embodiment of the invention. At
step 301, the system checks whether the vehicle requires
regulation of electrical power. This is determined using the
current price of electrical power or a service request from the
user. At step 302, regulation of electrical power is begun by
the system. At step 303, the system determines whether the
battery of the PHEV or FCV requires charging. If the battery
requires charging, the system proceeds to step 305, wherein
the vehicle battery is charged using electrical power from the
grid. If it is not possible to charge the battery of the vehicle
from the grid, then the system proceeds to step 304. At step
304, it is checked whether the vehicle battery can be charged
using an external fuel source. In one embodiment of the
invention, natural gas is used as the external fuel source. At
step 306, the system either detects a fully charged battery or a
stop request from the user. When electrical power is acquired
from the vehicle, the system proceeds to step 309, wherein the
vehicle battery is discharged. At step 308, the vehicle supplies
electrical power to the grid. When the system detects a low
battery or a stop request from the user at step 307, the system
re-enters step 303 and starts charging the vehicle battery
again.

[0062] FIG. 5 shows the emergency operating state of the
system. At step 401, the system disconnects the building from
the grid. This may accomplished by using a switch connected
to the bi-directional outlet type electrical interface. At step
402, the system detects whether the building has been suc-
cessfully disconnected from the grid. Then at step 403, the
system checks the participation of the user in the demand
response program. Upon participation of the user, the system
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proceeds to step 404, wherein electrical power is provided to
the building. At step 405, the system issues a command to
start the generation of electrical power for the building. Then
at step 406, the system allows the utility to connect the build-
ing back to the grid, as requested by the user. At step 407, the
Battery Electric Vehicle (BEV) starts following instructions
issued by the utility company. At step 408, the system checks
whether the grid is restored. If the grid is restored, the system
jumps to step 501, wherein synchronization with the grid is
achieved. After detecting successful synchronization with the
grid at step 502, the system returns to the normal operating
state. If the grid is not restored, then the system checks
whether the battery of the BEV is at a minimum configurable
level, at step 409. If the vehicle is a Plug-in Hybrid Electric
Vehicle (PHEV) or a Fuel Cell Vehicle (FCV), the system
proceeds to step 500, wherein the availability of an external
fuel source is detected. If an external fuel source is available,
the system proceeds to step 503 wherein instructions issued
by the utility company are followed. At step 504, the system
detects whether the grid is restored. If the grid is restored, the
system jumps to step 501, wherein synchronization with the
grid is achieved. After detecting successful synchronization
with the grid at step 502, the system returns to the normal
operating state. If an unsuccessful synchronization with the
grid is detected at step 502, the system enters into the debug-
ging mode.

[0063] At step 403, if the participation of the user is not
detected, the system proceeds to step 505, wherein electrical
power is provided to the building. At step 506, the Battery
Electric Vehicle (BEV) continues providing power to the
building. At step 507, the system checks whether the grid is
restored. If the grid is restored, the system jumps to step 600,
wherein synchronization with the grid is achieved. After
detecting successful synchronization with the grid at step
601, the system returns to the normal operating state. If the
grid is not restored, then the system checks whether the bat-
tery of the BEV is at a minimum configurable level, at step
508. If the vehicle is a Plug-in Hybrid Electric Vehicle
(PHEV) or a Fuel Cell Vehicle (FCV), the system proceeds to
step 509, wherein the availability of an external fuel source is
detected. If an external fuel source is available, the system
proceeds to step 602 wherein the system provides electrical
power to the home while maintaining a full battery charge. At
step 603, the system detects whether the grid is restored. If the
grid is restored, the system jumps to step 600, wherein syn-
chronization with the grid is achieved. After detecting suc-
cessful synchronization with the grid at step 601, the system
returns to the normal operating state. If an unsuccessful syn-
chronization with the grid is detected at step 601, the system
enters into the debugging mode.

[0064] The control logic is further capable of entering into
an idling mode, wherein no control function is performed by
the system. The system enters into a debugging mode when-
ever an error is encountered in the normal or emergency
operating states. The error further includes loss of the grid,
wherein it is not possible to charge or discharge the battery of
the vehicle.

[0065] In one embodiment of the invention, the control
logic is integrated into the processing unit. In another
embodiment of the invention, the control logic is located
external to the processing unit.

[0066] Ifthe utility company does not support control func-
tions, the control logic can still be programmed to acquire
electrical power from the vehicle in case of brownout or
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blackout events. Further, the control logic can also acquire
electrical power from the vehicle when the cost of acquiring
electrical power from the vehicle is less than the cost of
acquiring electrical power from the grid. To determine the
cost of acquiring electrical power from the vehicle, the con-
trol logic calculates the cost of supplying electrical power to
the vehicle and the fatigue cost of the components involved in
the process of electrical power supply and acquisition. In case
of Plug-in Hybrid Electric Vehicle (PHEV) or Fuel Cell
Vehicle (FCV), the control logic considers the cost of using an
external fuel to supply electrical power to the vehicle.
[0067] Further, the system maintains a configurable mini-
mum level of charge in the Battery Electric Vehicle (BEV) to
ensure that the vehicle can be driven by the user if required. In
case of Plug-in Hybrid Electric Vehicle (PHEV) or Fuel Cell
Vehicle (FCV), a configurable minimum level of external fuel
is maintained in the vehicle by the system.

[0068] Numerous variations and modifications within the
spirit of the present invention will of course occur to those of
ordinary skill in the art in view of the embodiments that have
now been disclosed. However, these variations and modifica-
tions should not be considered as a limiting factor to the scope
of the present invention.

We claim:

1. A system for transferring electrical power between a grid
and at least one vehicle, the system comprising:

(a) a user module and

(b) a communication network connecting the user module

to the grid and to the vehicle.

2. The system of claim 1, wherein the grid is a Smart Grid.

3. The system of claim 1, wherein the vehicle is a Battery
Electric Vehicle (BEV).

4. The system of claim 1, wherein the vehicle is a Plug-in
Hybrid Electric Vehicle (PHEV).

5. The system of claim 1, wherein the vehicle is a Fuel Cell
Vehicle (FCV).

6. The system of claim 1, wherein the communication
network comprises of Communication Over Power Line
(COPL), Bluetooth, IEEE 802.15.4, ZigBee, cellular wireless
network or IP based computer network.

7. The system of claim 6, wherein the communication
network uses at least one communication protocol compris-
ing of BACnet, LonWorks, OpenWay, OpenAMI, SmartGrid,
ZigBee or AMI profile.

8. The system of claim 1, wherein the user module is
capable of communicating directly with at least one of: utility
meter, vehicle, computer, Personal Digital Assistant (PDA)
and grid.

9. The system of claim 1, wherein the user module is
capable of exchanging information with at least one utility
company.

10. The system of claim 9, wherein the information com-
prises cost of electrical power, energy supply information,
control information, status information and user notifica-
tions.

11. The system of claim 10, wherein the control informa-
tion further comprises of type of the vehicle, battery capacity
of the vehicle, generator size, fuel cell size, available fuel,
available charge and operating mode of the vehicle.

12. The system of claim 11, wherein operating mode of the
vehicle comprises of electrical power regulation mode and
electrical power generation mode.
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13. The system of claim 1, wherein the user module is
capable of identifying the absolute geographical location of
the vehicle.

14. The system of claim 13, wherein the absolute geo-
graphical location of the vehicle is identified using a Global
Positioning System (GPS).

15. The system of claim 13, wherein the absolute geo-
graphical location of the vehicle is determined by extrapolat-
ing a relative geographical location with respect to a known
geographical location.

16. The system of claim 15, wherein the known geographi-
cal location is determined by use of a utility meter.

17. The system of claim 1, wherein the user module is
further connected to a fuel source.

18. The system of claim 1, wherein the user module further
comprises:

(a) a bi-directional outlet type electrical interface;

(b) a processing unit;

(c) a sensor module;

(d) a control module;

(e) a memory module and

(f) power source.

19. The system of claim 18, wherein the bi-directional
outlet type electrical interface is connected to a switch.

20. The system of claim 19, wherein the switch is inte-
grated into a utility meter.

21. The system of claim 19, wherein the switch comprises
of relay or circuit breaker.

22. The system of claim 19, wherein the switch is remotely
controlled.

23. The system of claim 19, wherein the switch is locally
controlled.

24. The system of claim 19, wherein the switch is capable
of electrically isolating a building from the grid.

25. The system of claim 19, wherein the switch is capable
of electrically isolating a vehicle from the grid.

26. The system of claim 18, wherein the bi-directional
outlet type electrical interface is capable of connecting to the
electrical wiring of a building.

27. The system of claim 26, wherein the connection
between the bi-directional outlet type electrical interface and
the electrical wiring of the building is hardwired.

28. The system of claim 26, wherein the connection
between the bi-directional outlet type electrical interface and
the electrical wiring of the building is through a standard 110
V/220V outlet.

29. The system of claim 18, wherein the bi-directional
outlet type electrical interface is capable of receiving an elec-
trical connection from the vehicle.

30. The system of claim 29, wherein the electrical connec-
tion from the vehicle is received through a standard 110 V/220
V outlet.

31. The system of claim 18, wherein the bi-directional
outlet type interface is capable of determining the type of
vehicle.

32. The system of claim 31, wherein the determination of
vehicle type is carried out by at least one of the approaches
comprising of load signature analysis, power factor measure-
ment and RFID.

33. The system of claim 32, wherein load signature analy-
sis further comprises of power factor analysis, current draw
and harmonic analysis.
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34. The system of claim 18, wherein the bi-directional
outlet type electrical interface is capable of monitoring elec-
trical parameters.

35. The system of claim 34, wherein the electrical param-
eters comprise of power in, power out, voltage, frequency and
power factor.

36. The system of claim 18, wherein the processing unit
further comprises a control logic.

37. A method for transferring electrical power between a
grid and at least one vehicle, the method comprising:

(a) supplying electrical power to the vehicle;

(b) regulating the electrical power and

(¢) acquiring electrical power from the vehicle.

38. The method of claim 37, wherein the step of supplying
electrical power to the vehicle further comprises charging a
battery of the vehicle.

39. The method of claim 37, wherein the step of acquiring
electrical power from the vehicle further comprises discharg-
ing a battery of the vehicle.

40. The method of claim 37, wherein the vehicle is a
Battery Electric Vehicle (BEV).

41. The method of claim 38, further comprising the step of
maintaining a configurable minimum level of charge in the
battery of the vehicle.

42. The method of claim 37, wherein the vehicle is a
Plug-in Hybrid Electric Vehicle (PHEV).

43. The method of claim 37, wherein the vehicle is a Fuel
Cell Vehicle (FCV).

44. The method of claim 37, wherein electrical power to the
vehicle is supplied by an external fuel.

45. The method of claim 44, wherein the external fuel
comprises of natural gas.

46. The method of claims 37, further comprising the step of
maintaining a configurable minimum level of external fuel in
the vehicle.

47. The method of claim 37, wherein the grid is a Smart
Grid.

48. The method of claim 37, wherein the steps of:

(a) supplying electrical power to the vehicle and

(c) acquiring electrical power from the vehicle are per-

formed to provided a definite number of kWh for a
specified time period.

49. The method of claim 48, wherein the definite number of
kWh are selected by a utility company.

50. The method of claim 48, wherein the specified time
period is the peak electrical power usage period.

51. The method of claim 37, wherein the steps of:

(a) supplying electrical power to the vehicle;

(b) regulating the electrical power and

(c) acquiring electrical power from the vehicle are con-

trolled by a control logic.

52. The method of claim 51, wherein the control logic is
integrated into a processing unit.

53. The method of claim 51, wherein the control logic is
capable of entering into an idling mode.

54. The method of claim 51, wherein the control logic is
capable of entering into a debugging mode.

55. The method of claim 51, wherein the control logic
performs the step of

(b) regulating the electrical power when the vehicle is

connected to the grid.

56. The method of claim 51, wherein the control logic
performs the step of
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(b) regulating the electrical power
when the Area Control Error (ACE) exceeds a predefined
range.
57. The method of claim 56, wherein the predefined range
is set by a user.
58. The method of claim 56, wherein the predefined range
is set by a utility company.
59. The method of claim 51, wherein the control logic
performs the step of
(b) regulating the electrical power for a definite time
period.
60. The method of claim 59, wherein the definite time
period is set by a utility company.
61. The method of claim 51, wherein the control logic
performs the step of
(c) acquiring electrical power from the vehicle upon occur-
rence of a brownout event.
62. The method of claim 51, wherein the control logic
performs the step of
(c) acquiring electrical power from the vehicle upon occur-
rence of a blackout event.
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63. The method of claim 51, wherein the control logic
performs the step of
(c) acquiring electrical power from the vehicle when cost
of acquiring electrical power from the vehicle is less
than cost of acquiring electrical power from the grid.
64. The method of claim 63, wherein the cost of acquiring
electrical power from the vehicle includes cost of supplying
electrical power to the vehicle and fatigue cost.
65. The method of claim 37, wherein the steps of
(a) supplying electrical power to the vehicle;
(b) regulating the electrical power and
(c) acquiring electrical power from the vehicle are com-
pensated by a utility company.
66. The method of claim 37, wherein the steps of
(a) supplying electrical power to the vehicle;
(b) regulating the electrical power and
(c) acquiring electrical power from the vehicle are per-
formed cyclically.
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