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documents would be accessible through the Commission’s website as well.
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1.1

Guidance for Member State enforcement of the FuelEU Maritime Regulation

Introduction

About this document

This guidance document aims to support the implementation of the FuelEU Maritime
Regulation (FEUM for short) by explaining its requirements in a non-legislative language. For
some more specific technical issues, further guidance documents may be made available in
the future. Such guidance documents would be accessible through the Commission’s website
as well.

This document interprets the legislation on the requirements for administering States and
indicates how certain requirements can be met by them. This guidance document for Member
States complements the ‘Guidance document on the FuelEU Maritime Requlation’ and only
focuses on those elements that were not yet explained in the general guidance document.
Where relevant, connections between the two documents are made (especially for further
reading).

As the FuelEU Maritime Regulation is highly intertwined with the EU Monitoring, Reporting
and Verification (EU MRV) Regulation and the EU Emission Trading System (EU ETS)
Directive, overlaps and differences are mentioned. Where relevant, reference is made to the
EU MRV/ETS guidance documents (Guidance document no. 2 — General guidance on the
process for approval of monitoring plans by administering authorities).

Similar to the general guidance document, this document contains hyperlinks to relevant
legislation, documents or other materials that help to understand the FuelEU Maritime
Regulation and its requirements.

How this document came together

The general guidance document already touches upon many items relevant to administering
States. As mentioned above, this guidance document for Member States complements the
general guidance document on matters relevant for Member State implementation. We have
asked the administering States to share their specific questions with us to understand where
additional guidance is required. Several administering States submitted their questions, and
some of them also elaborated on them during bilateral meetings. These questions and their
answers have been included in this document.

When drafting this guidance document, the structure of the general guidance document was
followed to the best extent possible. Chapter headings are the same, and the information
presented in the chapter is an extension of what has already been included in the general
guidance document.
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1.2 Where should | start reading?

As this document aims to answer specific questions raised by administering States, we have
opted for a Q&A structure. Each sub-section aims to answer a specific question. To ensure
that questions are answered similarly, we have used a pre-set format for analysis. Per
question, we provide the following information:

e Link with FEUM article(s)

e Background of the question

e Answer

e Further guidance

So far, a total of sixteen questions are addressed in this document. In the next versions of this
guidance document, additional questions could be added if relevant. Table 1.1 shows the
questions included in this guidance document, as well as the related article (i.e. from the
legislative text) and location (i.e. Chapter) in this document.
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Table 1.1

Guidance for Member State enforcement of the FuelEU Maritime Regulation

Overview of questions addressed in this guidance document

17

. laweston . inkoatce

1
2
3
4
5

10
1
12
13
14
15

16

Should the Bunker Delivery Note and the associated proof of sustainability be available at the same time? Article 10

Is Proof of Compliance also accepted next to the Proof of Sustainability?

What are the implications for companies that fail to submit their FuelEU report by the 31 January deadline? Articles 15, 23, and 25
Is it possible for companies that are late with submitting their FuelEU report to form or join a compliance pool? Articles 21 and 22
Where must the FuelEU report be officially stored, and what are the obligations regarding the use of FuelEU Database versus private Articles 15, 19, and 23
verifier platforms?

What are the obligations of a new owner when a previous owner fails to provide a partial FuelEU report, and can a 'gap' in reporting Articles 15 and 23

be justified if the new owner proves sufficient efforts were made to obtain the data?

Should a report be submitted for a ship if it had no qualifying voyages or port calls during the reporting period? Articles 15 and 24
How should administering States manage the requirement to hold a FuelEU DoC during on-board inspections when digital Articles 19, 24, and 25
connectivity is limited, and what constitutes a failure to comply?

What are the enforcement steps and legal consequences for a ship that fails to obtain a FuelEU DoC for two or more consecutive Articles 23, 24, and 25
reporting years?

What could trigger an additional check? Article 17

How could ships be identified for additional checks?

Which elements of the FuelEU report, the verification and calculations can be checked as part of the additional checks?

Where do the findings of the additional checks need to be reported?

What is the workflow for the additional checks report?

If an additional check reveals non-compliance during a period under a previous owner, should the administering State withdraw the

ship's FuelEU DoC, and how should enforcement be handled to avoid unfairly penalising the new owner?

Which actions can follow the additional checks, who needs to follow up and when?

Chapter 2

Chapter 3

Chapter 4

Chapter 5

Chapter 6
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Fuel documentation and certification

Chapter 5 of the general guidance document on the FuelEU Maritime Regulation provides a
detailed overview of the requirements related to the fuel documentation and certification as
laid down in Article 10 FEUM. This article states that in case a ship bunkers biofuels, biogas,
renewable fuels of non-biological origin (RFNBOs) and recycled carbon fuels or other low-
carbon fuels, proof needs to be provided to show the GHG performance of the fuels and that
the fuel complies with the sustainability criteria. This is done through the Proof of Sustainability
(PoS).

Commission Implementing Regulation (EU) 2022/996 defines the PoS as follows: ‘a
declaration by an economic operator, made on the basis of a certificate issued by a
certification body within the framework of a voluntary scheme certifying the compliance
of a specific quantity of feedstock or fuels with the sustainability and greenhouse gas
emissions savings criteria set out in Articles 25(2) and 29 of Directive (EU) 2018/2001°
Annex | of the Implementing Regulation provides an overview of the content of the PoS.

This document is needs to follow the fuel throughout the fuel supply chain. The PoS is not
always provided to the ship that bunkered the fuel, as, for example, the fuel supplier will use it
for other purposes, such as participating in subsidy programmes. In such cases, some
Certification Schemes are providing a document with the same information while avoiding
double claiming, the Proof of Compliance (PoC). The system leads to several practical
questions on the side of the Member States. The questions are addressed in this chapter.

Should the Bunker Delivery Note and the associated Proof of Sustainability be available at the
same time?

Link with FEUM article(s)
e Article 10(3)
e Annex|

Background of the question

According to Article 10(3), companies are obliged to provide data on the fuels that have been
used during the reporting year. These fuel data need to provide proof of the fuel's GHG
emission intensity and sustainability characteristics. Such information needs to be obtained
from the fuel supplier, who needs to issue a proof of sustainability (PoS)." This document of
proof complements the Bunker Delivery Note (BDN), which indicates the amount of fuel
provided to the specific ship.

Issues may arise regarding when each of the two documents can be provided by the fuel
supplier. BDNs can be provided directly when the fuel is bunkered by the ship. As such, the
BDN is directly available on board the ship. However, the process for issuing a PoS might take

! Under certain conditions, a Proof of Compliance (PoC) can be issued. For more information on this, please refer to Section
5.3.2 of the Guidance on the FuelEU Maritime Regulation. The use of PoC is foreseen to be removed when the use of the
Union Database for Biofuels becomes mandatory.
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longer, as the document needs to account for the emissions of transport and distribution, and
also bunkering operations.

As a result, the PoS might not be available at the same time as the BDN. Therefore, the
documents might not be on board the ships at the same time.

Answer

It is acknowledged that the timing for having both documents available directly after bunkering
is challenging. Having a PoS available directly after bunkering of the fuel may not be feasible
due to the need to account for emissions from transport and bunkering operations. As such,
the PoS does not have to be presented directly after bunkering of the fuel by the ship.

When the PoS needs to be available is difficult to indicate. Several certification schemes do
use a period of 30 days after bunkering. This view was confirmed in the ESSF-SAPS
Workstream on the Certification of Fuels.? Although the certification schemes indicate that the
document needs to be available within 30 days, the reality can be different. In certain cases, it
can be up to 90 days before the document is made available to the ship.> Companies should
establish contractual arrangements to ensure that the Fuel Supplier provides the required
documentation in time for the company to claim the benefits under the FuelEU provisions
within the regulatory deadlines.

Further guidance
e For further guidance on the Proof of Sustainability, please refer to Chapter 5 of the general
guidance document, specifically Section 5.3.

Is Proof of Compliance also accepted next to the Proof of Sustainability?

Link with FEUM article(s)
e Article 10(3)
e Annex|

Background of the question

As highlighted under the previous question, a company needs to provide proof that the fuel
bunkered complies with the GHG emission intensity and sustainability characteristics. The
main document of proof is the PoS, which has been introduced under the Renewable Energy
Directive. This document follows the fuel throughout the fuel supply chain. The PoS can only
be issued and used once.

One of the issues arising is that the fuel supplier can use the PoS for its own purposes, for
instance, to claim a subsidy. Additionally, Member States can request to hold the PoS for
other purposes. As a result, the PoS can no longer be delivered to the shipping company
when bunkering the fuel. Ultimately, the shipping company would not be able to prove that the
fuel is compliant with the standards set up in the FuelEU Maritime Regulation. To solve this
issue, some Member States accept a Proof of Compliance (PoC) instead. Similar to the PoS,

2 ESSF-SAPS-WS2 (2025) ‘Report on Marine Fuels Certification Procedures to support implementation of FuelEU Maritime’
page 16.
3 BetterSea (2025), ‘Decarb Compliance Library: FuelEU Maritime Compliance Insights’ page 74.
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this document needs to be available together with the BDN to show that the FuelEU Maritime
requirements have been fulfilled.

Answer

Under the Renewable Energy Directive (RED), it is the responsibility of national schemes and
Member States’ national provisions to determine the use of the Proof of Sustainability and
other evidence required to demonstrate compliance with RED, for example, the Proof of
Compliance (PoC).

The acceptance of a Proof of Compliance (PoC) under a national or voluntary certification
scheme means that all administering States must recognise it as compliant with the FuelEU
Maritime Regulation for fuels bunkered by ships in the relevant Member State. More
concretely, if Member State A accepts the PoC for fuel bunkered in the country, all other
States need to accept the PoC as proof for fuels bunkered in Member State A, as National
Certification Schemes are allowed under FuelEU Maritime. Conversely, if Member State A
would only accept the PoS for the fuel bunkered in the country, this is the only accepted
document.

While the Renewable Energy Directive (RED) allows Member States some flexibility in
establishing rules for their national schemes, the FuelEU Maritime Regulation adopts a
harmonised approach: any fuel certified under a national or voluntary scheme must be
accepted by all administering States without additional conditions.

The use of PoC is not deemed necessary after the use of the Union Database for Biofuels
becomes mandatory.

Further guidance
e For further guidance on the Proof of Sustainability, please refer to Chapter 5 of the general
guidance document, specifically Section 5.3.2.



3.1.1

Guidance for Member State enforcement of the FuelEU Maritime Regulation /11

Compliance cycle

Chapter 7 of the general guidance document on the FuelEU Maritime Regulation provides a
detailed overview of the compliance cycle and the associated administrative milestones as laid
down in Articles 19, 20, and 21 FEUM. The process begins with the submission of the FuelEU
report to the verifier by 31 January, followed by a verification period that allows for the use of
flexibility tools, such as banking, borrowing, and pooling of compliance balances. Because the
Regulation introduces a novel and digitally-driven framework via the FuelEU database?, its
practical application, particularly regarding late submissions and the synchronisation of
pooling windows, raises several operational questions for Member States. These questions,
and the pragmatic approaches required during the initial implementation phase, are addressed
in this chapter.

What are the implications for companies that fail to submit their FuelEU report by the 31
January deadline?

Link with FEUM article(s)
o Article 15(3)

e Article 23

e Atrticle 25

Background of the question

Article 15(3) states that: “By 31 January of the verification period, companies shall provide to
the verifier a ship-specific report (the ‘FuelEU report’) [...].” However, the Regulation does not
explicitly detail the immediate legal or technical consequences of missing this specific
deadline (such as automatic exclusion from the system). Experience from administering
States suggests that a significant number of companies fail to submit their reports by 31
January. This raises concerns regarding the continuity of the compliance cycle, specifically the
calculation of the compliance balance and the accessibility of flexibility mechanisms like
'banking' and 'pooling'. Clarity is needed on how MS should enforce this deadline.

Answer

The Regulation establishes the 31 January deadline for submission of the FuelEU report to
verifiers and article 10.1 of Regulation 2024/2027 clarifies this should be done through FuelEU
Database.

Under Article 25(1), Member States shall lay down the rules on sanctions applicable to
infringements of this Regulation and shall take all measures necessary to ensure that they are
implemented. This means that the primary implication for a company missing the 31 January
deadline is the application of sanctions as defined by the national law of the relevant Member
State. The Regulation requires that these sanctions be effective, proportionate, and
dissuasive.

4 The primary foundational structure upon which the FuelEU database is built is THETIS-MRV. For further information
consult Commission Implementing Regulation (EU) 2026/394.



Guidance for Member State enforcement of the FuelEU Maritime Regulation

Following the 31 of January as the deadline for the FuelEU report, the following milestones

exist®:

e By 31 March: Verifier uploads verified FuelEU report and Initial Compliance Balance data
to the FuelEU Database

e By 30 April: Companies apply flexibility mechanisms (pooling, borrowing)

e By 30 April: the verifier records in the FuelEU database the verified compliance balance

e By 30 June: Banking deadline, FuelEU Document of Compliance (DoC) issued, including
penalty payment if required.

In relation to the last bullet point: as stated in Article 23 (2), the Regulation requires the
administering State to impose a FuelEU penalty by 30 June if a ship has a compliance deficit
as of 1 June, regardless of when the company reports it. However, if a company voluntarily
submits its deficit early, through a compliance balance report (e.g., in May), the administering
state is not prevented from issuing the penalty sooner, provided the deficit is validated, since
the regulation only sets a deadline (30 June) for enforcement, not a prohibition on early action.
The key obligation is that the penalty must apply if the deficit exists on 1 June, however, the
administering state may enforce the penalty early if requested by the company and based on
verified data submitted. Early reporting does not avoid the penalty; it merely allows for faster
administrative resolution.

While Member States have discretion in how they ensure companies meet the deadlines, the

following operational and legal implications apply:

¢ National sanctions: Member States are required to have measures in place to penalise
infringements, which include the failure to submit required reports by the legal milestone.

e Loss of flexibility mechanisms: Delays in submission directly jeopardise a company's ability
to utilise beneficial mechanisms such as banking and pooling.

e Technical deadlines: Although the system may remain technically accessible for late
uploads after 31 January, failure to complete the verification process by 31 March may
hamper a ship's participation in a pool, as compliance balances must be finalised for these
windows to function.

Ultimately, the decision regarding the specific nature and enforcement of sanctions lies with
the Member States’ own discretion, provided they fulfil their obligation under Article 25 to
ensure the Regulation is implemented. Sanctions should consider mitigating circumstances,
including the first reporting period and other factors that may have affected compliance.

Further guidance

e FuelEU Maritime Guidance Document Section 7.4 ("Compliance") for a flowchart of the
annual cycle.

e EMSA THETIS manual®: Guidance on uploading reports outside regular windows and
troubleshooting.

5 For a visual and more detailed overview of the milestones in the compliance cycle, please refer to section 7.4 of the
FuelEU Guidance document
8 https://mrv.emsa.europa.eu/#public/faq
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3.1.2 Is it possible for companies that are late with submitting their FuelEU report to form or join a
compliance pool?

Link with FEUM article(s)
e Atrticle 21
e Atrticle 22

Background of the question

According to Article 21, the pooling of compliance balances must be finalised in the
compliance database by 30 April. For a pool to be valid, the compliance balances of all
participating ships must already be verified and recorded by their respective verifiers.

A practical challenge arises for "latecomers", companies that submit their FuelEU reports after
the 31 January deadline. If these reports are verified late, it is unclear whether a pool can be
formed or amended after the standard window has passed. This uncertainty has significant
consequences for companies relying on pooling to meet their GHG intensity limits.

Answer

There is no legal provision in the Regulation that allows Member States to reject late
submissions from the deadlines established in Article 12(3). Noting that while the FuelEU
Database allows data entry after the 31 January deadline, any late submission constitutes an
infringement of the Regulation. If there is a delay that the company considers is a
responsibility of the verifier, the company has the right for review under Article 26.
Nevertheless, the deadlines will be imposed on the company in accordance with the
provisions in the Regulation.

Regarding the formation of pools:

e National sanctions: Under Article 25(1), Member States are responsible for laying down
and implementing sanctions for such infringements. While Member States may consider
mitigating circumstances (such as the complexities of the first year of compliance) when
determining the severity of sanctions, the deadline itself remains a legal requirement.

e Technical dependencies: The establishment of a pool is contingent upon all participating
ships having their verified compliance balances recorded in the database. Companies that
submit reports late carry the inherent risk that their data will not be verified and finalised in
time to meet the administrative windows required for pooling. Also, the entire pool is
dependent on the completion of verification of each ship’s compliance balance for the pool
verification to be completed.

e Enforcement discretion: Member States have the discretion to decide where their
enforcement focus will lie. For example, during the initial implementation phase, a Member
State might prioritise the presence of a valid DoC on board over the strict timing of the
initial monitoring plan or FuelEU Report submission. However, this does not alleviate the
company's obligation to handle its reporting requirements promptly to ensure pooling
functionality.
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In short, the Regulation does not provide flexibility for pools for latecomers; companies must
manage their obligations within the established legal milestones to ensure they can participate
in flexibility mechanisms.

Further guidance

e FuelEU Maritime Guidance document Section 7.4 (“Compliance”) and Section 11.3
(“Pooling”).

o EMSA technical FAQ: Guidelines on the pooling window within THETIS”

e Questions and answers on Regulation (EU) 2023/18058

7 https://www.emsa.europa.eu/reducing-emissions/fuel-eu-maritime-regulation/fag-fueleu-maritime-regulation.html
8 https://transport.ec.europa.eu/transport-modes/maritime/decarbonising-maritime-transport-fueleu-maritime/questions-and-
answers-regulation-eu-20231805-use-renewable-and-low-carbon-fuels-maritime-transport_en



https://protect.checkpoint.com/v2/r02/___https://www.emsa.europa.eu/reducing-emissions/fuel-eu-maritime-regulation/faq-fueleu-maritime-regulation.html___.YzJlOmlzbGFuZG9pbGhvbGRpbmdzbHRkOmM6b2ZmaWNlMzY1X2VtYWlsc19hdHRhY2htZW50OmU4YzUxNTk1ZDdkYzg4OWY5YzVjY2Y3NDY0ZWY3ZmJhOjc6M2U5ZjpiOGNkYzY3MzM0OGUwMmYxZmQ4NDAzYmQzZWIyYmNkOTAwNGQ3MmJjYTA3ZDQ0ZTZjYmExMzU0ZDI5ZGRmMzkwOnA6VDpO

4.1.1

Guidance for Member State enforcement of the FuelEU Maritime Regulation

FuelEU report

Chapters 7, 8 and 9 of the general guidance document on the FuelEU Maritime Regulation
provide a detailed overview of the monitoring and reporting obligations as laid down in Article
12 and Article 15 FEUM. These provisions require the company to submit a FuelEU report for
each of its ships, providing a consolidated record of the energy used on board during a
reporting period. While the regulation aims for a streamlined digital process, the transition of a
ship between owners and the technicalities of data storage between private verification
databases and the FuelEU database can represent complexities. Furthermore, the treatment
of inactive ships, those with no qualifying voyages, requires clarification to ensure data
continuity. This chapter addresses the specific questions regarding reporting responsibilities,
data gaps during ownership changes, and the procedural requirements for the official storage
of FuelEU reports.

Where must the FuelEU report be officially stored, and what are the obligations regarding the
use of the FuelEU Database versus private verifier platforms?

Link with FEUM article(s)
e Article 15(3)

e Article 19

o Article 23

Background of the question

Under the Regulation, the reporting chain is clear: the shipping company submits data to the
verifier via the FuelEU Database®, and the verifier is responsible for recording the verified
information in THETIS (i.e. the FuelEU database). However, verifiers may use their own
private platforms to conduct the verification process instead of using the FuelEU Database as
the primary workspace.

While the Regulation does not strictly forbid the use of private tools for the analysis phase, it
should be noted that verifiers shall be independent from the company. For that purpose and to
avoid potential conflicts of interest, neither the verifier nor any part of a legal entity of which it
is part shall have relations with a company that could affect its independence and impartiality,
namely regarding the submission of data to be assessed by the verifier.

Answer

The official repository for all FuelEU compliance data is the FuelEU Database compliance
database, managed by EMSA. While the internal verification process may occur on private
platforms, the final regulatory output must reside in the central EU system by 31 January, as
outlined in Articles 10.1 of Regulation 2024/2027 and FuelEU Article 15.3. Verifiers have a
clear mandate under Article 19 to record the verified ship-specific reports, verification reports
and the calculated compliance balances in the FuelEU Database. The FuelEU Database also
includes a section allowing the upload of PDF records to provide supporting evidence of

9 As per Article 10.1 of Commission Implementing Regulation (EU) 2024/2027
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compliance with the regulation. Technical information is typically uploaded to document fuel
consumers, ship characteristics, and proof of fuel and energy consumption, such as Bunker
Delivery Notes. Administering States could request that verifiers prioritise the synchronisation
of their private systems with the FuelEU Database to reduce the administrative burden of
manual reporting.

Further guidance
e FuelEU Guidance document Section 7.5 (“FuelEU Database”).
o EMSA THETIS video tutorials®

What are the obligations of a new owner when a previous owner fails to provide a partial
FuelEU report, and can a ‘gap'in reporting be justified if the new owner proves sufficient
efforts were made to obtain the data?

Link with FEUM article(s)
e Article 15
e Article 23

Background of the question

When a ship changes ownership, the Regulation requires the previous company to provide a
partial FuelEU report to the new owner, covering the period the ship was under its control.
However, administering States report frequent cases where the selling party is uncooperative,
leaving the new owner without the necessary data to complete the full-year report.

Under the legislation, the responsibility for the ship's overall compliance, and any resulting
penalties, rests with the company in charge at the end of the reporting period. This creates a
risk for the new owner, who may be held liable for emissions data they do not possess. This
raises the question of how far the due diligence of the new owner must go and whether a
reporting gap is permissible under specific circumstances.

Answer

Under Article 15(4)(c), the company that has responsibility for the ship on 31 December of the
reporting period is legally responsible for the ship's compliance for the entire reporting period,
including any time during which the ship was under a previous owner.

While Article 15(4)(a) and (b) mandate that the transferring company must notify and verify its
partial data within one month of the transfer, the ultimate legal and financial liability for the
ship's compliance status at year-end remains with the new owner. This includes:

e Full reporting responsibility: The new owner must ensure that a complete, verified annual
FuelEU report is recorded in the database by the 31 January deadline.

e Compliance liabilities: Any deficit in the compliance balance, including those incurred
during the previous owner's period of responsibility, must be settled by the company in
charge on 31 December.

e Mandatory data acquisition: There is no provision in the Regulation that allows a company
to justify a reporting gap by proving "sufficient efforts" were made to obtain data from a
predecessor.

0 https://www.emsa.europa.eu/thetis-mrv/thetis-mrv-videos.html
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If a previous owner fails to comply with its reporting obligations, the new owner is still subject
to national sanctions if the final annual report is incomplete or if compliance cannot be verified.
Shipping companies are therefore required to manage their obligations proactively. When
purchasing a ship, this necessitates ensuring all required FuelEU information is obtained as
part of the transaction process, typically addressed through specific contract clauses or price
adjustments to account for potential liabilities.

Further guidance

e FuelEU Maritime Guidance document: Section 7.3 ("Monitoring") and Section 9.1
(“Preparing a FuelEU report”).

e EMSA helpdesk: For technical intervention regarding ship transfers in the compliance
database.

Should a report be submitted for a ship if it had no qualifying voyages or port calls during the
reporting period?

Link with FEUM article(s)
e Article 15
e Article 24

Background of the question

The FuelEU Maritime Regulation does not explicitly mandate a zero-emission or, more
precisely, a zero-energy report for ships that have remained idle, undergone repairs, or
operated entirely outside the scope of the Regulation for a full calendar year. Article 24(1)
states that the requirement to hold a FuelEU DoC applies to ships calling at, staying within, or
departing from a port under a Member State's jurisdiction, or those which have carried out
voyages during the reporting period. This creates a potential data gap in the ship's history
within the FuelEU Database, raising questions for administering States on how to treat these
inactive ships and whether the absence of a FuelEU DoC constitutes a deficiency.

Answer

As stated in Article 24(1), if a ship has performed no qualifying voyages and had no port calls

within the jurisdiction of a Member State during a reporting period, it is not legally required to

hold a valid FuelEU DoC. Consequently, there is no explicit mandate to submit a FuelEU
report for such ships. However, the following administrative and legal nuances apply:

e Voluntary reporting: While not a legal obligation, a company may still choose to submit a
zero-energy full-year FuelEU report. This approach can facilitate the demonstration of
compliance during Port State Control inspections and ensure continuity within the THETIS-
EU database.

e Mandatory reporting for flexibility users: If a ship has banked a compliance surplus or
carries a deficit from previous years through borrowing, it is required to submit a FuelEU
report if the ship intends to participate in a pooling process or for the payment of penalties.

o Verification necessity: Engaging the verification process is the only formal mechanism to
demonstrate that there was no energy in scope and to confirm that the initial compliance
balance for the subsequent year is accurate.
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In summary, while ships without qualifying activity are generally exempt from holding a DoC,
reporting becomes a functional necessity if the ship is utilising banking/pooling or borrowing
mechanisms to ensure the integrity of its compliance history.

Further guidance
N/A.
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Flexibility mechanisms

Chapter 11 of the general guidance document on the FuelEU Maritime Regulation provides a
detailed overview of the flexibility mechanisms as laid down in Articles 20 and 21 FEUM. These
mechanisms, including banking, borrowing, and the pooling of compliance balances, are
designed to provide companies with a cost-effective pathway to meeting greenhouse gas
intensity targets. However, the practical application of these tools and the subsequent
enforcement actions when they are misused or when compliance is not met present complex
scenarios for Member States. This is particularly evident in cases involving ownership changes
and limited technical connectivity for digital certificates. This chapter addresses the legal and
operational steps administering States can take to ensure the integrity of the Regulation while
maintaining fair enforcement practices.

How should administering States manage the requirement to hold a FuelEU DoC during on-
board inspections when digital connectivity is limited, and what constitutes a failure to comply?

Link with FEUM article(s)
o Article 19
o Article 24
e Article 25

Background of the question

By 30 June of the verification period, the FuelEU DoC should be held by the ship as evidence of
compliance. Having a valid FuelEU DoC avoids sanctions regarding FuelEU in all EU and EEA
ports. During Port State Control (PSC) inspections, the port State authority checks whether the
ship indeed holds a valid FuelEU DoC. The FuelEU DoC is a certificate generated in the FuelEU
Database.'" During the PSC inspection, which is carried out on board the ship, the inspector may
check whether the FuelEU DoC is present. This could be done by checking whether the
document is in the FuelEU Database. However, ships often operate in areas with unreliable
internet connectivity creating a practical challenge.

Answer

To address the practicalities of digital verification and connectivity limitations, the inspector
should prepare the inspection by checking the existence of the FuelEU DoC in advance,
especially if it is possible that connectivity problems will exist during boarding. In addition, the
ship can hold a physical copy of the DoC on board to present during the inspection. Furthermore,
the enforcement process after the physical inspection must allow the opportunity to the company
concerned to submit its observations (Article 25.3.), before issuing an expulsion order.:

¢ Right to observations: After the inspection, the company is entitled to make observations on
the inspection results (article 25.3) and provide further evidence of compliance.

" The access of the FuelEU DoC in THETIS EU will be developed at a later stage.
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o Verification window: In the same way, the inspector may have additional time to confirm the
existence of this document at a later stage via the official database, before recommending
that an expulsion order should be issued or other types of sanctions by the Administering
State.

If a definitive failure to hold a valid FuelEU DoC is confirmed, Member States should, based on
Article 25(1), lay down effective, proportionate, and dissuasive sanctions.

Further guidance
e FuelEU Maritime Guidance document section 12.2 (“Sanctions”)

What are the enforcement steps and legal consequences for a ship that fails to obtain a FuelEU
DoC for two or more consecutive reporting years?

Link with FEUM article(s)
e Article 23
o Article 24
o Article 25

Background of the question

If a ship does not have a verified compliance balance (or has not paid the required penalties) by
30 June, a FuelEU DoC is not issued. While a single year of non-compliance results in financial
sanctions, consecutive non-compliance triggers a collective EU-wide response to prevent the
ship from calling EU ports.

Answer

When a ship is found to be without a valid FuelEU DoC for two or more consecutive reporting
periods, and after giving the opportunity to the company concerned to submit its observations,
the competent authority of the Member State of the port of call is empowered (and in many cases
required) to issue an ‘expulsion order’. The following process shall be followed:

1. Issuance of the expulsion order: The competent authority must notify the company, the Flag
State (if applicable), and the European Commission that an expulsion order has been issued.
Once this order is live, the ship is effectively banned from all ports within the European Union,
except for those of the Member State whose flag the ship is flying (if applicable).

2. Refusal of entry: All Member States are legally bound to refuse entry to any ship subject to an
active expulsion order. The only exceptions permitted are for cases of force majeure, safety
of life at sea, or to minimise the risk of pollution, and even then, only for the duration
necessary to address the emergency.

3. Lifting the order: The expulsion order remains in place until the company demonstrates full
compliance. This requires the company to provide a valid FuelEU DoC for all previous non-
compliant periods, which typically involves paying all outstanding FuelEU penalties and
completing the necessary verified reporting in the FuelEU Database. The administering State
will then lift the expulsion order.
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Role of PSC

Administering States rely on Port State Control officers to verify the FuelEU DoC during routine
inspections. If a ship is found to be in its second year of non-compliance, the PSC officer must to
initiate the formal expulsion procedure. In the case of a non-compliant ship, the PSC officer may
also make an entry in the database THETIS, where such violations are centrally documented as
part of PSC inspections.

Further guidance
o EMSA Portal: The list of ships currently under an EU-wide expulsion order (accessible to
administering States).
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6.1.1

Additional checks

Additional checks (Article 17 FEUM) can be carried out after the compliance cycle, so after 30
June of the reporting year. At the moment of writing this guidance document (i.e. May 2026),
the first compliance cycle is still underway, so none of the Member States has carried out
additional checks yet. As such, this Chapter contains a first set of questions, which can be
extended if needed.

The Chapter is split into three sections. Section 6.1 focuses on the stage before the additional
checks and provides insights into how to select ships for checks. Section 6.2 provides
guidance on how to perform the additional checks, while Section 6.3 discusses the possible
follow-up on additional checks.

Before additional checks

As highlighted in the introduction, this section focuses on actions taken before carrying out the
additional checks. Questions were raised on what could trigger an additional check. In other
words, what indications could the competent authority in the administering State use to decide
to perform additional checks? Secondly, this section provides insights into how to select ships
for the additional checks.

What could trigger an additional check?

Link with FEUM article(s)
o Article 17

Background of the question

The FuelEU Maritime Regulation provides the possibility to the competent authority in the
administering State to perform additional checks for the previous two reporting periods on
ships being part of its fleet. The Regulation does not provide further details on when such
checks need to be performed. Member States do seek clarity on the grounds for starting an
additional check.

Answer

The FuelEU Maritime Regulation does not contain specific provisions to determine when an
additional check should be triggered, nor which vessels should be selected for these
assessments. It is up to the Member State to decide which triggers it would like to use to start
an additional check. Examples for triggers that could be used are:

¢ Ships with a persistent past of non-compliance, for instance:
- Earlier submissions of the FuelEU report were incomplete, of poor quality, or submitted
after the deadline
- Existence of previous misstatements and/or non-conformities
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- Existence of non-compliance in previous FuelEU reports for previous reporting periods
- Previous non-compliance with the EU MRV obligations over the past two years

e Ships with suspicious compliance patterns, for instance:
- Sudden, unexplained improvements of the ship’s greenhouse gas (GHG) intensity,
which have not been explained in an updated monitoring plan.
- Frequent changes in the verifier used, this may indicate ‘verifier shopping’ to avoid
scrutiny.
- Unrealistic fuel consumption data, especially when consumption data are compared to
AIS data.

e Ships fly the flag of poor-performing flags, such as the flags on the Paris MoU black and
grey lists. Different selection criteria could be applied, such as:
- Ships on the black list are always checked
- Ships on the grey list are checked regularly.

e Ships report values which seem unrealistic or implausible (based on previous experience)
- Forinstance, ships with high compliance balances (for these ships, the sustainability
certificates could be checked).

e Ships that use derogations.

e Ships with high emissions
- As a criterion, the year of building could be used. For instance, ships built before a
certain year could be selected based on the assumption that those ships have a higher
risk of being inefficient.

Further guidance
e For more information on how Sampling could be done, please refer to Annex VI -
Sampling of the Guidance Document No. 3 on the DG CLIMA website.

How could ships be identified for additional checks?

Link with FEUM article(s)
e Article 17

Background of the question

Additional checks can be performed on ships that are part of the fleet of an administering
State. Although it is clear from the Regulation which ships can potentially be selected for
additional checks, it is not specified how to identify specific ships.

Answer

Similar to the triggers used to do additional checks, it is up to the discretion of the Member
State to identify ships for additional checks. The Regulation does not include any mandatory
selection method. Likewise, in this guidance document, no mandatory method is presented.
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Several possible selection methods are available to identify ships for additional checks. The
most common ones are:

e Regular checks: Regular checks are systematic, routine compliance checks carried out by

the competent authority as part of the annual cycle. Such checks apply to all ships
associated with the Administering State. Although ships are checked regularly, this does
not mean per se that each ship is checked annually. The authority divides the group of

ships falling under its authority into groups and checks one group a year. For example, the
authority can split the fleet into four groups, where group 1 is checked in year 1, group 2 in

year 2 and so on.

e Random checks: Random checks are non-targeted compliance checks carried out on a

statistically or administratively random selection of ships or companies, irrespective of risk

profile or prior indications of non-compliance. For example, the authority could decide to

check 15% of the ships falling under its authority each year. The ships are chosen blindly.

This could mean that a specific ship is checked in multiple years in a row.

e Stratified checks: Stratified checks are a variant of random checks. The fleet could be
divided into subcategories, for instance, different ship types. Within each of these

subcategories, a random selection is made. For example, the authority can check 15% of

all tankers falling under its authority each year, as well as 10% of all container ships.

¢ Risk-based checks: Risk-based checks are targeted compliance checks which are based
on risks identified. This could be related to specific triggers that have been identified. The
selection of ships focuses on those ships or companies that have a high(er) likelihood of
non-compliance or material misstatements. For example, the authority could select ships

that have been non-compliant for several years in a row, as there is a higher risk of non-

compliance in this group. The size of the group will depend on the risk assessment made.

Iltems that can be used in a risk-based assessment:
- Ship type and its resulting complexity
- Previous performance of the ship

- Qualification of the flag on the Port State Control list, especially ships on the black and

grey lists
- Other risk criteria at the decision of the administering State

e Complaint-based checks: Complaint-based checks are ad-hoc compliance checks
triggered by third-party information, such as formal complaints, substantiated alerts or
credible external evidence suggesting non-compliance. The decision to start a check is
made on a case-by-case basis.

The selection methods presented above are not non-exclusive, which means that a Member

State can opt for a selection of methods. For example, a Member State can use the regular
checks as a method to identify ships for additional checks, but could supplement this with
complaint-based checks. As mentioned before, the final selection methods are left to the
discretion of each Member State.
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Further guidance
N/A.

During the additional checks

Once ships have been selected for additional checks, the competent authority can perform
them. This section provides insights into which elements can be checked, where findings can
be reported and what the envisioned workflow is.

Which elements of the FuelEU report, the verification and calculations can be checked as part
of the additional checks?

Link with FEUM article(s)
o Article 17(1)

Background of the question

Article 17(1) states that the competent authority in the administering State can perform
additional checks. Three elements can be checked, more specifically, (1) the FuelEU report
submitted, (2) the verification report based on this FuelEU report and (3) the resulting
calculations made by the verifier. Such checks can be done in relation to the previous two
report periods (i.e., t — 2). Although the Regulation indicates which reports and calculations
can be checked, the Regulation does not provide further details. This leads to uncertainty
about exactly what to check.

Answer

To perform additional checks, the competent authority can use the FuelEU database in which
the relevant documents are stored. For each ship, the authority can see the FuelEU report and
verification reports submitted, as well as the calculations made to assess the compliance
balance. It is important to note that additional checks can only be started once the full
compliance cycle has been concluded, so after 30 June.

Although the competent authority can check three documents prepared under the FuelEU
Maritime Regulation, the competent authority can only make changes to the calculations. Both
the FuelEU report and the verification report can only be viewed. The rationale behind this
choice is that the information included in both the FuelEU and verification reports directly
feeds into the calculations. Misstatements, mistakes and errors made in the reports will feed
into mistakes in the calculations. By checking and correcting the calculations, the authority can
rectify the FuelEU and verification reports outcomes, which are the final calculations. The
competent authority cannot change the Fuel EU Report and Verification Report content.

The ultimate rationale behind the additional checks is to see whether the ship needs to pay a
FuelEU penalty or an amended FuelEU penalty. To establish this, it is deemed sufficient to
correct the calculations.
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What information, documents and access may be requested for the additional checks?

Under Article 17(2), the competent authority may request any necessary information or
documents enabling it to conduct additional checks. Examples may include voyage and port-
call lists, BDNs, PoS/PoC, EDNs, class/statutory certificates, monitoring-plan procedures,
logbooks, AIS or port-call evidence, documents supporting derogations and evidence relevant
to flexibility mechanisms. Requests should be necessary and proportionate to the additional
check.

Additionally, site visits may be used where document review is insufficient to clarify whether
the procedures described in the monitoring plan are implemented in practice. Remote/ virtual
visits may be used where they provide sufficient assurance, but physical visits should be used
where risk, irregularities, unclear procedures or the need for direct observation require it.

What to look for when conducting additional checks?

When carrying out an assessment to identify misstatements, non-conformities and
miscalculations, the competent authority should consider whether the finding affects
compliance with Articles 4 or 6 FEUM, whether:

¢ It changes the compliance balance or FuelEU penalty

e The issue is isolated or systemic

e Supporting evidence is reliable

e The verifier failed to identify or address the issue.

For a negative delta in the compliance balance, this means that the result between the verified
compliance balance (VCB) and the verified compliance balance from the additional check
(VCB_AC) is negative. In other words, the verifier's assessment yielded an overly positive
outcome for the company. Most likely, the company has unfairly benefited from errors and
miscalculations. This unfair benefit by the company forms the basis for issuing or amending
the height of the penalty.

Examples of negative deltas in the compliance balance are:

- In case of a positive balance: The VCB is 90. The VCB_AC is 80. This results in a
negative delta of 10.

- In case of a negative balance: The VCB is -70, and the VCB_AC is -120. This
results in a negative delta of 50.

In both cases, the company unfairly benefited from errors or miscalculations in the

figures, and this needs to be remedied through additional checks and ultimately a

(amended) FuelEU penalty.

When a positive delta in compliance balance exists, the compliance balance calculated by the
verifier is lower than it should have been, and in this case the company may have acquired
more surplus units to ensure compliance or paid penalties above the required. Administering
State should analyse on a case-by-case scenario how to proceed on these cases.

Where the additional checks report referred to in Article 17(3) FEUM identifies misstatements,
non-conformities or miscalculations resulting in a non-conformity with the requirements set out
in Article 4 or 6 FEUM and, consequently, in a FuelEU penalty or a modification of the amount
of a FuelEU penalty already paid, the competent authority referred to in Article 17(1) FEUM
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shall notify the company concerned of the corresponding amount of the FuelEU penalty or of
the modified FuelEU penalty.

Further guidance
N/A.

Where do the findings of the additional checks need to be reported?

Link with FEUM article(s)
e Article 17(1)
e Article 17(3)
e Article 17(7)
e Article 16(4)

Background of the question

Under the additional checks, several elements of the FuelEU report, the verification report and
the resulting calculation can be checked. As stated by Article 17(3), the findings need to be
included in the so-called additional checks report. The article does not provide further details
on the format of the report, as well as where it needs to be stored.

Answer

As already highlighted, the FuelEU database is the location where the information on the
additional checks needs to be stored. EMSA created a dedicated Module in the FuelEU
Database where the competent authority can store the additional checks report. As a
minimum, the additional checks report should identify the ship, reporting period, company
responsible during the period checked, scope of the check, documents reviewed, checks
performed, findings, amended calculation values, resulting VCB_AC, penalty impact,
notification date, payment deadline and available review/ revision route.”

More specifically, this report contains, on the one hand, the information provided by the ship
and, on the other hand, the recalculated data of the competent authority. The first part focuses
on corrections related to the calculated GHG intensity, resulting Compliance Balance and the
reported values of energy used.

The authority can fill in the following corrected information:

e GHG intensity of the energy used [gC0O2eq/MJ]

¢ Initial Compliance Balance [m tonnes CO2eq]

e Banked Surplus compliance [m tonnes CO2eq]

e Advance compliance surplus incl. aggravation [m tonnes CO2eq]
e Amount of energy used excluding OPS

e Amount of energy from RFNBO

e Number of consecutive years with FuelEU Penalty from CB

In the additional checks report, the values presented by the ship are presented on the left-
hand side, while the corrected values calculated by the authority are presented on the right-
hand side. It is important to note that the competent authority cannot change the initial values



Guidance for Member State enforcement of the FuelEU Maritime Regulation /28

provided for the ship. This means that all values on the left-hand side of the report, including
the value included as the VCB, remain the same.

Figure 6.1 presents a screenshot of this part in the Additional Checks module in the FuelEU
Database.

Figure 6.1 Outline of the correction of GHG intensity, Compliance Balance and Energy in FuelEU
Database
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Based on the recalculation, the authority can impose an additional FuelEU penalty. For this
part, the authority can fill in the following information:

e GHG intensity of the energy used [gCO2eq/MJ]

¢ Verified Compliance Balance [m tonnes CO2eq]

e Additional FuelEU Penalty [€]'?

e Number of consecutive years with FuelEU Penalty from CB

Also here, the additional checks report presents the values presented by the ship on the left-
hand side, while the corrected values calculated by the authority are presented on the right-
hand side. Figure 6.2 presents a screenshot of this part in the Additional Checks module in the
FuelEU Database.

2 This value is calculated through the negative delta (see also Section 6.2.1.) and not through the corrected VCB.
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Figure 6.2 Outline of the additional penalties
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What other information should be reported in the FuelEU Database by the competent
authority?

Based on Article 17(7), actions to be recorded in the FuelEU Database may include: opening
and closing of the additional check, information requests, site visits, additional checks report,
amended calculations, penalty notification, proof/ confirmation of payment, DoC invalidation/
removal, DoC re-issue and communication to the NAB where relevant.

Further guidance
e For more information on the FuelEU database, please refer to Section 7.5 of the Guidance
on the FuelEU Maritime Regulation

6.2.3 What is the workflow for the additional checks report?

Link with FEUM article(s)
e Article 17(3)

Background of the question

As highlighted, Article 17(1) provides the competent authority in the Member State the
opportunity to perform additional checks on the FuelEU and verification reports, as well as the
resulting calculations. The findings of these additional checks need to be reported in the so-
called additional checks report (article 17(3)). Such a report should be uploaded to the FuelEU
database. EMSA will develop a dedicated Module in the FuelEU Database where the
information can be included. As the Regulation itself does not include information on the
procedure, EMSA developed a workflow for creating the additional checks report.
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Answer

The additional checks can be started once the ship has obtained a verified compliance
balance (VCB) from the verifier and a FuelEU DoC has been issued. Two scenarios are
possible: (i) the VCB was positive or zero, and the verifier issued a FuelEU DoC, or (ii) the
VCB was negative, and the Administrating State (AS) issued the FuelEU DoC." In the first
case, the Compliance Balance (CB) report was verified as satisfactory, whereas in the second
case, it was verified as satisfactory but with penalties.

Regardless of the two scenarios, the competent authority in the administering State may
conduct additional checks. When errors are detected, the competent authority needs to create
an additional checks report. A draft for this can be started in the FuelEU Database, as also
mentioned in Section 6.6.2. In this report, the competent authority can add the amended
calculation(s) and data. Based on this information, the competent authority can correct the
VCB. Once the VCB has been corrected, an additional FuelEU penalty can also be given."
This information is included in the report as well. After this, the competent authority can submit
the Additional Check report to the company.

Figure 6.3 schematically presents the steps described above.

Figure 6.3 Steps leading to an additional checks report
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Further guidance
N/A.

3 Please note that the DoC could have been issued by a different administrating State (i.e. the one of whose fleet the ship
was part on 30 June of the reporting year) than the one carrying out the additional checks (i.e. up to two years after the
reporting period). This situation occurs in the case of a transfer of company.

4 As mentioned earlier, in the case of a negative delta in the VCB, an additional penalty can be issued. In case of a positive
delta in the compliance balance, no action is required. There is no possibility of repaying the company for the overpayment
of the penalty.

Draft version of Report to company :Lt?:a_lver:‘,i:n n:(
g additional checks
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Follow-up on additional checks

Once the competent authority has finalised the additional checks report, follow-up measures
can be taken. This section dives deeper into the actions available, the workflow in place and
the actors involved.

If an additional check reveals non-compliance during a period under a previous owner, should
the administering State withdraw the ship's FuelEU DoC, and how should enforcement be
handled to avoid unfairly penalising the new owner?

Link with FEUM article(s)
e Article 17
e Atrticle 23

Background of the question

Under Article 17, the competent authority in an administering State has the power to conduct
additional checks on verified compliance data for up to two years after the initial reporting
period. A complex scenario arises if a ship was transferred during this two-year window. If an
additional check reveals that (one of the) the previous owner(s)’s reporting was inaccurate,
and the ship was actually non-compliant, the validity of the original FuelEU DoC is called into
question.

Because the new owner is not at fault for the historical misreporting of the previous owner, a
conflict arises. Withdrawing the FuelEU DoC could lead to the ship being detained or banned,
which penalises the current owner for the previous owner's errors. This raises the question of
how an administering State should handle enforcement and whether withdrawing the FuelEU
DoC is a proportionate response.

Answer

As stated in Article 17(8), it is legally not possible for an administering State to withdraw a
ship's Document of Compliance if the ship has been transferred to a new owner since the
period subject to the additional check. According to the Article, the provisions for the
withdrawal of a DoC (set out in Article 17(5)) shall not apply to a ship which has been
transferred to a company other than the company that assumed responsibility for its operation
during the period subject to the additional checks.

This means that if a transfer has occurred between the reporting period in question and the
moment of the additional check, the administering State cannot withdraw the current DoC.
This legal safeguard ensures that a new owner is not unfairly penalised for non-compliance
that took place under the previous company’s management. Enforcement in such cases
should focus on the entity that was responsible during the period of non-compliance, rather
than disrupting the operations of the current owner through the withdrawal of their valid
certificate.

How to establish a transfer of a company or a ship?
A transfer should be established primarily from the company-responsibility records in the
FuelEU Database/ THETIS-MRV and, where needed, corroborated by supporting evidence
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such as company notifications, management agreements, ISM company records or other
documents showing responsibility for operation during the relevant period.

Further guidance
e FuelEU Maritime Guidance document Section 7.3 (“Monitoring”) and Section 9.1
(“Preparing a FuelEU report”).

Which actions can follow the additional checks, who needs to follow up and when?

Link with FEUM article(s)

e Article 17(4)

e Article 17(5)

e Article 22 (1)Commission Delegated Regulation (EU) 2025/192

Background of the question

The additional checks done by the competent authority in an administering State can reveal
misstatements, non-conformities or miscalculations. The administering State can follow up on
these. The Regulation touches briefly upon the available possibilities, but does not provide
further details.

Answer

Based on the corrected Verified Compliance Balance, the administering State can impose an
additional penalty. This decision needs to be communicated to the company that is obliged to
pay the penalty. Communication is done through the FuelEU database. The status of the
Additional Check Report in the database is changed to ‘penalties under payment.’

The company needs to pay the penalty to the administering State. Once the amount is
received, the administering State will check whether the payment is correct. If this is the case,
the administering State will declare the Additional Check Report as satisfactory with penalties.
The company is given one month to pay the penalty (Article 17(4)).'®

To ensure that the penalty is indeed paid, the administering State needs to request proof of
payment. Proof of payment may include a transfer confirmation or equivalent payment
evidence uploaded to the FuelEU Database. However, the administering State authority
should only close the penalty-payment step or re-issue the DoC after confirming receipt
through its own accounting/ payment records.”

When payment is overdue, the administering State can invalidate the FuelEU DoC issued.
The earliest this can be done is one month after the status ‘penalties under payment’ has
been declared. If the FuelEU DoC has been declared invalid, the ship no longer complies with
the FuelEU requirements and can be sanctioned according to Article 25 FEUM. If the
company still pays the penalty, the administering State will check and, if in order, will declare
the compliance balance verified as satisfactory, and will issue a new FuelEU DoC.

15 If the company pays the penalty within one month after its issuance, there are no consequences for the FuelEU DoC. This
document remains valid.
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Where the company disagrees with the additional checks report or related FuelEU penalty, it
may request revision/ reassessment by the administering State, where available under the
FuelEU Database workflow and national procedures. This is without prejudice to Article 26
review rights and national judicial review of competent-authority decisions. Based on a
reassessment, the administering State can either revise the additional checks report or leave it
asitis.

Figure 6.4 schematically presents the steps described above.

Figure 6.4 Steps following an additional checks report

AS can invalid DoC one month after
status ‘penalties under payment’

AS is satisfied
with penalty CB report: verified
as satisfactory

Final version of Penalties under Penalties

payment submitted to AS

additional checks
report with penalties

AS is not satisfied
with penalty New DoC issued by AS

Source: EMSA

Besides following up with the company, the administering State should also report the
outcomes of the additional checks to the National Accreditation Body (NAB) of the verifier.
According to Article 22(1) of Commission Delegated Regulation (EU) 2025/192, the competent
authority of the administering State will communicate with the NAB the outcomes of the
additional checks. Especially, results related to the verifier's accreditation and surveillance
and/or where they include any identified issue of data that did not fulfil the requirements under
the FuelEU Maritime Regulation, need to be shared.

Further guidance

e For more information on FuelEU penalties, please refer to Section 12.1 of the Guidance on
the FuelEU Maritime Regulation

e For more information on FuelEU sanctions, please refer to Section 12.2 of the Guidance
on the FuelEU Maritime Regulation

e For more information on the FuelEU DoC, please refer to Section 11.4 of the Guidance on
the FuelEU Maritime Regulation.
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