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EXECUTIVE SUMMARY
As the electric vehicle (EV) market continues
to grow and charging continues to expand
in North America, companies in the public
charging space continue to evaluate whether,
how, and where to enter the market.1 The EV
market is beginning to evolve quickly and so
are the policies governing it.
As charging continues to grow, particularly
public charging, what kinds of policies are
provinces and cities setting? The Canadian
Transportation Alliance, in coordination
with the Fuels Institute, is providing this
report to answer that question and identify
policies (both legislation and regulation)
and requirements relevant to installation and
operation of public charging. The analysis
considered policies that:
►
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►

Affect utility participation in preparing sites
for installing and operating EVSE; and

►

Relate to the operation of public charging
such as methods of sale, billing practices,
and marketing of charging services.

An analysis was undertaken to identify
commonalities and differences in the different
provinces. Installation and operation policies
address certain issues but not others, if there
are relevant public charging EVSE policies at
all.
Of the jurisdictions surveyed, British Columbia
and Vancouver have set several such policies.
There also is a federal-level policy with EVSE
requirements for installation under Canada’s
electrical code.

Relate to the installation and operation of
electric vehicle supply equipment (EVSE),
including those related to siting, permitting,
and zoning associated with site preparation
and equipment installation;

Public charging is defined as those charging facilities not located at a private residence, multi-unit dwelling, workplace, private fleet depot, or anywhere else
that restricts parking access.
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INTRODUCTION
This report identifies regulations and
requirements relevant to installation and
operation of public charging in Canada. The
existence of federal-level requirements in
Canada was surveyed along with requirements
in three provinces and the largest cities in those
provinces: British Columbia and Vancouver;
Ontario and Toronto; and Québec and
Montréal. The aim of the project was to identify
relevant public charging policies governing
the installation and operation of EVSE, their
commonalities and differences, as well as
policies that may be best suited to facilitate the
installation and operation of EVSE.

Respecting operation—which means how
electricity is sold, the marketing of charging
services, disclosures required to be provided to
customers, the unit of measurement required
in selling electricity, and type of receipt
required, among other issues—the following
topics and questions were addressed:
►

• What unit of measurement is required or
permitted? For example, must the sale
be based on kWh delivered or is that
prohibited? If prohibited, what other
methods of sale are permissible as an
alternative?

Respecting installation, the following topics
were covered:
►

What policies and regulations exist that
affect how electricity can be sold to
consumers?

Siting

►

Permitting

►

Zoning

►

Site design (such as property flow, curb
cuts, proximity of charging equipment to
other equipment on site such as petroleum
dispensers, etc.)

►

Construction

►

Installation

►

Utility engagement with site host for site
development

►

What regulations apply to the marketing of
EV-charging services? What disclosures are
required and where must the disclosures be
presented?

►

What type of receipt is required to be
provided to the customer at the conclusion
of a charging session?

As part of the analysis, the role of utilities and
relevant decisions of respective PUCs relevant
to public charging were included. Statutes,
administrative codes, PUC decisions, session
laws that have not yet been codified, and other
relevant provincial materials were consulted with
a research cut-off date of September 30, 2020.
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Provinces were grouped into five simple
“archetype groupings” to set a context
for deeper analysis ranging from those
jurisdictions with light-duty ZEV mandates
and a host of policies addressing
installation and operation of public
charging EVSE to those jurisdictions with
no policies at all.

The archetypes or “groupings” have
been developed based on the following
simple criteria and were used to evaluate
jurisdictions in Canada and the United States:
►

Group 1: Jurisdictions that have
implemented a comprehensive regulatory
regime or suite of policies addressing both
installation and operation requirements that
pertain to public charging.

►

Group 2: These jurisdictions are
implementing ZEV mandates and/
or other targets and have developed
and implemented multiple policies on
installation or operation public charging.

►

Group 3: There is an electrification target
and at least two relevant policies on
installation or operation of EVSE pertinent
to public charging.

►

Group 4: There is no mandate or
electrification target, but there is at least
one relevant policy on regulations on
installation or operation of EVSE pertinent
to public charging.

►

Group 5: There is no mandate or
electrification target, and there are no
relevant policies on installation or operation
of EVSE pertinent to public charging.
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Summary of Canadian Requirements on
the Installation and Operation of Electric
Vehicle Supply Equipment for Public
Charging
In summary, installation and operation policies
tend to be spotty, addressing certain aspects
but leaving out others. British Columbia and
particularly Vancouver have arguably done
the most in terms of setting policies that
provide clarity and regulatory certainty that
impact public charging. Table 1 summarizes
installation and operation policies pertinent
to public charging. Included in the installation
policy assessment is a federal policy under

the Canadian Electrical Code with detailed
requirements for EVSE installation. Federal,
provincial, and city policies are summarized
in the sections below and include relevant
incentives. A summary of policies is provided
in the Appendix.

Table 1: Summary of Canadian Installation and Operation Policies Pertinent to Public
Charging

Area

Group

British
Columbia

2

Vancouver

2

Ontario

5

Toronto

3

Québec

3

Montréal

3

Provincial or City
Electrification Target/
ZEV Mandate?

Source: Future Fuel Strategies, August 2020

Installation
Policies?

Addresses
Public Utility
Definition?

Allows kWh
Pricing?

Other
Operation
Policies?
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FEDERAL POLICY
At the federal level in Canada, there are three
policies relevant to public charging: (1) the
country’s ZEV target, (2) its multi-year EV
infrastructure deployment program, and (3) a
national building code provision with technical
requirements relevant to installing EVSE. The
following nationwide ZEV targets must be
achieved over the 2025-2040 timeframe:
►

2025: 10%

►

2030: 30%

►

2040: 100%

Qualifying ZEVs include battery EVs, PHEVs,
and fuel-cell vehicles.2 To support the
achievement of these targets, federal budgets
2016 and 2017 provided CAN$96.4 million
(US$73 million) over six years (April 2016
to March 2022) to the Electric Vehicle and
Alternative Fuel Infrastructure Deployment
Initiative to establish a coast-to-coast network
of fast-charging stations along the national
highway systems (as well as natural gas
refueling stations along key freight corridors
and hydrogen refueling stations in major
metropolitan areas).3
As of March 2020, the program had selected
837 EV fast chargers. Budget 2019 provided
an additional CAN$130 million (US$98.6
million) over five years (April 2019 to March
2024) to support the country’s ZEV target.
Funding focuses on EV L2 charging at
workplaces, commercial and multi-unit
residential buildings, public places, on-street
and projects for fleets (e.g. taxis, car-sharing),
mass transit, and inner city delivery.4
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Currently, there is one policy governing public
charging and applicable to the installation
of EVSE in Canada, the Canadian Electrical
Code.5 Relevant provisions under the code
include the following:
►

Voltages of EVSE must not exceed 750
volts.

►

A sign is required that warns against the
operation of the EVSE without sufficient
ventilation, where the manufacturer’s
installation instructions require it.

►

EVSE must be supplied by a separate
branch circuit that supplies no other loads
except associated ventilation equipment,
or from a branch circuit supplying another
load or loads, provided that an EV energy
management system is installed in
accordance with other provisions in the
code.

►

The connected load of a circuit supplying
EVSE and associated ventilation
equipment must be considered as
continuous.

►

Each installation of EVSE rated at 60
A or more, or more than 150 volts-toground, must be provided with a separate
disconnecting means (1) on the supply side
of the point of connection of the EVSE, (2)
located within sight of and accessible to
the EVSE, (3) capable of being locked in
the open position.

“Zero Emission Vehicles,” Transport Canada, last modified January 31, 2020, https://tc.canada.ca/en/road-transportation/innovative-technologies/zero-emission-vehicles. | 3 “Electric Vehicle and Alternative Fuel Infrastructure Deployment Initiative,” Natural Resources Canada, last modified July 24, 2020,
https://www.nrcan.gc.ca/energy-efficiency/energy-efficiency-transportation/electric-alternative-fuel-infras/electric-vehicle-alternative-fuels-infrastructure-deployment-initiative/18352. | 4 “Electric Vehicle and Alternative Fuel Infrastructure Deployment Initiative” | 5 Canadian Electrical Code, Part 86, Electric
Vehicle Charging Systems, available at https://store.csagroup.org/ccrz__CCPage?pagekey=content&contentkey=2018CanadianElectric_en&cclcl=en_US;
William Burr, “Guide to the Canadian Electrical Code, Part I—Instalment 42,” Electrical Industry Newsweek, October 4, 2018, https://www.electricalindustry.ca/
latest-news/4778-guide-to-the-canadian-electrical-code-part-i-instalment-42.
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►

►

Each receptacle for EV charging must be
a single receptacle of Canadian Standards
Association configuration 5-20R supplied
from a 125 V branch circuit rated not
less than 20 A, protected by a Class A
ground fault circuit interrupter if installed
outdoors, within 2.5 metres of finished
grade (1) of the appropriate Canadian
Standards Association configuration in
accordance with Diagram 1 or 2 when
supplied from a branch circuit rated at
more than 125 V or more than 20 A and
(2) labeled in a conspicuous, legible, and
permanent manner, identifying it as an
EVSE receptacle.
Where an EVSE and other parts of a
system, either on board or off board the
vehicle, are identified for and intended
to be (1) interconnected to a vehicle and
serve as an optional standby system, or (2)
an electric power production source, or (3)
provide for bi-directional power feed, and
(4) be marked accordingly and meet the
requirements of relevant provisions of the
code.

►

The code addresses indoor charging sites
and permits them to include (1) integral,
attached, and detached residential
garages; (2) enclosed or underground
parking structures; (3) repair and nonrepair commercial garages, agricultural
buildings, and similar rooms; or (4) other
locations where the EV connector can
couple to the EV.

►

Where the EVSE requires ventilation, that
(1) adequate ventilation be provided in
each indoor charging site as specified
in the code, (2) the EVSE be electrically
interlocked with the ventilation equipment
so that the ventilation equipment operates
with the EVSE, (3) if the supply to the
ventilation equipment is interrupted, the
EVSE be made inoperable.

►

Addresses outdoor charging sites and
permits them to include: (1) residential
carports and driveways, (2) curbsides,
(3) open parking structures, (4) parking
lots, (5) commercial charging facilities, (6)
similar locations.
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BRITISH COLUMBIA AND VANCOUVER

British Columbia passed the Zero-Emission
Vehicles Act on May 30, 2019, requiring
automakers to meet an escalating annual
percentage of new light-duty ZEV sales and
leases, reaching: 10% of LDV sales by 2025,
30% by 2030, and 100% by 2040, codifying
the national target.6 The province also has
enacted a Low Carbon Fuels Standard
to which electricity for transportation
is subject.7 Under the Province’s Part 3
Agreement program for the standard, RFPs
were released in June 2020 for projects that
include expanding public charging to promote
greenhouse gas reduction under the LCFS
program.8 It also has a carbon tax with the
highest price on carbon emissions in Canada
at CAN$30/tonne.9
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The province has also clarified that a site host
is not a public utility.10
Vancouver has both installation and operation
requirements impacting public charging.
Under its parking bylaw, the city requires
commercial buildings to have one EV parking
space with an energized outlet to support L2
charging or higher for every 10 spaces; for
less than 10 parking spaces, it must provide at
least one such EV parking space.11 Under its
building bylaw, the city requires EVSE to align
with the requirements of SAE AC L2 charging
requirements, whether in applying loadmanaged solutions or separate branch circuits
for each charging point.12 The city also has an
extensive bylaw affecting operation of EVSE
that pertains to public charging covering how
payments are to be accepted and setting
prices for L2 and DCFC stations.13

Zero-Emission Vehicle Act, SBC 2019, Chapter 29, assented May 30, 2019. Available at https://www.bclaws.ca/civix/document/id/complete/statreg/19029;
Zero Emission Vehicles Regulation, Order in Council 448, approved July 30, 2020. Available at https://www.bclaws.ca/civix/document/id/oic/oic_
cur/0448_2020. | 7 Renewable and Low Carbon Fuel Requirements Regulation, B.C. Reg. 394/2008, deposited Dec. 9, 2008. Available at https://www.
bclaws.ca/civix/document/id/complete/statreg/394_2008. | 8 “Applying for a Part 3 Agreement,” Part 3 Agreements, Government of British Columbia,
https://www2.gov.bc.ca/gov/content/industry/electricity-alternative-energy/transportation-energies/renewable-low-carbon-fuels/part-3-agreements/
applications. | 9 Greenhouse Gas Reduction Act, SBC 2008, CHAPTER 16, assented to May 1, 2008. Available at https://www.bclaws.ca/civix/document/id/
complete/statreg/08016_01 | 10 Utilities Commission Act, Ministerial Order M104/2019. | 11 Parking By-Law 6059, By-Law No. 12156/2018. | 12 Building By-Law
No. 12511 Sec. 10.3/2019. The city also requires EVSE to meet national electrical code requirements. | 13 By-Law NO. 11866, A By-Law to Amend Parking Meter
By-Law No. 2952 Regarding EVCS, enacted July 25, 2017.
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Example provisions on payments include:

Example provisions on prices include:

In the case of an electric vehicle charging
station (EVCS) designed to accept
payments via a network subscription, tap the
appropriate radio frequency identification
(RFID) EV network card on the appropriate
part of the EVCS and connect the EV to the
EVCS via conductive or inductive means to
initiate a charging session;

►

The initial metered rates for all L2 charging
stations in an existing meter zone shall be
the metered rate for that block plus an
additional CAN $2.00 per hour.

►

The initial metered rates for all L2 charging
stations not in an existing meter zone shall
be CAN$2.00 per hour.

►

In the case of an EVCS designed to accept
payments via a smartphone application,
use the smartphone application
appropriate to the EVCS and connect the
EV to the EVCS via conductive or inductive
means to initiate a charging session;

►

The initial metered rates for all DCFC
stations with a nominal power output of
50 kW in an existing meter zone shall be
the metered rate for that block plus an
additional CAN$16.00 per hour.

►
►

In the case of an EVCS designed to accept
payments via an RFID-enabled credit card,
tap the credit card on the appropriate
part of the EVCS and connect the EV to
EVCS via conductive or inductive means to
initiate a charging session; or

The initial metered rates for all DCFC
stations with a nominal power output of 50
kW not in an existing meter zone, prior to
adjustment in accordance with provisions
under the policy, shall be CAN$16.00 per
hour.

►

In the case of an EVCS designed to accept
credit card payments by phone, call the
phone number printed on the EVCS and
provide the appropriate details to initiate
a session, and connect the electric vehicle
to the EVCS via conductive or inductive
means to initiate a charging session.

►
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ONTARIO AND TORONTO

There appear to be no provincial-level policies
governing installation and operation of
public charging EVSE at this time in Ontario.
However, Toronto does have a ZEV target
under its TransformTO program that applies
to new registered personal vehicles:
►

2025: 5% EVs

►

2030: 20% EVs

►

2040: 80% EVs

Moreover, the city also has an EV-capability/
EV-readiness policy. The Toronto Green
Standard outlines sustainable design
requirements for new private and city-owned
developments. The Toronto Green Standard

14

includes mandatory (Tier 1) and voluntary
(Tiers 2-4) guidelines that govern for the
installation of charging infrastructure and EVcapable parking spots in new developments.
Tier 1 performance measures are mandatory
and require charging units in 20% of parking
spaces in mid- to high-rise and commercial
buildings, and 100% of parking spaces must
be designed EV capable.14 Under its EV
strategy, the city plans to develop incentives
that may apply to public charging, and it is
seeking to identify high-priority areas for
public charging and developing a preferred
approach to rolling out this infrastructure.15

Toronto Green Standard: Overview,” City of Toronto, https://www.toronto.ca/city-government/planning-development/official-plan-guidelines/toronto-green-standard/toronto-green-standard-overview/. | 15 City of Toronto, City of Toronto Electric Vehicle Strategy, December 9, 2019, https://www.toronto.
ca/legdocs/mmis/2020/ie/bgrd/backgroundfile-141449.pdf.
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QUÉBEC AND MONTRÉAL

Québec also has a ZEV mandate which came
into force on January 11, 2018.16 Manufacturers
were required to earn credits starting
with model year 2018. For that year, the
government set 3.5% as the percentage in
credits for new LDV sales and leases required
of individual automakers. Targets will increase
gradually each year to reach 22% in 2025 and
later years. It is important to note that starting
in 2020, large automakers have been required
to earn a minimum percentage of their credits
exclusively from the sales or leases of ZEVs.
The minimum earned credits requirement that
year for intermediate and large automakers
was 9.5%, with 6% coming exclusively from
ZEV sales for large manufacturers.

16

The higher the fully electric range of a vehicle,
the greater the number of credits received by
the automaker. The province has also set rates
for using public DCFC (CAN$10.25 per hour
for the use of a 50 kW fast-charging station).17
Québec appears to be the only province of
the three surveyed with a policy respecting
utility engagement. When fixing utility rates,
the respective utility commission must
consider the revenues required by the electric
power distributor for the operation of the
public DCFC.18 Montréal had an electrification
strategy for the years 2016-2020 that included
a target to roll out 1,000 public charging
stations;19 as of November 2019, it had
installed 686.20

Chapter A-33.02, Act to Increase the Number of Zero-Emission Motor Vehicles in Québec in Order to Reduce Greenhouse Gas and Other Pollutant Emissions, 2016. Available at http://legisquebec.gouv.qc.ca/en/showdoc/cs/A-33.02. | 17 Chapter H-5, r. 1 Regulation Respecting the Rates for Using the Public
Fast-Charging Service for Electric Vehicles, Hydro-Québec Act, chapter H-5, s. 22.0.2, 2019. Available at http://legisquebec.gouv.qc.ca/en/showdoc/cr/H5,%20r.%201. | 18 Chapter R-6.01, Act Respecting the Régie de L’énergie, 2019. Available at http://legisquebec.gouv.qc.ca/en/showdoc/cs/R-6.01. | 19 City of
Montréal, Electrifying Montréal: Transportation Electrification Strategy 2016-2020, 2016, http://ville.montreal.qc.ca/pls/portal/docs/PAGE/PROJ_URBAINS_
FR/MEDIA/DOCUMENTS/TRANSPORTATION_ELECTRIFICATION_STRATEGY_2016_2020_.PDF. | 20 “Electric Vehicles: Charging Stations,” City of Montréal,
updated Nov. 20, 2019, http://www1.ville.montreal.qc.ca/banque311/affichage/11129.
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V. CONCLUSION
This report (inclusive of an evaluation of policies in the United States, as presented in report
published by the Fuels Institute) addressed policies jurisdictional governing authorities have
developed and are implementing to facilitate public charging at different levels of government.
Table 2 summarizes the types of policies generally established in Canada.

Table 2: Summary of Policies
Jurisdictional
Governing Authority

Examples of Types of Policies Generally Set
•
•

Province

•
•
•
•
•
•
•

Public Utility
Commission

Cities

ZEV mandate and/or electrification goals/targets
Developing electrification strategies that include developing public charging in designated corridors or other
areas
Requiring licensure of EVSE installers
Directives requiring localities to implement expedited/streamlined permitting for EVSE
Directives requiring localities to implement green building codes
Incentives for EVSE expansion, including under the VW settlement
Clarifying issues such as the public utility definition
Setting parameters governing the operation of EVSE, such as allowing charging by the kWh, prohibiting
subscriptions, and requiring multiple payment options at charging stations
Directing PUCs to consider the utility role in electrification

•
•

Developing transportation electrification frameworks
Considering utility proposals respecting TEPs and rates, including issues such as cost recovery and demand
charges; deploying make-ready infrastructure to support expansion of charging; utility ownership/operation of
charging stations; utility incentive programs for charging

•

Implementing policies, or in the absence of such a policy, developing a local expedited/streamlined permitting
and green building code policy
Enforcing existing zoning, building code, electrical code, and other such requirements that may apply to EVSE
Developing specific requirements to govern EVSE installation that may include siting, site design, parking,
signage, and technical specifications related to EVSE

•
•
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SOURCE: FUTURE FUEL STRATEGIES, SEPTEMBER 2020
Best Practice Observations
One objective for this original project
(inclusive of the United States and Canada),
in addition to identifying policies and their
commonalities and differences, was to note
policies that seem best suited to facilitating
the expansion of public charging, in particular,
those that reduce compliance complexity and
cost. Given the limited availability of Canadian
policies specifically related to the installation
and operation of EVSE, interested readers are
encouraged to review the full report published
by the Fuels Institute21 in order to understand
the policy options that have been pursued in
the United States to determine which policies
might be appropriate in Canada as well.
The fact is all of these policies can be
potentially supportive in expanding public
charging EVSE, but they may not necessarily
reduce compliance complexity and cost.
Streamlining permitting could be a policy
that reduces compliance complexity and cost.
EVgo, one of America’s largest public electric
vehicle fast charging network’s, has noted,
“Costs can be reduced substantially if utilities
and government authorities turn attention
to streamlining the permitting processes....”22
It may depend on how such a policy is
implemented; many policies described in this
project have only been set in the last few years
and others are just being implemented now.
Green building codes that require EV
readiness and EV capability in new
construction sites may reduce EVSE costs
in the long term, but they could also end
up being overly prescriptive and force
21

investments into infrastructure that may never
be used.23 Nevertheless, the city of Toronto in
Ontario is beginning to address EV readiness
and capability. With the International Code
Council including EV readiness provisions
in its 2021 code, other cities may set such
policies in the near future.
Clarifying that site hosts are not considered
public utilities and allowing charging by the
kWh would remove barriers to the expansion
of EV charging across the country.
Incentives that help fund the expansion of
public charging may be critical policies to
support the expansion of public charging and
reduce costs.24 For utility engagement, Public
Utility Commissions policies that require
Investor Owned Utilities to provide makeready infrastructure and address demand
charges by reducing or eliminating them
may be helpful in supporting the expansion
of public charging while managing costs and
complexity.25
Aside from actual policies, communication
to public charging companies and site hosts
could be improved in provinces and cities.
One way to do that would be to develop
EVSE web pages on government websites
that address what installation and operation
requirements they have—or are even planning
for—with appropriate guidance, relevant
policies, local contacts, checklists, process
timelines, and necessary forms available in
one place that is readily accessible. Allowing
the online submission of permit applications
and other supporting materials may help
expedite and simplify the permitting process
and reduce costs for site hosts.

https://www.fuelsinstitute.org/Research/Reports/EV-Market-Regulatory-Report | 22 Jonathan Levy, Isabelle Riu, and Cathy Zoi, The Costs of EV Fast
Charging Infrastructure and Economic Benefits to Rapid Scale-Up (EVgo, May 18, 2020), https://www.evgo.com/wp-content/uploads/2020/05/2020.05.18_
EVgo-Whitepaper_DCFC-cost-and-policy.pdf. | 23 Ed Pike, Jeffrey Steuben, and Evan Kamei, Plug-In Electric Vehicle Infrastructure Cost-Effectiveness
Report for San Francisco (Energy Solutions and Pacific Gas & Electric, November 17, 2016), http://evchargingpros.com/wp-content/uploads/2017/04/
City-of-SF-PEV-Infrastructure-Cost-Effectiveness-Report-2016.pdf. | 24 Levy et al., The Costs of EV Fast Charging Infrastructure and Economic Benefits to
Rapid Scale-Up, 14. | 25 Michael Nicholas and Dale Hall, Lessons Learned on Early Electric Vehicle Fast-Charging Deployments (International Council on Clean
Transportation, July 2018), https://theicct.org/sites/default/files/publications/ZEV_fast_charging_white_paper_final.pdf: “Demand charges can present challenging economics to station operators and may not represent true system cost of the electricity use. Alternative rate structures that better reflect overall
cost of electricity used have been proposed. The most straightforward alternative rate structure is to simply eliminate demand charges and charge a higher
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Future Issues

when it comes to policies respecting connectors.

Reducing Barriers to EV Charging Expansion

However, most L2 chargers use the SAE J-1772
connector that is widely compatible with
different vehicles but there is more variation
for DCFC: Nissan and Mitsubishi developed
and use the Charge de Move connector while
remaining Asian and all American and European
manufacturers (i.e., General Motors, MercedesBenz, and VW) use the SAE Combined
Charging System, which features a double plug
that allows drivers to charge DCFC or a J-1772
plug.29 Tesla uses its own proprietary connector.

As EV charging continues to grow, other issues
to facilitate the expansion of charging such
as managed charging, interoperability, and
open access and payment issues will need
to be addressed. According to the National
Renewable Energy Laboratory, grid-integrated
smart charging, or VGI charging, can improve
grid flexibility by more effectively utilizing
energy, shaving peak electricity demand, and
filling demand valleys while still meeting the
needs of EV drivers.26
Interoperability
Addressing interoperability, the ability of EVs
to interact with a range of different chargers,
for those chargers to interact with each other
and with other charging management systems,
and for payments to be processed between
charging service providers operating different
charging networks is of vital importance.27
M.J. Bradley & Associates in an issue brief
released last year notes these can be split into
two categories:
►

Consumer-facing interoperability, which is
centred around the charger itself and refers
to the compatibility of plugs and connectors
with different vehicles as well as accessibility
of charging infrastructure (which can be
affected by constraints such as subscriptions,
membership requirements, lack of certain
payment methods, and gated off chargers).

►

Systems management interoperability,
which encompasses the requirements
of communication between vehicle and
charger, between charger and the “cloud,”
compatibility across charging networks, and
software and systems to manage and share
data from vehicles and chargers.28

Most provinces and cities surveyed for this report
generally are silent on the issue of standardization
26

Open Access and Payment
So far, Canada has not addressed open access
and payment. Developing an open access
standard that could allow any driver to use a
charger without memberships or subscriptions,
without having to enroll online, and possibly
through a range of payment options, such
as credit cards, toll-free phone numbers and
call centres, mobile apps, or Apple Wallet and
Android pay would be incredibly beneficial.
Multiple forms of payment could balance
ease and comfort with ensuring that charging
stations are accessible to all drivers.
These issues do matter for public charging
companies and site hosts who are used to
providing a seamless and efficient experience
to their customers. These barriers also filter
down to site hosts, which, among other things,
must decide which network operator will
reach the maximum number of customers
and provide seamless customer experience.
Some experts have advocated for an open
standards–based approach that includes both
technical capabilities and contractual rights that
allows site hosts to switch between network
service providers without having to purchase
new charging equipment and to install new
charging stations without having to change
network service providers. Experts note this can
help stimulate competition in the marketplace
and protect infrastructure investments against
obsolescence.

“Electric Vehicle Smart Charging at Scale,” National Renewable Energy Laboratory, accessed October 4, 2020, https://www.nrel.gov/transportation/managed-electric-vehicle-charging.html. | 27 M.J. Bradley & Associates, LLC, Electric Vehicle Charging Interoperability, May 13, 2019, https://mjbradley.com/sites/
default/files/MJB%26A%20Interoperability%20Issue%20Brief%20May%202019.pdf. | 28 M.J. Bradley & Associates, LLC | 29 M.J. Bradley & Associates, LLC, 2
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APPENDIX : SUMMARY OF CANADIAN POLICIES

Province/
City

British
Columbia

Group

Installation-Related Policies

2

For a commercial building or commercial component
of a multiple-use development with 10 or more parking
spaces, a minimum of one parking space for every
10 parking spaces, plus one space for any additional
parking spaces that number less than 10, shall be
provided with an energized outlet capable of providing
L2 charging or higher to the parking space.

Vancouver

2

For a commercial building or commercial component of
a multiple-use development with less than 10 parking
spaces, a minimum of one parking space shall be
provided with an energized outlet capable of providing
L2 charging or higher to the parking space. (Reference
Parking Bylaw 6059, Bylaw No. 12156, 2018)
All references to the electrical installation including
receptacle, supply equipment, and rating of voltage and
ampere in Article 10.3.1.1. are intended to align with
the requirements of SAE AC L2 charging requirements,
whether in applying load-managed solutions or
separate branch circuits for each charging point. In
addition to the requirements of Article 10.3.1.1., the
installation of EV-charging systems and EVSE must
meet the requirements of the Canadian Electrical Code,
Part I and the manufacturer’s instructions. (Reference
Building Bylaw No. 12511 Sec. 10.3, 2019)

Operation-Related Policies
“A person is exempt from Part 3 of the UCA with
respect to the sale, delivery or provision of electricity
for EV charging services to or for the public or
a corporation for compensation, except for the
provisions of sections 25 and 38 relating to safety
only, in the class of cases where the person is not
otherwise a public utility under the UCA.” (Reference
British Columbia Ministerial Order M104/2019)
(1) In the case of an EVCS designed to accept
payments via a network subscription, tap
the appropriate RFID EV network card on the
appropriate part of the EVCS and connect the EV
to the EVCS via conductive or inductive means
to initiate a charging session;
(2) In the case of an EVCS designed to accept
payments via a smartphone application, use
the smartphone application appropriate to
the EVCS and connect the EV to the EVCS via
conductive or inductive means to initiate a
charging session;
(3) In the case of an EVCS designed to accept
payments via an RFID-enabled credit card,
tap the credit card on the appropriate part of
the EVCS and connect the EV to the EVCS via
conductive or inductive means to initiate a
charging session; or
(4) In the case of an EVCS designed to accept credit
card payments by phone, call the phone number
printed on the EVCS and provide the appropriate
details to initiate a session, and connect the EV
to the EVCS via conductive or inductive means
to initiate a charging session.
(5) The initial metered rates for all L2 charging
stations in an existing meter zone shall, prior
to adjustment in accordance with this Section
5A, be the metered rate for that block plus an
additional $2.00 per hour.
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Province/
City

Group

Installation-Related Policies

Operation-Related Policies
(6) The initial metered rates for all L2 charging
stations not in an existing meter zone shall,
prior to adjustment in accordance with this
Section 5A, be $2.00 per hour.
(7) The initial metered rates for all DCFC stations
with a nominal power output of 50 kW in an
existing meter zone shall, prior to adjustment in
accordance with this Section 5A, be the metered
rate for that block plus an additional $16.00 per
hour.
(8) The initial metered rates for all DCFC stations
with a nominal power output of 50 kW not in an
existing meter zone. (Bylaw No. 11866, 2017)

Toronto

Québec

3

3

The Toronto Green Standard outlines sustainable
design requirements for new private and cityowned developments. The Toronto Green Standard
includes mandatory (Tier 1) and voluntary (Tiers
2–4) guidelines. They include standards for charging
infrastructure including mandatory requirements
for the installation of charging infrastructure and
EV-capable parking spots in new developments. Tier
1 performance measures are mandatory and require
charging units in 20% of parking spaces in mid to highrise and commercial buildings, and 100% of parking
spaces must be designed EV capable. There is an
optional 25% requirement. (Reference PG23.9, 2017)
The rates for using the public DCFC service for EVs
are set at $10.25 per hour for the use of a 50 kW
fast-charging station. (Reference Chapter H-5, r. 1
Regulation respecting the rates for using the public
fast-charging service for electric vehicles, HydroQuébec Act, Chapter H-5, s. 22.0.2, 2019)
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Province/
City

Group

Installation-Related Policies
The 2018 Canadian Electric Code includes the following
requirements:
•
•
•

•
•

•

Federal
•

•

•

•

Voltages of EV supply equipment must not exceed 750 V.
A sign is required warning against the operation of the EVSE without sufficient
ventilation, where the manufacturer’s installation instructions require it.
EVSE must be supplied by a separate branch circuit that supplies no other loads
except associated ventilation equipment, or from a branch circuit supplying
another load or loads, provided that an EV energy management system is
installed in accordance with other provisions in the code.
The connected load of a circuit supplying EVSE and associated ventilation
equipment be considered as continuous.
Requires that each installation of EVSE rated at 60 A or more, or more than 150
volts-to-ground, be provided with a separate disconnecting means (1) on the
supply side of the point of connection of the EVSE; (2) located within sight of
and accessible to the EVSE; (3) capable of being locked in the open position.
Each receptacle for EV charging be a single receptacle of CSA configuration
5–20 R supplied from a 125 V branch circuit rated not less than 20 A, protected
by a Class A ground-fault circuit interrupter if installed outdoors within 2.5
meters of finished grade (1) of the appropriate CSA configuration in accordance
with Diagram 1 or 2 when supplied from a branch circuit rated at more than 125
V or more than 20 A and (2) labeled in a conspicuous, legible, and permanent
manner, identifying it as an EVSE receptacle.
Where an EVSE and other parts of a system, either on board or off board the
vehicle, are identified for and intended to be (1) interconnected to a vehicle and
serve as an optional standby system, or (2) an electric power production source,
or (3) provide for bi-directional power feed, and (4) be marked accordingly and
meet the requirements of relevant provisions of the code.
The code addresses indoor charging sites and permits them to include
(1) integral, attached, and detached residential garages; (2) enclosed or
underground parking structures, (3) repair and non-repair commercial garages,
agricultural buildings, and similar rooms, or (4) other locations where the EV
connector can couple to the EV.
Requires, where the EVSE requires ventilation, that (1) adequate ventilation be
provided in each indoor charging site as specified in the code, (2) the EVSE be
electrically interlocked with the ventilation equipment so that the ventilation
equipment operates with the EVSE, (3) if the supply to the ventilation
equipment is interrupted, the EVSE be made inoperable.
Addresses outdoor charging sites and permits them to include: (1) residential
carports and driveways, (2) curbsides, (3) open parking structures, (4) parking
lots, (5) commercial charging facilities, (6) similar locations.

OperationRelated Policies

About CTA: Founded by a collective of Canadian vehicle and transportation market stakeholders
in 2020, the Canadian Transportation Alliance (CTA) is a non-advocacy, non-partisan, not-forprofit organization that aims to deliver objective, fact-based, third-party research to help educate
government bodies, consumers, and business stakeholders on a variety of issues affecting the
Canadian transportation market.

©2021 Canadian Transportation Alliance
Disclaimer: The opinions and views expressed herein do not necessarily state or reflect those of the individuals on the Canadian
Transportation Alliance Board of Directors or any contributing organization to the Canadian Transportation Alliance. The Canadian
Transportation Alliance makes no warranty, express or implied, nor does it assume any legal liability or responsibility for the use of the
report or any product or process described in these materials.

Canadian EV
Regulatory Report
W W W. C TA L L I A N C E . CO M

