
 
 

Delft University of Technology

Grid Impact of Electric Vehicle Fast Charging Stations: Trends, Standards, Issues and
Mitigation Measures - An Overview

Wang, L.; Qin, Z.; Slangen, T; Bauer, P.; van Wijk, T

DOI
10.1109/OJPEL.2021.3054601
Publication date
2021
Document Version
Final published version
Published in
IEEE Open Journal of Power Electronics

Citation (APA)
Wang, L., Qin, Z., Slangen, T., Bauer, P., & van Wijk, T. (2021). Grid Impact of Electric Vehicle Fast
Charging Stations: Trends, Standards, Issues and Mitigation Measures - An Overview. IEEE Open Journal
of Power Electronics, 2, 56-74. [9336258]. https://doi.org/10.1109/OJPEL.2021.3054601

Important note
To cite this publication, please use the final published version (if applicable).
Please check the document version above.

Copyright
Other than for strictly personal use, it is not permitted to download, forward or distribute the text or part of it, without the consent
of the author(s) and/or copyright holder(s), unless the work is under an open content license such as Creative Commons.

Takedown policy
Please contact us and provide details if you believe this document breaches copyrights.
We will remove access to the work immediately and investigate your claim.

This work is downloaded from Delft University of Technology.
For technical reasons the number of authors shown on this cover page is limited to a maximum of 10.

https://doi.org/10.1109/OJPEL.2021.3054601
https://doi.org/10.1109/OJPEL.2021.3054601


Received 30 November 2020; revised 7 January 2021; accepted 19 January 2021. Date of publication 26 January 2021;
date of current version 18 February 2021. The review of this article was arranged by Associate Editor Philip T. Krein.

Digital Object Identifier 10.1109/OJPEL.2021.3054601

Grid Impact of Electric Vehicle Fast Charging
Stations: Trends, Standards, Issues and

Mitigation Measures - An Overview
LU WANG 1 (Student Member, IEEE), ZIAN QIN 1 (Senior Member, IEEE),

TIM SLANGEN 2 (Student Member, IEEE), PAVOL BAUER 1 (Senior Member, IEEE), AND THIJS VAN WIJK 2

1Department of Electrical Sustainable Energy, DCE&S Group, TU Delft, 2628 CD Delft, The Netherland
2Testlab, Stichting ElaadNL, 6812 AR Arnhem, The Netherlands

CORRESPONDING AUTHOR: ZIAN QIN (e-mail: z.qin-2@tudelft.nl)

This work has received funding from the Electronic Components and Systems for European Leadership Joint Undertaking under grant agreement No 876868. This
Joint Undertaking receives support from the European Union’s Horizon 2020 research and innovation programme and Germany, Slovakia, Netherlands, Spain, Italy.

ABSTRACT With growing concern on climate change, widespread adoption of electric vehicles (EVs) is
important. One of the main barriers to EV acceptance is range anxiety, which can be alleviated by fast
charging (FC). The main technology constraints for enabling FC consist of high-charging-rate batteries,
high-power-charging infrastructure, and grid impacts. Although these technical aspects have been studied in
literature individually, there is no comprehensive review on FC involving all the perspectives. Moreover,
the power quality (PQ) problems of fast charging stations (FCSs) and the mitigation of these problems
are not clearly summarized in the literature. In this paper, the state-of-the-art technology, standards for FC
(CHAdeMO, GB/T, CCS, and Tesla), power quality issues, IEEE and IEC PQ standards, and mitigation
measures of FCSs are systematically reviewed.

INDEX TERMS Charging stations, electric vehicles, power quality, power system stability.

I. INTRODUCTION
Growing concern about climate change intensifies the trend
towards decarbonization and interest in clean technology. As
a substitute for internal combustion engine vehicles (ICEVs),
EVs powered by renewable electricity, can reduce petroleum
usage and greenhouse emission [1], [2]. Besides, new tech-
nologies on the powertrain of EVs, e.g., wide-band-gap-
component based motor drive that improves battery-to-wheel
efficiency [3], make EVs more competitive on energy saving.

The convenience of EV recharging significantly influences
EV adoption and utilization. The charging power level is gen-
erally categorized into two classes - the slow charging and
the FC. Typically, the former signifies the distributed charging
at home, and public destinations, with the power rated lower
than the maximum household power (e.g., 22 kW in European
Union and 19 kW in the United States [4]). On the contrary,
fast chargers have a higher power rating and are typically
used in FCSs. The charging modes are standardized in IEC
61 851-1 [5] and SAE J1772 [1], according to the type of

the input current (AC or DC) and the power level. In IEC
61 851-1, four charging modes are defined, where Mode 1, 2,
and 3 are the AC charging mode and Mode 4 is DC charging
mode. Moreover, only Mode 3 and 4 support the FC. In SAE
J1772, the EV charging is classified as three levels, where
Level 1 and 2 are the slow charging via AC on-board chargers
(OBCs), and Level 3 is the FC via DC off-board charger.
Due to the space and weight constraints of the AC OBC, it
has a limited maximum power rating, e.g., 43 kW for Mode
3 in IEC 61 851-1. Thus, the mainstream FC is through the
DC off-board charger that potentially offers higher charging
power. For simplicity, the DC FC is referred to when FC is
mentioned in this paper.

For most daily charging events, the energy demand can be
satisfied by the overnight slow charging, whose grid impact
is well studied [6]–[8]. Besides, slow charging also shows the
features of an extended charging period and a wide distribu-
tion area, allowing for distribution system operators (DSOs)
on planning and regulation. With the topologies allowing

This work is licensed under a Creative Commons Attribution 4.0 License. For more information, see https://creativecommons.org/licenses/by/4.0/

56 VOLUME 2, 2021

https://orcid.org/0000-0002-6589-2359
https://orcid.org/0000-0002-7408-7706
https://orcid.org/0000-0002-5367-9227
https://orcid.org/0000-0002-1171-9972
https://orcid.org/0000-0002-7167-4542
mailto:z.qin-2@tudelft.nl


bi-directional energy flow [9], [10], the vehicle-to-grid (V2G)
function is developed to not only minimize the grid impacts
of EV charging but also provide grid support, e.g. load
balancing, frequency and voltage regulation [11]–[14].

For a better recharging experience for the EV drivers, the
recharging time of EV at FCSs needs to be comparable to
the refueling time of ICEVs. Hence, the power of FC keeps
increasing in the past years. To distinguish with FC (rated at
50 kW), the state of art multi-hundred-kilowatt charging is
named ultra-fast charging (UFC), which is gaining more atten-
tion in recent years [15]. Meanwhile, the FCSs also bring chal-
lenges to the grid. An FCS is essentially a power electronics-
based grid. Like other counterparts, e.g., wind farms [16] and
PV farms [17], FCSs’ power quality and stability issue might
occur. Moreover, FCS is a pulse load, which is an even more
severe scenario than the intermittent renewables. Actually,
a few power quality issues in terms of voltage imbalance,
flicker, harmonics, supraharmonics, etc. [18], [19], have been
reported, where the FCSs are seen as prime suspects.

Although the installation of FCS increases dramatically, it
is still an emerging load to the power grid. The PQ standards
dedicated to the FCS do not exist yet, without which the PQ
assessment at FCSs is challenging. Nonetheless, referring to
the IEEE PQ standards [20]–[23] and IEC 61 000 series [24]–
[32], which are widely used, can be a feasible approach. In
general, the power quality issues can be categorized into volt-
age level, voltage fluctuation, voltage unbalance, harmonic
current distortion, harmonic voltage distortion, etc.

To fulfill these PQ standards, a few mitigation measures
have been proposed or even applied in the industry. Tan et
al. [33] propose a real-time charging navigation framework
to overcome the impact of FCSs on voltage stability. Zhao et
al. [34] propose a management method for FCS operators to
regulate the EV’s charging behavior. Energy storage systems
(ESSs) can also be integrated into FCS to compensate for the
pulsating charging load and reduce the required FCSs’ grid
connection capacity. A few studies have been done regard-
ing the ESS sizing [35], and the power flow control of the
ESS [36], [37]. For harmonic mitigation, the methods mainly
include filter design with various damping methods [38], [39]
and control. For the latter, the impedance-based approach is
one of the very promising ones [16], [40]–[47], especially if
several converters are connected in parallel in a weak grid,
which is likely the FCS scenario. Much research has been
done regarding the impedance modeling [43], [45] and shap-
ing [41], [46], [47] for the fast charger’s front end converter.

The rest of the paper is organized as follows. In Section II,
the trend of FC, the state-of-the-art standards, and batteries
and infrastructures for FC are investigated. Then, a survey on
the measured and estimated PQ problems brought by FCSs
is presented in Section III. The PQ standards, with which the
performance of FCSs can be assessed, from IEEE and Inter-
national Electrotechnical Commission (IEC) are reviewed and
summarized in Section IV. The PQ issues’ mitigation mea-
sures are then presented in Section V. The paper is concluded
in Section VI.

FIGURE 1. The relation between the daily distance traveled and the
number of the FC events [48].

II. TRENDS OF FAST CHARGING
A survey [48] was done in 2017, revealing that most EVs
only travel short distances and mainly rely on home charg-
ing. However, the survey also reflects a positive correlation
between EV’s daily driving distance and the number of FC
events, as illustrated in Fig. 1. The same conclusion remains
when the scope is per week. Such a positive correlation in-
dicates that FC is needed for the EV drivers for long-distance
trips. To alleviate the users’ range anxiety and encourage them
to use EVs for long-distance trips, many FC facilities have
been installed in the past years, by EV manufacturers (e.g.,
Tesla) or energy companies (e.g., Shell).

A. ULTRA-FAST CHARGING IS COMING
With the rollout of EVs, the total energy demand for EVs is
expected to grow dramatically. The trend of energy demand
for EV in the three primary markets is shown in Fig. 2(a) [51].
More specifically, although the slow ac charging will keep its
dominant share through 2030, the penetration of DCFC will
increase very significantly, as seen in Fig. 2(b).

Right now, the DC fast charger (DCFC) typically rates at
50 kW [52], which is developing towards ultra-fast charging.
The average battery capacity of the mainstream EVs in the
market is 60.1 kWh (317 km average range) [53]. Unlike
the overnight-slow charging, 15-minute charging time is the
maximum acceptable to most drivers during traveling [54].
To charge EVs in 15 minutes, the required power for various
EV models [53] in the market is listed in Table 2. As seen,
the desired charging power for the long-rang EV can reach
up to 228 kW. The charging power can further increase as
the battery capacity is increasing. In fact, 350 kW DCFC has
already been developed [55] to meet the demand shortly.

Meanwhile, the FC standards are also in fast development
to support UFC. The widely adopted FC standards comprise
CCS (defined by EU), CHAdeMO (defined by Japan), and
GB/T (defined by China), among which the CCS has Type
1 for the North American market and Type 2 for Europe and

VOLUME 2, 2021 57



WANG ET AL.: GRID IMPACT OF ELECTRIC VEHICLE FAST CHARGING STATIONS

TABLE 1. Status of FC standards [2], [49], [50]

TABLE 2. Statistics of the EVs on the Market in 2020 [53]

Australia market [2]. The three FC standards have broad com-
patibility due to their compliance with the international stan-
dards (i.e., IEC 62 916, IEEE 2030.1.1, and SAE J1772) for
both the AC and DC charging modes. Besides, as an important
EV manufacturer, Tesla has its own FC standard adopted by
only the Tesla Supercharger and EVs. The maximum charging
power defined by these FC standards are different, where the
lowest is 185 kW by GB/T 20 234.3-2015, and the maximum
charging power reaches 400 kW by CHAdeMO, as shown
in Table 1. To prepare for the demand to further increase
the maximum charging power, the CHAdeMO association
and China Electricity Council have co-developed a new stan-
dard, ChaoJi, with 900 kW as the maximum power, which
is compatible with CHAdeMO and GB/T. Moreover, ChaoJi
workgroup is working with CCS workgroup and IEC to make
ChaoJi also compatible with CCS and IEC standards [49].

B. BATTERIES ARE GOING HIGH POWER
The battery technology also limits the maximum charging
power. Besides, the high energy capacity of batteries is desired
by customers as well so that the demand for long-range is
satisfied.

TABLE 3. Battery Cells Cable of FC [56]–[59]

The lithium-ion battery is the most popular one in the EV
market because of its relatively higher energy and power den-
sity than other mobile battery technologies. The lithium-ion
battery cell’s energy and power density are significantly af-
fected by the material used for the electrodes. By applying the
state of art material, there are already commercial battery cells
that can be charged with 4 C (15-min charging time) while
keeping the energy density acceptable (i.e., > 150 Wh/kg), as
listed in Table 3 [56]–[59].

The battery’s maximum charging power also depends on
the thermal performance of the cell and the cooling in the cell
and pack level. In [60], four battery packs’ thermal perfor-
mance with different battery cells and cooling conditions are
simulated under the 350 kW charging power. It denotes that
the batteries’ temperature under UFC stays in the safe region
if the low energy density (175 Wh/kg) battery cell is used.
However, the cooling system in the study is substantially over-
sized. There are already EVs in the market rated at 270 kW
and 83.7 kWh [61], a good balance between power and energy
density. Besides, battery pack’s voltage level is rising from
400 V to 800 V for UFC, which can reduce the weight of the
cable and design challenges of its cooling system.

However, battery technology still needs to be improved
to get a long lifespan. The capacity degradation of batter-
ies can be significantly influenced by UFC, among other
factors, including the operating temperature of the cell, the
characteristics of the active material, the anode design, and
the charging protocol (e.g., constant-current-constant-voltage
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FIGURE 2. The energy demand for EVs: (a) Total energy demand (b) Energy
demand by charging mode [51].

charging) [62]. Thus, more research on these aspects of bat-
teries is needed before they can be reliably applied for UFC.

C. ARCHITECTURE OF ULTRA-FAST CHARGING STATION
Most FCSs are expected to be constructed along the express-
way to offer FC service for long-distance trips. According
to the configuration of Tesla’s FCSs [63], an FCS comprises
10-12 150 kW DCFCs resulting in a total power capacity of
1.5-1.8 MW is normal. For such an FCS, the direct connection
to the medium-voltage (MV) distribution network is preferred
to avoid overloading of the low-voltage (LV) grid. In [2],
[64]–[66], several approaches are proposed for the direct con-
nection to MV grid for FCS.

The LV distribution network inside the FCS can be either
AC or DC, as shown in Fig. 3 [2]. Compared with its DC coun-
terpart, the AC distribution network is mature and adopted
by most state-of-the-art FCSs [2], [64]. Nevertheless, the DC
network configuration shows advantages on fewer conversion
stages and simpler integration of chargers. Besides, as the

FIGURE 3. The structure of UFC station: (a) with AC distribution network
(b) with DC distribution network where SST can be used alternatively [2],
[64].

rectifier is centralized, it, together with the MV/LV line fre-
quency transformer, can be replaced by a solid-state trans-
former (SST), which can significantly reduce the space, power
losses, and cost of FCSs compared with the AC-coupled sta-
tion [64]. As a promising concept, there is already a manu-
facturer planning to develop an SST-based FCS [67]. Despite
this, this paper will focus on the AC-coupled FCS, which is
still the mainstream solution for now and near future.

As shown in Fig. 4, the DCFC consists typically of two
stages of conversion. The first stage is usually a step-up PFC
to match the EV battery voltage (400 V - 800 V). The typical
topologies for this stage include Vienna rectifier, conventional
2-level voltage source rectifier (VSR), and multi-pulse recti-
fier [68], [69] because of their features: a) low complexity, b)
high reliability, c) low input current harmonics [70], [71].

Compared with the other two, the Vienna rectifier has three
voltage levels. Hence, it requires less inductance for the input
filter to fulfill the grid code regarding harmonics. Besides, as
illustrated in Fig. 4, the voltage stress on the switches reduces
by half. These two factors lead to improved efficiency and
increased power density. However, the Vienna rectifier only
allows unidirectional power flow. Another active front-end
converter among the three is the conventional 2-level VSR.
Due to two-level switching, it is less competitive regarding
power density. However, it allows for bi-directional power
flow. So, it is also widely used for on-board chargers (OBCs)
on which the V2G functions are implemented. As for the last
one, the multi-pulse rectifier, it is used mainly because of its
simplicity. It is less attractive than the other two because it has
severe distortion in the current draw from the grid.

For the second stage, typically used topologies are the
half-bridge LLC, dual active bridge (DAB) [9], [10], and
interleaved buck [72]–[74]. The galvanic isolation is needed
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FIGURE 4. Typical topologies of DC fast charger [68], [69], [72]–[74].

in either the this stage or the first stage to provide the isolation
between the EV and the grid, required by IEC 61 851-23.

Also, DCFCs generally use modular design [75] because
a) the voltage and current stresses on components can be
reduced, b) the DCFC can be compatible for the EVs with
a wide range of voltage level in the market, c) the high ef-
ficiency can be maintained in the broad operation range of
the charger, d) the cooling is easier as the heat source is
spread [15], e) the charging power capacity of the DCFC can
be fully utilized by charging several EVs with proper control
despite the charging power for single EV has a wide range
in the whole charging cycle. Especially for b) and c), as the
battery voltage has a big range regarding the battery’s SoC
and different EV models might have 400 V system or 800 V
systems, the DCFC is usually designed for the output voltage
range from 200 V to 1000 V. With proper control strategy [76],
modular design allows the submodules to switch between
parallel and series connections to keep high efficiency in a
wide output voltage range.

III. POWER QUALITY ISSUES
Compared with the overnight slow charging, FCS shows some
different characteristics as follows:
� the charging power is high
� the load demand is centralised at the FCS
� the charging is mainly during daytime
� the load is more pulsating because of shorter charging

time and higher power demand
Due to these features, FCS might create more severe issues

in power quality. As mentioned in the previous section, FCS
is usually connected to the MV distribution grid due to its
high-power capacity. Thus, the scope of this paper is limited
to the PQ inside and at the point of common coupling (PCC)
of the FCS, which can be summarized as follows as reported
or predicted in the literature: [17]–[19], [77]–[82]:

� Voltage fluctuation
� Harmonic stability
� Harmonic emission
The PQ at the FCS’s PCC is influenced not only by the

FCS itself but also the grid condition and the behaviour of
the other loads/sources connected to the grid. For instance,
the harmonic voltage at the FCS’s PCC is determined by
the FCS’s harmonic emission, the harmonic voltage in the
background voltage, and the grid impedance at FCS’s PCC,
which is discussed in details in Subsection III-C. Besides, the
voltage fluctuation measured at the PCC is influenced by both
the FCS’s load profile and the other loads’ behaviour (e.g.,
the start-up and shut-down of a motor) and how does the
voltage fluctuation propagate from the point where the load
cause the voltage fluctuation is connected to the FCS’s PCC.
The uncertainties on the grid condition, e.g., the harmonic
voltage in the background voltage and impedance at the FCS’s
PCC, and FCS’s load profile, make it difficult to discuss the
FCS’s impact on the distribution grid in general. However, the
methodology for assessing the FCS’s grid impact using some
typical data (e.g., IEEE test feeder cases and representative
load profile of FCS) can still be established. A typical load
charging profile of EV is shown in Fig. 5(a) [83]. Based on the
single EV load profile, the FCS’s load profile can be estimated
with a typical arrival time distribution of EVs at the FCS. As
shown in Fig. 5(b), the arrival time distribution of EVs at an
FCS can be assumed equivalent to the arrival time distribution
of ICEVs at a petrol fuelling station [84].

A. VOLTAGE FLUCTUATION
The voltage fluctuation issues includes rapid voltage change
(RVC) and flicker. To analyze the flicker problems brought by
the FCS, a case study is carried out in [18]. The assumption
used in the case study comprises: a) the typical arrival time
distribution at the FCS [84], b) the Monte Carlo method for
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FIGURE 5. (a) The charging profile of an EV [83] and (b) the equivalent of
arrival time distribution of EVs at an FCS, which is adapted from the arrival
time distribution of ICEVs at a petrol fuelling station [84].

FIGURE 6. IEEE 4 bus test feeder used in [18] to simulate the voltage
fluctuation induced by the EV charging with DCFCs.

probabilistic analysis, c) the IEEE 4 bus test feeders which is
illustrated in Fig. 6. According to the results, the magnitude
of the voltage fluctuation on Bus 4 is much higher when the
DCFC’s maximum charging power increases from 60 kW to
350 kW.

The flicker issue is also found at a bus station with a 120 kW
charger [19], as seen in Fig. 7 where the short term flicker
severity Pst exceeds the standard limit 1.0 on some days. In
this specific case, the topology of the charger’s front-end is
the six-pulse diode rectifier. However, as the charging station
is implemented with a wind generator, it is not clear that the
measured flicker issue is mainly induced by either the variable
wind generation or the charging.

FIGURE 7. The flicker emission of a 120 kW charger at a bus station
during April [19].

FIGURE 8. Impedance model of charger-grid system.

However, it can be expected that high-power DCFC will
induce voltage fluctuation in the LV grid inside the FCS.
When a DCFC starts and stops charging the EV, it causes a
change in the load current. The LV network’s grid voltage will
fluctuate when the load current changes because of the cable
resistance. Hence, the severity of the voltage fluctuation will
increase when the DCFC’s power grows.

B. HARMONIC STABILITY
Essentially, a DCFC is an active power converter with feed-
back control. The front-end converter of a DCFC is a voltage-
source converter (VSC), which is connected to a voltage
source on either DC side for inverter or AC side for recti-
fier. The output or input impedance of such a converter will
behave like a negative resistance at some frequencies. If there
is a resonant point in the same frequency range, instability
will happen, which is the root cause of the instability of the
power electronics-based system. As DCFC is also a power
electronics-based system, stability issues can be expected. To
analyze such problems, an impedance model-based approach,
shown in Fig. 8 is often used [40]. The impedance model is
a small-signal model in which the grid is simplified as the
background voltage source Vg and the grid impedance Zg at the
PCC of the DCFC. On the other side, the DCFC is modeled
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TABLE 4. Parameters of the Nonideal Power Grid and Converter in [77]

as the harmonic current source Ic with the converter input
impedance Zc in parallel. The harmonic current source is used
instead of the harmonic voltage source because DCFCs’ input
current is controlled to meet the charging demand. According
to the impedance model, the harmonic current emission Ie can
be calculated as (1)

Ie(s) = (Ic(s) − Vg(s)

Zc(s)
)

1

1 + Zg(s)
Zc (s)

(1)

As seen, Zg/Zc is like an open-loop transfer function of
a feedback control system. So it determines the stability
of the system, and Nyquist stability criteria can be applied
here. It also shows that the system’s stability is a matter of
matching between the grid impedance and the DCFC’s input
impedance. That’s why, under the weak grid condition (i.e.,
Zg is high), the converter input impedance Zc plays a crucial
role for system stability since the Nyquist curve of Zg/Zc has
a chance to surround (−1, 0).

Furthermore, the properly tuned single VSC, which is sta-
ble when solely connected to the grid, might become unstable
when connected to the grid with several units in parallel, as
reported in [77] and shown in Fig. 9. The parameters of the
nonideal power grid and the VSCs is listed in Table 4.

Besides, due to the interaction between the Zc and Zg, a
grid-tied VSC operates well when the VPCC is clean and with
3% total harmonic distortion (THD), but it trips when the
VPCC is distorted with the maximum allowed THD set in EN
50 160 [17].

C. HARMONIC EMISSION
The harmonic current emission in (1) can be rewritten as

Ie(s) = Zc(s)Ic(s)

Zc(s) + Zg(s)
− Vg(s)

Zc(s) + Zg(s)
(2)

where the left-hand side term indicates the harmonic current
generated by the harmonic current source, i.e., the VSC, while
the right-side term indicates the harmonic current emanated
from the distorted background voltage Vg.

FIGURE 9. Waveform of two VSCs when: (a) the converter 1 is connected
to the non-ideal power grid solely, (b) the converter 2 is connected to the
non-ideal power grid solely and (c) the two converters are connected to
the non-ideal power grid in parallel, where for example the Udc1, Uga, i1a

and i1b is the dc bus voltage, phase a input voltage, phase a input current
and phase b input current of the converter 1 respectively [77].

The harmonic current of a commercial 50 kW DCFC, when
the input power is 11 kW and 50 kW respectively, is measured
in [78] and shown in Fig. 10. Due to the lack of grid voltage
measurement, it is difficult to identify the harmonic current’s
primary source. The result is shown with the percentage of the
fundamental current, making it challenging to evaluate the ab-
solute harmonic emission (in Ampere) since the fundamental
current keeps changing during a whole charging cycle.
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FIGURE 10. The individual harmonic current of the 50 kW DCFC when: (a)
the input power is 11 kW (b) the input power is 50kW [78].

FIGURE 11. Main harmonic emission in the charging course of the 50 kW
DCFC [79].

Alternatively, the total demand distortion (TDD) of the cur-
rent, which is calculated using the root-mean-square (RMS)
value of the maximum demand current as the base, is a better
metric for assessing the harmonic current emission rather than
the THD of the current [80], [85]. In a measurement [79],
the TDD and the percentile of the main individual harmonic
current to the rated DC output current in the whole charging
cycle are recorded, as seen in Fig. 11. The result shows that
the maximum harmonic current emission does not appear at
the peak load.

D. SUPRAHARMONICS
The harmonic analysis in a conventional power system is
normally performed on the harmonics with a frequency be-
low 2 kHz. In the standards [20], [27], [29], [32], [86],
the emission limits are given for up to 50th harmonic (2.0
or 2.4 kHz for a 50 or 60 Hz system respectively) for
equipment rated < 16A [86] and > 16 A [27]. However,
due to more integration of the power electronic-based sys-
tem (e.g., DCFC and wind turbine), research interest on
the supraharmonics (components within the frequency range
2 to 150 kHz) [87] is increasing, and to standard IEC
61 000-4-30 [88] an informative annex about this topic is
added. The chargers, or more specifically converters, can
be a source of supraharmonic distortions, as switching fre-
quencies in the supraharmonic range are often used as
efficiency- cost- and weight-effective solutions. Especially
for OBCs in electric vehicles, where low weight and small
size is even of more importance, the converters mostly use
switching frequencies in the supraharmonic range as shown
previously [89], [90].

As electric vehicles charge with relatively high power and
a higher chance of more supraharmonic disturbances than
other household equipment, their effect on a low-voltage in-
stallation can be tremendous. Supraharmonics can lead to
different impacts on the LV grid and equipment connected
to it. If a supraharmonic component with a significant am-
plitude is present in a weaker grid (with a higher impedance)
this can also lead to a higher distortion of the voltage. This
voltage distortion will then propagate additional suprahar-
monic currents through the installation, exposing more com-
ponents and devices to it. Mainly because supraharmonic
emission is still only partly standardized, devices are of-
ten not immune to disturbances in this frequency range.
This can lead to additional heating of those and a reduced
lifetime. Furthermore, audible noise (2–20 kHz falls into
the human hearing range), malfunction of equipment (e.g.,
charging interruptions and high errors in energy metering),
malfunction of power-line communication (PLC) and possi-
bly tripping of residual current devices (RCDs) have been
reported [81], [82].

Regarding DCFCs, which mostly have higher power than
the OBCs and sometimes a different converter type, it is un-
known if similar or other effects can be expected. Indicative
measurements (by ElaadNL) of 22 DCFCs from 18 manu-
factures at reduced power showed that DCFCs could also
be a very significant source of supraharmonic currents, with
amplitudes higher than the OBCs, as seen in Fig. 12. Side note
here is that DCFCs are often installed in another grid situation
than AC chargers, making a smaller impact on the consumer
installation. Nevertheless, this can lead to interaction between
the DCFCs and impact the grid, which is still under investi-
gation. Also, for these kinds of distortions from DCFCs, no
standard exists yet. An example of currents from a DCFC at
reduced power with supraharmonic components is shown in
Fig. 13.
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FIGURE 12. Supraharmonic emission of 22 DCFCs, showing the first
(fundamental) switching component and multiples or unrelated (other)
components.

FIGURE 13. Supraharmonics in the 3-phase currents measured at the
input of a DCFC.

IV. POWER QUALITY STANDARDS
As an emerging installation to the grid, FCS does not have
dedicated PQ standards. Nonetheless, the general PQ stan-
dards can be used for assessment. Internationally, the most
adopted PQ standards include IEEE PQ standards [20]–[23]
and IEC 61 000 series [24]–[32], whose content related to the
aforementioned PQ issues of FCSs are summarized in Table 5.
For simplicity, the national grid codes are not compared here.

In general, both of the IEEE PQ standards and IEC 61 000
series provide the limits or the guidelines on setting limits for
the PQ items, which can be assessed at the PCC. In detail, IEC
61 000 series mostly give only system compatibility and plan-
ning level. The equipment emission level is then calculated
based on the system planning level and specifications. In the
way, the emission level adapts to the specific system and more
room for the normal operation of the system is reserved. To
the contrary, IEEE PQ standards, which set fixed values as the
limits, are much simpler, but also easier for use. Nonetheless,

both of the IEEE PQ standards and IEC 61 000 series are
categorized as follows,

A. RMS VOLTAGE TOLERANCE
The RMS voltage tolerance in normal operation for different
voltage levels is specified in IEEE 1159 and IEC 61 000-2-4.
As shown in Table 5, in both of the standards, ±10% tolerance
is allowed for the long-term (i.e., > 1 min) RMS voltage.

B. VOLTAGE FLUCTUATION
The voltage fluctuation consists of the RVC of the fundamen-
tal voltage and flicker. It is worth noting that RVC and flicker
are sometimes overlapped on each other in assessment, but
there is no clear correlation between the two [91]. Thus, in
Table 5, the two limits are separated.

In IEC 61 000 series, only the compatibility level and plan-
ning level are given where the emission level is decided by the
system operator or owner, according to the planning level and
the system circumstance. In IEEE PQ standards, the content
regarding the limit for voltage fluctuation is the same as that
in IEC 61 000 series.

C. HARMONIC CURRENT DISTORTION
In IEC 61 000 series, the THD, which is the ratio of the RMS
value of the sum of all the harmonic components up to 50th
order to the RMS value of the fundamental component, is used
for the standardization. For installations with the phase current
rating higher than 16 A connected to the LV grid, the emission
level at the PCC is limited in IEC 61 000-3-4 [27]. However,
the limits are determined based on some assumptions that are
representative for small residential loads [32], which might
not be applicable for a high power, e.g., 350 kW, DCFC. IEC
61 000-3-14 [32] provides the guidelines on how to develop
emission limits to prevent excessive voltage distortion in the
LV grid. As for the emission level for installations connected
to the MV grid, the recommended emission limits are not
given in IEC 61 000-3-6 [29]. Instead, guidelines on how to
set the emission level according to the situation in practice are
provided.

In IEEE 519, the TDD, which is the ratio of the RMS value
of the sum of all the harmonic components up to 50th order
to the RMS value of the maximum demand current, is used
for the standardization. The maximum demand current is a
summation of DC component, fundamental component and all
harmonic components. Besides, the recommended harmonic
current emission is given in specific values for five different
short-circuit ratio (SCR) values. A low SCR indicates a high
grid impedance for a particular load whose load capacity is
specified. In the weak grid scenario, the grid impedance is
high. The grid voltage at PCC is more sensitive to the har-
monic current emission from the load, so a lower harmonic
current emission is allowed.

Compared with the IEC 61 000 series, IEEE 519 is less
complicated to be applied. Although IEC 61 000 series pro-
vide enough flexibility, it might be difficult when applying
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TABLE 5. Comparison of IEEE PQ Standards and IEC 61 000 Series Within the Scope of the FCS related [20]–[32]

TABLE 6. Harmonic Current Limits in IEEE-519 [20]
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FIGURE 14. Limits set for harmonic voltage in IEEE 519 and IEC 61 000 series [20], [24], [26], [29].

them because, for instance, it requires network data and cal-
culation of many factors as shown in Fig. 21. However, by fol-
lowing the IEC 61 000 series guidelines, the system’s normal
operation tends to be maintained easier without compromising
the fairness between the customers. As shown in Table 6,
IEEE 519 set harmonic current emission limits for five differ-
ent SCR values regardless of, for instance, the system voltage
level and supply system’s capacity, which might lead to failing
to keep the harmonic voltage limit set by its own [92]. How-
ever, compared with the counterpart, IEEE 519 might be more
successful when assessing the harmonic current emission of
DCFCs since it uses TDD as the metric for the assessment,
which is, as aforementioned, preferred to reflect the harmonic
emission level of chargers.

D. HARMONIC VOLTAGE DISTORTION
For harmonic voltage distortion, its compatibility level in
MV grid is interpreted in the IEC 61 000-2-12, whereas the
indicative planning level is introduced in IEC 61 000-3-6.
Similarly, the guidelines for setting the harmonic voltage
emission level is given instead of any specific values. In the
LV environment, its compatibility level is introduced in IEC
61 000-2-2, whereas the guidelines for setting harmonic volt-
age emission level is provided in IEC 61 000-3-14. With a
known impedance of the grid at PCC, the current and voltage
emission level can be converted to each other.

In IEEE 519, the maximum THD of the grid voltage is
given for the LV and MV grid respectively, which is illustrated
in Fig. 14

E. VOLTAGE UNBALANCE
In LV grid, the negative sequence voltage should be lower than
2% of the positive sequence voltage, which is set in IEEE
141 and IEC 61 000-3-14. As for the large installation like

the high power DCFC, the guidelines for deriving the device’s
emission level in the LV and MV grid are introduced in IEC
61 000-3-14 and IEC 61 000-3-13, respectively. Moreover,
an indicative planning level of voltage unbalance in the MV
grid is given in IEC 61 000-3-13. In contrast, no suggestion
is given for the planning level of voltage unbalance in the LV
grid. No IEEE standards exist regarding the voltage unbalance
in the MV grid.

V. MITIGATION MEASURES
To fulfill these PQ standards, mitigation measures have been
proposed or already applied in the industry. More details are
as follows,

A. SMART CHARGING
Conventional smart charging strategy is effective for 6-8 h
overnight low-power charging but not for FCSs, which happen
randomly in a day and lasts for a short period (typically 15
mins).

To overcome the impact of FCSs on voltage stability, a
real-time charging navigation framework, as seen in Fig. 15,
is proposed [33] to attract EV drivers to recharge at off-peak
hours to decrease the stress on the grid. The navigation frame-
work also reduces the stress on the transportation system by
guiding EV drivers to the closest FCS offering the desired
charging price and charging power. With this framework, the
DSO can influence the EV drivers’ charging behaviour by
manipulating the electricity price. A simulation is performed
to investigate the effectiveness of the proposed approach. The
simulation is based on a distribution system whose topology
is the IEEE 34-node test feeder. The results reveal that the
proposed approach can reduce the burden of the peak load.

Moreover, the FCS operator can coordinate the chargers
according to the grid condition by altering the charging power.
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FIGURE 15. A EV charging navigation framework and FCS control system
to decrease the risk of voltage sag and instability [33], [34].

FIGURE 16. The BESS used in the FCSs can not only reduce the investment
on the service transformer and cable but also the supply length and
energy loss in transmission [35], [37].

In [34], a management method is proposed to regulate the
EVs’ charging behavior to decrease the FCS’s impact on the
power grid voltage. Simultaneously, the financial benefits of
FCS operators and customers are also increased.

B. INTEGRATION OF ENERGY STORAGE
The application of ESSs in the power system is an emerging
topic, as it can provide different ancillary services. The ESSs
can be categorized into different types [93]. Typically, there
are power and energy types, where the former has a higher
power rating, and the latter has higher energy capacity [36].

Integrating an ESS into an FCS can mitigate the influence
of the large-pulsating load of the FCS. As shown in Fig. 16, by
integrating ESS, the high pulsating load demand is supplied
through the ESS while the relative smaller and continuous

load demand is supplied by the MV distribution gird via the
service transformer and cable. Thus, the investment on the
transformer and cable can be considerably reduced. Besides,
the ESS supply can save energy loss in transmission because
of the relatively shorter supply length than the MV grid. More-
over, the study in [35], where a simplified method is proposed
to extract the optimized capacity of the ESS, concludes that
the ESS can help to reduce the charging cost of the FCS.
The control strategy for ESS is critical to make it function
properly. In [37], where the flywheel is used to compensate
the high impulsive load demand. The flywheel is controlled
to maintain the DC link voltage of the DCFC, so that the
pulsating power naturally is taken from the flywheel, and the
impact on the grid is mitigated. In [36], the control strategy
for the hybrid energy storage system is proposed so that the
ESS can satisfy the demand of fast response and high energy
capacity simultaneously.

Besides, the ESS can be integrated either inside the DCFC
with multiport converters (MPCs) [94], [95] or directly in
the LV distribution network with its own AC/DC and DC/DC
converters. On the one hand, the former approach can reduce
the AC/DC converter’s power rating in the DCFC and provide
a controllable operating point of the AC/DC converter with-
out influencing the EV charging course. On the other hand,
distributing ESS to DCFC might increase difficulty when co-
ordinating the distributed ESS for high-level grid control, e.g.,
providing reserves for the grid.

C. IMPEDANCE BASED APPROACH
The harmonic mitigation measures of the grid-tied converters
typically include power filter design and control. The switch-
ing frequency noise is normally tackled with power filter
design (L-, LCL-filter, etc.) together with modulation strate-
gies [97] (SPWM, SVPWM, DPWM, SHE, interleaving, etc.).
The low-frequency harmonics (e.g., up to 1/10 of switching
frequency) are more affected by control. Several advanced
control strategies have been proposed to handle them, includ-
ing multiple resonant controllers, repetitive controller, active
damping [38] etc. These approaches work well when the grid
is clean. But in weak grid conditions, especially when several
grid-tied converters are connected to the same weak grid (FCS
is in such a condition), they start to interact with each other
and get harmonics amplified and create resonances (interhar-
monics), or even instability. In that scenario, the impedance-
based approach can show the mechanism more clearly.

1) IMPEDANCE MODELLING OF DCFC
Many impedance modeling studies of 2-level-3-phase VSC
can be found in the literature. Although the small-signal
modeling and control of the Vienna rectifier (which is the
mainstream front-end of DCFCs) are different from the 2-
level-3-phase VSC, the difference can be neglected if the
zero-sequence impedance is not of interest [98]. Thus, the
impedance modeling method for general VSCs can also be
used for DCFCs.
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FIGURE 17. The input impedance of a typical DCFC using LCL-filter can be obtained in either the dq domain or sequence domain by injecting harmonic
voltage at the frequency of interest and measure the response harmonic current at the same frequency of the injected harmonic voltage [43], [96].

In [43], the converter small-signal model is developed in
dq domain. Hence, the actual grid phase is necessary. The
resulting converter impedance Zc is a two-by-two matrix due
to the coupling between the d-axis and q-axis. For stability
analysis, the generalized Nyquist Criterion (GNC) [45] can
be used. To verify the developed model in dq domain, small
harmonic voltage perturbation at a certain frequency aligned
with the d-axis and q-axis, i.e., Vpd and Vpq, can be injected
at the input terminal of the DCFC in two separate steps. In
each step, the harmonic currents aligned with the d-axis and
q-axis at the frequency of the injected harmonic voltage, i.e.
Ipd and Ipq when Vpd is injected and I ′

pd and I ′
pq when Vpq

is injected, are measured. Based on the measurement, the
frequency related impedance can be derived by solving the
equations in (3)

⎧⎪⎪⎪⎪⎪⎨
⎪⎪⎪⎪⎪⎩

Vpd ( f ) = Zdd ( f )Ipd ( f ) + Zdq( f )Ipq( f )

0 = Zdq( f )Ipd ( f ) + Zqq( f )Ipq( f )

0 = Zdd ( f )I ′
pd ( f ) + Zdq( f )I ′

pq( f )

Vpq( f ) = Zdq( f )I ′
pd ( f ) + Zqq( f )I ′

pq( f )

(3)

The alternative approach is developing the impedance
model in the sequence domain [96]. It is further improved
in [99] by considering the frequency-coupling dynamics,
which also results in a two-by-two matrix for the converter
impedance Zc due to the coupling between the positive se-
quence and negative sequence. For the model verification, the
same approach used for verifying the dq domain impedance
model can be used. The difference is that the injected har-
monic voltage and the measured harmonic current are in
the sequence domain. The methods to obtain the impedance
model of a typical DCFC is illustrated in Fig. 17.

To ensure the accuracy of the impedance model in the dq
domain, the phase of the grid voltage needs to be measured
precisely, which is difficult to satisfy. However, such phase in-
formation is not necessary when implementing the impedance
model in the sequence domain. Thus, the latter is easier to be
implemented.

FIGURE 18. The frequency response of VSC impedance Zc , grid impedance
Zg and the sum of them [47].

2) IMPEDANCE SHAPING OF DCFC
As aforementioned, the input impedance of the DCFC is cru-
cial for: a) ensuring the stability of the charger-grid system,
b) low harmonic current emission. Fig. 18 [47] shows the
frequency response of a VSC impedance Zc, grid impedance
Zg, and the sum of them. The magnitude of Zc and Zg inter-
sect at frequency fi, where a series resonance will happen if
their phase difference �θ = θ (Zg) − θ (Zc) approaches 180◦.
To improve the system stability and decrease the harmonic
emission, it is crucial to shape the impedance Zc so that the
magnitude of Zc at all frequencies is increased and the phase
difference �θ at fi is decreased [47].

Based on the developed impedance model, the factors that
influence the input impedance Zc of a DCFC are shown in
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FIGURE 19. The factors that have influence on the input impedance of the
DCFC [38], [41], [43], [46], [47].

Fig. 19 [38], [41], [43], [46], [47]. The Zc is mainly influenced
by the outer loop, i.e., the direct voltage control (DVC) loop
and the phase lock loop (PLL), at the low-frequency range
due to their low bandwidth [46]. The outer loop will introduce
the additional phase delay in their bandwidth [43], [100] and
decrease the magnitude of Zc [100].

The inner loop, i.e., current control (CC) loop, has relatively
higher bandwidth and influences till a higher frequency. [100]
shows that the system’s harmonic stability can be increased
by adding a lead-lag compensator, which decreases the phase
difference �θ , in the current controller. Moreover, the input
impedance can also be shaped by introducing the virtual par-
allel and series impedance, which is implemented by introduc-
ing additional feedback [47]. Beyond the CC loop, the input
impedance is also influenced by the input filter, especially in
the high-frequency range beyond the bandwidth of the CC
loop.

Furthermore, it is worth noting that the VSC input
impedance depends on the operation point, or more specifi-
cally, the output (or input) power. Compared with the other
type of VSC, DCFCs have more dynamic input power and a
wider range of operation points related to the battery’s SoC.
This feature, together with unpredictable charging behaviour,
introduces new challenges on maintaining the system’s har-
monic stability, and further research is needed.

F. DESIGN OF DC FAST CHARGERS
As presented in Section III, the main power quality issues
induced by DCFCs are the degraded grid voltage profile and

harmonic issues. To mitigate the power quality issues, it is
essential to analysis the influence of the DCFCs’ design on the
power quality issues. A typical DCFC’s design is illustrated
in Fig. 20, where the relation between a specific design and
the power quality issues that are most likely induced by the
specific design is also shown. Analysis on each specific design
is outlined as below:

1) Startup scheme; For a high-power DCFC, its startup
has a significant influence on the grid voltage profile,
which might lead to severe voltage fluctuation leading
to flicker as shown in Fig. 7. The ramp startup can
be applied to reduce the DCFC’s startup’s impact on
the grid voltage profile. For instance, the maximum
power rate of the DCFC is limited based on the DSO’s
command [37]. Instead of rising as a step, the DCFC’s
input current ramps up slowly. However, without an ESS
integrated inside the DCFC, this approach fails to fully
utilize the DCFC’s power capacity.

2) PLL; As aforementioned, the PLL influences the con-
verter impedance Zc in the low-frequency range (near
the grid’s fundamental frequency) because of its band-
width Zc. The PLL introduces negative resistance at
some frequencies, which introduces negative damping.
Any harmonics and interharmonics, either preexisting in
the grid or generated by the DCFC, will have increases
in their amplitude due to weakening damping at the
frequencies influenced by the negative resistance. In the
worst case, harmonic instability might occur if the sys-
tem shows negative damping at these frequencies. The
PLL’s bandwidth should be limited to low frequency,
e.g., 20 Hz [101], to reduce the risk of the negative
resistance induced by the PLL. The reason is, as found
in [43], [101], the frequency range of the negative resis-
tance has a positive relationship with the PLL’s band-
width. Besides, the PLL’s dynamics induce frequency
coupling, as the PLL usually tracks only the q-axis grid
voltage [101]. Assuming a 450 Hz harmonic voltage ex-
ists in the background voltage, both - 350 Hz and 450 Hz
harmonic current will be measured in the DCFC’s input
current. The minus sign indicates a negative sequence
component [99]. Such a coupling effect introduces more
challenges to DCFC’s design. Besides, it is worth noting
that the interharmonics with frequencies below 2 f1 is re-
lated to flicker, which is also influenced by PLL design.

3) DVC; Like PLL, the bandwidth of the DVC loop is
relatively lower than the other design items in the sys-
tem. The DVC loop’s stability is investigated, reveal-
ing that the DVC’s stability is decreased by weaker
grid conditions, increasing input power of VSC, or
DCFC in the case here, and bandwidth closer to the
PLL’s bandwidth [102]. It is further revealed that the
DVC introduces negative damping in the low-frequency
range [41]. Hence, the flicker, harmonics, and interhar-
monics are influenced by DVC. To ensure stability and
prevent severe power quality issues, the DVC should
be designed considering the weak grid condition, the
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FIGURE 20. Relation between the specific charger design and the power quality issues.

complete DCFC’s operation point, and the possible in-
teraction with the other control loops in the system.

4) CC; As illustrated in Fig. 20, the CC loop influences
higher frequencies. Several design aspects should be
considered to ensure DCFC’s stable operation and low
harmonic emission when several DCFCs are connected
in parallel. First of all, it is revealed in [103], [104],
instability can be provoked by the interaction between
the PLL and CC loop. The risk of stability can be
reduced by reducing the PLL’s bandwidth [103]. It is
also revealed in [103] that the αβ-frame PR controller
is more robust than the dq-frame PI controller against
the PLL dynamics. Besides, as mentioned in [38], mul-
tiple resonant controllers can be implemented in the
current control loop to null the harmonic with a certain
order, e.g., 5th harmonic, in the DCFC’s grid current.
Besides, the CC loops of several DCFC in parallel have
interaction between them, which might lead to insta-
bility, as shown in Fig. 9(c). It is a challenge for the
designers to guarantee system stability with a fixed de-
sign in this scenario, which needs to be investigated
more. Finally, as aforementioned in Subsection V-E1,
the DCFC’s input impedance Zc can be shaped with
several approaches to reduce the harmonic emission in
the charger-grid system.

5) Input filter; The input filter is used to attenuate the
switching frequency ripple injection into the grid in the
range of 2-150 kHz [105]. As aforementioned, L-, LCL-
filter, and the most used two for DCFCs. Compared
with L-filter, LCL-filter shows better performance when
the total inductance used is the same as the L-filter’s
inductance [105]. However, it also has two more zeros
and two more poles [105], which introduces additional
challenges on the system stability. However, the design
of LCL-filter is well studied in [39] to ensure system

stability. Besides, there is a challenge for designing
an LCL-filter, with which the DCFC is stable, in vari-
ous grid impedance conditions. For instance, the LCL-
filter’s resonance peak would change accordingly when
the DCFC is connected to a grid having a different grid
impedance. In this case, a proper designed stable CC
loop with high bandwidth might become unstable [38].
To solve this issue, a control, namely active damp-
ing [38], is proposed for shaping the resonance peak of
the LCL-filter without compromising the bandwidth of
the CC loop.

6) Modulator; The PWM modulator can induce sideband
( fs) oscillations [41], which is normally in the range of
2-150 kHz. When connecting several DCFCs with the
same design in parallel, it is better to synchronize their
PWM to prevent sideband-harmonic instability, which
is presented in [41].

7) EMI filter; EMI filter is used to attenuate the compo-
nents in the range above 150 kHz in the DCFC’s grid
current. However, as EMI is out of the scope of power
quality issues, it is not elaborated.

VI. CONCLUSION
This paper has reviewed the state-of-the-art technology and
standards for EV fast charging, which clearly show the devel-
opment towards UFC. Afterwards, the PQ issues introduced
by FCSs and DCFCs are thoroughly reviewed. It shows that
the main PQ problems brought by FCSs and DCFCs com-
prises the deteriorated voltage profile and excessive harmonic
emission and amplification. Since PQ standards dedicated to
FCSs do not exist yet, referring to the PQ standards for general
installations is a feasible approach for FCS’s PQ assessment.
To fulfill these PQ standards, the mitigation measures are sum-
marized with an emphasis on the impedance-based approach.
In the end, it can be concluded the barrier for large adoption
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FIGURE 21. The procedure for allocating the emission level of the FCS and DCFC. The FCS is connected to the MV distribution grid at Node i where the
disturbance emission of the FCS need to be evaluated. The disturbance emission of DCFCs should be assess at their PCC e.g. Node c [29]–[32].

of FCSs with PQ issue free is the lack of the following, which
need much effort.

1) The dedicated PQ standards for evaluating the perfor-
mance of FCSs. The existing standards might be too
conservative for FCSs and DCFCs, especially for the
harmonic emission.

2) Study on the coordination of several parallel DCFCs
considering the interaction between them to maintain
the PQ. At present, the analytical impedance model of
the FCS by aggregating the DCFC model has not been
proposed. More study is needed on either the impedance
model or another approach to model the FCS for the
system analysis.

3) The control strategy for the FCS operator that can com-
promise between decreasing the impact on the grid PQ
and the customers’ demand on the fast charging.

APPENDIX A.
EMISSION LEVEL ALLOCATION
In the IEC 61 000 series [29]–[32], guidelines for allocating
the installations’ emission levels in the MV and LV environ-
ment are introduced. Overall, three stages are provided for the
allocation. Among the three stages, Stage 2 is suitable for the
installation that is the same as the FCS whose power capacity
is high (e.g., 2–3 MW) and high power DCFC. Thus, Stage 2
is briefly summarized hereafter.

As shown in Fig. 21, to allocate the emission level of the
FCS in the MV distribution network at Node i and the emis-
sion level of the DCFC in the LV distribution network at Node
c, the critical four steps are as follows,

1) STEP 1: ACQUIRING SYSTEM PARAMETERS
To plan the emission that can be allocated to the FCS and the
specific DCFC, the necessary system parameters are:
� The planning level of the emission to be assessed in

different voltage level (i.e. LxLV , LxMV and LxUS), where
the subscript x denotes the type of the emission, i.e. h for
harmonics, u for voltage unbalance, Pst for short-term
flicker and Plt for long-term flicker. For simplicity, the
denotations afterward are always the same and explained
otherwise.

� The grid harmonic impedance Xh at the MV busbar, the
grid harmonic impedance Xhi at the PCC of the FCS in
the MV distribution grid, the grid harmonic impedance
XhB at the LV busbar of the FCS and the grid harmonic
impedance Xhc at the PCC of the DCFC in the LV distri-
bution grid inside the FCS. The subscript h denotes the
harmonic order.

� The maximum power capacity StMV of the MV distribu-
tion network, the maximum power capacity StLV of the
FCS, the agreed power Si of the FCS, and the agreed
power of the DCFCs (e.g., Sc for the DCFC at Node c in
Fig. 21).
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2) STEP 2: CALCULATING THE GLOBAL EMISSION LEVEL
To derive the emission level allocated to the FCS in the MV
grid and DCFC in the LV grid, the global emission levels
GxMV +LV , GxMV and GxLV , which signify the emission can
be shared by all the MV and LV installations, only the MV
installations and only the LV installations respectively, are
derived on beforehand. Based on the system parameters ac-
quired in Step 1, these global emission levels can be derived
considering the contribution of the disturbance transmitted
from the upstream and downstream system.

The equations used for the derivation are shown in Fig. 21
in Step 2 block, where the summation law with the exponent
α, the transfer coefficient TxML for the disturbance transferred
from the MV grid to the LV grid and the transfer coefficient
TxUM for the disturbance transferred from the upstream grid
to the MV grid, are applied. The typical value of the TxUM ,
TxML and α for the different type of emission is given, which
is shown at the bottom of Fig. 21.

It is worth noting that to derive the GxMV , the disturbance,
ExLV , transmitted from the LV grid to the MV grid is needed.
For flicker emission, the EPstLV and EPltLV are neglected be-
cause of the LV installations’ small power capacity relative
to the power capacity of the MV grid. As for the voltage un-
balance, the GuMV is not needed as GuMV +LV is used instead.
However, the LV grid’s harmonic voltage can propagate to the
MV grid, and the EhLV need to be estimated. The estimation
method is not elaborate here for simplicity.

3) STEP 3: DERIVING THE CHARACTERISTIC PARAMETERS OF
THE POWER SYSTEM
In this step, the reduction factor KxB of the LV grid, the
allocation coefficient AxMV of the installations in the MV
grid, and the inherent unbalance coefficient KuE of the whole
MV and LV distribution grid are derived. The methods for
derivation are introduced in the IEC 61 000 series, which is
not elaborated here for simplicity.

4) STEP 4: DERIVING THE EMISSION LEVEL
Finally, the emission level can be derived with the equations
shown in Fig. 21 in Step 4 block. In the equations, the UNLV

is the nominal phase-to-phase voltage of the LV grid, and the
SLV signifies the power capacity of the installations supplied
directly by the other LV distribution grid except FCS. The
allocated emission to the installation is dependent on the po-
sition of the PCC in the system and the agreed power of the
installation.

To maintain the disturbance within the planning level, the
emission Exi at Node i where is the PCC of the FCS and
emission Exc at Node c where is the PCC of the DCFC need
to be maintained below the allocated emission level.
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[37] T. Dragičević, S. Sučić, J. C. Vasquez, and J. M. Guerrero, “Flywheel-
based distributed bus signalling strategy for the public fast charg-
ing station,” IEEE Trans. Smart Grid, vol. 5, no. 6, pp. 2825–2835,
Nov. 2014.

[38] M. Liserre, R. Teodorescu, and F. Blaabjerg, “Stability of photo-
voltaic and wind turbine grid-connected inverters for a large set of
grid impedance values,” IEEE Trans. Power Electron., vol. 21, no. 1,
pp. 263–272, Jan. 2006.

[39] M. Liserre, F. Blaabjerg, and A. Dell’Aquila, “Step-by-step design
procedure for a grid-connected three-phasepwmvoltage source con-
verter,” Int. J. Electron., vol. 91, no. 8, pp. 445–460, 2004.

[40] J. Sun, “Impedance-based stability criterion for grid-connected invert-
ers,” IEEE Trans. Power Electron., vol. 26, no. 11, pp. 3075–3078,
Nov. 2011.

[41] X. Wang and F. Blaabjerg, “Harmonic stability in power electronic-
based power systems: Concept, modeling, and analysis,” IEEE Trans.
Smart Grid, vol. 10, no. 3, pp. 2858–2870, May 2019.

[42] L. B. Larumbe, Z. Qin, and P. Bauer, “On the importance of tracking
the negative-sequence phase-angle in three-phase inverters with dou-
ble synchronous reference frame current control,” in Proc. IEEE 29th
Int. Symp. Ind. Electron., 2020, pp. 1284–1289.

[43] B. Wen, D. Boroyevich, R. Burgos, P. Mattavelli, and Z. Shen, “Anal-
ysis of d-q small-signal impedance of grid-tied inverters,” IEEE Trans.
Power Electron., vol. 31, no. 1, pp. 675–687, Jan. 2016.

[44] J. Lei, Z. Qin, W. Li, P. Bauer, and X. He, “Modelling of output
admittance coupling between shunt active power filters and non-linear
loads,” in Proc. 4th IEEE Workshop Electron. Grid, 2019, pp. 1–5.

[45] M. Belkhayat, “Stability criteria for ac power systems with regulated
loads,” Ph.D. dissertation, School Electr. Comput. Eng., Purdue Univ.,
West Lafayette, IN, USA, Dec. 1997.

[46] L. Harnefors, X. Wang, A. G. Yepes, and F. Blaabjerg, “Passivity-
based stability assessment of grid-connected VSCS-an overview,”
IEEE Trans. Emerg. Sel. Top. Power Electron., vol. 4, no. 1,
pp. 116–125, Mar. 2016.

[47] D. Yang, X. Ruan, and H. Wu, “Impedance shaping of the grid-
connected inverter with LCL filter to improve its adaptability to the
weak grid condition,” IEEE Trans. Power Electron., vol. 29, no. 11,
pp. 5795–5805, Nov. 2014.

[48] M. Neaimeh, S. D. Salisbury, G. A. Hill, P. T. Blytheand, D.
R. Scoffield, and J. E. Francfort, “Analysing the usage and ev-
idencing the importance of fast chargers for the adoption of
battery electric vehicles,” Energy Policy, vol. 108, pp. 474–486,
Sep. 2017.

[49] Y. Liu and M. Yoshida, “Update on the Chaoji project and
the way forward,” Jun. 2020. [Online]. Available: https:
//chademo.xsrv.jp/wp2016/wp-content/uploads/2020/06/ChaoJi-
Presenataion-Yoshida_EN.pdf

[50] “V3 superchargers or v2 ??” Tesla forum, 2019. [Online]. Available:
https://forums.tesla.com/discussion/168859/v3-superchargers-or-v2

[51] H. Engel, R. Hensley, S. Knupfer, and S. Sahdev, “Charging
ahead: Electric-vehicle infrastructure demand,” McKinsey
Center Future Mobility, 2018. [Online]. Available: https://www.
mckinsey.com//media/McKinsey/Industries/Automotive%20and%
20Assembly/Our%20Insights/Charging%20ahead%20Electric-
vehicle%20infrastructure%20demand/Charging-ahead-electric-
vehicle-infrastructure-demand-final.pdf

[52] Delta EV DC, Quick Charger 50-500 V/50 kW, Delta Electronics.
2020. [Online]. Available: https://filecenter.deltaww.com/
Products/Download/08/catalogue/DC%20City%20Charger%
20100kW_Leaflet_NA_202001.pdf

[53] “Useable battery capacity of full electric vehicles,” Electric Ve-
hicle Database, 2020. [Online]. Available: https://ev-database.org/
cheatsheet/useable-battery-capacity-electric-car

[54] “Breakthrough of electric vehicle threatens european car in-
dustry,” ING Economics Department, 2017. [Online]. Avail-
able: https://www.ing.nl/media/ING_EBZ_breakthrough-of-electric-
vehicle-threatens-European-car-industry_tcm162-128687.pdf

[55] Product Leaflet Terra HP High Power Charging, ABB. [Online]. Avail-
able: https://search.abb.com/library/Download.aspx?DocumentID=
9AKK107046A6237&LanguageCode=en&DocumentPartId=
&Action=Launch.

[56] “Innovative technology,” CATL, 2020. [Online]. Available: https://
www.catl.com/en/research/technology/

[57] “Superior lithium ion battery,” Kokam, 2020. [Online]. Available:
https://kokam.com/data/filebox/cell_brochure.pdf

[58] “Mpco, hnco li-ion battery,” Microvast, 2020. [Online]. Available:
http://www.microvast.com/index.php/solution/solution_cell

[59] “Charge faster, go farther with Xfc-energy technology,” Enevate, 2020.
[Online]. Available: https://www.enevate.com/technology/hd-energy-
technology-overview/

[60] M. Keyser et al. “Enabling fast charging-battery thermal considera-
tions,” J. Power Sour., vol. 367, pp. 228–236, Nov. 2017.

[61] “Porsche turbo charging,” Porsche, 2021. [Online]. Available:
https://www.porsche.com/international/models/taycan/taycan-
models/taycan-turbo-s/#charging open .

[62] S. Ahmed et al., “Enabling fast charging-a battery technol-
ogy gap assessment,” J. Power Sour., vol. 367, pp. 250–262,
Nov. 2017.

[63] “Map of supercharger stations,” Tesla, 2020. [Online]. Available:
https://forums.tesla.com/discussion/168859/v3-superchargers-or-v2

[64] S. Srdic and S. Lukic, “Toward extreme fast charging: Challenges and
opportunities in directly connecting to medium-voltage line,” IEEE
Electrific. Mag., vol. 7, no. 1, pp. 22–31, Mar. 2019.

[65] M. Ahmadi, N. Mithulananthan, and R. Sharma, “A review on topolo-
gies for fast charging stations for electric vehicles,” in Proc. IEEE Int.
Conf. Power Syst. Technol., 2016, pp. 1–6.

[66] S. Kalker et al., “Fast-charging technologies, topologies and stan-
dards,” E.ON Energy Res. Center, Aachen, Germany, Tech. Rep.
RWTH-CONV-242119, 2018.

VOLUME 2, 2021 73

https://chademo.xsrv.jp/wp2016/wp-content/uploads/2020/06/ChaoJi-Presenataion-Yoshida_EN.pdf
https://forums.tesla.com/discussion/168859/v3-superchargers-or-v2
https://www.mckinsey.com//media/McKinsey/Industries/Automotive&percnt;20and&percnt;20Assembly/Our&percnt;20Insights/Charging&percnt;20ahead&percnt;20Electric-vehicle&percnt;20infrastructure&percnt;20demand/Charging-ahead-electric-vehicle-infrastructure-demand-final.pdf
https://filecenter.deltaww.com/Products/Download/08/catalogue/DC&percnt;20City&percnt;20Charger&percnt;20100kW_Leaflet_NA_202001.pdf
https://ev-database.org/cheatsheet/useable-battery-capacity-electric-car
https://www.ing.nl/media/ING_EBZ_breakthrough-of-electric-vehicle-threatens-European-car-industry_tcm162-128687.pdf
https://search.abb.com/library/Download.aspx{?}DocumentID$=$9AKK107046A6237&amp;LanguageCode$=$en&amp;DocumentPartId$=$&amp;Action$=$Launch
https://www.catl.com/en/research/technology/
https://kokam.com/data/filebox/cell_brochure.pdf
http://www.microvast.com/index.php/solution/solution_cell
https://www.enevate.com/technology/hd-energy-technology-overview/
https://www.porsche.com/international/models/taycan/taycan-models/taycan-turbo-s/#charging ignorespaces open
https://forums.tesla.com/discussion/168859/v3-superchargers-or-v2


WANG ET AL.: GRID IMPACT OF ELECTRIC VEHICLE FAST CHARGING STATIONS

[67] “Delta kicks off us doe-sponsored program to develop microgrid-
capable solid state transformer-based 400kw extreme fast charg-
ers for electric vehicles,” Delta Electron., 2018. [Online]. Avail-
able: https://www.delta-americas.com/news/pressDetail.aspx?secID=
3&pID=1&typeID=1;&itemID= 8278&tid=02&hl=en-US

[68] M. B. S. Chon and H. Nene, “Maximizing Power for Level 3
Ev Charging Stations,” Texas Instruments, Jun. 2018. [Online].
Available: https://www.ti.com/lit/wp/sway014/sway014.pdf?ts=
1609739136722&ref_url=https%253A%252F%252Fwww.ti.com%
252Fsolution%252Fwireless-EV-charging-station

[69] P. Chatterjee and M. Hermwille, “Tackling the challenges of electric
vehicle fast charging,” ATZelectronics Worldwide, vol. 15, no. 10,
pp. 18–22, 2020.

[70] J. W. Kolar and F. C. Zach, “A novel three-phase utility interface
minimizing line current harmonics of high-power telecommunica-
tions rectifier modules,” IEEE Trans. Ind. Electron., vol. 44, no. 4,
pp. 456–467, Aug. 1997.

[71] B. Singh, S. Gairola, B. N. Singh, A. Chandra, and K. Al-Haddad,
“Multipulse ac-dc converters for improving power quality: A re-
view,” IEEE Trans. Power Electron., vol. 23, no. 1, pp. 260–281,
Jan. 2008.

[72] A. Khaligh and S. Dusmez, “Comprehensive topological analysis of
conductive and inductive charging solutions for plug-in electric ve-
hicles,” IEEE Trans. Veh. Technol., vol. 61, no. 8, pp. 3475–3489,
Oct. 2012.

[73] D. Aggeler et al., “Ultra-fast dc-charge infrastructures for ev-mobility
and future smart grids,” in Proc. IEEE PES Innov. Smart Grid Technol.
Conf. Europe, 2010, pp. 1–8.

[74] S. Dusmez, A. Cook, and A. Khaligh, “Comprehensive analysis of
high quality power converters for level 3 off-board chargers,” in Proc.
IEEE Veh. Power Propulsion Conf., 2011, pp. 1–10.

[75] E. Loveday, “Rare look inside tesla supercharger,” 2019. [Online].
Available: https://insideevs.com/news/322486/ rare-look-inside-tesla-
supercharger/

[76] W. Chen, X. Ruan, H. Yan, and C. K. Tse, “Dc/dc conversion systems
consisting of multiple converter modules: Stability, control, and ex-
perimental verifications,” IEEE Trans. Power Electron., vol. 24, no. 6,
pp. 1463–1474, Jun. 2009.

[77] C. Wan, M. Huang, C. K. Tse, and X. Ruan, “Effects of interaction
of power converters coupled via power grid: A design-oriented study,”
IEEE Trans. Power Electron., vol. 30, no. 7, pp. 3589–3600, Jul. 2015.

[78] “Dc fast charger fact sheet: Abb terra 53 cj charging a 2015 Nissan
leaf,” Idaho Nat. Lab., Jun. 2016. [Online]. Available: https://avt.inl.
gov/sites/default/files/pdf/evse/ABBDCFCFactSheetJune2016.pdf

[79] D. Andersson and D. Carlsson, “Measurement of abb’s prototype
fast charging station for electric vehicles,” M.Sc. dissertation, Dept.
Energy Environ., Chalmers Univ. Technol., Gothenburg, Sweden,
2012.

[80] A. Lucas, F. Bonavitacola, E. Kotsakis, and G. Fulli, “An experimental
approach for assessing the harmonic impact of fast charging electric
vehicles on the distribution systems,” Inst. Energy Transp., Joint Res.
Centre, Eur. Commission, 2015.

[81] J. Meyer et al., “Overview and classification of interferences in the
frequency range 2-150 khz (supraharmonics),” in Proc. Int. Symp.
Power Electron., Elect. Drives, Automat. Motion, 2018, pp. 165–170.
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