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Introduction   

The National Measurement Institute (NMI) has been working with the International Organisation of 
Legal Metrology (OIML) to develop the new international standard for electric vehicle charging 
stations. 

The OIML Guide is an international document for the requirements and testing procedures used to 
evaluate these instruments. 

As part of this process, NMI is seeking input on the draft ‘OIML Guide for Electric Vehicle Charging 
Stations’: 

https://consult.industry.gov.au/electric-vehicle-charging-stations-oiml 

The Electric Vehicle Council (EVC) is the industry peak body representing the electric vehicle 
industry.  Our membership base includes many stakeholders with an interest in the deployment and 
operation of electric vehicle supply equipment (EVSE). 

The EVC has provided previous submissions to the NMI on closely related consultation processes 
during 2021: 

https://electricvehiclecouncil.com.au/submissions/submission-to-the-national-measurement-institute-
on-electric-vehicle-charging-stations-october-2021/ 

https://electricvehiclecouncil.com.au/submissions/evc-submission-to-the-national-measurement-
review/ 
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EVC general position on metering 

Per previous submissions, the EVC wishes to see a future where metrology requirements around EV 
charging are harmonised with international standards.  This is important in order that globally 
developed and manufactured solutions can be deployed in Australia, without having to meet unique 
national requirements – this approach promotes competition, lowers barriers to entry for equipment 
providers, and results in better outcomes for consumers. 

The current state of play in the market is that for AC chargers, where energy delivered to the vehicle 
is measured and transacted on the basis of kWh of active energy, there is a requirement for the 
measurement to be taken using an NMI pattern approved meter.  For AC chargers, where the fee 
levied is not based on a measured amount of kWh (for example, the fee is based on time spent 
charging), there is no metrology requirement in place.  For EV chargers that deliver energy to the 
vehicle via DC connection, there is no metrology requirement for NMI pattern approval in place, nor is 
there an NMI pattern approval document presently existing that could be used for this purpose. 

Based on this, we have seen instances where NMI pattern approved metering has been installed 
upstream of EV charging equipment and also cases where NMI pattern approved metering has been 
designed into locally manufactured EVSE. 

Globally, multiple EV charging equipment manufacturers have incorporated MID metering equipment 
into their charging equipment, to aid in compliance in European jurisdictions where MID metering is 
expected around measurements for trade. 

This new OIML guide may ultimately become a standard that that global EVSE manufacturers align 
with, but it is also possible that global manufacturers will continue with the existing practice of building 
EVSE with built in MID metering to meet the needs of the segment of the market that requires a trade 
measurement at the EVSE. 

Were Australia to align with this new OIML standard prior to a significant number of other jurisdictions 
mandating this new OIML standard, we would likely create a situation where competition in the 
marketplace would be drastically reduced, and prices for compliant hardware would rise.  This would 
not be in the interests of Australian consumers. 

We outline below several specific concerns we have with the OIML guide as written, while noting that 
in the timeframe provided we have not attempted to undertake an exhaustive analysis.  It does not 
appear to us that adequate: 

• input has been sought from global EVSE manufacturers in the preparation of the document,  
• effort has been put to alignment with the work of IEC TC69, or 
• effort has been put to ensuring this standard that will result in international uniformity 

With this in mind, the EVC would strongly recommend NMI plan to allow for multiple compliance 
pathways, at least until it becomes clear in a global context which pathways are dominant.  This would 
include existing NMI pattern approval, MID metering inbuilt into EVSE, and potentially this new OIML 
standard as and when it is published and global manufacturers produce equipment compliant to it. 

 

  



Specific considerations 

The document referenced (OIML TC 12 P3 Electric vehicle charging stations) indicates that it is a 
guide, produced with the intent of soliciting feedback, which will then be used to produce a full 
recommendation. 

The EVC offers the following for consideration. 

Alternative/competing international standardisation approaches 

The OIML process around developing this metrology standard appears to be operating in parallel with 
alternative multi-national developments.   

As examples: 

https://www.metas.ch/metas/en/home/gesmw/messmittel/legalevcharge.html 

https://www.rvo.nl/sites/default/files/2019/04/German%20charging%20infrastructure%20regulations%
20report%20march%202019_0.pdf 

This tends to indicate that the European community is still very much split on the question of what an 
appropriate EV charging metrology framework will look like. 

It is not clear that were this standard to be finalised, it would in fact be adopted by a majority of 
European countries or adopted by global manufacturers of EVSE. 

 

Include EVSE manufacturers in the OIML working group. 

In the first instance, the EVC strongly recommends the inclusion of representatives from multiple 
global EVSE manufacturers in the OIML working group.  This risk here is that a standard is developed 
to be applied to a class of equipment, without the inclusion of experts in that class of equipment, 
resulting in a standard that is impractical to implement or misaligned with other existing standards 
governing the equipment. 

Table 1, Rated operating conditions, provides several examples illustrative of this concern: 

• Various current levels are specified for Ist, Imin, and Itr , ranging from 1.5A to 5A.  The 
standards that govern AC EVSE supplying vehicles do not provide for energy delivery at 
these current levels – below 6A, charging stops. 

• There is a specification schema around humidity and water, with classes H1, H2 and H3.  
Industry typically uses the IP classification system for this purpose, and typically publishes 
acceptable ambient humidity. 

• There is a minimum power factor requirement of 0.98.  The AC EVSE does not control this, 
since the power electronics creating this outcome are in the vehicle. 

• Harmonics are referenced with regard to a table.  As with power factor, the AC EVSE does 
not control this. 

These elements seem to indicate that the table was not drafted with the input of people with EVSE 
expertise.  Other elements may have similar issues, in the time available for the review we have not 
sought to identify all issues. 
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One of our members has indicated that it is their understanding that employees of equipment 
manufacturers are barred from joining the working groups developing OIML standards.  This is 
concerning, and out of step with the usual standards development process in the IEC.  

Electrical disturbances and environmental effects 

Table 5 comprises a list of levels of electrical disturbances and allowed effects.  We would suggest 
harmonisation of these requirements with the standards governing EVSE, managed by IECTC69.  To 
the extent that any of these requirements differ from the requirements produced in those standards, 
the equipment manufacturer would need to redesign the product.  If any of the requirements in this 
table are mutually exclusive to the existing requirements, a compliant solution will not be possible. 

Table 6 comprises a list of environmental disturbances and allowed effects.  As with table 5, we would 
suggest harmonisation with existing standards governing EVSE. In particular, applying a performance 
requirement of 2 hours operation when 15C above or below rated operating conditions seems 
excessive for equipment of this type. 

Degree of national variation allowed in the standard 

Multiple elements of the document leave certain aspects to individual national authorities to specify – 
for example sections 3.5.1.1, 3.5.2.1, 3.5.3, 3.6.1.1.2, 3.6.2.1, 3.7, 3.7.4, 3.7.7.  Delegation of 
requirement setting to national authorities appears to occur 36 times in the document. Many of these 
requirements will have a bearing on the capabilities and physical design of the EVSE. 

To the extent that these matters are left open to individual national authorities to determine, the result 
will not be a uniform international standard – it will be unique national standards, which will make it 
more difficult for EVSE manufacturers to build for a global market and will therefore reduce consumer 
choice and drive up costs. 

We would suggest the removal wherever possible of words to the effect of ‘National authorities may 
require / decide / etc…’ from the document, the intent should be to create an international standard 
rather than a menu of choices. 

EVSE performance requirements 

Section 3.5.4 defines behaviour of the EVSE under conditions of interruption of supply power.  This 
will need to be harmonised with the work of IEC TC 69, as it relates more to electrical behaviour than 
to billing. 

Section 3.6.4.2 requires the EVSE to provide the price per kWh and total value of transaction data – 
this is similar in concept to petrol bowsers.  EVSE solutions currently lawful in various markets do not 
uniformly have this capability, and it is not clear that it is necessary, especially for AC EVSE.  
Requiring display of kWh measured locally (as one might see on a residential energy meter) is one 
thing, requiring the EVSE display the kWh price and the transaction value requires substantially more 
at a system level, given the price per kWh will vary.  This should be reconsidered. 

Section 3.7.2 (b) requires that “after production of the EVSE, a change of software is not possible, or 
only possible if the hardware or a hardware component is also changed”.  This is not realistic in an 
emergent space like EV.  It is to be expected that EVSE manufacturers will produce software patches 
that they will roll out over the air to their equipment without attending the site, in order to deliver 
improved consumer and grid outcomes.  This is already commonplace in the EVs.  Software patches 
might include but not be limited to matters of cybersecurity, communications protocol updates, and so 
on, crucial to the ability of the hardware to perform its role. 

Section 3.7.9 relates to the case where the EVSE transmits usage information, and a software 
platform is used to manage billing.  This section will need to be considered by experts in the EV 



software space, potentially with input from the Open Charge Alliance who have developed the OCPP 
protocol for this purpose. 

Metrological controls and performance tests 

Part 2 of the OIML document details approximately 20 pages of performance tests.  Given we have 
raised multiple issues with the requirements to be tested, we will not comment in detail on the test 
requirements at this time. 

Without going into detail in this respect, the EVC would suggest that there is a need to harmonise 
these test requirements wherever possible with the work of IEC TC 69, in order to minimise the 
compliance overhead for EVSE manufacturers, and to take input from multiple global EVSE 
manufacturers on the test requirements, once agreement is reached on the actual requirements to be 
tested. 

Conclusion 

The EVC is of the view that the OIML document is flawed in many respects.  It is not clear to us at this 
time if the OIML process, applied to the EVSE space, has the potential to result in good outcomes for 
Australian consumers. 

The EVC strongly recommends NMI plans to allow for multiple compliance pathways, at least until it 
becomes clear in a global context which pathways are dominant.  This would include existing NMI 
pattern approval, MID metering inbuilt into EVSE, and potentially this new OIML standard as and 
when it is published and global manufacturers produce globally consistent equipment compliant to it. 

Of critical importance to the EV industry is the question of grandfathering.  Hundreds of millions of 
dollars will be spent over the next few years deploying high-power public DC charging equipment, to 
support the uptake of EVs by the Australian community.  The future metrology requirements that may 
be applied to the sale of energy when delivered over a DC connection are currently unknowable but 
might reasonably be expected to include some form of DC metering.  Unfortunately, given the specific 
requirements are unknowable and may vary by region around the world, it is impossible for DC 
charging equipment manufacturers the design in the capability for retrofitting Australian compliant 
metrology solutions to their products. 

To address this, the EVC calls on the NMI for a commitment to grandfathering of the metrology 
requirements associated with DC EV charging equipment that is deployed up until any new metrology 
requirements are introduced.  A commitment of this nature will provide confidence to the industry 
deploying fast charging equipment today, in support of Australian consumers wishing to switch to 
EVs. 
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