Unofficial translation T for information use only

Comments on the Bill
General comments
Contents

1. Introduction

2. Background to the Bill

2.1 Environmental studies, including EIA reports and consultations
2.1.1. EIA report for the coast-to-coast project

2.1.2. EIA report for the railway landworks

2.1.3. EIA report for the road landworks

2.2. Processing of the coast-to-coast project by the German authorities

3. Design and alignment of the coast-to-coast project
3.1. Overall description of the coast-to-coast project
3.2. The alignment on Lolland

3.3. Alignment on Fehmarn

3.4. Land reclamation off Lolland

3.5. Land reclamation off Fehmarn

3.6. The temporary project area

4. Design and alignment of the Danish railway landworks
4.1. General description of the railway landworks
4.1.1. Major upgrades

5. Design of the Danish road landworks

6. Environmental conditions

6.1. Implementation report

6.2. Supplementary environmental assessments

6.3. Relationship of the Construction Act to nature and environmental legislation

6.3.1. Nature protection under the Construction Act and regulation of the right of appeal
6.3.2. Right to regulate certain pollutants and nuisances from the construction project
6.3.3. Special information on seabed spoil, etc.

6.3.4. Supervision, enforcement, etc.

7. Traffic-related consequences
8. Traffic during the construction phase
9. Expropriation

10. Organisation and ownership



11. Project finances

11.1. The financing model

11.2. Costs

11.2.1. Construction costs for the coast-to-coast project

11.2.2. Construction costs for the Danish landworks

11.2.3. Costs of operation, maintenance and reinvestments for the coast-to-coast project
11.2.4. Costs of operation, maintenance and reinvestments for the Danish landworks
11.2.5. Rejected solutions

11.3. Revenue

11.3.1. Road traffic and prices

11.3.2. Rail infrastructure payment

11.3.3. EU funding

11.4. Profitability calculations

11.5. Socio-economic assessment of the project

12. Financial and administrative consequences for the State
12.1. Financial consequences for the State

12.2. Administrative consequences for the State

12.3. Financial consequences for the municipalities

12.4. Administrative consequences for the municipalities

13. Financial and administrative consequences for the business community, etc.
14. Administrative consequences for citizens

15. Environmental consequences

15.1. Environmental consequences of the coast-to-coast project

15.2. Environmental consequences of the railway landworks

15.3. Environmental consequences of the road landworks

15.4. Environmental consequences of the construction project in the operating phase
15.4.1. Reduced emissions of CO; as a consequence of the construction project

15.4.2. Noise and vibrations from the construction project

15.4.3. Impact on natural conditions

15.4.4. Impact on cultural heritage

15.4.5. Impact of the coast-to-coast project on watercourse and drainage conditions
15.4.6. Impact of the construction project on recreational conditions

15.4.7. Impact of the railway landworks on the soil, groundwater and surface water
15.5. Environmental consequences of the construction project in the construction phase
15.5.1. Noise, vibrations and dust from the construction project

15.5.2. Waste from the coast-to-coast project

15.5.3. Impact of the construction project on natural conditions

15.5.4. Impact of the construction project on cultural heritage

15.5.5. Groundwater lowering as a consequence of the construction project

15.5.6. Watercourse and drainage conditions as a consequence of the coast-to-coast project
15.5.7. Extraction of seabed spoil from the tunnel trench, etc. as a consequence of the coast-to-coast
project



15.5.8. Impact of the construction project on recreational conditions
15.5.9. Impact of the railway landworks on the soil, groundwater and drinking water

16. Relationship with other legislation

16.1. The Danish Construction Act in connection with the coast-to-coast project

16.2. The Danish Ports Act in connection with the coast-to-coast project

16.3. Health and safety legislation in connection with the coast-to-coast project

16.4. The Danish CCTV Monitoring Act in connection with the fixed link across the Fehmarnbelt
16.4.1. Description of the CCTV monitoring

16.4.2. CCTV monitoring in the construction phase

16.4.3. Description of the automatic registration of number plates

17. Relationship with EU law

17.1. EIA Directive

17.2. SEA Directive

17.3. Habitats Directive and Birds Directive (Natura 2000)
17.4. Water Framework Directive and Marine Strategy Framework Directive
17.5. Waste Framework Directive

17.6. Environmental Crime Directive

17.7. Espoo and Helsinki Conventions

17.8. Procurement Directive

17.9 VAT Directive

17.10. EETS Directive

17.11. Relationship with EU state aid rules

17.12. Relationship with the Aarhus Convention

18. Public authorities and organisations, etc. consulted

19. Summary table

1. Introduction

The Bill is a Construction Act drafted on the basis of the bilateral treaty between the Kingdom of Denmark
and the Federal Republic of Germany on a fixed link across the Fehmarnbelt of 3 September 2008, which
was ratified in Denmark by Act no. 285 of 15 April 2009 on project planning for a fixed link across the
Fehmarnbelt with associated landworks in Denmark.

The Bill entails the Danish Parliament authorising Femern A/S and A/S Femern Landanlaeg to construct
and operate, in pursuance of this Act, an immersed tunnel beneath the Fehmarnbelt with associated
landworks in Denmark, called the ‘construction project' in the Bill.

The main components of the construction project comprise:

1 Establishment of a fixed link across the Fehmarnbelt in the form of an immersed tunnel with directly
connected rail and road sections and other connected project elements in the form of land
reclamation, a tunnel element factory, etc., hereinafter called the 'Fehmarnbelt tunnel’ or the ‘coast-
to-coast project’, cf. section 3 on the design and alignment of the coast-to-coast project.

1 Upgrading of the railway installations from Vordingborg to Masnedg and from Orehoved to south of
Holeby to a dual-track railway, electrification and upgrading of the railway, establishment of a
passenger station at Holeby on Lolland and establishment of a new railway bridge over
Masnedsund and a single-track railway bascule bridge over Guldborgsund, hereinafter called the
'railway landworks', cf. section 4 on the design and alignment of the railway landworks.



1 Implementation of environmental measures on the motorway (Sydmotorvejen) and establishment of
a new bridge over Sydmotorvejen at Lundegardsvej, hereinafter called the 'road landworks', cf.
section 5 on the design of the road landworks.

The coast-to-coast project is being implemented as a four-lane motorway with emergency lanes in both
directions and a dual-track, electrified rail link located in an immersed tunnel (17.6 km); cut-and-cover
tunnels that link the immersed tunnel to the portal buildings (0.2 km and 0.4 km); a portal building at each
tunnel mouth; road and railway ramps in connection with the tunnel; roads and railways on both Danish (5
km) and German (3.5 km) territory that link the tunnel to the existing motorway and railway in both
countries; and facilities for operation and maintenance, including a toll plaza located on the Danish side of
the tunnel. In addition, there will be new reclaimed land off the coasts of both Lolland and Fehmarn.

The upgrading of the Danish railway landworks will comprise enlargement of the sections of railway from
Vordingborg to Masnedg and from Orehoved to south of Holeby to dual track. The sections from Ringsted
to Masnedg and from Orehoved to south of Holeby will be electrified and enlarged so that passenger trains
can travel at up to 200 km/h on the section between Copenhagen and Puttgarden in Germany. However, it
will not be possible to travel at 200 km/h on sections through Neestved, Vordingborg and Nykgbing F. The
new signalling system, operating with ERTMS2, will be established in the sections. Banedanmark's Signal
Programme will establish the new signalling system in the existing installations. A new permanent dual-
track bridge will also be built over Masnedsund east of the existing bridge, plus a single-track bascule
bridge over Guldborgsund south of the existing Kong Frederik 1X's bridge. As it will not be possible to open
the bridges over Masnedsund in the future, a channel will be dredged through Masnedg @stflak, ensuring
that large ships can continue to call at Stege Havn and Vordingborg Sydhavn ports.

Section 6 of the Bill contains an option for construction and operation of the construction project to be
transferred to Banedanmark, the Danish Road Directorate or institutions under the Danish Ministry of the
Environment to a specific extent following a decision by the Minister for Transport.

The State currently owns the existing railway and road landworks, which are administered in practice by
Banedanmark and the Danish Road Directorate. The landworks covered by the Act in Denmark, cf. section
2, will be constructed as enlargement or upgrade of the existing installations. During the construction
phase for the Danish landworks, cf. section 2, the State will continue to be the owner of the existing railway
and road landworks, while the enlargement and upgrade in the form of the Danish landworks covered by
the Act, cf. section 2, will be owned by A/S Femern Landanlaeg during the construction phase. For the
same reason, ownership of the new installations financed by A/S Femern Landanlaeg will be assigned to
A/S Femern Landanlaeg until the end of the construction phase.

After the end of the construction phase, ownership of the railway landworks will be divided, giving A/S
Femern Landanleeg and the State, represented by Banedanmark, shared ownership of the railway
landworks (exchange of properties) based on the parties' contributions, including contribution of existing
railway installations or payment of actual construction costs. However, in all cases, these will be
determined by the Minister for Transport.

Sections 7-17 of the Bill contain special provisions on environmental conditions, including environmental
assessments. The Bill contains provisions that entail derogation from parts of general legislation, including
in particular environmental legislation. The reason for this is partly that certain parts of general legislation
are not well suited to regulating a project of this nature and size, and partly that the project is approved by
law under the process in article 1, paragraph 4, of the the EIA Directive, under which the project must be
adopted in detail without it been necessary to take other measures to give the developer the right to
implement the project. In addition, the Bill contains provisions that set aside rules on the right to appeal and
complain in general legislation to guarantee the necessary progress and robustness of the project.

Section 14 of the Bill provides that the Minister for Transport may, after specific assessment, establish
rules on the pollution and nuisance that may occur as a consequence of the activities associated with the
implementation of the construction project. In such cases, the rules in the Danish Environmental Protection
Act do not apply to the construction project. The Minister for Transport will instead regulate the conditions
in pursuance of the Construction Act. Where construction activities must be carried out in consideration of
the finances and progress of the projects, and these activities also mean that the tolerance threshold under



law concerning relations between neighbours is exceeded to a material extent, regardless of preventive
measures, such as noise insulation, compensation may be paid, cf. the proposed section 15.

The Bill also contains provisions on pipes, cables and roads in sections 18-25. Under section 18, the guest
principle in section 106, subsection 1, of the Danish Public Roads Act and in section 70, subsection 1, of
the Danish Private Shared Roads Act applies to pipe and cable works in or beside road areas and in other
areas in connection with the construction project. In pursuance of sections 19-20, the Minister for Transport
is also authorised to make various decisions concerning the pipes and cables in question. In the absence
of any other agreement, compensation is determined in pursuance of the Danish Act on the procedure in
connection with expropriation of real property. The same part of the Bill contains rules on how the Minister
for Transport may construct new roads and make changes to existing roads of importance to the
construction project. Under section 24 of the Bill, the Minister for Transport may transfer areas, buildings
and installations to another public authority at no charge when they are not necessary for the construction
project. Section 25 of the Bill specifies that the road link belonging to the coast-to-coast project specified in
section 1 is a public road administered under the Danish Public Roads Act and that Femern A/S will be the
road authority for it. Femern A/S may authorise the Danish Road Directorate or another agency established
under the Ministry of Transport to exercise the powers of the company.

Sections 27-36 of the Bill contain rules on access to and control over certain areas. Rules are also
proposed on expropriation and temporary rights to perform studies in outdoor areas. In relation to the initial
works on the coast-to-coast project specified in section 1, the Bill contains some final, specific
expropriation decisions. The interventions authorised by the final, specific expropriation decisions are all
entirely necessary and are time-critical interventions for the project that would otherwise have to be
managed after the Construction Act has been passed, with a significant risk of delay to the construction
process. The other expropriations to be implemented as part of the construction project will follow the
standard procedure.

Femern A/S will own the Fehmarnbelt tunnel and will charge payment for use of the road and railway in the
Fehmarnbelt tunnel. Users will therefore pay to use the tunnel. In the treaty, Denmark has reserved the
right to finance the coast-to-coast project specified in section 1 and the Danish landworks specified in
section 2 with the proceeds from the Fehmarnbelt tunnel. The Act consequently contains provisions of
importance to the operation of the fixed link across the Fehmarnbelt, emergency preparedness,
determination of prices and CCTV monitoring.

The Bill must be seen in connection with the simultaneous Bill amending the Act on Sund og Baelt Holding
A/S, the Act on the planning of a fixed link across the Fehmarnbelt with associated landworks in Denmark
and the Danish Corporation Tax Act (Bill no. L 142).

2. Background to the Bill

With the signing of the governmental agreement between Sweden and Denmark on the establishment of a
fixed link across the @resund on 23 March 1991, Denmark declared itself ready to work to implement a
fixed link across the Fehmarnbelt, provided that financial and environmental preconditions could be met.

In May 1992, the Danish and German Ministers for Transport announced that the two countries intended to
commence studies on a fixed link across the Fehmarnbelt. A large number of studies of environmental
conditions, project costs, financing, socio-economic aspects, dynamic effects, assessment of different
technical solutions, navigational conditions, traffic forecasts, etc. were subsequently carried out. The
studies resulted in Denmark and Germany reaching agreement, on 29 June 2007, on a memorandum of
understanding that an intergovernmental agreement concerning the construction and operation of a fixed
link across the Fehmarnbelt would be signed and ratified as soon as possible.

The agreement was enshrined in the bilateral treaty between the Kingdom of Denmark and the Federal
Republic of Germany on a fixed link across the Fehmarnbelt of 3 September 2008, hereinafter called the
Treaty'.

The Treaty was ratified in Denmark by means of Act no. 285 of 15 April 2009 on the planning of a fixed link



across the Fehmarnbelt with associated landworks in Denmark, hereinafter called the 'Planning Act'. In
Germany, the Treaty was ratified by means of an Act, cf. Federal Law Gazette 2009 Part Il No. 25, issued
in Bonn on 23 July 2009 (Bundesgesetzblatt Jahrgang 2009 Teil Il Nr. 25, ausgegeben zu Bonn am 23. Juli
2009).

Under the Planning Act, Femern A/S was ordered to carry out an equivalent study of an immersed tunnel
and a cable-stayed bridge, for which reason part of the studies implemented focused on both options.

In November 2010, Femern A/S recommended the Minister for Transport that an immersed tunnel should
be the preferred technical solution for a fixed link across the Fehmarnbelt in the subsequent planning work.
The recommendation to choose the immersed tunnel as the preferred technical solution was based on an
overall assessment of the advantages and disadvantages of the solutions for the following six parameters:
1) environment, 2) navigational safety, 3) safety and emergency preparedness, 4) technical risks, 5) time
schedule and 6) finances. On 20 January 2011, a public meeting was held on Lolland, at which no new
arguments for or against the two proposed solutions were presented. Against this background, in February
2011 a political decision was made that an immersed tunnel would be the preferred technical solution. The
final decision will be made with the passing of the present Bill and in connection with the German
authorities' approval of the coast-to-coast project on German territory.

On the basis of a recommendation by Femern A/S to the Minister for Transport, the political parties backing
the project decided, on 1 June 2011, that the production site for tunnel elements would be located near
Redbyhavn in Denmark. Of the possible locations, Rgdbyhavn was assessed as being the most
appropriate as all the technical requirements for a future production site were met, all necessary
environmental data had been collected and the location near the alignment contributed to minimising risks
and maximising opportunities for control.

In the transport agreement of 21 March 2013 on 'A new Storstrgm bridge, Holstebro motorway, etc.'

bet ween the Government (the Danish Soci al Democrat s
Party), the Liberal Party, the Danish People's Party, Liberal Alliance and the Conservative Party, a decision

was made for the Ringsted-Radby section to be upgraded to 200 km/h, and for a new dual-track bridge to

be built over Masnedsund.

A decision was also made in this transport agreement to construct a new combined road and dual-track
railway bridge (including a cycle path and a footpath) over Storstrammen, which will help improve future
capacity in this central rail corridor to the rest of Europe. The Danish Road Directorate is in charge of this
project, which is not subject to this Act.

With legal document 149 of 11 June 2011, funds were allocated for advance acquisitions and detailed
planning of the railway landworks. Detailed planning usually takes place after a construction Act for a
project has been passed. Consequently, with this legal document, the detailed planning has been brought
forward so that the railway landworks can be taken into use when the fixed link across the Fehmarnbelt is
opened.

With a legal document of 13 March 2013, additional funds were allocated for advanced construction
activities to be carried out before the construction Act for the railway installations has been passed. The
legal document initiated the construction of the bridges over the railway on Lolland and Falster, extension
of platform 1 at Vordingborg Station, demolition of the buildings acquired in advance that were poorly
maintained and facade insulation of the homes that will suffer noise pollution above the threshold stipulated
by the Ministry of the Environment. Funds were also allocated for additional advance acquisitions.
Construction of the bridges on Lolland and Falster, which are necessary on account of electrification, is
governed by Act no. 609 of 12 June 2013 on electrification of the railway (the Electrification Act).

2.1 Environmental studies, including EIA reports and consultations
Article 13, paragraph 2, of the Treaty stipulates that the requirements under EU and national law must be

used as the basis for the preparation, construction and operation of the fixed link across the Fehmarnbelt
so that any harmful impact on the environment and nature is prevented and any inevitable impairment, in



particular in relation to the European Natura 2000 network, is dealt with appropriately. This constituted the
basis of the Planning Act.

In connection with the Planning Act, the Minister for Transport was authorised, following negotiation with
the Minister for the Environment, to prepare EIA reports for the construction project, including consultation
and any other necessary environmental assessments of the construction project, cf. section 4 of the
Planning Act.

In accordance with the preparatory works for section 4 of the Planning Act, the Ministry of the Environment,
relevant authorities, companies and municipalities were involved and the EIA reports, etc. were prepared in
compliance with the EIA Directive as assumed when the Planning Act was passed. It was assumed
throughout the process that the project would be prepared, constructed and operated so that any harmful
impact on the environment and nature would be prevented as far as possible, and that any inevitable
significant impairment would be dealt with.

Against this background, EIA reports, etc. were prepared for the coast-to-coast project, the Danish railway
landworks and the Danish road landworks. The task of preparing these EIA reports was assigned to
Femern A/S, Banedanmark and the Danish Road Directorate, respectively.

2.1.1. EIA report for the coast-to-coast project

The EIA process was divided into three phases: 1) ideas phase, 2) supplementary ideas phase and 3)
surveys to be used for the preparation of the EIA report.

In the ideas phase/EIA scoping process, a draft environmental study programme for the coast-to-coast
project was prepared in 2010, a so-called scoping report. The purpose of the scoping report was partly to
establish the framework for the studies of natural and environmental conditions to be carried out in
connection with the planning of the coast-to-coast project, and partly to invite ideas and proposals for what
should be in the EIA report. The scoping report was subject to public consultation in Denmark from 21 June
2010 to 6 September 2010. A consultation report was prepared in which the Danish consultation responses
are commented on. An equivalent process took place in Germany under the rules in force in Germany.

Under international agreements on protection of the marine environment in Danish waters, among other
things, including the Convention on Environmental Impact Assessment in a Transboundary Context (Espoo
Convention) and the Helsinki Convention (HELCOM) on the Protection of the Marine

Environment of the Baltic Sea Area, Denmark is under an obligation to give all countries that are potentially
affected by the project the opportunity to assess its possible impact. Consequently, during the same
period, the draft environmental study programme was subject to consultation with relevant German
authorities and organisations entitled to comment. The countries around the Baltic Sea and Norway were
also consulted in accordance with the Espoo Convention. Accordingly, the authorities in Germany carried
out a similar process under the rules in force in Germany.

The supplementary ideas phase was based on a requirement to integrate the production site and raw
material extraction in the overall EIA report for the coast-to-coast project. The supplementary ideas phase
took place from 3 October to 31 October 2011. A consultation report was prepared in May 2012, in which
the consultation responses are commented on.

An EIA report was prepared on the basis of the environmental studies implemented. In the period 28 June
to 20 September 2013, the Ministry of Transport held a consultation on the EIA report for the coast-to-coast
project. A public consultation meeting was also held. The Ministry of Transport received 42 consultation
responses which are discussed in the consultation report of October 2014. The Danish consultation of the
Baltic States was implemented with the consultation on the Danish EIA report and took place in summer
2013 on the basis of a separate Espoo report that describes the transboundary impact of the coast-to-
coast project. Accordingly, the German authorities carried out a similar process in Germany on the basis of
the plan approval application under the rules in force in Germany.

In the subsequent process, Femern A/S prepared an EIA supplement with associated documentation,



setting out project changes and other adjustments to the EIA report of June 2013. The EIA supplement
was subject to consultation from 28 November 2014 to 5 January 2015. 14 consultation responses were
received. These are discussed in a consultation report.

2.1.2 EIA report for the railway landworks

The EIA process for the railway landworks was divided into two phases: an ideas phase and a study phase
to be used for the preparation of the EIA report.

The Fehmarnbelt Danish railway landworks were subject to ideas phase consultation from 15 September

to 1 November 2009. The ideas phase consultation was implemented by the Danish Transport Authority,

and consultation responses are described in a consultation report published in April 2010. The consultation
report for the ideas phase consultation is avail abl

On the basis of the additional studies and consultation responses from the ideas phase consultation,
Banedanmark published a consultation version of the Environmental Report consisting of three volumes in
which the impact on the environment of the Fehmarnbelt Danish railway landworks project was described
in detail.

The volumes were published on 11 February 2011 and contain general information and a description of the
Ringsted-Holeby section. The material formed the basis of the public consultation which was held from 11
February to 1 May 2011. Six public meetings were held about the project during the consultation period.

The consultation responses received at public meetings and by letter or email to Banedanmark represent a
number of different statements about the project. The consultation responses are reported on, assessed
and commented on by Banedanmark in a consultation report that was published in December 2011 and is
available on Banedanmark's website.

In the Fehmarnbelt Danish railway landworks project, Banedanmark registered a total of 199 consultation
responses from municipalities, citizens, associations, enterprises and other authorities during the
consultation period.

Banedanmark carried out further work on the project, among other things on the basis of proposals and
ideas from the consultation period. Where it was possible, within the legislative, financial and technical
frameworks of the project, to improve the installations in terms of technology or the environment, or to
improve the conditions during the construction work, this was incorporated in the project.

The project was adjusted in a number of respects and the final environmental report for the Fehmarnbelt
Danish railway landworks was published in October 2012 in three volumes. The environmental report can
be viewed on Banedanmark's website.

The EIA studies showed that the environmental consequences of the implementation of the railway
landworks are related in particular to noise, vibrations and natural conditions. Consequently, it is also within
these areas that remedial measures need to be taken in connection with the implementation of the railway
landworks.

After preparation of the EIA report, Banedanmark prepared an EIA supplement with associated
documentation, setting out project changes and other adjustments to the EIA report of October 2012. The
EIA supplement was subject to consultation from 28 November 2014 to 5 January 2015. 5 consultation
responses were received. These are discussed in a consultation report.

2.1.3. EIA report for the road landworks
The EIA report consists of a summary report, an environmental assessment and an area use analysis.

Background material on road, bridge and drainage conditions was also prepared. The Danish Road
Directorate implemented the EIA study in partnership with Guldborgsund Municipality, Lolland Municipality



and the Danish Nature Agency.
The EIA report was presented to the public in spring 2012.

The EIA report and consultation report with a summary of consultation responses from authorities,
associations and citizens, plus minutes of the public meeting can be read on the Danish Road Directorate's
website.

The EIA study was continually coordinated with Femern A/S and Banedanmark with a view to discussing
interfaces and the management of parallel problems. In this connection, the Danish Road Directorate and
Banedanmark discussed the road-related consequences of building a new station south of Holeby. On the
basis of this work, one of the findings was that a bus connection between Rgdby and the new station would
cross the motorway (Sydmotorvejen) at Lundegardsvej. Consequently, it will be necessary to replace the
bridge that takes Lundegardsvej across Sydmotorvejen as it has insufficient load-bearing capacity.

The EIA study showed that opening a fixed link across the Fehmarnbelt, with the consequent changes in
traffic with a greater distribution over the 24-hour period and more heavy goods vehicles, will have an
impact on animal life along the motorway. The necessary environmental measures to prevent this are
described in section 15.3.

2.2. Processing of the coast-to-coast project by the German authorities

The application for German plan approval was submitted to the German authorities in Kiel on 18 October
2013. The actual plan approval process follows. As part of this process, the application material was
published and submitted for consultation in Schleswig-Holstein on 5 May 2014. The consultation was
completed in early July 2014. Femern A/S and the consultation authority in Schleswig-Holstein
implemented a thorough review of the consultation responses received. The independent plan approval
authority in Kiel (LBV Kiel) is the only authority that decides when approval may be granted.

In accordance with the Treaty, the project is subject to independent assessment under the existing German
legislation, which comprises the German plan approval authority's opinion on the construction of an
immersed tunnel on German territory. The plan approval process is by its very nature challenging and
subject to uncertainty, given the scale and transboundary nature of the project.

3. Design and alignment of the coast-to-coast project

3.1. Overall description of the coast-to-coast project

The studies carried out in the planning phase show that an immersed tunnel is the best solution for the
coast-to-coast project, cf. section 1.

The main elements of the coast to-coast project are:

9 A four-lane motorway link with emergency lanes in both directions and a dual-track, electrified rail
link located in a 17.6 km immersed tunnel.

9 Cut-and-cover tunnels located on Danish and German territory that link the immersed tunnel to the

portal buildings (0.2 km and 0.4 km).

A portal building at each tunnel mouth.

Ramps for the road and railway in connection with the tunnel.

Roads and railway on Danish (5 km) and German (3.5 km) territory that link the tunnel to the

existing motorway and railway in both countries.

New reclaimed land off the coasts of Lolland and Fehmarn with associated road installations.

A toll plaza on Danish territory.

Facilities for operation and maintenance, including those for police and customs.

=A =4 =4
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The tunnel design assumptions in terms of safety, etc. have been as follows: passenger trains (200 km/h),
freight trains (140 km/h) and cars (max. 130 km/h).

On Danish territory, one of the consequences of the coast-to-coast project will be changes to the
surrounding road network, including the construction of new local roads and cycle paths, etc., the
installation of a transformer station with up to 32 lightning masts, the establishment of new nature areas
and wildlife crossings and the establishment of rainwater retention basins.

The construction of the motorway and railway will also require some of the local roads on Fehmarn to be
diverted or modified.

3.2. The alignment on Lolland

In connection with determination of the alignment and location of the production plant for the coast-to-coast
project, the most appropriate project corridor was first identified and selected, and then the most
appropriate and precise alignment was identified within the project corridor selected. Subsequently, the
location of the alignment was assessed in connection with the location of the production plant.

On the basis of an environmental sensitivity analysis and plant-related and safety considerations, the
corridor east of Rgdbyhavn Havn was considered to be more appropriate than the corridor west of
Redbyhavn Havn.

The future motorway connects to Sydmotorvejen approximately 5 km north-east of the tunnel mouth and
approximately 300 m south of Lundegardsvej. The part of the existing motorway between the connection
point and Rgdbyhavn, which will thus be relieved of traffic, is connected to the future motorway via a
junction located directly south of the connection point of the future motorway. The junction is designed in
such a way that a direct link is established with through lanes from the E47 motorway to and from
Radbyhavn.

The motorway runs parallel with Ottelundevej under a future flyover that takes traffic from the future
motorway to the existing road link towards Rgdbyhavn, thus ensuring continued access to the ferry routes
from Rgdbyhavn Havn, among other things. The motorway passes west of the farm at Ottelundevej 1, after
which it continues in a curve towards the east and subsequently in a gentle arc towards the west. After
approximately 3 km, traffic passes the toll plaza. Imnmediately after the toll plaza, the motorway and railway
pass under the flyover of the diverted Faergevej. The motorway continues in a gentle arc towards the east
parallel to Gl. Badeve,;.

Throughout this section, the motorway is constructed close to existing ground level. Between the toll plaza
and the tunnel mouth, the motorway passes over an artificial elevation to give drivers a view of the
Fehmarnbelt before they drive down to the tunnel mouth. During the descent, the motorway passes in a
gentle arc towards the east in towards the railway.

At the tunnel mouth, there is a daylight screen, which, over a section of approximately 100 m, makes it
possible for drivers to get used to the changed light conditions inside the tunnel by means of a gradual
reduction of daylight.

Feergevej passes over the motorway and the railway, after which it joins Strandholmsvej. Finlandsvej is
extended and joins Strandholmsvej directly south of the existing railway. Strandholmsvej is interrupted by
the motorway and the toll plaza and joins Humlegardsvej instead to create a connected local road system.

The railway joins the future dual-track railway (Ringsted-Fehmarn railway) approximately 5 km north of the
tunnel portal and approximately 600 m south-west of where Ladhavevej crosses the existing railway. The
alignment then curves towards the east and passes west of Humlegardsvej and east of Strandholmsvej.
The railway also passes east of the future toll plaza and continues past the future transformer station,
which is located between the railway, Strandholmsvej and Faergevej. Immediately after the transformer
station, the railway passes under the Faergevej flyover over the motorway and railway. After the bridge, the
railway continues parallel to Strandholmsvej and passes west of Strandholm farm.



In the first part of the section from the connection to the Ringsted-Fehmarn railway, the railway is on an
embankment. For the first almost 500 m, it is approximately 4 m above ground level, after which it
descends steadily towards the ramp that takes the railway down to the tunnel mouth. The ramp itself that
takes the railway down to the tunnel starts around 300 m south of Strandholm. The ramp is constructed
with a descending gradient towards the tunnel mouth.

The alignment of the tunnel in territorial waters is straight with a slightly westward curve that begins
approximately 4 km before the tunnel portal on the German side immediately off the coast of Fehmarn.

3.3. Alignment on Fehmarn

On the German side, the motorway continues west of the village of Marienleuchte and east of Puttgarden
parallel to the link to the ferry port. The motorway passes under the Marienleuchter Weg flyover after
approximately 1.5 km. Immediately after this are paved areas in which there are facilities for future
redirection of traffic and space for the establishment of rescue areas in the event of an accident in the
tunnel, plus areas for police and customs. The motorway subsequently passes over the existing railway
before descending and joining the enlarged motorway that is upgraded by the German authorities.

On the German side, the ramp, which is around 1,000 m long, has an incline from the tunnel up to ground
level. The railway continues in a straight line and passes under the Marienleuchter Weg flyover
approximately 700 m south of the tunnel mouth. It subsequently runs briefly parallel to the diverted
Marienleuchter Weg, after which it passes east of the future German authority buildings and continues in a
straight line for approximately 1,500 m, ending in a gentle arc towards the east in the last part of the
section before joining the existing railway with a slight incline.

The total distance from the tunnel mouth to the connection to the existing railway between Libeck and
Puttgarden is approximately 2.8 km.

3.4. Land reclamation off Lolland

As part of the coast-to-coast project, new reclaimed land will be created off Lolland and Fehmarn. The
areas are designed as peninsulas demarcated by stonework/coastal edging and are created by filling with
seabed sediment from the excavation of the tunnel trench, the work harbour and its access channel.
Reference is made to schedule 2 to the Act for an illustration of the location and design of the reclaimed
land off Lolland.

The new reclaimed land off Lolland is located on each side of the ferry port at Radbyhavn and extends
approximately 3.5 km towards the west and approximately 3.7 km towards the east. The peninsulas project
approximately 500 m out into the Fehmarnbelt, and the average width of the entire area is approximately
430 m.

The total area comprises approximately 330 ha. The area of the reclaimed land is calculated as
requisitioned seabed sites. The area includes water areas within the reclaimed land.

A number of different landscape elements will be included in the new reclaimed land, including beaches,
lagoons, new beach areas, meadows and a coastal cliff.

The area to the west is planned to be a slightly undulating landscape similar to the existing overgrown
coastal dunes west of Rgdbyhavn. The height in the area varies, with individual peaks close to the western
beach and the lagoon beach with a height of up to 7 m. High areas are avoided in the areas off the port, off
Lalandia and up to the existing dike.

The area to the east is also an undulating landscape, but softer than the area to the west. The coastal cliff
furthest east rises gradually from the existing dike and out towards the Fehmarnbelt.

Lolland will have two new sandy beaches as part of the new reclaimed land west of Rgdbyhavn. One in the



western part of the reclaimed land and one in a semicircular lagoon out towards the sea. An inner lagoon
will be created around the existing sandy beach at Rgdbyhavn that can be used for recreational purposes
and for paddling.

The Western beach will be established early in the construction phase. The inner lagoon with the paddling
beach and lagoon beach is expected to be opened to the public when the construction phase has been
completed.

The new reclaimed land off Lolland will be used partly for the new nature areas that will be established.
West of Rgdbyhavn Havn, there will be a nature area with a salt meadow/grassland and ponds. East of
Radbyhavn Havn, there will be a nature area with wetland, grazing areas and grassland. The area to the
east will be finished off with a cliff of moraine clay approximately 7 m high, where erosion is permitted to
release sand onto the stretch east of the reclaimed land.

In addition, the new Strandholm Sg lake, 8.2 ha in area, with an additional 8.2 ha open meadow, will be
established to replace the old Strandholm Sg.

3.5. Land reclamation off Fehmarn

On Fehmarn, the new reclaimed land will extend approximately 400 m along the existing coast from the
ferry port to the east and up to approximately 500 m off the existing coast. The reclaimed land will provide
space for a new beach close to Marienleuchte. To protect the new reclaimed land from the impact of the
sea, stonework/coastal edging will be implemented on the northern side. The new reclaimed land can be
created with grazing areas.

3.6. The temporary project area

The temporary project area comprises all areas used for temporary facilities, installations, etc. used for the
coast-to-coast project. The production plant will be sited partly on land and partly beyond the existing
coastline. The main components of the production area are the tunnel element factory, work harbour,
storage depots and camp.

The storage depots will be used for temporary location of some of the excavated seabed sediment and
smaller piles of top soil removed from the dike. Excavated seabed sediment will act as a temporary coastal
defence dike to protect the area behind. The storage depots will have a noise reduction effect and will be
used for temporary storage of the excavated seabed spoil before it is ultimately used in the coast-to-coast
project, for example to fill the work harbour.

The production area is dimensioned to to contain a production plant for both standard and special elements
for the immersed tunnel. Production of the standard elements is planned on a number of identical
production lines, while special elements can be produced on a separate production line.

In connection with the establishment of the production plant, the following temporary buildings and
installations will be built, among others, which will be removed after the end of the construction phase:

Office buildings.

Car parks.

Personnel facilities.

Buildings for prefabrication of reinforcement.

Buildings in which the concrete elements are cast.

Concrete mixing plant.

Cement silos.

Warehouses.

Storage of aggregate for concrete production.

Electricity supply from existing transformer station in Radbyhavn.
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In front of the casting buildings, shallow and deep launching docks will be built from which there will be
access to the Fehmarnbelt via sluice gates and access channels. Piers will be built in front of the launching
docks to protect the work harbour and the docks against waves. An approx. 1,000 m long quay will be built
at the work harbour for the ships delivering building materials, and the vessels used for the marine
operations.

The special elements might not be produced at the Ragdbyhavn production plant. If not, the up to 10 special
elements will probably be taken by sea to the production area at Radbyhavn, where the finishing touches
can be carried out before they are towed out to the tunnel trench.

It is possible, if the special elements are produced as combined steel/concrete elements, that the steel
skeleton alone could be sailed to the production area at Ragdbyhavn, where it could be filled with concrete
before being towed out to the tunnel trench. The special elements have dimensions that make it possible
for them to be produced in an existing dry or floating dock.

Two temporary work harbours are planned, one at Rgdbyhavn and one at Puttgarden. The work harbour at
Redbyhavn is part of the production area with the tunnel element factory. The bulk of the building materials
will be delivered by sea. The plan is to remove the work harbours when the construction work has been
completed. The work harbour on Lolland will be filled, and the area will then form part of the planned new
reclaimed land. The work harbour on Fehmarn will be established in an area where there is no need for
dredging and subsequent backfilling.

During the construction phase, there will be a need to construct and upgrade a total of approximately 5 km
of paved road with an associated dual path to the tunnel element factory, temporary accommodation
facilities and the construction site for the portal and ramps.

Other temporary roads and paths will also be established as part of the implementation of the project. The
most important of these are described below:

Feergevej will be rerouted and will be rebuilt (on the new route) after the Construction Act has been
passed. The new route passes in an arc between Gl. Badevej and Strandholmsvej, south of Faergevej. The
temporary rerouting will be removed when the new Feergevej with a flyover over the future railway and
motorway has been completed. The Gl. Badevej/Finlandsvej/Feergevej junction will also be rebuilt slightly
when the new route is established. A 'leg’ will be extended to frame the new route.

An access road has been established to the campsite from Faergevej, which has been moved east of
Strandholm in relation to the existing access road to the farm. The access road to Strandholm from
@stersgve] has been moved to the west. The roads will be removed after the construction phase has been
finished.

A temporary path will be established along the resited main channel. The path provides a direct route from
the camp to the entrance to the production area.

A dual path will be established from Faergevej east/access to the production area and east of the
production area to the dike to maintain the regional path connection. The path will be removed when the
coastal dike has been re-established, and the regional path connection can therefore be resumed along
the dike. An access road to the work harbour will also be established.

4. Design and alignment of the Danish railway landworks

4.1 General description of the railway landworks

The entire section between Ringsted and Masnedg and between Orehoved and south of Holeby will be
electrified and upgraded to allow passenger trains to travel at up to 200 km/h. This entails the straightening

of a number of curves on the existing railway, the most extensive of which is a rerouting of the railway in a
4.4 km section north of Glumsg. The new ERTMS2 signal system will be installed in phases along the



entire section, coordinated with upgrading and widening of the railway landworks. This will mean that the
railway will need a new traction power system, and approximately 7 m high masts will be erected on both
sides of the railway roughly every 60 m. Distribution stations will be installed at certain locations to supply
electricity to the system.

The widening comprises the establishment of an extra track with associated installations in the railway
sections between Vordingborg and Masnedg and between Orehoved and south of Holeby. There will then
be a dual track in the section between Ringsted and south of Holeby when a new Storstragm bridge is built.

A new permanent dual-track bridge will be built over Masnedsund east of the existing bridge, plus a single-
track bascule bridge over Guldborgsund south of and parallel to the existing Kong Frederik IX's bridge. As
it will not be possible to open the bridges over Masnedsund in the future, a channel (5 m deep and
approximately 1,300 m long) will be dredged through Masnedg dstflak, ensuring that large ships can
continue to call at Stege Havn and Vordingborg Sydhavn ports.

New passing tracks will be built between Ringsted and Glumsg, at Orehoved and at Holeby. A passing
track and two platforms will be built at Ladhavevej, south of Holeby. A platform bridge with stairs and a lift
will be built, and shelters and cycle parking will be installed. An access road and a car park for buses and
cars will be built.

The crossing at Eskilstrup on Falster will be closed and the road on either side closed permanently to traffic
crossing the line. A new road bridge will be built over the railway south of the existing crossing, and a new
road will be built from Eskilstrup Vestergade/Klgvermarksgade to Sgndergade/Eskilstrup Nygade.

In the section between Ringsted and south of Holeby, a large number of road and railway bridges will be
demolished and rebuilt/converted. As part of the process of bringing forward a number of construction
activities, the conversion of 18 road bridges on Falster and Lolland has been started under Act no. 609 of
12 June 2013 on electrification of the railway (the Electrification Act).

4.1.1. Major upgrades

The speed upgrade of the line will start at the exit from Ringsted Station, and will follow the existing line in
principle. Because of the speed upgrade to 200 km/h, a number of curves will have to be straightened by
moving the tracks to the side. Curves will be straightened at the following locations, with the track being
moved more than 0.2 m and thus requiring rebuilding in terms of railway engineering:

Tyvelsevej: Lateral movement to the east of up to 1 m over an approximately 100 m section.
North of Glumsg: Lateral movement to the west of up to 220 m over a section of 4.5 km.

South of Glumsg: Lateral movement to the east up to 25 m over a section of approximately 1 km.
At Herlufmagle: At the northern end of Herlufmagle, the track will be moved up to 2 m west over a
section of approximately 600 m.

1 North of Neestved: Straightening of three curves by moving them laterally 2-5 m to the east and
west, depending on curve direction.

South of Lov: Lateral movement to the west up to 1 m over a section of approximately 300 m.
Ring: Lateral movement up to 25 m to the east over a section of approximately 1.1 km.
Eskilstrup: Straightening of S curve to the west and east, up to approximately 20 m, through and
south of Eskilstrup over a total section of approximately 1.8 km.
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4.1.1.1. An additional track

A new track will be built from south of Vordingborg Station to Masnedg. The track will be built on the
eastern side of the existing track and cross Masnedsund on a new dual-track bridge built east of the
existing bascule bridge. The new track will stop at station 120.6, where there is an interface with the
construction of the new Storstram Bridge. The track on the existing bascule bridge will be taken up and the
bascule mechanism neutralised.



A new track will be built from Orehoved, station 200.55, corresponding to the southern interface with the
project for the construction of a new Storstrgm Bridge, to south of Holeby, at project station 253.3, where
the coast-to-coast project starts. A new track west of the existing one will be laid from Orehoved to just
south of Ngrre Alslev. A new track on the rest of the section to Holeby will be laid east and south-east of
the existing one.

4.1.1.2. New passing track for freight trains

A new passing track for minimum 1,000 m long freight trains will be laid between Ringsted and Glumsg,
from Bolhave Skov in the north to Mgllebaekken at Glumsg in the south. The passing track is located in the
straightened curve north of Glumsg. This solution assumes that, in connection with a decision on a grade
interchange either east or west of Ringsted Station, a decision is made to add a passing track. Otherwise,
two passing tracks will be built at Mallebaekken. Another passing track will be built at Orehoved for
minimum 1,000 m long freight trains. That will mean that the railway bridge over Gabense Strandvej will
have to be widened. Two new passing tracks will be built at Ladhavevej, south of Holeby, one on each side
of the main tracks, for minimum 1,000 m long freight trains.

4.1.1.3. Stations

The tracks at stations will be electrified. The platforms at Glumsg Station will be moved because of curve
straightening to allow through trains to pass the station at 200 km/h. The platforms will be widened
approximately 200 m to the south, and the footbridge with lifts and shelters, etc. will be moved to the south,
while the station building with its facilities will not be moved.

At Lundby Station, there will be minor track conversion involving minor changes to the platforms.

At Vordingborg Station, the platform bridge over tracks 1 and 2 is too low for a traction power system to be
installed and it will therefore be demolished. A new platform bridge will be built with lifts south of the station
building with access from the station front to all platforms and to Kuskevej on the other side of the station.
The track at the southern end of the station will be straightened to build a dual-track section over
Masnedsund to Masnedg. The old harbour track in Vordingborg will be completely removed. Only track
that prevents widening to dual track will be removed.

At Ngrre Alslev Station, the western platform will be moved to the south, and both platforms will be
extended and raised. A new footbridge with stairs and lifts is to be built between the two platforms over the
tracks.

At Eskilstrup Station, the platforms will be extended and raised. The stairs to the platform tunnel on the
western platform will be closed but the ramp from Kirkevej will be retained so that it remains easy to cross
the line with bicycles, prams, etc. and for the disabled. A footbridge with stairs and lifts will be built just
north of the platform tunnel. New cycle parking will be added close to the footbridge on the eastern side.

A passenger station with two passing tracks for minimum 1000 m long freight trains and two platforms will
be built at Ladhavevej, south of Holeby. A platform bridge with stairs and a lift will be built, and shelters and
cycle parking will be installed. An access road and a car park for buses and cars will be built.

Track access to a service area will be built south of Ladhavevej for maintenance, etc. of the fixed link
across the Fehmarnbelt.

4.1.1.4. Impact on bridges and roads

The installation of a traction power system in the entire rail section will mean that a large number of road

bridges across the railway that are not high enough must be replaced. The conversion of road bridges is
subject to Act no. 609 of 12 June 2013 on electrification of the railway, and not the present Act. A number



of railway bridges will also be widened to make space for an additional track or as a consequence of track
straightening.

The bridges will be converted so that it will be possible for the same traffic to pass over or under the bridge
with the same functionality afterwards.

Co-financing agreements on a number of bridges have been made with Naestved Municipality, Vordingborg
Municipality, Guldborgssund Municipality and Lolland Municipality.

4.1.1.5. Bridges over Masnedsund and Guldborgsund

A new permanent dual-track bridge will be built over Masnedsund east of the existing bridge. The existing
bridge will be locked and the track removed. The bridge will have the same clearance beneath it and the
same pier and deck width as the existing bridge.

When Masnedsund bridge is locked and a new dual-track railway bridge is built instead, the majority of the
current shipping passing through Masnedsund will no longer be able to pass the bridge. This means that it
is necessary to create a new channel in Masnedg Jstflak between Kalve Strgm and Faergestregm to
continue to make it possible for shipping traffic to call at Stege Havn and Vordingborg Sydhavn. The
channel will have a width of 45 m, a depth of 5 m and a length of approximately 1,300 m. In
Feergestrammen, the channel will be designed to take account of the manoeuvrability of large ships.
Navigation marks will be installed onshore. The channel will be transferred to Vordingborg Municipality
when it is taken into use.

A new railway bascule bridge will be built over Guldborgsund south of and parallel to Kong Frederik IX's
Bridge. The bridge will have the same clearance beneath it and the same pier and deck width as the
existing bridge. The bascule bridges for the road, existing track and new track will open and close
synchronously. On account of the future increase in rail traffic, it will only be possible to stop trains for 10
minutes every two hours to allow the bridge to be opened for navigation.

5. Design of the Danish road landworks

To be able to establish a bus route between Rgdby and the new station south of Holeby, it will be
necessary to replace the bridge that takes Lundegardsvej over the Sydmotorvejen motorway as it has
insufficient load-bearing capacity. The new overpass will be an open 3-span bridge with space for an
emergency lane and full-width hard shoulders beneath the bridge. At the same time, the cross-section of
the bridge will be upgraded so that in the future there will be a 7 m carriageway with a 2 m pavement on
each side. The bridge is expected to be built while the motorway is in operation, and Lundegardsvej will be
closed throughout the construction period.

Opening a fixed link across the Fehmarnbelt, with the consequent changes in traffic with a greater
distribution over the 24-hour period and more heavy goods vehicles, will have an impact on animal life
along the motorway. To limit and prevent this impact, a number of environmental measures will be taken
on the Sydmotorvejen motorway between Sakskgbing and Rgdby.

These measures include establishing hop-over planting for bats, a passage beneath the motorway at
Sakskgbing A and a new pond, cleaning up existing ponds and erecting amphibian fences. See the
detailed description of the environmental measures in section 15.3 on environmental consequences.
The Danish Road Directorate assesses that the environmental measures can be implemented at no
inconvenience to traffic on the Sydmotorvejen motorway.

6. Environmental conditions

6.1. Implementation report



The construction project must be implemented in pursuance of the provisions in the Bill and within the
framework of the environmental assessments performed, cf. section 7. As the description in the Bill has to
be general, including because of the scope of the construction project, an implementation report has been
prepared in addition to the comments on the Bill, the project description in the EIA reports and the
subsequent EIA supplements. The implementation report contains a summary description of the project
adopted by the Danish Parliament, including overall consideration of the most important alternative
solutions presented in the EIA reports, cf. sections 1 and 2.

The implementation report also reports on whether nature protection and preventive measures will be
performed in terms of the relevant natural interests affected by the construction project, including with
regard to protected species and habitat types, plus Natura 2000 sites, cf. section 11 of the Act. The
purpose is to ensure efficient, targeted implementation of these preventive measures given that parts of the
general environmental legislation do not apply to the construction project.

The implementation report contains in-depth instructions on how the construction project that the Danish
Parliament endorses will be implemented in practice. Femern A/S and A/S Femern Landanlaeg are thus
obliged to implement the construction project in pursuance of the Act and the implementation report.

However, there may and will, of course, be changes to the implementation report's content after the Act
has been passed. For example, other preventive measures than those described could be identified as a
result of additional field studies of the relevant areas and implementation of the project. Such changes may
replace those described in the EIA report and the implementation report. If a change is involved that may
be to the detriment of the environment (section 8), or that may have a significant impact on a Natura 2000
site (section 9), the change or expansion requires the Danish Transport Authority's prior permission under
sections 8 and 9 of the BiIll, cf. section 6.2 of the general comments below.

6.2. Supplementary environmental assessments

When the Danish Parliament passes the construction project in detail, Femern A/S and A/S Femern
Landanlaeg will be authorised, at the same time, to implement the construction project in pursuance of
sections 1 and 2 of the Bill and schedules 1-4 to the Act, the project description in sections 3-5 of the Bill
and the implementation report that applies to the performance of the work. The construction project may
subsequently be implemented on the basis of the Construction Act as the Act derogates from a number of
the provisions in the general nature and environmental legislation which contain direct bans on changes in
the state of or the establishment of permanent physical installations, or make requirements for prior
permission or approval, etc. before such installations may be established, cf. section 12 of the Bill.

The environmental impact of the construction project is described and assessed in the environmental
studies of the project, i.e. in the EIA reports with their supplements, and the assessment of the impact of
the construction project on Natura 2000 sites, as described in sections 2 and 15 of the general comments
below.

The construction project must be implemented within the frameworks of these assessments of the project's
impact on the environment, cf. the provisions in section 7. The developer (Femern A/S and A/S Femern
Landanleeg) is thus under an obligation to ensure that the environmental impact of the construction project,
including its impact on Natura 2000 sites, is kept within the limits of the assessments carried out in the
above environmental studies of the project, and that the construction project is implemented in accordance
with the instructions that proceed from the implementation report. The Minister for Transport supervises
this.

The fixed link across the Fehmarnbelt with associated landworks in Denmark is a construction project of
great size and complexity. Notwithstanding the extensive, thorough planning of the construction carried out
prior to the Danish Parliament's reading of the Bill, it is inevitable that, after the commencement of the
Construction Act, there may be a need to perform certain adjustments or adaptations to the project
adopted.



During the construction phase, it may be necessary to change or extend the construction project, for
example as a consequence of technical complications, new knowledge or other conditions that were not
anticipated during the planning of the construction, including in the implementation report, and may, in
terms of environmental impact, lie outside the framework of the environmental assessments in the EIA
reports and supplements on the basis of which the Construction Act was passed.

In this connection, it is also necessary to bear in mind that the transboundary nature of the construction
project may necessitate project changes, etc. The German plan approval process may lead to the German
authorities considering, during their continued processing of the project, that there is a need to make
adjustments that have a knock-on effect on the Danish part of the construction project.

The invitation for tenders for the fixed link project is based on a design and build model, meaning that the
bidding contractors must propose the optimum solution, in terms of technology and costs, in compliance
with the requirements made by the developer. This ensures that the contractor's expertise is incorporated
in the construction project. It cannot be ruled out that this incorporation will result in preferred technical
solutions or working processes that lie outside the framework of the environmental assessments carried
out, including also in relation to the schedule of the construction project.

Sections 7-9 of the Bill (environmental assessments) set a clear, legal framework for the environmental
regulatory processing of changes or extensions to the construction project. The rules apply only during the
construction phase until the entire construction project has been completed. Subsequently, the
construction and any need to make changes or extensions to the construction will be subject to the general
rules in nature and environmental legislation.

It is not expected that it will be necessary to make very extensive changes or extensions to the
construction project as it is described in sections 3-5 of the Bill and the implementation report that applies
to the performance of the project. However, conversely, it may be necessary to make some changes, for
example extension of the construction period, which may affect the environmental assessments and
therefore need to be managed by implementing a project change procedure in pursuance of sections 8 and
9 of the Bill. In the event of project changes, etc., the Minister for Transport will assess whether, contrary to
expectation, the situation is outside the authority given in sections 1 and 2 of the Construction Act and
therefore requires amendment of the Construction Act.

The rules proposed in sections 7-9 solely concern the regulation of any project changes, etc. under
environmental law and bear no significance for the delegation relationship between the Minister for
Transport and Femern A/S and A/S Femern Landanlaeg, Banedanmark and the Danish Road Directorate in
respect of developer tasks.

Section 8, subsections 1 and 2, and section 9, subsections 1 and 2, of the Bill lay down the general
framework for the environmental processing of any project changes, etc. The general consequence of
these rules is that project changes, etc. that may harm the environment and/or, in themselves, or in
connection with other plans and projects, may have a significant impact on a Natura 2000 site, may not be
started without the permission of the Danish Transport Authority, if necessary following supplementary
environmental assessments, cf. below.

It is intended for these provisions to be supplemented by specific rules on case processing that will be
determined by the Minister for Transport after negotiation with the Minister for the Environment in
accordance with the authorisations in section 8, subsection 3, and section 9, subsection 3, of the Bill. In
pursuance of section 8, subsection 3, and section 9, subsection 3, rules may be determined for Femern
A/S' and A/S Femern Landanlaeg's notification of the Danish Transport Authority (EIA authority) of changes
or extensions to the construction project, implementation of screening and any supplementary
environmental and/or habitat impact assessment, including for consultation of the general public and
authorities, determination of conditions for permission and publication of decisions and of environmental
assessments.

The rules will be required to ensure that any project changes, etc. are implemented in compliance with the
requirements in the EIA Directive and the Natura 2000 Directives (habitat and bird protection) and will, in
respect of processing of changes and extensions to the construction project, replace the general rules on



this in Danish law that implement the Directives mentioned, cf. section 8, subsection 4, and section 9,
subsection 4, of the Bill.

Sections 8 and 9 of the Bill thus establish a permission scheme (a requirement for prior permission) for the
project changes, etc. in question. Article 2, paragraph 1, of the EIA Directive states that, among other
things, changes or extensions to projects that have already been approved must be subject to a
requirement for development consent when they may be harmful to the environment. In respect of the
Natura 2000 rules, the substantive protection rule in article 6, paragraph 3, of the Habitats Directive states
that the competent authorities must refuse permission for project changes, etc. that may damage a Natura
2000 site (the designation basis) unless the conditions in article 6, paragraph 4, of the Directive for
derogating from protection of a Natura 2000 site are met.

Conditions may be set for permission under section 1, subsection 1, and section 9, subsection 1, of the Bill,
and detailed rules on this will be laid down in pursuance of section 8, subsection 3, and section 9,
subsection 3. This will concern conditions to the effect that the developer must implement specific
measures with a view to avoiding, reducing or neutralising the harmful impact on the environment that may
be outlined in the supplementary environmental impact assessment, when such an assessment has been
produced. It must also be possible to set conditions that take into account the considerations under the
rules in nature and environmental legislation that are derogated from in section 12 of the Bill, as a project
change, etc. in pursuance of section 12 may be implemented without permission, approval or exemption
under this legislation that would otherwise be required. Consequently, it will also be possible to set
conditions on, for example, preventive measures in relation to nature in cases in which permission is
granted for the change, etc. without a supplementary EIA or habitat impact assessment having been
carried out because the screening concluded that there was no obligation to carry out an EIA or no
significant impact on a Natura 2000 site.

It is proposed that the Danish Transport Authority be granted competence to process and decide on
guestions relating to permission for project changes, etc. that may harm the environment, including
decisions on whether to implement supplementary environmental assessments, etc. The provisions in this
respect implement the new provision in article 9 a of the EIA Directive, which was introduced in Directive
2014/52/EU. Article 9 a, paragraph 1, states that "Member States shall ensure that the competent authority
or authorities (EIA authorities) perform the duties arising from this Directive in an objective manner and do
not find themselves in a situation giving rise to a conflict of interest". Article 9 a, paragraph 2, states that
"Where the competent authority is also the developer, Member States shall at least implement, within their
organisation of administrative competences, an appropriate separation between conflicting functions when
performing the duties arising from this Directive".

It is proposed that the Danish Transport Authority also be granted the competence to process project
changes, etc. of which it has been notified in relation to the Natura 2000 rules, cf. section 9, subsections 1
and 2, of the Bill and the authorisation contained in section 9, subsection 3, to set rules on a coordinated
and/or joint procedure for the supplementary EIA and habitat impact assessment when a change, etc.
triggers requirements for assessments under both the EIA and Natura 2000 rules. These rules will
implement parts of article 2, paragraph 3, of the EIA Directive, as amended by Directive 2014/52/EU.
Article 2, paragraph 3, of the EIA Directive states, among other things, that, in the case of projects for
which the obligation to carry out assessments of the effects on the environment arises simultaneously from
the EIA Directive and the Habitats Directive, Member States shall, where appropriate, ensure that
coordinated and/or joint procedures fulfilling the requirements of both sets of EU rules are provided for.

There may be cases in which any changes or extensions to the construction project trigger requirements
for supplementary impact assessment under both section 8 (EIA) and section 9 (Natura 2000). For
administrative reasons as well, it must be considered appropriate for the competence to perform the
environmental assessments under both the EIA and habitat rules to be assigned to the same authority. In
this respect, reference is made to section 46 of the Bill and the comments on this section.

Project changes, etc. that will definitely not harm the environment may be implemented without notification
under sections 8 and 9. Femern A/S or A/S Femern Landanleeg must notify the Danish Transport Authority
of other project changes. The Danish Transport Authority assesses whether the environmental impact of
the project change, etc. of which it has been notified falls within the framework of the previous



assessments of the construction project's impact on the environment, cf. section 7, and is in accordance
with the implementation report. If it is, the Danish Transport Authority gives notification that the project
change may be implemented without further case processing under the rules in sections 8 and 9. If this is
not the case, the Danish Transport Authority must assess, by means of a provisional screening, whether
supplementary EIA is required and/or a habitat impact assessment should be carried out. If it is necessary
to prepare supplementary assessments, these procedures are implemented under the provisions in section
8, subsection 2, or section 9, subsection 2, and the rules laid down in pursuance of section 8, subsection 3,
and section 9, subsection 3.

If a project change, etc. that is permitted under the rules in sections 8 and 9 also requires consent under
other rules which require corresponding impact assessments, any supplementary EIA and/or habitat
impact assessment of the change, etc. produced under sections 8 and 9 will also be able to form the basis
for the regulatory processing under the other rules.

Provisions are also proposed to the effect that the decisions by the Danish Transport Authority cannot be
appealed against to another administrative authority, cf. section 8, subsection 5, and section 9, subsection
6, of the Bill, as appeal cases may involve considerable risks and uncertainties for the construction project
in the form of delay and increase in costs. The decisions may be brought before the courts, cf. section 47
of the Bill.

To obtain clarity about which environmental assessment procedures are to be followed in the case of
project changes, etc., it is finally proposed that the Construction Act explicitly state that project changes,
etc. do not trigger requirements for assessments under the Danish Act on environmental assessment of
plans and programmes (Danish Environmental Assessment Act), cf. section 10 of the Bill.

6.3. Relationship of the Construction Act to nature and environmental legislation
6.3.1. Nature protection under the Construction Act and regulation of the right of appeal

As section 17.1 below states, the construction project must be adopted in detail, which means, among
other things, that the Construction Act must constitute the requisite legal basis for the developer to perform
the physical works and interventions that are required to implement the project. The authorisation for
Femern A/S and A/S Femern Landanlaeg to implement the construction project specified in sections 1 and
2 therefore means that the companies may perform the physical interventions in nature and in the
landscape that are necessary to implement the project, including making changes to the state of areas,
establishing permanent structures and installations and implementing preventive measures in relation to
flora and fauna. These interventions are performed in accordance with the provisions of the Construction
Act,and the implementation report and within the framework of the environmental studies carried out.

The interventions that Femern A/S and A/S Femern Landanlaeg are authorised to perform on the basis of
the Construction Act may normally, under the general rules in nature and environmental legislation, require
prior permission, approval and exemption, or the nature and environmental legislation may contain
provisions that would prevent the implementation of the construction project. However, the intention, as is
the normal practice in connection with construction acts, is to provide for the interventions to be performed
without prior permission, approval or exemption, and without consideration for such bans and restrictions.

To create clarity about the fact that the Construction Act therefore constitutes the requisite legal basis for
the physical area interventions, construction of permanent installations, etc. and for implementation of
preventive measures under section 11, it is proposed in section 12 that a number of specific provisions and
permission requirements in the Danish Planning Act, the Danish Nature Protection Act, including the
Danish Executive Order on protection of species, the Danish Forests Act, the Danish Museums Act, the
Danish Raw Materials Act, the Danish Agriculture Act and the Danish Coastal Protection Act be derogated
from with the Construction Act.

The consequence of derogation from other legislation is not that the considerations in relation to planning,
cultural history and nature and the environment on which the provisions in question are based are not
taken into account in the construction project. The considerations in question are taken into account



instead by Femern A/S and A/S Femern Landanleeg in the construction project under the rules in the
Construction Act. The construction project must be implemented under the provisions of the Construction
Act, and in accordance with the comments on the Bill and the implementation report. The implementation
report for the construction project and other documents describe how the works involved will be performed
so that the considerations taken into account by the above rules are also taken into account in connection
with the implementation of the construction project.

The construction project must also be implemented within the frameworks of these assessments of the
project's impact on the environment, cf. section 6 of the general comments and the comments on section 7
of the Bill. The impact as a consequence of the effects on nature, the environment and the landscape of
the physical works and interventions that the Construction Act entails is described in detail and assessed in
the environmental studies on the project, including in the EIA report and the assessment of the project's
impact on Natura 2000 sites.

It is noted in particular in relation to nature protection that the EIA report and the implementation report will
also describe a number of specific preventive measures that are implemented to the necessary extent to
protect nature areas and birds and other animal species, including their resting and breeding areas.

Against this background, it is proposed in section 11 that Femern A/S and A/S Femern Landanlaeg take
preventive measures in relation to breeding and resting areas for species covered by schedule 3 to the
Danish Nature Protection Act as a consequence of the construction project. They should also take
preventive measures to prevent birds or species covered by schedule 3 to the Danish Nature Protection
Act being disturbed with a harmful impact on the species or population and in relation to birds' eggs and
nests. The companies should finally take preventive measures in relation to nature protection in other
respects. In this respect, reference is made to section 15.5.3 of the general comments below.

On the basis of the environmental assessments carried out, the assumed preventive measures and the
establishment of replacement biotopes, etc. assumed in the implementation report, it is assessed that the
construction project may be implemented within the frameworks of article 6, paragraph 3, of the Habitats
Directive, sections 29 a and 30 of the Danish Nature Protection Act, including the Danish Executive Order
on protection of species, and section 6 a, subsections 1 and 2, and section 7 of the Danish Hunting and
Game Administration Act, which implements the species protection in article 5 of the EU Birds Directive
and article 12 of the Habitats Directive. Reference is made to the proposal for section 11 and the
comments on this section.

As stated earlier, Femern A/S and A/S Femern Landanlaeg are responsible, in connection with the
performance of the construction project, for ensuring that the performance is in accordance with the
Construction Act and the frameworks for the project specified by the environmental assessments and the
guidelines that proceed from the implementation report. The Minister for Transport supervises this. The
Minister for Transport may, in accordance with the proposed provision in section 3, subsection 3, give
Femern A/S and A/S Femern Landanlaeg general and specific instructions on matters of material
importance to the performance of their activities.

Other nature and environmental legislation continues to apply to the construction project to the extent to
which these Acts and provisions are not explicitly derogated from in the Construction Act or in pursuance of
another Act. This concerns the provisions on the performance of construction works in the Danish
Construction Act, the Danish Hunting and Game Administration Act, the Danish Nature Protection Act, the
Danish Watercourses Act, the Danish Forests Act, the Danish Water Supply Act, the Danish Environmental
Protection Act and the Danish Raw Materials Act, plus rules issued in pursuance of these Acts.

As specified, the provisions in the Danish Watercourses Act apply to the works performed in the
construction project. However, it is expected that it will be possible for the works that would normally
require permission under the Danish Watercourses Act to be implemented instead via expropriation under
the Construction Act, and that, consequently, no decisions will be required under the Danish Watercourses
Act, cf. Section 64, subsection 2, of the Danish Watercourses Act. As a result, Femern A/S and A/S
Femern Landanleeg expect that it will be possible to reach agreement with both the local watercourse
authorities and the Expropriation Commission for Government Expropriation on the Islands on the specific
measures to be taken in relation to drainage conditions.



The fact that general legislation continues to apply to the construction project in the broad sense means
that a number of specific decisions will be made on permissions and approvals, etc. in relation to Femern
A/S, A/IS Femern Landanlaeg, Banedanmark and the Danish Road Directorate and their contractors. The
competent authorities retain their competence to supervise the provisions that are not explicitly derogated
from in section 12, and it is not possible to rule out the possibility that orders, bans, etc. will be announced
concerning compliance with the decisions or the directly applicable legislation that continue to apply to the
construction project despite the Construction Act. These decisions may have potentially wide-ranging
consequences for the implementation and progress of the construction project. Under the legislation, it will
also be possible to appeal against the decisions in question to the Environmental Board of Appeal, among
others, and such an appeal will, in some cases, have or be able to be granted suspensory effect for the
construction project. Appeal cases may, therefore, entail considerable risks and uncertainties for the
construction project in the form of delay and increase in costs.

Consequently, it is proposed in section 13 that a decision made by a municipal council or a Government
agency concerning the construction project that is made under the Danish Construction Act, the Danish
Hunting and Game Administration Act, the Danish Nature Protection Act, the Danish Watercourses Act
(excluding part 13), the Danish Forests Act, the Danish Water Supply Act, the Danish Environmental
Protection Act and the Danish Raw Materials Act and rules issued in pursuance of these Acts may not be
appealed against to any other administrative authority. At the same time, it is possible for Femern A/S and
A/S Femern Landanlaeg to submit decisions by municipal councils to the Minister for Transport if Femern
A/S or A/S Femern Landanleeg disagrees with the decision, cf. the proposal for section 13, subsection 2.
As the person with supreme responsibility for the construction project, the Minister for Transport will have
specific knowledge about the framework for the project which can, where possible, be incorporated in
decisions on specific appeal cases. For the same reason, it is also proposed that the Minister for Transport
may decide to take over the powers of a municipal council under the Acts specified in subsection 1 in
cases concerning the construction project, cf. section 13, subsection 3.

The provision solely concerns decisions that are to be made concerning works, etc. for the use of the
construction project itself. When the structures have been constructed and the project has been completed,
the provision does not apply, regardless of whether there may also be a need for decisions under the
provisions in question after completion. In addition, the proposal does not change the fact that decisions
must be made under the rules in the Acts in question, as previously. Consequently, there is no change to
the requirements that an application must contain and the requirements that must be met before the works
in question can be performed, plus the conditions that are set in permissions. Where the provisions in the
Acts in question contain discretionary powers, and where these permit the interests of the developer and
the interests of society to be taken into account in a given project, the general assessment is that the
interests of the construction project may be assigned significant weight. The Minister for Transport may
also attach corresponding importance to this criterion when processing appeal cases or cases in which the
Minister has taken over competence.

A provision is also proposed to the effect that it is not possible to appeal against a decision by the Minister
for Transport to another administrative authority. Any person with a lawful interest is entitled to bring a case
before the courts.

Reference is also made to the proposal for section 13 and the comments on this section.

6.3.2. Right to regulate certain pollutants and nuisances from the construction project

The implementation of the construction project specified in sections 1 and 2 will give rise to a large number
of activities that will be subject to the Danish Environmental Protection Act. Among other things these
concern production of tunnel elements at the tunnel element factory, the concrete production plant at the
portal structures and ramps, dust pollution from storage of materials such as seabed sediment, noise
pollution from landfill, waste production by the construction project, etc. In addition, the construction of the
landworks covered by section 2 may give rise to significant vibrations, noise and dust in connection with
storage and cleaning of crushed rock. These activities are generally subject to the competence of the
municipalities under the Danish Environmental Protection Act and rules issued in pursuance of this Act.
The general approach remains that the Danish Environmental Protection Act will apply to the construction



project.

The implementation of the construction project will be organised in such a way that the project does not
cause unnecessary environmental nuisance to the surroundings. In connection with the performance of the
construction activities, however, it will scarcely be avoidable that the surroundings will be subject at times
to noise, for example, that may be perceived as a nuisance. Correspondingly, it is not possible to rule out
the possibility that, for example, the coast-to-coast project's large stores of seabed sediment will cause
dust nuisance in the event of unusually dry, windy weather. Experience from other large construction
projects shows that the rules may entail a risk of major delays in the completion of the construction project,
with serious economic consequences. In such case, there may be a need to handle problems in a different
way from that provided for by the general rules of environmental law.

It should be ensured that the construction of a fixed link across the Fehmarnbelt takes place in a manner
such that noise and other nuisances are limited as far as possible, and such that those living close to the
construction work have the opportunity for suitable compensatory measures, for example in the form of
noise insulation or the opportunity to move away from the nuisances and their potentially negative impact
on health. However, it is not possible to implement a construction project of this size without causing
nuisance to those living close to the construction work. Consequently, it may be important to be able to
create secure legal frameworks for those living close to the construction work so that they know and are
able to act in accordance with their legal position in relation to noise level and other nuisances, pollution,
compensation, rehousing opportunities, etc.

Section 14 of the Bill means that the Minister for Transport may, after specific assessment, establish rules
on the pollution and nuisance that may occur as a consequence of the works associated with the
implementation of the construction project. In such cases, the rules in the Danish Environmental Protection
Act and rules issued in pursuance of the Act, plus decisions made under these rules, do not apply to the
construction project. In the cases in which the authority is exercised, the Minister for Transport will instead
regulate conditions in pursuance of the Construction Act. In the cases in which the authority is exercised,
and construction activities must be carried out in consideration of the finances and progress of the projects,
and these activities also mean that the tolerance thresholds under law concerning relations between
neighbours are exceeded to a material extent, regardless of preventive measures, compensation will be
paid, cf. the proposed section 15.

The provision may be relevant in two respects especially. Firstly, section 42 of the Danish Environmental
Protection Act provides for a general right for municipal authorities to order, following a specific
assessment, that pollution, including noise or dust, must be reduced. Secondly, the tunnel element factory
and the concrete production plant at portal structures and ramps that are established as part of the coast-
to-coast project must have environmental approval under part 5 of the Danish Environmental Protection
Act, the Danish Executive Order on environmental approvals and the Danish Executive Order on standard
conditions in the approval of listed activities. Operation of the work harbour will be associated with the
tunnel element factory in terms of technology and pollution, and will therefore, under the circumstances,
also have to be subject to the environmental approval of the factory. The necessary conditions must be
included in the environmental approvals to ensure that the activity does not result in unnecessary impact
on the environment. For activities covered by Danish Executive Order no. 669 of 18 June 2014 on approval
of listed activities, schedule 2, list item B 202 (cement casting plants, concrete casting plants, including
concrete element factories and concrete product factories, and concrete mixing plants with production of
greater than or equal to 20,000 tonnes per annum), the approval authority must base its approval on
standard conditions. However, the approval authority must carry out a specific assessment of the
relevance of the standard conditions in each case. It is expected that there will be a need to derogate from
some standard conditions.

When the Minister for Transport issues rules under the proposed section 14, subsection 1, it will be
possible to change the regulation of pollution and nuisance from the construction project that may be
determined in these ways, cf. section 14, subsection 2.

It is intended that the Minister for Transport will use thresholds to regulate the maximum permitted pollution
and nuisance from the construction project under section 14. However, this will be done in such a way that
the rules are specifically directed at the construction project. The thresholds will generally be expressed



based on the methods specified in general rules.

The thresholds for the construction project will, where possible, be based on known maximum guideline
thresholds from sources such as the Danish Environmental Protection Agency. However, the provision
allows for the possibility of derogations, for example to the effect that extended working hours may be
employed in relation to noise. Where any local regulation or an order, for example, may result in a
significant delay or increase in costs for the construction project, the proposed provision makes it possible
for the Minister for Transport to decide or issue rules to the effect that the construction work may be
granted higher priority than the local interests that would normally be taken into consideration under the
Danish Environmental Protection Act or rules issued in pursuance of it. This may mean that the principles
in the Danish Environmental Protection Act and associated Executive Orders and the related case law are
derogated from or assigned less importance in favour of these considerations when the Minister for
Transport exercises the authority in section 14 of the Bill. The Minister for Transport will consult the Danish
Health and Medicines Authority, the Minister for the Environment and the general public before rules are
issued under the proposed provision.

The pollution and nuisance permitted from the construction project must lie within the limits assessed in the
existing environmental assessment of the construction project, cf. section 7, unless a project change is
permitted under the rules in sections 8 and 9.

The provision in section 14, subsection 2, means that, where the Minister for Transport issues rules, the
construction sites are subsequently regulated by these rules. The Danish Environmental Protection Act and
rules issued and decisions made, i.e. orders, bans and exemptions, in pursuance of that Act no longer
apply to pollution and nuisance from the parts of the construction project covered by rules issued by the
Minister for Transport. As specified above, this may mean that conditions in an environmental approval
under part 5 of the Danish Environmental Protection Act do not apply if that which is subject to the
condition is regulated by rules issued under the proposed section 14, subsection 1.

The rules issued must be complied withby Fe mer n A/ S and A/ S Femern Landa
will be established to the effect that the contractors must, at their own expense, carry out self-inspection in

the form of measurements, calculations, etc., or have the self-inspection carried out by authorised experts

and report such measurements, etc. to the municipalities as supervisory authorities, possibly under the

rules in the Danish Environmental Protection Act or rules issued in pursuance of the Danish Environmental
Protection Act.

Rules will also be established on supervision, enforcement and penalties, and the intention is for
supervision and enforcement in the form of orders and bans to continue to be handled by the
municipalities, possibly under the rules in or selected rules from part 9 of the Danish Environmental
Protection Act.

Reference is also made to the comments on section 14 below.

Under the rules of law concerning relations between neighbours, neighbours of real property must be
compensated if they are exposed to nuisance and inconvenience in excess of that which must be tolerated
as part of the general development of society. The Bill provides for the introduction of a statutory
compensation scheme for residents and holiday home owners who are exposed to nuisance that is greater
than what is normally permitted under the Danish Environmental Protection Act and the rules issued in
pursuance of it.

The compensation scheme will be an offer to the neighbours. Conversely, the Minister for Transport may
determine in the rules that compensation under the rules of the Bill may only be received if the resident
voluntarily agrees to terminate any existing agreements. The rules established under section 14 do not
otherwise affect the application of the general rules of the law of torts to conditions that are not covered by
the rules established.

In practice, a compensation scheme will have to be administered in such a way that Femern A/S and A/S
Femern Landanleeg will have to inform the relevant neighbours about the environmental rules established
in pursuance of the proposed section 14 and about the related compensation scheme under section 15.



The compensation scheme will also be published to the relevant extent on websites, etc. Information will
be given individually to those who are considered to be entitled to compensation. Femern A/S or A/S
Femern Landanlaeg will send the specific offers of compensation to residents under specific rules. In
addition, rules will be established on the provision of information, including in relation to payment. The
intention is for compensation to be paid on the basis of the offer if it is explicitly or tacitly accepted by a
resident. There is no binding agreement as the rules established by the Minister for Transport under the
proposed section 15 remain the basis for the compensation to which the resident is entitled.

Compensation will be paid equally to each resident in a household. The compensation will generally have
to be paid into the resident's NemKonto (bank account used for payments from the state). The
compensation will normally be paid in the month to which the compensation refers. However, a large
advance payment may be made. For example, the first payment will normally comprise 3 months'
compensation in advance. Rules will be established to the effect that residents must inform Femern A/S or
A/S Femern Landanleeg if the home is vacated.

If a resident notifies Femern A/S or A/S Femern Landanlaeg that the resident is unable to accept the offer
of compensation or if there is disagreement about a compensation agreement, Femern A/S or A/S Femern
Landanlaeg must submit the case to the Expropriation Commission for Government Expropriation on the
Islands for its consideration. The Expropriation Commission then makes a decision in the case under the
rules in the Danish Expropriation Process Act with the relaxations specified in this Act.

Even if a case is submitted to the Expropriation Commission, the intention remains for Femern A/S or A/S
Femern Landanlaeg to pay compensation in accordance with the offer or agreement until the Commission
has made its decision. The Expropriation Commission must process the case under this Act and the rules
on compensation that the Minister for Transport may issue under the proposed section 15, subsections 1
and 2.

The Expropriation Commission is not bound by the offer to the neighbours or any agreement that has been
made and makes its assessment on the basis of the actual circumstances and the rules issued by the
Minister for Transport.

The Bill means that the Minister for Transport may establish rules on residents' rights to be rehoused at the
expense of Femern A/S or A/S Femern Landanleeg. Rehousing will generally be possible for residents who
are particularly exposed or residents with special personal circumstances, including documented health
conditions or special family circumstances.

The procedure for rehousing is generally expected to be that the resident contacts Femern A/S or A/S
Femern Landanleeg with a proposal for a suitable replacement home that the resident himself or herself
has found. The home must be comparable to the previous home in terms of size, location and price. The
costs of a replacement home must not exceed the compensation to which the resident would have been
entitled in his or her own home. The Minister for Transport may decide that the municipal council in the
municipality of residence must allocate a replacement home if the resident is unable to find a suitable
replacement home himself or herself.

If Femern A/S or A/S Femern Landanlaeg is able to accept the resident's proposal for a replacement home,
a rehousing agreement is made. If it is not possible to reach agreement between the resident and Femern
A/S or AIS Femern Landanlaeg, and the resident wants to maintain his or her own proposal, Femern A/S or
A/S Femern Landanlaeg must submit the case, including the resident's last proposal, to the Expropriation
Commission, which will subsequently make a decision.

The proposed rehousing scheme will generally replace the potentially mandatory rules on rehousing or
condemnation of homes or rooms, etc. that are hazardous to health and at risk of fire under the Danish
Urban Renewal Act, cf. part 9 and sections 105 and 107. The proposed section 15, subsection 6, thus
means that part 9 of the Danish Urban Renewal Act does not apply to noise from the construction project.
This means, among other things, that the municipal councils have no duty to supervise the properties on
account of pollution and nuisance from construction, cf. section 75 of the Danish Urban Renewal Act, and
the municipal council cannot prohibit habitation (condemnation), cf. section 76 of the Danish Urban
Renewal Act. The provision has no significance for the other rules of the Danish Urban Renewal Act, and



the Act continues to apply, for example in connection with fire risk.

Section 15, subsection 2, of the Bill also means that the Minister for Transport may establish rules on
owners' right to demand that their home be acquired by Femern A/S or A/S Femern Landanlaeg in
connection with the pollution and nuisance from the construction project permitted under section 14. The
Minister for Transport may, among other things, establish rules to the effect that the owner of a residential
property, including an owner-occupied or cooperative flat, exposed to a given amount or pollution or
nuisance, may request Femern A/S or A/S Femern Landanleeg to purchase the home at market price.

The procedure will be established in detail in the rules issued by the Minister for Transport under the
proposed section 15, subsection 2, but is expected to be such that Femern A/S or A/S Femern Landanlaeg,
at the request of the owner, obtains a written assessment of the property's market value from an
independent, state-authorised estate agent and valuer. Femern A/S or A/S Femern Landanlaeg
subsequently makes an offer to acquire the property to the owner, enclosing the assessment. If the owner
is unable to accept the valuation, he or she may demand that the case be submitted to the Expropriation
Commission. If the owner ultimately does not want to have his/her property acquired on the basis of the
valuation, the owner is under no obligation to have it acquired.

Specific rules will be established to the effect that acquisition may not be demanded from a resident if an
agreement or a decision has been made on compensation or rehousing, and if acquisition could preclude
the resident from subsequently receiving compensation or applying to be rehoused. Acquisition also
assumes that Femern A/S or A/S Femern Landanleeg can lawfully buy the home in question, which
excludes certain homes (housing association homes, public housing), depending on the rules and articles
of association applicable to each home. No right will be introduced for Femern A/S or A/S Femern
Landanlaeg to be authorised, in connection with expropriation, to set aside provisions in articles of
association for housing associations to achieve acquisition. Where necessary, residents must make use of
the opportunity for rehousing or compensation. When Femern A/S or A/S Femern Landanleeg acquires a
property, it owns it and may resell it at a later time. Any loss or profit from a subsequent sale is of no
concern to the resident.

Reference is also made to section 15, subsections 1-4, of the Bill and the comments on this section.

6.3.3. Special information on seabed spoil, etc.

As part of the construction project, the seabed will be dredged in several areas. This means that seabed
spoil (sediment) will be excavated and dredged, stored and used in the construction project.

For the coast-to-coast project, this concerns seabed spoil that is excavated in connection with the
immersed tunnel, i.e. at the tunnel portal and the cut-and-cover tunnel at Rgdbyhavn, in the tunnel trench
and in and around the work harbour at Rgdbyhavn. Approximately 19,000,000 m3 of seabed spoil will be
moved in connection with this part of the construction project. It is estimated that approximately 8,000,000
m3 of sediment will be excavated on German territory and 11,000,000 m? of sediment on Danish territory. It
is expected that approximately 2,000,000 m3 of sediment will be used in the construction project on
German territory and approximately 17,000,000 m3 of sediment will be used in the construction project on
Danish territory.

This excavated material will primarily be used to create new reclaimed land south of Lolland and off
Fehmarn. As part of the coast-to-coast project, new reclaimed land will be created off Lolland and
Fehmarn. The areas are designed as peninsulas demarcated by stonework or coastal edging and are
created by filling with seabed sediment from the excavation of the tunnel trench, the work harbour and its
access channel. The new reclaimed land off Lolland is located on each side of the ferry port at Redbyhavn
and extends approximately 3.5 km towards the west and approximately 3.7 km towards the east. The
peninsulas project approximately 500 m out into the Fehmarnbelt, and the average width of the entire area
is approximately 430 m.

In addition, seabed sediment will be stored in the temporary project area, where it is planned to act as a
temporary coastal defence dike to protect the area behind. The storage depots will also have a noise



reduction effect and will be used for temporary storage of the seabed spoil before it is ultimately used in the
coast-to-coast project, for example to fill the work harbour. Finally, parts of the seabed will be used to
establish ramps and for backfilling around structures.

In connection with the Danish landworks, cf. section 2 T especially the railway landworks i material will be
excavated from the new channel in Masnedg @stflak (240,000 m3) and from the extension of the railway
embankment in Guldborgsund (23,500 m?3). Additional small quantities of excavated material will be
produced in connection with foundations for bridge piers for the two new bridges over Masnedsund and
Guldborgsund (approximately 5,000 m3 per bridge). The sediment from the channel and the bridges will be
dumped and the sediment from the embankment extension will be dumped or laid on a local land area.

The use of the seabed spoil, for land reclamation and filling the work harbour, etc. will be essential to the
ability to implement the construction project.

Excavated seabed spoil may be subject to the definition of waste, cf. article 3, paragraph 1, no. 1, of
Directive 2008/98/EU of the European Parliament and of the Council on waste (Waste Framework
Directive), and section 2, subsection 1, of the Danish Executive Order on waste (Danish Waste Executive
Order). The municipal council decides whether a substance or object is waste in pursuance of section 4,
subsection 1, of the Danish Waste Executive Order.

Of the seabed spoil excavated at the tunnel portal and at the cut-and-cover tunnel at Rgdbyhavn, in the
tunnel trench and in and around the work harbour at Rgdbyhavn, the Danish Environmental Protection
Agency assesses that only approximately 5% (primarily peat and mud with poor geotechnical properties)
will be waste. However, by far the majority of the spoil excavated (approximately 95%), which is primarily
expected to consist of sand and clay with good technical properties, meaning that it can be used in, for
example, installations on land, is assessed to be not waste but a by-product, cf. article 5 of the Waste
Framework Directive and section 2, subsection 2, of the Danish Waste Executive Order.

The approximately 5% of spoil that is assessed to be waste will be used for land reclamation in the areas
off Lolland and Fehmarn. This use means that the spoil is therefore exempted from the area of application
of the Waste Framework Directive, cf. article 2, paragraph 3, of the Directive. This specifies that the
Directive does not cover sediment that is moved within surface waters for purposes including land
reclamation if it is demonstrated that the sediment is non-hazardous. However, the provision in article 2,
paragraph 3, of the Waste Framework Directive has not been implemented in Danish law.

Consequently, it is proposed in section 16 that the waste rules in part 6 of the Danish Environmental
Protection Act and rules issued in pursuance of that part do not apply to seabed spoil that is moved within
surface waters for the purpose of land reclamation when the spoil is not hazardous. The fact that the spoil
does not constitute waste under these circumstances also has the result that, for example, such use of the
spoil does not require environmental approval under part 5 of the Danish Environmental Protection Act.

This provision applies only to non-hazardous seabed spoil. Hazardous waste is defined in article 3 (2) of
the Waste Framework Directive and section 3 (22) of the Danish Waste Executive Order. Under section 16,
subsection 2, the Minister for Transport may establish rules on what constitutes non-hazardous seabed
spoil.

Where the seabed spoil is hot subject to the proposed section 16, the spoil will have to be processed under
the general rules. Among other things, this will mean that parts of the spoil are subject to the waste rules,
and that, depending on the circumstances, environmental approval may be necessary to store or deposit
the spoil. In addition, under the Danish Marine Environment Act and Danish Executive Order no. 32 of 7
January 2011 on dumping excavated seabed spoil (the Danish Dumping Executive Order), dumping may
require permission.

Under the rules in sections 19 and 27 of the Danish Environmental Protection Act, land reclamation and
the use of seabed spoil may also require the permission of the municipal council if it contains polluting
substances. Under section 19 of the Danish Environmental Protection Act, substances, products and
materials that may pollute groundwater, soil and subsoil may not be buried in the soil, discharged or stored
on the soil or drained into the subsoil without permission. Under section 27, subsection 1, of the Danish



Environmental Protection Act, substances that may pollute the water may not be added to watercourses,
lakes or the sea, and such substances may not be stored in such a way that there is a risk of water being
polluted. Section 27, subsection 2, of this Act also specifies that substances that are deposited in the sea
may not without permission be acted upon in such a way that they may pollute the water.

The available environmental studies show that the seabed spoil produced during the performance of the
works in the construction project will not be polluted. Consequently, it is assessed that there will not
normally be a need for permission under sections 19 and 27 of the Danish Environmental Protection Act for
land reclamation and use on land, respectively. If, however, some parts of the seabed spoil turn out to be
polluted, sections 19 and 27 of the Danish Environmental Protection act apply, as well as the Danish Soil
Pollution Act, depending on the circumstances. The proposed section 13 (preclusion of the right to appeal)
applies to decisions made under section 19, subsection 1, and section 27, subsections 2 and 3, of the
Danish Environmental Protection Act.

Finally, utilisation of seabed spoil may require permission under part 4 of the Danish Raw Materials Act.
However, the seabed spoil produced in connection with the establishment of the immersed tunnel and work
harbour, cf. section 1, subsection 2, no. 1, does not require permission under part 4 of the Danish Raw
Materials Act under the proposed section 12, subsection 3. However, this provision applies only to
utilisation of seabed spoil produced during the works specified on the immersed tunnel or work harbour.

Any other raw materials extraction outside the project area will require normal permission under legislation
including the Danish Raw Materials Act. Extraction of sand and gravel for the project will generally take
place in the developer areas reserved under Danish Executive Order no. 136 of 16 February 2012 for the
purpose of raw materials extraction (Kriegers Flak and Rgnne Banke) and where Femern A/S is expected
to extract raw materials following permission from the Minister for the Environment (Danish Nature
Agency).

Consequently, there is no intention to extract raw materials in the areas designated as a joint area in
pursuance of the Danish Raw Materials Act. Extraction should only take place in a joint area if there is a
need for special qualities of raw materials that do not exist in the developer areas. If extraction does take
place, it must be as limited in extent as possible. Femern A/S will contact the relevant authorities if it
becomes necessary to extract raw materials from joint areas.

6.3.4. Supervision, enforcement, etc.

The Minister for Transport carries out supervision to ensure that the construction project is implemented as
authorised by the Construction Act, and in accordance with the guidelines in the implementation report. In
general, the developers are responsible for ensuring that the project is implemented in pursuance of the
Construction Act. Among other things, this also concerns the preventive measures specified in section 11,
including ensuring that the assumed replacement habitats develop and are cared for until the replacement
objective has been met.

The proposed section 12 exempts works in the construction project from a number of rules in general
nature and environmental legislation. However, this only applies for as long as the works in question take
place as part of the implementation of the project, i.e. as authorised by sections 1 and 2 of the Construction
Act, and in accordance with the project description in the preliminary works and the implementation report.
If the developers carry out works that are not part of this description of the construction project, the general
nature and environmental legislation, including rules on supervision, enforcement and penalties, applies
unless a project change is permitted, where necessary, under the proposed sections 8 and 9, cf. section
17.

The normal supervisory authorities will be able to issue the developers with orders, etc. under the general
rules (although cf. section 13) if the developers carry out works that are not in accordance with the
implementation report and also constitute non-compliance with general legislation that continues to apply
to the project. An example of such a situation is where work is carried out in contravention of the
assumption behind section 11 that the construction project will not, with the assumed preventive measures
described in the implementation report, entail non-compliance with the rules in section 29 a of the Danish



Nature Protection Act, the Danish Executive Order on protection of species or section 6 a, subsections 1
and 2, or section 7 of the Danish Hunting and Game Administration Act.

Finally, in the proposed section 48, rules are established on penalties if Femern A/S or A/S Femern
Landanlaeg fails to comply with section 8 or 9 by not giving notification of project changes, i.e.
environmentally relevant departures from the construction project as described in the Construction Act, the
preliminary works to the Act and the implementation report.

7. Traffic-related consequences

The Fehmarnbelt lies on the north-south axis linking Scandinavia with continental Europe. The
Fehmarnbelt Fixed Link consequently plays a key role in the effective development of European road and
rail links. At the same time, the link is part of the TEN-T trans-European network establishing the important
main corridors through Europe.

It is expected that both passenger traffic and freight volumes will continue to rise in the coming decades.
Among other things, this is because economic growth, increased international trade and increased mobility
in society are expected to increase the traffic on the Danish and international rail and road networks. Ralil
traffic between Scandinavia and the continent is therefore also expected to increase.

The Fehmarnbelt project will result in much more flexible transport options and produce significant time
savings for both passengers and freight, not least on the railway. One of the main objectives of the project
is to enhance the railway, including freight transport by rail. An updated traffic forecast for a fixed link
across the Fehmarnbelt was prepared in November 2014. The traffic forecast shows that, in 2025, a total
of 36 passenger trains and 65 freight trains per 24 hours are expected to travel in both directions across
the fixed link across the Fehmarnbelt. In 2035, a total of 40 passenger trains and 74 freight trains per 24
hours are expected to use the Fehmarnbelt Fixed Link.

With a rollout plan for developing and upgrading the railway, which is coordinated with the electrification
and signal programme, it will be possible to open the section between Ringsted and south of Holeby with a
speed upgrade and dual track in autumn 2019, including the new signalling system on the entire section
between Ringsted and Holeby over the existing Storstrem bridge. The section between Ringsted and
Naestved will be electrified in 2019. At the end of 2021, the rest of the section will be electrified and the new
Storstrgm bridge will be taken into use with the new signalling system and electrification in the same year.

Installation of dual track between Vordingborg and the landfall point at the Fehmarnbelt primarily makes it
possible to increase the number of trains between Denmark and Germany. At the same time, the railway
landworks mean that the conditions for freight train traffic on the section between Ringsted and Holeby will
be considerably improved. A new passing track for 1,000 m long freight trains will make it much easier to
allow passenger trains to pass freight trains and thus restore compliance with the timetable (normal
operation) after major irregularities in train operations.

Irregularities in train operations in this context means situations in which trains are delayed as
consequence of faults in the railway installation, for example signal, overhead line and track faults, faults in
the train or external factors such as collisions with people, weather conditions or anything else.

Consequently, the railway landworks will largely have an impact on freight train traffic in interaction with
passenger traffic.

The electrification of the section between Ringsted and Holeby will also have the effect that the individual
railway companies will be able to use their trains more flexibly on other electrified sections in Denmark and
northern Europe to a greater extent.

The development of the railway landworks between Ringsted and south of Holeby consequently means a
marked improvement for both passenger trains and freight trains. There will be more train departures
between Denmark and Germany and between Copenhagen and Nykgbing F. The travel time will be
shorter both between Germany and Denmark and between the metropolitan area and the towns and cities
in southern Zealand and on Lolland and Falster.



Overall, these projects will offer new opportunities to the entire region between Hamburg and Copenhagen,
as well as for regional traffic as the construction project will have the potential to release capacity on Funen
and in Jutland to enhance the capacity between western and eastern Denmark. The project will
consequently contribute to enhancement of the entire infrastructure between western and eastern
Denmark, benefiting balanced economic and employment growth. Moreover, the link is both a faster and a
more direct transport route between Scandinavia and continental Europe than the current transport routes
for passenger and freight traffic.

The modernisation of the railway will also offer the opportunity for improvements in commuter rail traffic
between Lolland-Falster, southern Zealand and the Metropolitan area. Consequently, the construction
project will also mean shorter travel times for rail passengers on these sections. For example, the shortest
travel time between Nykabing F and Copenhagen will be just under an hour.

The Fehmarnbelt Fixed Link will shorten the travel time for cars and trucks between Copenhagen and
Hamburg by just under an hour. For rail traffic, the fixed link and other planned new structures will make it
possible to reduce the average driving time between Copenhagen and Hamburg by around two hours. This
reduction will be from 4 hours 40 minutes today to 2 hours 40 minutes after the fixed link has been opened
and the German landworks have been upgraded.

Road users will save time as the waiting time at the ferry will be eliminated and it will be quicker to cross
the Fehmarnbelt than on the current ferry. In addition to the economic gains associated with the shorter
transport time, the construction project will also contribute to a reduction in CO, emissions. The annual CO,
emissions are expected to be reduced considerably when the Fehmarnbelt Fixed Link is taken into use as
the freight trains and trucks that currently drive via Funen and Jutland will have their journey from
Copenhagen to Hamburg cut by approximately 160 km. In addition, the fact that vehicles will no longer
have to be transported across the Fehmarnbelt by ferry will also produce a reduction in CO, emissions.

8. Traffic during the construction phase

During the construction phase, there will be additional traffic as a consequence of trucks with materials,
goods deliveries, collection of refuse, etc., as well as cars and buses carrying employees and visitors
driving to and from the production area, the site in the portal area and the camp.

The extra road traffic associated with the coast-to-coast project is divided into traffic to and from three
different areas within the overall production area and other sites: traffic to and from the tunnel element
factory, traffic to and from the camp and traffic to and from the site at the tunnel portal. The additional traffic
will primarily consist of trucks and cars. As a precautionary measure, it is anticipated that the traffic will
generally be evenly distributed over the entire 24-hour period of all days of the week throughout the year.
However, there will be peak hours for car traffic three times per 24-hour period.

Ensuring that traffic can flow without unnecessary delays for road users is a high priority in the planning of
the construction work, and the aim is for the work on the approach to be organised with the fewest possible
obstacles to traffic. The traffic to the construction works is generally expected to flow directly between the
Sydmotorvejen motorway and the construction areas, but there will be additional traffic to and from
Radbyhavn Havn in the period in which the work harbour for the coast-to-coast project is being
constructed.

In order to limit the additional traffic as far as possible, the aim will also be to have as many of the
construction materials as possible delivered by sea. Consequently, two temporary work harbours will be
constructed, in Rgdbyhavn and Puttgarden. The two harbours will thus make a large contribution to
relieving the roads and reducing the volume of heavy traffic. In addition, among other things, cycle paths
and footpaths will be built in the area to allow future employees to cycle between the future residential area
and the sites.

There will be additional traffic at sea in connection with the dredging of the tunnel trench, filling of the new
reclaimed land, establishment of the tunnel parts and delivery of materials to the construction project. The



maritime authorities have made a number of requirements for measures to protect navigation in connection
with the construction project. These include issuing an order on the establishment and operation of a VTS
(Vessel Traffic Service) system.

In rail sections in connection with the project, there will be a need to close the line during certain periods of
time. In addition to single-track operation during certain periods and night-time and weekend closures, it
will be necessary to close the railway completely in the following sections during the following periods of
time:

1 Total closure of the section between Orehoved and Nykgbing Falster for approximately 6 months in
2017.

Between Nykgbing Falster and Radby for approximately 8.5 months in 2017.

Total closure between Naestved and Vordingborg for 13 weeks in 2018, when a large number of
track and bridge renewal projects will be carried out in the construction project.

Total closure of the section between Ringsted and Neestved for approximately 6 months in 2019.
Total closure of the section between Orehoved and Radby for approximately 4.5 months in 2019.
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However, see section 11.2.2 below on the construction costs for the Danish landworks concerning the
overall timetable.

9. Expropriation

Section 73 of the Danish Constitution specifies that title is inviolable and that no one may be placed under
an obligation to surrender his/her property except where the common good requires it. Surrender may only
take place in pursuance of an Act and against full compensation.

With the proposed provisions and in accordance with section 73 of the Danish Constitution, statutory
authority is created to acquire by expropriation other necessary areas and rights for the establishment of a
fixed link across the Fehmarnbelt with associated landworks in Denmark. Expropriation may only take
place if it is necessary to acquire the areas, etc. in question either temporarily or permanently to be able to
implement the construction project.

The expropriations under the Bill will take place generally in accordance with the rules in the Danish Act on
the procedure in connection with expropriation of real property. The Expropriation Commission for
Government Expropriation on the Islands will carry out an in-depth examination of whether each
expropriation is necessary. The requirement for an expropriation to be necessary implies that the general
principle of proportionality must be met. Consequently, compulsory surrender of property is not possible if
the objective of the expropriation can be achieved in a manner that is less of an intervention for the
property owner.

In pursuance of the Bill, expropriation will take place in order to establish the fixed link across the
Fehmarnbelt with associated landworks in Denmark, i.e. a purpose of public nature which therefore lies
within the common good.

The extent of the intended expropriations is illustrated by the consideration of the construction project's
area use requirements in the EIA material for the structures stated in sections 1 and 2.

The coast-to-coast project will be implemented on the basis of a tight timetable, and any delay to the
project will have major economic consequences. Moreover, the coast-to-coast project's special
transboundary nature and significant size make it necessary to achieve the greatest possible flexibility in
terms of the ability to act and organise the construction work efficiently in relation to the transboundary
problems that may arise during the construction of the fixed link across the Fehmarnbelt. The public
authorities seek to achieve this flexibility by means of specific provisions in the Construction Act.

To achieve the necessary scope during the construction phase, sections 29-33 of the Bill contain final,
specific expropriation decisions to ensure that ownership problems, and in particular the time required to



resolve them, are prevented, to the necessary extent, from impeding the progress of the coast-to-coast
project and thus having major economic consequences.

Corresponding specific expropriation decisions are not considered to be necessary in relation to the
project's landworks. Expropriations that are necessary for the construction and operation of these
structures will therefore have to be implemented with authority in section 27 of the Bill.

Expropriations that are necessary for the coast-to-coast project and are not covered by
sections 29-33 of the Bill will also have to be implemented pursuant to section 27 of the Bill.

The interventions authorised by the final, specific expropriation decisions in sections 29-33 of the Bill are all
entirely necessary and are time-critical interventions for the coast-to-coast project that would otherwise
have to be managed after the Construction Act has been passed by making an agreement or implementing
a traditional expropriation process, with a risk of delay to the construction process. The necessity of the
interventions is illustrated by the in-depth consideration of the coast-to-coast project's area use
requirements in the EIA material for the coast-to-coast project.

To ensure the progress of the coast-to-coast project, the Minister for Transport may, in pursuance of
section 34 the Bill and without further notice, remove any objects, plants, etc. in the areas affected by the
final, specific expropriation decisions in sections 29-33 of the Bill. Except for the proposal for the
expropriation decisions as a consequence of the coast-to-coast project's special conditions to be included
in the Construction Act, cf. sections 29-33, the expropriations do not differ from the other expropriations
implemented in connection with the construction of the fixed link across the Fehmarnbelt.

In addition, a common feature of the expropriation interventions covered by sections 29-33 of the Bill is that
the areas used in connection with the coast-to-coast project are predominantly undeveloped agricultural
areas, although 31 wind turbines have been erected that must be taken down in connection with the
project. There is also the dike on both sides of Radbyhavn Havn, which will be used in connection with the
construction works. No buildings, including residential properties, will be affected by the expropriations
specified.

Femern A/S will seek to make agreements with the owners of the properties affected on the interventions
in question, including on compensation, re-establishment, etc. Even if it is possible to make an agreement,
the interventions will take place when the Danish Parliament has passed the Construction Act, among
other things to ensure that compensation for the surrender of areas is not included in the calculation of the
owner's taxable income, cf. section 11, subsection 1 of the Danish Act on the taxation of profit from the
sale of property.

The expropriations under the Bill will take place in accordance with the rules in the Danish Act on the
procedure in connection with expropriation of real property. Where the Danish Parliament does not make a
decision on expropriation, cf. sections 29-33 of the Bill, competence for expropriation is assigned to the
Expropriation Commission, which both examines the project in question and makes the final decision on
expropriation.

A case concerning the lawfulness of an expropriation decision made by the Expropriation Commission
must be brought before the courts within 6 months after the Expropriation Commission's decision on
expropriation has been made, cf. section 15, subsection 4, of the Danish Act on the procedure in
connection with expropriation of real property. The courts may also examine the lawfulness of the specific
expropriation decisions in the Bill, cf. sections 29-33.

A decision determining the amount of compensation is made in all cases by the Expropriation Commission.
The compensation must be complete, which means that compensation must be paid that puts the owner in
the same financial position as if the expropriation had not taken place.

It will primarily be possible to pay compensation for loss as a consequence of surrendering areas and the
imposition of easements. However, it will also be possible to pay compensation for other inconvenience as
a consequence of the expropriation, both temporary and permanent. Not only the owner of the property to
be expropriated may have a claim for compensation. Rights holders and neighbours, for example, may



also have a claim.

When the Bill was sent for consultation, Femern A/S notified the owners affected of the contents of the Bill
in individual letters. The letters comprised an enclosed description of the specific interventions in the
property and a map illustrating the extent of the interventions. All owners have also been offered the
opportunity to have the project marked out on the ground.

Where the Danish Parliament makes a decision on expropriation, cf. sections 29-33 of the Bill, it is
assumed that the Expropriation Commission will, immediately after the commencement of the Act, hold a
meeting to review the expropriated areas, etc. The meeting will be held with a view to determining the
compensation, and this may take place at the meeting or later. If an agreement was already made before
the Act was passed, it will not normally be necessary to hold further meetings.

If the Danish Parliament makes a decision on expropriation, cf. sections 29-33 of the Bill, and the owner, in
the absence of agreement with the owner concerning the amount of compensation, requests an advance
payment of expropriation compensation, Femern A/S will, after the commencement of the Act, pay an
amount on account equivalent to what Femern A/S considers itself to be under an obligation to pay under
the circumstances. The payment will be made subject to repayment if the Expropriation Commission
determines that the compensation will be lower than the amount paid. Consequently, the Expropriation
Commission is not bound by the parties' claims, or by the amount paid out on account by Femern A/S
when it subsequently determines the amount of compensation. If an agreement has been made on the
amount of compensation, the payment will correspond to the amount agreed.

It should be noted that payment of compensation on account to the owner requires a declaration from any
mortgagees that the amount may be paid to the owner. If mortgagees oppose this, the compensation is
paid to the mortgagees in order of priority. Alternatively, it may be agreed that the compensation is to be
paid to the owner's bank on condition that the bank deal with the mortgagees and possibly pay taxes and
duties at the time of surrender.

It is proposed that the Act make it possible for the Minister of Transport to expropriate a property in special
cases before the time of the ordinary expropriations. This possibility is proposed in respect of any owners
of properties that are to be expropriated where there may be particularly compelling reasons for the
expropriation to be brought forward, for example as a consequence of iliness, etc.

10. Organisation and ownership

Femern A/S and A/S Femern Landanlaeg are authorised to be responsible for the construction, operation
and financing of the construction project and to take other measures that are necessary in respect of the
construction and operation of the construction project.

Femern A/S is wholly owned by A/S Femern Landanlaeg. A/S Femern Landanlseg is wholly owned by the
state-owned company Sund og Beelt Holding A/S. The Minister for Transport may issue general and
specific instructions for the performance of the companies' activities, cf. section 3, subsection 3, of the Bill,
and the Minister for Transport sets the price level for use of the Fehmarnbelt tunnel.

Femern A/S and A/S Femern Landanlaeg have been responsible for the work on planning the construction
project since the Planning Act was passed. Femern A/S has primarily been responsible for organising the
coast-to-coast project, while A/S Femern Landanlaeg has primarily been responsible for organising the
development of the Danish landworks. In practice, Banedanmark has been responsible for planning the rail
part of the Danish landworks, and the Danish Road Directorate has, in practice, been responsible for the
planning of the road part of the Danish landworks. Consequently, the Bill continues the provisions of the
Planning Act on organisation in broad outline and thus expresses the expectation in the Planning Act that
the companies that have been responsible for the planning work will be responsible for the construction,
operation and financing of the construction project.

Femern A/S will be responsible for the construction, operation and financing of the coast-to-coast link, and
Femern A/S will be the owner of the coast-to-coast link. A/S Femern Landanleeg will be responsible for the



construction, operation and financing of the Danish landworks. However, after the end of the construction
phase the ownership of the overall installations in the section from Ringsted to Radby at Holeby will be
divided, which includes both existing rail and road installations owned by the State and the Danish
landworks specified in section 2.

Section 6 of the Bill allows tasks to be transferred to Banedanmark or the Danish Road Directorate. Since
the Planning Act was passed, Banedanmark has been responsible for planning the rail part of the Danish
landworks, and the Danish Road Directorate has been responsible for the planning of the road part of the
Danish landworks. It is expected that Banedanmark will have the task of being responsible for construction
of the railway landworks and that the Danish Road Directorate will have the task of being responsible for
construction of the road landworks.

The state currently owns the existing rail and road installations. The landworks covered by the Act in
Denmark, cf. section 2, will be constructed as enlargement or upgrade of the existing installations, which
will be owned by A/S Femern Landanlaeg up to the end of the construction phase.

The title to the Danish landworks will be determined in accordance with section 39 of the Bill. A/S Femern
Landanlaeg will, therefore, until the end of the construction phase, be the owner of the landworks covered
by section 2 of the Act, while the state will continue to be the owner of the existing rail and road
installations. If the performance of the construction tasks covered by section 2 of the Act is transferred to
Banedanmark and the Danish Road Directorate, they will be developers for the task with the appropriate
rights and obligations.

After the end of the construction phase, the Minister for Transport will divide the title to the overall
landworks, i.e. existing rail and road installations and the installations covered by section 2 of the Act,
between A/S Femern Landanlaeg and the state. Each party will subsequently have the title, including
responsibility for operation and maintenance, to its respective part of the section.

The ownership of the railway landworks will be divided after the end of the construction phase using a
model for the exchange of property under which the state and A/S Femern Landanlaeg separately gain
ownership of a part of the overall section from Ringsted to Rgdby at Holeby in proportion to their respective
contributions. It is expected that the state will contribute the existing railway installations, among other
things, while A/S Femern Landanlaeg will contribute expenses actually paid in connection with the
construction of the new overall section. Banedanmark will be responsible for construction of the railway
landworks specified in section 2 of the Bill as developer. For the construction of the railway landworks,
Banedanmark will obtain financing under an agreement with A/S Femern Landanleeg.

After the end of the construction phase, the Danish Road Directorate will be the owner of the road
landworks, which will include both the existing road landworks and the enlargement and upgrade of the
road landworks in section 2 of the Act. The detailed division of the title in relation to the coast-to-coast
project will be undertaken by the Minister for Transport. The Danish Road Directorate will be responsible
for construction of the road landworks specified in section 2 of the Bill as developer. For the construction of
the road landworks, the Danish Road Directorate will obtain financing under an agreement with A/S
Femern Landanlaeg. The Danish Road Directorate does not receive income for operation of the road
landworks from A/S Femern Landanlaeg.

The organisational form chosen is not intended to limit the state's responsibility for the construction work in
guestion. Consequently, the Act specifies that the state guarantees the companies’ obligations concerning
loans and other financial instruments that are used to finance and refinance the preparation, construction,
operation and implementation of other necessary measures in connection with the establishment of the
construction project. The guarantee from the state means that Femern A/S and A/S Femern Landanleeg
will be able to raise loans on terms equivalent to those granted to the state.

Femern A/S will collect payment for use of the road and rail link across the Fehmarnbelt. The prices are
determined by the Minister for Transport. However, Femern A/S may change existing general discount
schemes and introduce new discount schemes to the extent that this does not affect the level of payment
materially. Prices are fixed in compliance with articles 9 and 10 of the Treaty.



11. Project finances
11.1. The financing model

The construction project is user-financed. The construction phase will be financed by loans guaranteed by
the Danish State, and via EU project funding.

Under the State guarantee model, Femern A/S and A/S Femern Landanleeg are authorised to construct,

finance and operate the construction project. The companies can raise loans directly in the financial

markets and/or indirectly, where the loans are raised by the Danish Ministry of Finance/Danmarks

Nationalbank andre-l ent t o t he companies. The Danish State gL
Landanlaeg's financial obligations, which ensures loan terms equivalent to the terms for Danish State

borrowing. Consequently, the financing costs of the project are as low as possible.

Annual guarantee commission is payable to Danmarks Nationalbank on loans covered by the State
guarantee, and/or a similar commission in connection with re-lending. In pursuance of the Danish Act on
commission on certain loans raised under State guarantee, it is required that the guarantee commission
amounts to 0.15% of the loan sum.

The loans will be repaid via user charges in the same way as for the fixed links across the Great Belt and
@resund. Consequently, the users of the Fehmarnbelt tunnel will pay for the construction project.

11.2. Costs
11.2.1. Construction costs for the coast-to-coast project

In February 2011, the political parties backing the project (the Danish Social Democrats, the Social Liberal
Party, the Liberal Party, the Danish People's Party
Conservative Party) decided, on the basis of a recommendation from Femern A/S, that an immersed tunnel

was the preferred technical solution for the project.

In June 2011, the political parties backing the project decided, on the basis of a recommendation from
Femern A/S, that the production site for the tunnel elements was to be located at Rgdbyhavn in Denmatrk.

Femern A/S has invited tenders for the four large tunnel contracts, which are estimated to account for
approximately 75-80% of the final construction budget for the fixed link across the Fehmarnbelt. On 22
December 2014, the prequalified contractors submitted their bids. Consequently, the tender process for the
Fehmarnbelt Project means that it is possible to prepare a construction budget based on specific tender
prices from the prequalified contractors. This reduces any subsequent budget risk.

On the basis of the priced bids received for the four tunnel contracts, Femern A/S prepared a construction
budget of DKK 55.1 billion (in 2015 prices) for the fixed link across the Fehmarnbelt, including reserves of
DKK 3.7 billion, equivalent to 7%. The budget also comprises the additional installation and railway
contracts, plus the planning costs, etc.

As the priced tenders are generally muc h mor e expensive than Femern A/ S
costs for the works in question, the company is negotiating with the contractors to reduce the construction
costs.

In addition to the construction contracts that have not yet been priced, there remains uncertainty linked to
the timetable for the German plan approval, the requirements that the German authorities may make for
the implementation of the construction project and how much EU subsidy the project will be granted.
Application will be made to the EU for a subsidy for the project's construction phase for the period up to
2020 by the application deadline on 26 February 2015.

Development of the German railway installations in connection with the fixed link across the Fehmarnbelt is



not expected to be completed until 2024. Against this background, the timetable for developing the Danish
railway installations will be reassessed.

The above uncertainties in the project financing are expected generally to be settled during autumn 2015.
Consequently, there will be a fresh assessment of the total finances in the project, including an updated
risk assessment, which will be submitted to the political parties backing the project before the four large
tunnel contracts can be signed. In this connection, the political parties backing the project will also have to
decide how the project should proceed if German plan approval has not yet been granted.

11.2.2. Construction costs for the Danish landworks

The consolidated construction estimate of August 2011 included a construction estimate for the Danish
landworks of DKK 8.5 billion (2008 prices), equivalent to DKK 9.6 billion in 2015 prices.

In connection with the financial analysis of November 2014, Banedanmark updated its construction
estimate to DKK 9.5 billion (2015 prices). The reduction is partly due to the conditions having been studied
in more detail since 2011 using geotechnical surveys and ballast borings. Systematic work has also been
performed to find more effective solutions and ways of optimising.

The construction estimate of DKK 9.5 billion for the Danish landworks includes a correction supplement of
10%, equivalent to DKK 0.7 billion, plus 20% reserves, equivalent to DKK 1.5 billion, according to the
principles of New Construction Budgeting. This brings the total reserves up to 30% of the construction
costs.

The German Federal Minister of Transport stated in January 2015 that the development of the German
railway landworks is not expected to be completed until 2024. At the same time, the electrification of the
German railway landworks is not expected to be completed when the fixed link across the Fehmarnbelt is
expected to be opened. No specific timetable for the development of the German railway landworks has
yet been prepared. Consequently, no discussions have been held with the German authorities on its
consequences. The timetable for the development of the Danish railway landworks will be reassessed
against this background. This may mean a change in the timetable for the development, including later
completion than previously assumed.

11.2.3. Costs of operation, maintenance and reinvestments for the coast-to-coast project

The costs of operation, maintenance and reinvestments for the coast-to-coast project were estimated at
DKK 540 million (2014 prices) per annum in the financial analysis of November 2014. The amount was
calculated as an annual average based on expected reinvestments during the first 40 years of service of
the tunnel.

11.2.4. Costs of operation, maintenance and reinvestments for the Danish landworks

A separate estimate for the costs of operation, maintenance and reinvestments was not prepared as part of
the 2008/2011 financial analysis and the construction estimate for the Danish landworks used in the
analysis. The reason is that, at the time, it was assumed that ownership of the landworks would be
transferred to the State upon completion and that the costs of operation, maintenance and reinvestments
for the landworks would thus not have to be financed through traffic revenue from the fixed link across the
Fehmarnbelt.

Section 39 of the Bill now assumes that ownership of the railway landworks will be divided after the end of
the construction phase using a model for the exchange of property under which the State, represented by
Banedanmark, and A/S Femern Landanlaeg will each gain ownership of a part of the overall section from
Ringsted to south of Holeby corresponding to their respective contributions. It is expected that the State,
represented by Banedanmark, will contribute the existing railway installations, among other things, while
A/S Femern Landanlaeg will contribute expenses actually paid in connection with the construction of the



new overall section. After the end of the construction phase, the state will be the owner of the road
landworks.

In continuation of the divided ownership of the landworks, it is assumed in the financial analysis of
November 2014 that A/S Femern Landanleeg will pay the expenses for maintenance and reinvestments
corresponding to ownership of approximately 80% of the Ringsted-Holeby rail section. However, it will only
be possible to determine the final division of ownership and costs of maintenance and reinvestments at a
later time, for which reason the estimated percentage distribution given here is not final. Costs will primarily
be financed by dividend payments from Femern A/S.

In 2014, Banedanmark conducted an analysis of the costs of maintenance and reinvestments for the entire
Ringsted-Holeby section. Based on this analysis, average annual costs were calculated as DKK 292 million
(2014 prices) for the entire section. This is equivalent to DKK 234 million per annum for the part of the
section owned by A/S Femern Landanlaeg, which will primarily be financed by proceeds from the fixed link
across the Fehmarnbelt. Consequently, costs of DKK 234 million per annum are included in the financial
calculations for this. As indicated above, the size of the associated costs is estimated here as well.

11.2.5. Rejected solutions

Four technical alternatives were investigated: an immersed tunnel, a bored tunnel, a cable-stayed bridge
and a suspension bridge. The suspension bridge was, however, rejected as a technical solution early on
when it was assessed that a cable-stayed bridge would be a better and more economical technical solution
compared with a suspension bridge. The alternatives were investigated thoroughly and their environmental
impacts were analysed in detail.

Extensive preparation work was carried out for all three alternative technical solutions, including
preparation of estimates of construction costs and annual costs of operation, maintenance and
reinvestments.

DKK billion (2015 prices) Bored tunnel Cable-stayed bridge
Construction estimate* 65.5 52.5
Annual operation 0.8 0.5

* Including 30% reserves.

In November 2010, Femern A/S advised the Minister for Transport that an immersed tunnel was the
company's preferred solution for a fixed link across the Fehmarnbelt between Denmark and Germany. On
1 February 2011, the Danish Minister for Transport and the political parties backing the construction project
decided to follow the recommendation from Femern A/S to proceed with the immersed tunnel as the
preferred technical solution.

The immersed tunnel was chosen as the preferred technical solution following a comparison with the other
alternative technical solutions based on the following six parameters: 1) environment, 2) navigational
safety, 3) safety and emergency preparedness, 4) technical risks, 5) time schedule and 6) finances. The
choice was made on the basis of an overall assessment of the advantages and disadvantages.

11.3. Revenue

Revenue from the fixed link across the Fehmarnbelt will be generated by the users of the road and rail

sections of the link.

11.3.1. Road traffic and prices



The total road traffic revenue depends on both the traffic volumes using the link and the price users of the
link are charged. To ensure an updated basis for the revenue for the fixed link across the Fehmarnbelt,
Femern A/S prepared an updated analysis of expected traffic trends for the fixed link. The 'Traffic forecast
for a fixed link across the Fehmarnbelt' analysis of November 2014 is based on results and conclusions
from a number of reports in which the central element is an updated, model-based calculation of traffic
trends for a fixed link across the Fehmarnbelt described in the 'Fehmarnbelt Forecast 2014' analysis report.

'Fehmarnbelt Forecast 2014' presents a main scenario for traffic trends for a fixed link across the
Fehmarnbelt and a sensitivity scenario based on German estimates of economic developments and
transport cost developments. In the financial analysis, specific traffic volumes from the main scenario are
included as the calculation basis of traffic revenue.

The Danish Planning Act assumes that the price of using the fixed link across the Fehmarnbelt is expected
to be on a level with the ferry prices for Rgdby-Puttgarden in 2007 adjusted by the general increase in
prices up to the time of opening. In 2007, the ferry price was DKK 420 including VAT for a car. This is
equivalent to approximately DKK 484 including VAT in 2014 prices, which was used as the basis in the
financial analysis of November 2014. The average VAT rate is assumed to be 19% as, for purposes of
calculation, it is assumed that Danish VAT (25%) will be charged in Danish territory and waters and in the
Danish Exclusive Economic Zone, German VAT (19%) will be charged in German territory and waters and
that VAT will not be charged in the German Exclusive Economic Zone.

The assumed price for trucks in the financial analysis of November 2014 of DKK 2,059 including VAT is
based on the current Scandlines list price for the Rgdby-Puttgarden crossing, including a variable oil
supplement plus 19% VAT less a discount of 13%, which is the maximum permitted within the framework
of the Eurovignette Directive.

In pursuance of the Bill, the Minister for Transport will set prices for use of the road and rail link. The final
price will be set just before the opening of the fixed link.

On the basis of these assumptions, the revenue from road traffic on the fixed link across the Fehmarnbelt
can be calculated to be approximately DKK 2.5 billion excluding VAT (2014 prices) in 2025, which is the
first year of operation with full traffic on the fixed link. In subsequent years, the amount will grow as traffic
grows.

11.3.2. Rail infrastructure payment

Revenue from the railway for using the fixed link across the Fehmarnbelt is calculated as the value of the
rail operators' direct saving from using the fixed link across the Fehmarnbelt instead of the approximately
160 km longer route via the fixed link across the Great Belt. These savings consist of saved infrastructure
charges and lower operating costs as a result of fewer kilometres travelled. The value of time savings for
passengers and freight is not included. The traffic forecast estimate of traffic volume divided by the number
of passenger trains and freight trains has been used.

In the financial analysis of November 2014, the revenue basis from the railway on the fixed link across the
Fehmarnbelt is assumed to be DKK 394 million excluding VAT (2014 prices) per annum and is assumed to
be adjusted by the general increase in prices. In the operating phase, the proceeds from the rail
infrastructure payment will depend on the rail charges and the number of trains using the tunnel. The
actual annual payment from the railway may, therefore, differ from the DKK 394 million assumed in the
financial analysis.

11.3.3. EU funding

A significant component of the financing of the fixed link across the Fehmarnbelt is funding for the
construction project received from the European Commission under the TEN-T programme, the aim of
which is to strengthen the single market, for instance by promoting more efficient transboundary transport
corridors.



In the financial analysis of November 2014, it is assumed that the coast-to-coast project will be granted EU
funding of 18% of the construction costs, while the Danish landworks are assumed to receive funding of
10%. With the addition of funding already granted for the planning phase, this will be equivalent to the
overall project being expected to receive a total of approx. DKK 10.3 billion in EU funding.

11.4. Profitability calculations

On the basis of the existing construction budget of DKK 55.1 billion (2015 prices) for the fixed link across
the Fehmarnbelt and a construction budget of DKK 9.5 billion (2015 prices) for the Danish landworks,
profitability calculations have been carried out based on total repayment of the loans raised to finance the
costs of the construction project. The repayment period for the entire project (for the fixed link across the
Fehmarnbelt and the Danish landworks) is calculated to be 39 years at a real interest rate of 3.0% per
annum. The calculation of the repayment period will be updated in autumn 2015 along with the renewed
assessment of the total finances of the project, cf. the above.

11.5. Socioeconomic assessment of the project

The Ministry of Transport has had an updated socioeconomic analysis of the fixed link across the
Fehmarnbelt with associated landworks in both Denmark and Germany prepared. The analysis was
published on 8 January 2015 and shows that the investment in the Fehmarnbelt Fixed Link will produce a
net profit for all countries of DKK 26 billion (2014 prices), equivalent to a socioeconomic return of 5.0% per
annum. For Danish society, the investment in the Fehmarnbelt Fixed Link will produce a net profit of DKK
28 hillion (2014 prices), equivalent to a socioeconomic return of 5.4% per annum. A number of sensitivity
analyses have been carried out showing the impact of the various assumptions and calculations on the
result. In all the sensitivity analyses, the Fehmarnbelt Fixed Link is socioeconomically profitable. The net
profit is particularly due to the dramatic reductions in travel time for road and rail traffic that the
Fehmarnbelt Fixed Link entails. The flexibility that cars, buses, trucks and train passengers will enjoy when
the fixed link opens also represents a gain. Another benefit for society is that the project will reduce the
impact from transport on the environment and climate. This is partly because freight train traffic will be able
to avoid the 160 km detour via the Great Belt as result of the project.

12. Financial and administrative consequences for the State
12.1. Financial consequences for the State

In addition to the part that is financed by EU subsidies, the construction costs for the construction project
will be financed by raising loans in the international capital markets with guarantees issued by the Danish
State or via State re-lending. The interest and instalments on the loans will be paid through user charges
on the coast-to-coast project and Banedanmark's payment to the companies for use of the railway. The
Danish State will guarantee the loans raised and the other financial obligations of the companies during the
construction phase.

As stated above, ownership of the railway landworks will be divided after the end of the construction phase
using a model for the exchange of property under which the State and A/S Femern Landanleeg separately
gain ownership of a part of the overall section from Ringsted to south of Holeby corresponding to their
respective contributions.

It is expected that the State will contribute the existing railway installations, among other things, while A/S
Femern Landanleeg will contribute assets equivalent to construction costs actually paid in connection with
the construction of the new overall section. Each party will subsequently have the title, including
responsibility for operation and maintenance, to its respective part of the section.

The toll charge for the fixed link across the Fehmarnbelt is subject to VAT. This means that the State
receives VAT revenue from passenger cars using the part of the fixed link that is located in Danish territory.
On the current ferry crossing between Rgdby and Puttgarden, passenger cars are VAT-exempt.



A/S Femern Landanleeg is responsible for financing the annual costs of operation, maintenance and
renewal of the part of the railway between Ringsted and south of Holeby that the company owns. It is
estimated that the average annual cost will be DKK 234 million (2014 prices). The State will therefore save
the costs of operation, maintenance and renewal of the existing installations in this section.

12.2. Administrative consequences for the State

The Danish Coastal Protection Act is set aside for the construction project by the Bill. This reduces the
administrative burden on the Danish Coastal Authority as it does not have to grant permission for land
reclamation, among other things. The Minister for Transport will ensure that the considerations on which
the permission requirements in the Danish Coastal Protection Act are based are taken into account during
the implementation of the project.

The Bill specifies that the exemption in article 1, paragraph 4, of the EIA Directive be applied to the coast-
to-coast project. This provision means that the EIA Directive is applied directly to the construction project
and that the Act carries out the case processing that the Danish Coastal Authority or the Danish Nature
Agency would otherwise have carried out under the Danish implementation of the EIA Directive. The State
therefore avoids the administrative work associated with this.

12.3. Financial consequences for the municipalities

The proposed section 24 means that the municipalities have the opportunity to receive areas, buildings,
installations, etc. that have a certain value at no charge. This represents a potential financial bengfit for the
municipalities.

The proposed section 23 means that the municipalities may be ordered to recognise a private shared road
as a public road. This means that the municipalities assume the maintenance obligation for the roads and
that the municipalities must consequently pay the costs associated with this. However, it should be noted
that the Minister for Transport will be authorised, if the authority is exercised to order a municipality to
recognise a road as a public road, to also be fully or partially responsible for the maintenance of the road,
cf. section 22.

12.4. Administrative consequences for the municipalities

It is expected that the local municipalities affected by the construction project will be given a number of
administrative tasks in connection with the implementation of the construction project. These will involve
regulatory processing, etc.

However, the Construction Act contains special rules on matters such as environmental conditions that
mean, to a certain extent, that administrative tasks that would be handled by the municipalities under
general rules are handled instead under the rules in the Construction Act.

The proposed section 22 means that there is no need for the municipalities to make decisions on the
construction and modification of roads that are necessary for the implementation and operation of the
construction project.

13. Financial and administrative consequences for the business community, etc.

The Bill is assessed to have positive consequences for the business economy as it ensures the
construction of a major infrastructure link between Denmark and Germany which will benefit the business
community. It is expected that the investment in the project will have positive direct and indirect effects for
the business community, including, in particular, increased economic activity and business establishment
in the local area and in the region.



In addition, the coast-to-coast project is expected to produce a number of economic benefits, including
reduced travel time and far more flexible transport opportunities. The coast-to-coast project will reduce the
travel time between Scandinavia and continental Europe. The travel time is currently around 45 minutes by
ferry between Rgdbyhavn and Puttgarden. The coast-to-coast project will result in travel time by train
across the Fehmarnbelt of 7 minutes, while drivers will cross the Fehmarnbelt in 10 minutes. The travel
time between Copenhagen and Hamburg will be reduced for drivers from 4.5 hours today to approximately
3 hours, while the travel time by train can be reduced by approximately 2 hours to just 2 hours 40 minutes
from the 4 hours 40 minutes it takes today.

The construction of the coast-to-coast project will create many thousands of new jobs. According to an
analysis from Copenhagen Economics, the project's main contractors and subcontractors are expected to
create employment of approximately 55,000 FTEs in total in the period 2008-2021. The jobs on the tunnel
construction sites are primarily associated with earthworks and concrete. There will also be a number of
specialist tasks in connection with the excavation of the tunnel trench in the seabed and transport and
immersion of tunnel elements. The project is also expected to create jobs among local and regional
suppliers and local industry. These jobs will be in skilled trades, the hotel and catering industry, security
and cleaning companies, local transport facilities, etc.

The Bill has no administrative consequences for the business community.

14. Administrative consequences for citizens

The Bill has no administrative consequences for citizens.

15. Environmental consequences

A detailed description of the environmental consequences of the construction project is available in the
attached EIA material, which consists of the EIA reports prepared and associated documentation,
consultation reports and supplements to the EIA reports.

15.1. Environmental consequences of the coast-to-coast project

The impact in the construction phase is linked in particular to the use of areas for construction and civil
engineering activities under the project, disruption during the construction works, temporary changes to
existing conditions and sediment spill from dredging and land reclamation works.

Where possible, the construction works will be organised so that noise is limited while the tunnel factory
and the associated structures are established. In order to minimise nuisance from noise and congestion,
the aim is for as much material as possible to be delivered to the construction project by sea.
Consequently, two temporary work harbours will be constructed for this purpose in Rgdbyhavn and
Puttgarden. The two harbours will thus make a contribution to relieving the roads and reducing the volume
of heavy traffic.

The excavation work will result in some sediment spill. Above all, it is essential that there is no spill in areas
or at times of the year when the environment is particularly sensitive Thorough planning and execution
methods are therefore decisive. As there are large quantities of sediment in the water in the Fehmarnbelt
for natural reasons at certain times, the marine environment will generally be able to withstand the
additional, short-term contribution from the excavation works.

An immersed tunnel is an environmentally-friendly solution in the Fehmarnbelt as no visible permanent
structures are installed in the Fehmarnbelt itself. The seabed will be re-established after a few years, as
will the flora and fauna on the seabed, and the flow of water to and from the Baltic Sea will not be reduced.

The permanent impact on the current natural environment both on land and in the marine area is primarily
in the areas that are incorporated in the project. The impact is considered to be of limited extent and



primarily of local importance.

15.2. Environmental consequences of the railway landworks

The environmental consequences of the railway landworks are caused by the performance of the
construction and civil engineering works themselves and the area use that is associated with upgrading,
development and electrification.

The environmental studies show that, with the remedial measures that are part of the project, the railway
landworks can be implemented without any significant impact on nature areas and habitats for flora and
fauna. The railway landworks will be established in such a way that it is possible to maintain continuous
ecological functionality for breeding and resting areas so that there is no significant impact on nature areas
and habitats for flora and fauna. The construction project will also not harm the species and habitat types
included in the basis for designating the Natura 2000 sites through which or close to which the railway
landworks will pass.

15.3. Environmental consequences of the road landworks

Opening a fixed link across the Fehmarnbelt, with the consequent changes in traffic on the Sydmotorvejen
motorway with a greater distribution over the 24-hour period and more heavy goods vehicles, may have an
impact on animal life along the motorway. To limit and prevent this impact, a package of preventive
measures has been put together, focusing on species protected by Annex IV of the EU Habitats Directive
along the Sydmotorvejen motorway between Sakskgbing and Radby.

The course of the Sakskabing A river is an important ecological corridor and highway linking nature areas
north and south of the motorway. To allow amphibians and small mammals to pass, side-hung berms will
be established in the underpass (km 132).

The entire area south of Sakskgbing and along the Sakskabing A river, with Holmeskov Dyrehave and
Krenkerup Gods, is of national importance for a number of bat species, including barbastelle bats. Along
the southern side of the motorway around the Sakskabing A river, the existing vegetation will be extended
with indigenous bushes and small trees in a section of approximately 400 m (km 132.0-132.4) to ensure
that the flying height of the bats is high enough to reduce the risk of collision. The current forest vegetation
on the northern side will be retained.

The area between Maribo and Binnitse contains populations of soprano pipistrelle, barbastelle bat and an
unspecified mouse-eared bat species, all of which depend on following highways in the landscape. If
relatively high bushes and trees are planted close to the motorway at Feelleshavevej (km 145.2) and
Binnitsevej (km 147.8), it is estimated that the bats will cross the road at a relatively elevated height and
thus find it easier to avoid the traffic.

West of the Sakskabing A river (km 133.1), there is an amphibian pond with the Annex IV species northern
crested newt, moor frog and agile frog. The incidence of moor frogs is most important as it is a small,
completely isolated population that will be vulnerable to even small impacts. It is estimated that the
population will be best protected by establishing a new pond further away from the motorway (km 133.1),
but still close to the meadow grazed by horses.

In the area around Hillested and Hared (km 145.1-145.6), there are a number of ponds west of the
motorway with populations of the Annex IV species agile frog and northern crested newt. The majority of
the area’'s breeding population of agile frogs live in ponds approximately 250 m west of the motorway. It is
estimated that the population will be best protected by cleaning out and clearing tree growth in 3 ponds
further to the west so that the agile frogs choose these ponds as breeding sites and the species' breeding
and resting places are moved further away from the motorway.

Around Bggelundgard (km 146.3-146.7), the ponds contain large populations of the Annex IV species
northern crested newt and agile frog. In this location, it is not immediately possible to create improvements



for the populations further west. Therefore, a 400 m amphibian fence will be erected along the western side
of the motorway in order to avoid increased mortality on account of the increased volume of traffic.

15.4. Environmental consequences of the construction project in the operating phase
15.4.1. Reduced emissions of CO; as a consequence of the construction project

Overall, the fixed link across the Fehmarnbelt will achieve a fall in emissions from traffic. The potential
annual saving is around 200,000 tonnes of CO, in a scenario where a fixed link across the Fehmarnbelt
replaces the Rgdby-Puttgarden ferry service. The reduction in CO, emissions derives from three main
factors: the rerouting of freight transport from road to rail; the shorter distance form Copenhagen to
Hamburg; and the reduced CO, emissions of using a fixed link as opposed to transporting vehicles across
the Fehmarnbelt by ferry.

In general, the structure will be designed so that it contributes as much as possible to reducing the energy
consumption of the means of transport. For example, this concerns the surfacing on the motorway. It is
estimated that around 25% of the CO, emissions on the road network are due to rolling resistance and
that, if asphalt of the highest quality is used, rolling resistance is reduced and consequently CO, emissions
are reduced. However, low rolling resistance results in less road grip. Consequently, it is necessary to find
a balanced solution.

On the railway, there will be a reduction in CO, emissions from freight traffic as a consequence of the
shorter transport route, and the rerouting of freight from road to rail will result in a reduction. The reduction
amounts to approximately 11,000 tonnes of CO, per annum. However, the increased number of
passengers will result in an increase in CO, emissions from passenger transport by rail of approximately
8,000 tonnes of CO, per annum. Overall, the railway will contribute a reduction in CO, emissions of
approximately 3,000 tonnes of CO, per annum.

15.4.2. Noise and vibrations from the construction project
15.4.2.1. Noise and vibrations from the coast-to-coast project

Overall, the number of homes subject to noise will be reduced as a consequence of the coast-to-coast
project. This is due to the fact that the alignment of the new railway and motorway will be located east of
Radbyhavn, so that the road traffic that currently drives through the town to the ferry port will be displaced
towards the east. Accordingly, the rail traffic will pass east of Ragdbyhavn. The traffic through the town is
therefore estimated to be reduced considerably, whether the ferry service continues or not.

During the operating phase, the sources of noise in the area are expected to be 1) existing noise from wind
turbines, industry and traffic on roads and the railway, 2) noise from traffic on the new motorway and
railway and 3) noise and vibrations from ferries if the ferry service continues.

Noise was calculated in a three-dimensional model along the motorway and railway and around the ferry
guay which takes into account terrain, buildings and other relevant objects for sound propagation. The
noise studies show the number of homes and other noise-sensitive buildings that are subject to noise
above the guideline thresholds for each of the three types of noise source. The cumulative noise impact
was not calculated as there are different thresholds for the three types of noise source, and noise is
regulated according to different noise indicators. Consequently, there is no method for combining the
different noise contributions to create an overall nuisance impact. The noise level was calculated both with
and without a continued ferry service.

The table shows the number of homes with a noise impact above the specified thresholds in connection
with operation of the immersed tunnel in 2025:

|Noise impact in 2025 Rail traffic noise Road traffic noise Ferry traffic noise (night) |




Guideline threshold Lden = 64 dB and Lmax =|Lden = 58 dB LAY>h = 40 dB
85 dB

Immersed tunnel without |8 5 0

ferry operation

Immersed tunnel with 8 43 285

ferry operation

Noise from road and rail traffic is assessed using the noise indicator Lden. With this noise unit, noise is
calculated for the daytime hours of 07:00-19:00, for the evening period of 19:00-22:00 and for the night,
22:00-07:00. These three noise impacts are weighted to produce a 24-hour value Lden, in which 5 dB is
added to the noise impact in the evening and 10 dB is added at night. This corresponds better to the way in
which noise is experienced as people are more sensitive to noise in the evening and most sensitive at
night when it can affect sleep.

There is also a guideline threshold for the maximum noise from railway traffic, Lmax. This is the maximum
noise level for the loudest train used regularly in the rail section.

The noise indicator LAYzh is the average A-weighted sound pressure level over the loudest half hour during
the nighttime hours of 22:00 - 07:00. LA%2h is used to assess external noise from businesses at night.

In the table calculation 'immersed tunnel with ferry operation’, it is assumed that half of the road traffic uses
the ferries, and half uses the fixed link across the Fehmarnbelt.

Vibrations will only be caused by rail operation, while road traffic and ferries do not contribute vibrations
that will affect homes. The calculations show that vibrations will not be significant.

Ferry traffic at night (the loudest ¥2 hour) gives rise to noise levels of 50-55 dB(A) in the southern part of
Radbyhavn town, while a large part of the town is subject to 40-45 dB(A). The noise is calculated as an
average for ¥z hour in the night period, but the noise actually occurs throughout the 24-hour period
because there are ferry departures every % hour throughout the 24-hour period.

When the Fehmarnbelt Fixed Link opens, the rail traffic will increase considerably in relation to today, but
the increase does not mean that more homes will be subject to noise because the railway is being moved
to the east and thus away from most homes in Radbyhavn. In connection with the establishment of the
coast-to-coast project's rail section, an electrical operations easement will be imposed along the railway.
This means, for example, that there must normally not be any buildings within 10 metres from the centre of
the track, equivalent to 7 metres from the traction power masts.

The future motorway will produce less noise pollution than the current one as it will be further away from
residential areas.

15.4.2.2. Noise, vibrations and electromagnetic impact from the railway landworks

The calculations of noise from the railway include factors such as traffic volume, train types, train speed,
local terrain conditions, meteorological conditions and noise screening. The calculations of road noise are
based on the volume and composition of road traffic. The same calculation method was used for the coast-
to-coast project and the railway landworks.

The table shows the number of homes with a noise impact above the specified thresholds in connection
with operation of the railway between Ringsted and south of Holeby in 2025:

Noise impact in 2025 Rail traffic noise Road traffic noise
Guideline threshold Lden = 64 dB and Lmax = 85 dB [Lden = 58 dB




[Railway landworks |Approx. 1500 |Approx. 10

On the basis of the calculations, as part of the implementation of the railway landworks, noise reduction
measures will be applied in relation to the Danish Environmental Protection Agency's guideline threshold of
64 dB (as a 24-hour average) and a maximum value of 85 dB.

The noise reduction measures will involve erection of noise screens in sections with a high density of
homes, supplemented by facade insulation of homes along screened sections where the noise impact still
exceeds the threshold, and fagade insulation of homes along the other parts of the section.

The installation of facade insulation on homes subject to noise has been started in accordance with the
legal document of 13 March 2013. The noise reduction measures are expected to be implemented in the
period 2014-2016. The offer of noise reduction measures for individual homes is based on a number of
criteria based on the practice applied in Banedanmark's noise project. The cost of fagade insulation is paid
by the project as part of the total construction cost of the railway landworks. The scheme will comprise
approximately 1,500 homes.

In the studies carried out, it was estimated that approximately 19,000 m of noise screen must be erected,
of which approximately 1,000 m will have a height of 2-3 m above the tracks.

The diversion of roads in connection with the conversion of bridge structures will generally result in a
reduction in noise for the homes affected. In connection with the new structure in Eskilstrup, some homes
will be exposed to noise above the threshold, Lden = 58 dB, along the new road. Overall, the number of
homes exposed to road traffic noise above the threshold will be reduced.

Operation of the developed, upgraded railway will have a noise impact on recreational nature areas along
the section.

There is no standardised method for calculating vibrations from railways. Consequently, vibrations are
calculated on the basis of an experience-based vibration model. The model is based on experience and
measurements from existing rail installations, and the calculations include train type, speed and building
types (detached houses or flats).

The detection threshold for perceptible vibration is 71-72 dB, which means that it is normally possible to
notice vibrations even if the threshold is complied with.

There are only limited options for reducing the impact of vibrations from the railway. Vibrations from trains
can be reduced to some extent by means of ongoing maintenance of wheels and rails. When new buildings
are built near a railway, the structure can be adapted so that any vibrations are reduced. However, in
existing properties it is not considered to be realistic to make structural changes.

Calculations of the future vibration level show that 122 homes will be exposed to a vibration level above the
threshold of 75 dB. 54 of these homes have been acquired in advance.

In the event of major vibration impacts, buildings can suffer cracks and damage, but experience shows that
this only happens with impacts markedly above the threshold for noticeable vibrations, and at levels
considerably above those of vibrations from railways, on the basis of experience. Vibrations that will cause
damage to buildings are not estimated to occur in connection with operation of the railway.

The current in the traction power system's overhead contact wire, carrier cable and return conductor and
partly in rails/earth creates a magnetic field around the railway. Similar magnetic fields also occur around
electrical household appliances and electrical installations in buildings.

In connection with the construction project, Banedanmark assessed the expected average size of the
magnetic field around the future electrified railway. The assessment was based on the future expected
train operations in the section and the expected maximum current draw for passenger trains and freight
trains.



The calculations show that the average impact from passenger trains and freight trains at a distance of 7 m
from the traction power masts will be approximately 0.4 uT. This value is not an actual threshold. However,
it is included in the precautionary principle that is an indicator of when further studies should be carried out.

In connection with the electrification of the railway, an electrical operations easement will be imposed on
properties along the railway. This means, for example, that there must normally not be any buildings within
10 metres of the centre of the track, equivalent to 7 metres from the traction power masts. In addition,
homes within this distance from the railway are expected to be expropriated as the threshold for noticeable
vibrations is exceeded.

The possible risk from the magnetic fields that occur as a consequence of electrification is therefore dealt
with adequately.

15.4.3. Impact on natural conditions

15.4.3.1. Impact of the coast-to-coast project on natural conditions

The permanent structure will result in natural features being lost or isolated. While the impact on nature
associated with the loss of natural features will occur during the construction phase, the impact associated
with isolation of natural features will continue in the operating phase on account of the design and location
of the permanent structure. Consequently, the loss of natural features as a one-off event is only described
during the construction phase, while isolation of natural features as a result of the permanent presence of
the physical structures is described during the operating phase although it is established in the construction
phase.

The impact on nature from the permanent structure is related partly to the alignment in the form of the new
railway and motorway on Lolland, and partly to the alignment in territorial waters where the tunnel is
excavated and land reclamation off Lolland on each side of Rgdbyhavn.

The permanent structure will incorporate a total of approximately 105 ha on Lolland, including areas that
are protected by section 3 of the Danish Nature Protection Act. The protection generally entails a ban on
changes being made in these protected habitat types. The permanent structure will also have an impact on
a number of protected species primarily because the structure functions as a barrier or in such a way that it
divides existing nature areas.

The natural features that disappear will be replaced by new natural features, and the new recreational
areas will be larger than those that disappear. The coast-to-coast project will establish nature areas that
are three times as large as the nature areas seized for the finished structure. Around one third of the new
natural features will be established on existing land, including the new Strandholm Sg lake, while around
two thirds will be established on the new reclaimed land.

When the planned new natural features are finished, two continuous nature areas will have been created,
one from Bredfjed via the dike and out to the western part of the new reclaimed land, and one from the
eastern part of the new reclaimed land via existing protected natural features to Saksfjed and Hyllekrog.
The new reclaimed land west of Rgdbyhavn consists of salt meadow, grassland and ponds. East of
Radbyhavn, there will be wetland, grazing areas and grassland. The area to the east will be finished off
with a cliff of moraine clay approximately 7 m high, where erosion is permitted to a controlled extent to
release sand and other materials from the cliff onto the stretch east of the reclaimed land.

The project will mean that 10 ponds are lost and a number of other ponds are isolated. 37-42 new ponds
will be created, of which 10 will be built before the actual start of construction. Strandholm Sg lake will be
replaced in its current size. A nature area of the same size is also planned around the replacement lake.

The establishment of road structures and the alignment will have an impact on nature in the form of the
loss of protected open landscape around and on the current dike and the loss of Strandholm Sg lake, and



the alignment will cross the protected Naesbaek watercourse. A number of protected ponds will also be lost
or isolated.

It is planned to establish six wildlife crossings to ensure that wildlife can continue to cross the alignment.
Otherwise it would be isolated from its natural environment.

From the junction with the existing motorway in the north in the direction towards the tunnel portal in the
south, the alignment will contain the following natural features:

At the new approach road to the Sydmotorvejen motorway, the road crosses a protected watercourse,
Neesbeaek. The watercourse functions as a migration corridor for small mammals and amphibians.
Consequently, two wildlife crossings with berms for small mammals and amphibians will be established to
ensure that the watercourse passes beneath the motorway and Ottelundevej.

Approximately 100 m east of the new motorway, two protected ponds will be isolated between the new
motorway and the new railway. One of the ponds is a breeding site for smooth newts, and the other is a
resting place for birds.

Where the motorway passes the toll plaza, four protected ponds will be isolated between the new
motorway and the existing motorway. Smooth newts breed in two of the ponds.

South of Faergevej, the new motorway passes east of two protected ponds. Both ponds will be isolated
between the motorway and the existing railway. The ponds are breeding sites for smooth newts.

South of Stengard Sg lake and west of Gl. Badevej, the new motorway passes four protected ponds that
will be isolated between the motorway and the existing railway. One of the ponds is a breeding site for
green toads, common toads and green frogs. Roughly 200 m west of Gl. Badevej and just east of the port,
there is another protected pond that will be isolated between the new motorway and the existing railway.
The pond is a breeding site for moor frogs.

In addition, another wildlife crossing will be established with berms for small mammals and amphibians
where the new motorway crosses the existing railway. The new motorway passes east of Stengard Sg
lake, which is protected and part of the current draft water plan for the area, and which will be isolated
between the new motorway and the existing railway. The lake is a breeding site for smooth newts, common
toads and green frogs and a possible foraging area for Daubenton's bats.

A total of 13 protected ponds, including Stengard Sg lake, will be isolated as a consequence of the
alignment and the technical structure. The ponds are habitats for green toads, moor frogs, smooth newts
and green frogs. New ponds will be established in relevant areas to boost the isolated populations.

South of the toll plaza and Feergevej, the new motorway passes east of the existing railway. The site of the
railway, which is not affected by the coast-to-coast project, is a resting site for green toads and a habitat for
a number of rare insects, including willowherb hawkmoths. Soprano pipistrelles, noctule bats, serotine bats
and Daubenton's bats have been observed at the site of the railway. The lighting in the operating phase will
be adjusted to minimise its impact on animal life. No permanent lighting will be installed along the
motorway in open country, and where lighting is necessary, for example at the toll plaza, yellow lighting
that does not attract insects will be used.

In addition, in the relevant sections, permanent amphibian fences will be erected along the motorway and a
wide combined path and wildlife crossing will be established south of the tunnel portal to ensure a dispersal
corridor for amphibians and mammals.

Along the alignment, signs, etc. will be installed in open country to the extent necessary to provide
information on the permanent structure, including access conditions and the toll plaza, etc.

Where the existing and the new railways merge, the railway crosses the protected tributary of the Naesbaek
watercourse. A wildlife crossing with berms for small mammals and amphibians will be established to
ensure that the watercourse passes beneath the existing railway and the new railway.



North of the toll plaza, a wildlife crossing with berms for small mammals and amphibians will be established
to counteract further fragmentation of the landscape and to make it possible for amphibians and small
mammals to disperse on both sides of the motorway and the railway.

The coast-to-coast project involves the permanent incorporation of areas of the sea. The immersed tunnel
will be protected by a layer of stone that will be raised above the existing seabed level close to the coast
over a section of 450 m. At greater depths, it is estimated that the seabed will be naturally reformed to the
same natural level as today over a number of years. The temporary loss of seabed will entail no significant
impact on flora and fauna communities in the Fehmarnbelt.

Part of the permanent structure consists of the two new areas of reclaimed land on each side of
Rgdbyhavn formed using the excavated seabed spoil to create a new nature area. Part of the new natural
features that are expected to be established will be located on the new reclaimed land.

West of Rgdbyhavn, there will be a nature area with a salt meadow, grassland and ponds. East of
Radbyhavn, there will be a nature area with wetland, grazing areas and grassland. The area to the east will
be finished off with a cliff of moraine clay approximately 7 m high, where erosion is permitted to wash sand
out onto the stretch east of the reclaimed land.

The establishment of the new reclaimed land involves permanent loss of seabed that will, in particular,
affect the red seaweed community in the Danish part of the Fehmarnbelt. Red seaweed is widespread in
the western Baltic Sea, and this local loss is not estimated to be critical for the incidence and function of
the red seaweed community in the western Baltic Sea.

The new reclaimed land will have an impact on an area of seabed in which harbour porpoises and seals
have been recorded only to a limited extent, and where there are no landing sites for seals.

There will also be a limited loss of salt meadow of approximately 1 ha as a consequence of the
establishment of access roads to the new beach areas. However, the lost salt meadow will be replaced in a
ratio of 1:2.

The new Strandholm Sg lake will be established in Saksfjed Inddaemning in an area where the landscape
elements are protected. South and north of the area, there are large continuous nature areas in the form of
wet meadow and salt meadow that are protected under section 3 of the Danish Nature Protection Act. The
entire area is designated as a Natura 2000 site. This will involve significant modification of the existing
landscape conditions. However, considering the areas' current use for agriculture, the change will be
positive in respect of the natural environment.

The the establishment of the lake, including the construction works involved, will have no significant
consequences for the Annex Il and IV species in the adjacent areas. No incidences of Annex Il or IV
species have been ascertained in the area where the lake will be established. The lake will enhance the
botanical qualities of the area and the value of the area as a bird colony. Moreover, the lake will contribute
to the creation of new habitats for rare plant species and mammals, amphibians and reptiles.

The new Strandholm Sg lake will be established in Natura 2000 site no. 173. On the basis of the screening
carried out, it is possible to rule out the possibility of the establishment of the lake having significant
negative impacts in the form of harm to Annex Il species or Annex | habitat types on the designation basis
in the area. On the basis of the screening carried out, it is possible to rule out the possibility of the
establishment of Strandholm Sg lake having significant negative impacts on the conservation objectives of
the area. On the contrary, the lake is expected to contribute to the achievement of the objectives in the
current Natura 2000 plans for the area. Among other things, the lake is expected to benefit the bird species
in the designation basis and pond bats, narrow-mouthed whorl snails and northern crested newts.

15.4.3.2. Impact on natural conditions as a consequence of the railway landworks

Banedanmark conducted studies of nature areas and assessed the possible impact on nature areas and



protected animal and plant species in connection with the operation of the railway landworks.

The loss of natural features is described during the construction phase, while isolation of natural features
as a result of the permanent presence of the physical structures is described during the operating phase.

Protection of nature is one of the major considerations taken into account when planning and designing the
railway landworks. However, it is not possible to rule out that the project will have a number of impacts on
the environment. Consequently, a number of remedial measures will be implemented to help avoid, reduce
or compensate for environmental impacts from the upgraded, developed railway.

The permanent railway landworks incorporate some areas that are protected under section 3 of the Danish
Nature Protection Act. The protection generally entails a ban on changes being made in protected habitat
types. The permanent structure will also have an impact on a number of protected species as a result of an
increased barrier effect in relation to existing nature areas. The increased barrier effect is primarily due to
the increased traffic on the railway and the construction of an additional track in part of the section.

44 wildlife crossings of different types will be established in connection with the development of the railway
landworks. The railway landworks will also mean that 2 ponds are lost and a number of other ponds are
isolated. Against this background, a total of 46 new ponds will be constructed. This work will begin as soon
as possible after the Construction Act has been passed in order that they can be established before the
actual start of construction. The development will also affect a meadow area subject to section 3 of the
Danish Nature Protection Act, and a replacement area of approximately 0.85 ha will be constructed.

The construction works also require the felling of up to approximately 13 ha of protected forest.
Consequently, a total of approximately 26 ha of replacement forest will be established.

Following its upgrade and development, the railway will cross two Natura 2000 sites. These are habitat
area 194, where the underpasses for Valmosegrgften and Vasegrgften will be converted, and Natura 2000
site no. 173, where there will be an extension of Kong Frederik
extension of the railway through the Nagelsti Engmose area on Lolland.

On the basis of the impact assessments carried out, it is estimated that the construction works that will be
implemented in connection with the development of the railway will not entail any significant impact on
species and habitat types in the designation basis for the Natura 2000 sites. The possibilities for achieving
the preservation objectives will therefore not be impaired.

15.4.4. Impact on cultural heritage
15.4.4.1. Impact on cultural heritage as a consequence of the coast-to-coast project

The coast-to-coast project will be implemented both on land and at sea in areas in which there are various
forms of cultural heritage in the form of protected ancient monuments, protected dikes, church
environments, cultural areas and protected areas. Where the coast-to-coast project affects this cultural
heritage, appropriate measures will be taken.

According to marine archaeology studies, there are two important shipwrecks where the fixed link across
the Fehmarnbelt will be constructed. One wreck is in German waters and the other is in Danish waters.
Diver surveys of both wrecks were completed in summer 2012.

It is estimated that the coast-to-coast project will not affect the known wrecks and wreck areas in the
operating phase of the fixed link across the Fehmarnbelt. However, it may be necessary to check that the
area and the in-situ protection of wrecks implemented is not affected negatively.

The valuable cultural environments in the study area were mapped by Museum Lolland-Falster. A total of
29 cultural environments were mapped, of which 6 are priority cultural environments as they are assessed
to be particularly valuable at local or regional level. The 6 priority cultural environments are Rgdby as a

market town and station town, the bird flight line (Fugleflugtslinjen), the storm surge dike, Radbyhavn, the
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sugar industry cultural environment and Rgdby Fjord and Lidsg.

Protected stone and earth dikes, cultural heritage areas and the churches' protection areas (remote effect)
are also assessed as having high importance, including a protected burial mound (Hyldehgj), Rgdbyhavn
Church and protected earthwork at Lalandia.

Closure of the ferry service must also be assessed to have consequences for the Rgdbyhavn and bird
flight line cultural environments. The town's role in relation to the creation of a link between Denmark and
Germany will be dramatically different. The port environment in Rgdbyhavn is linked to a certain level of
shipping traffic and therefore depends partly on the ferry service being maintained.

No protected ancient monuments, protected buildings or protected stone and earth dikes will be affected by
the coast-to-coast project. This also applies to churches and church environments and to archaeological
sites.

The railway section means that half of a hedge must be removed. However, as the hedge is recent and is
not part of any cultural heritage context, the impact is insignificant.

The dike as a cultural environment is only incorporated in the tunnel portal to a limited extent. The tunnel
portal intersects the dike east of Radbyhavn and will incorporate 200-300 m here and change the visual
experience of the dike dramatically. The tunnel portal will not be visible from the dike west of Radbyhavn,
but the ramps on which the motorway and railway run before they enter the tunnel will be visible.

The new reclaimed land will mean that approximately 8 km of the 63 km Lolland dike will no longer be
beside the sea. However, the dike will maintain its function in relation to protecting against storm surges.
The reclaimed land affects the cultural heritage value of the dike in that it will no longer be beside the sea.
On the other hand, the new reclaimed land can be seen as yet another man-made element in the distinct
cultural landscape. After a number of years, the reclaimed land will be an integrated part of the cultural
environment.

Overall, it can be said that the loss of cultural heritage assets is limited.

15.4.4.2. Impact on cultural heritage as a consequence of the railway landworks

The railway landworks pass through areas with various cultural heritage sites in the form of protected
ancient monuments, protected dikes, church environments, cultural areas and protected areas. The
environmental consequences for cultural heritage in the operating phase are linked to the impact on a
protected area and visual impacts on church environments and cultural environments.

The railway landworks pass through the protected area of @sterskov east of Glumsg under Naesbyholm
Gods and Bavelse Gods. The protection is designed in part to ensure that the areas of a manor as a
whole, including @sterskov, are preserved largely in their current state so that the character of the
properties as agricultural and forestry property under the management of a manor is maintained. During
operation, it is necessary to preserve the landscape and scientific assets. In addition, public access via
roads and paths in the forests must be guaranteed.

The curve straightening and the installation of masts and cables for the electrified section will be within the
protected landscape and will be of importance to the experience of the protected area. However, overall,
the project is estimated to be of moderate importance to the experience of the protected area, even if trees
are removed from the forest along the railway, as the existing trees will partly conceal masts and cables.

Electrification and development of the railway will have a visual effect on church environment zones at a
number of churches. When passing most churches, the railway landworks will not impair the interaction
between the church and the landscape or the village environment significantly. At 3 churches, the railway
will be developed across the church environment zone, which will have an impact on the visual experience
of the church in the open landscape.



There are a total of 19 protected earth dikes in the immediate vicinity of the railway landworks. As a result
of the electrification and development of the railway, 4 earth dikes that are all straight forest dikes will be
permanently shortened by up to 15 m at the end adjacent to the railway. The impact on the dikes is
generally estimated to be relatively limited as the majority of them will still be intact, including their course
and their narrative value in the landscape.

Along the railway, there are a number of cultural environments that reflect significant features of social
development. As a result of the development of the railway, 15 of the designated cultural environments will
be affected directly by minor area incorporation along the railway.

The cultural environment around the former Orehoved Station will be affected in particular by traction
power masts and cables that will disrupt the existing environment. Expropriation of the opportunity to live in
the station building will also affect the cultural environment. The impact is estimated to be significant in
connection with the demolition of the station building. The cultural environment will be documented before
the buildings are demolished.

The cultural environment in Ngrre Alslev is adjacent to the railway on both sides and is characterised by
the railway to a great extent. Electrification and development of the railway will have an impact on the
cultural heritage elements as a result of area incorporation, installation of partially transparent noise
screens, advance acquisition and expropriation of the opportunity to live in 17 buildings and thus demolition
of a number of buildings. The impact is estimated to be significant and it requires documentation of the
cultural environment prior to demolition. The impact is limited to the extent that the station building, the
yellow warehouse and the row of houses east of the station are preserved.

The cultural environment in Eskilstrup is also adjacent to the railway on both sides and is characterised by
the railway to a great extent. Electrification and development of the railway will have an impact on the
cultural heritage elements as a result of area incorporation, installation of noise screens, advance
acquisition and expropriation of the opportunity to live in 3 buildings and demolition of these buildings. It is
estimated that the cultural environment will be affected minimally as the buildings affected are not very
significant in the cultural environment.

The construction of a road bridge over the railway south of the existing level crossing will affect the cultural
environment in Eskilstrup to a high degree. A road embankment will be constructed that will be relatively
marked in the town, and homes will be expropriated. The impact is estimated to be significant.

In the cultural environment around the former Tingsted Station, the principal cultural heritage elements are
the old station building and the village hall. Both are close to the railway, and the opportunity for habitation
will be expropriated as a consequence of vibrations. The installation of traction power masts and cables will
also change the environment and disrupt the cultural heritage environment. The impact is estimated to be
significant in connection with the demolition of the station building and village hall. The cultural environment
will be documented before the impact of the demolition of the buildings.

The devel opment of Kong Frederik | X6s bridge over
and the traction power system, in particular, will affect the cultural heritage value associated with the
sound.

No listed or preservation-worthy buildings are directly affected by the upgrading and development of the
railway. As a consequence of the level of vibration from the railway, 13 buildings with medium to high
preservation value will be expropriated. They can subsequently be sold for residential or other purposes,
but there are estimated to be limited opportunities for sale or letting. It must therefore be expected that
most of these buildings will be demolished.

To create the opportunity to find alternative use for the buildings, it is expected that offers will be made for
expropriated buildings to be assigned to their municipalities before demolition is initiated.

15.4.5. Impact of the coast-to-coast project on watercourse and drainage conditions



A large part of the areas used for permanent structures are dammed, drained fjord bed. Drainage is via a
network of ditches and pumps at the coastal dike into Fehmarnbelt. The watercourses in the area are
ditches and some are entirely or partially channelled in pipes. Some of the existing watercourses will be
rerouted on account of the permanent structure and to ensure drainage from the permanent structure.

Several watercourses channelled in pipes and open watercourses will be resited or rerouted on account of
the alignment on Lolland, including both the motorway and the railway. New wet underpasses will be
established in this connection. This applies to watercourses including the protected Naesbaek, which will
pass under the alignment and the new approach road to the motorway, Ottelundevej, in a wildlife crossing.

There are two large lakes in the area, Strandholm Sg and Stengard Sg, both of which were created
artificially. Strandholm Sg is located on the alignment immediately after landfall on Lolland. Consequently,
the lake must be removed. However, it will be fully compensated for elsewhere. It is estimated that the new
lake can be established with a good physical state and that it will be able to achieve a good ecological
state. On this basis, the impact of moving the lake is estimated to be insignificant.

A number of rainwater retention basins will be established in respect of the permanent structure and the
future drainage in the area. Precipitation that falls on areas with paved surfaces (motorway, ramps and toll
plaza) runs via gullies to rainwater retention basins with a closing mechanism and oil separators. This
makes it possible to avoid significant impact on the watercourses that are to receive surface water.

Overall, the consequences for watercourses and the riparian owners, etc. affected during the operating
phase are estimated to be insignificant after the preventive measures.

15.4.6. Impact of the construction project on recreational conditions

15.4.6.1. Impact of the coast-to-coast project on recreational conditions

While a large part of the coast will be incorporated for the implementation of the coast-to-coast project in
the construction phase, the recreational conditions in the coastal section near Rgdbyhavn will be
significantly improved in the operating phase.

New reclaimed land with significant natural assets will be established, and it will be possible to use
specially created beach areas for swimming and sporting activities. This will be one result of the land
reclamation in continuation of the excavation of the tunnel trench.

Moreover, the path on the top of the dike west and east of Rgdbyhavn will be fully reinstated when the
construction phase has been completed and it will thus form part of a future path system in the local area.
In connection with the reinstatement of the dike and the path on the top of the dike east of Rgdbyhavn, a
new path on a dike south of the portal building will ensure that the path system remains continuous. The
new path at the tunnel portal will extend the existing path by approximately 1 km.

Fisheries will be affected in the operating phase as a consequence of the permanent area incorporation,
new hard substrate laid to protect the immersed tunnel and possible local changes in the hydrographic
conditions around the new reclaimed land. It is estimated that the construction and operation of an
immersed tunnel will predominantly have an impact on Danish and German fisheries in the local zone
along the tunnel alignment (this is fixed as 500 m either side of the alignment) and at the coasts where the
new reclaimed land is established. Various types of fisheries were studied, including trawl and net fishing,
and fishing with pound nets. It is estimated that the project will only have a significant, local impact on
fishing with pound nets. The impact will be in areas where the new reclaimed land is established and
pound net fishing locations are lost.

15.4.6.2. Impact of the railway landworks on recreational conditions

The railway is adjacent to outdoor leisure areas of different types such as forests, sports grounds and



parks, cycle routes and footpaths, watercourses, sections of coastline and allotments that have
recreational value. The impact on the recreational interests along the railway in the operating phase will be
primarily from noise from train traffic, cf. above. The visual effect of traction power cables and masts will
make the railway more visible in the landscape. The extent of the visual effect will depend partly on the
vegetation along the railway. Consequently, the impact will be lowest in forest areas, where vegetation
conceals part of the railway.

In the operating phase, the recreational paths will be accessible as they are today. As a result, there will be
no direct effects from the railway landworks, but there may be indirect effects as a consequence of visual
disruption that may have a minor impact on the recreational value in general.

One path will be rerouted in an approximately 200 m section at Flintinge. The path is part of national cycle
route no. 8, Rudbgl-Mgn. The path tunnel beneath the railway will be closed and a new path will be
established along the northwest side of the railway between Mgllevej and the path so that the route is
maintained. Two sections that are not part of a path network and Hammersvej south of Lov will be closed.
These are the municipally owned path in Bangsebro, which links Bangsebrovej and Smalbyvej, and the
path underpass at the private Tunnelen road at Slgsse.

Marine recreational interests will be affected to a higher degree as the fixed bridge over Masnedsund with
a clearance of 5 m will introduce restrictions in terms of navigation clearance. Large ships and pleasure
boats will not be able to pass beneath the fixed bridge. They will have to sail via the new channel
established from Kalve Strgm to Faergestrgm.

15.4.7. Impact of the railway landworks on the soil, groundwater and surface water

Roundup Bio, with the active ingredient glyphosate, will be used in the operating phase. This may cause
pollution of the soil, groundwater and surface water. This is a general feature of railway operations.
Banedanmark has been granted a general exemption to spray pesticides in connection with maintenance
of existing railway sections. Banedanmark's strategy is to keep spraying to an absolute minimum.
Pesticides are sprayed only in the track bed, and the dose is lower than in the surrounding agricultural
areas.

Based on foreign studies, Banedanmark estimates that the relatively low dose of glyphosate will not give
rise to noticeable impact on the groundwater. However, it is not possible to rule out that pesticides may
percolate down to the groundwater in places with special hydrogeological and geochemical conditions.
This may be particularly critical in vulnerable areas with a thin cover layer above groundwater reservoirs. In
areas with a thin cover layer in the section between Ringsted and Orehoved, there are no major supplies of
water that can be threatened.

It will be possible to achieve additional protection of the groundwater by not spraying the particularly
vulnerable sections. This applies in particular to areas with a cover layer of less than 10 m. The operational
consequences of this may be that weeds will have to be removed physically and ballast replaced more
frequently. In connection with general maintenance, the necessity of designating special spray-free zones
in parts of the railway section will be clarified.

Railway operation may also produce pollution from locomotives and carriages in the form of oil products,
tar substances and heavy metals, among other things. These substances will not be present in volumes
that give rise to noticeable impact on the groundwater in connection with normal train traffic. Permanent
installations that store or use oil will be protected against spillage. Consequently, there will be no significant
change in the risk of pollution of the primary groundwater as a consequence of the development and
electrification of the railway.

Before the upgraded railway is taken into use, the emergency response plans that describe the preventive
measures to be initiated in the event of accidents involving spillage of large volumes of environmentally
harmful substances along the railway will be updated. The emergency response plans must designate
particularly vulnerable areas in terms of groundwater and nature so that the preventive measures can be
adapted accordingly.



15.5. Environmental consequences of the construction project in the construction phase

15.5.1. Noise, vibrations and dust from the construction project

15.5.1.1. Noise, vibrations and dust from the coast-to-coast project

In the construction phase, the coast-to-coast project may give rise to impact on the environment in the form
of noise, vibrations and dust.

The location of the coast-to-coast project, including in particular the tunnel element factory, means that
overall there will be noise pollution in a limited geographical area at Rgdbyhavn with low population density
and in relatively limited periods of the total construction period of approximately 6% years. Consequently,
the location of the construction works, in particular the tunnel element factory, is designed to prevent the
noise impact of the construction works on surrounding homes and businesses constituting a significant
problem during the construction period.

A number of activities in the construction phase will produce noise and have an impact on the environment
for a shorter or longer time. These are the establishment and operation of the tunnel element factory and
the land reclamation west of Rgdbyhavn.

The noise consequences during the construction period are estimated on the basis of the following noise
levels: 70 dB on working days (07:00-18:00) and 40 dB at other times.

A number of noise reduction measures with the aim of preventing noise pollution have been incorporated in
the planning of the construction activities. These are the plans:

1 As much of the construction work as possible will be carried out within normal working hours.

1 Machines/methods that do not produce unnecessary noise will be used.

1 The production plants are planned so that they are located as far as possible from existing densely
built-up areas.

1 A dike will be established around the production plants at as early a stage as possible. This will
function as a noise barrier.

1 Road traffic will be limited by transporting goods by sea.

The installation of permanent noise measurement stations at selected reference points close to the
construction works is under consideration. The measurements will continuously document the relationship
between the noise management plans and the actual conditions.

The contractors will be ordered to prepare relevant information material in the event of particularly noisy
activities. The information material must be approved by Femern A/S and sent to potentially affected
residents and businesses before the activity is carried out.

In the contracts with the winning contractors, Femern A/S will make technical requirements for equipment
and noise conditions and require that the contractors prepare specific noise management plans. These
noise management plans must constitute thorough planning and a specification of requirements for the
construction activities and must be approved by Femern A/S. The noise management plans will be sent to
Lolland Municipality so that the municipality has the relevant information about the construction activities
and the associated noise before the individual construction activities commence.

In the construction phase, there will be a 24-hour service for inquiries from citizens and businesses if they
have any questions or views on noise conditions or other conditions as a consequence of the construction
activities.



Where the construction works are implemented near homes, residents will be given separate notice of
noisy work. Homeowners who are subjected to noise that exceeds the tolerance threshold under law
concerning relations between neighbours will be offered relevant preventive measures in accordance with
the rules of law concerning relations between neighbours in all cases.

It is estimated that there will be no vibrations in the construction phase that will cause damage to buildings
as homes in the immediate vicinity of the construction area have already been acquired or are expected to
be acquired. However, for safety's sake, buildings close to the work sites will be photographed before the
start of construction so that any damage can be documented.

The construction work associated with the western land reclamation involves placing stones to form the
framework for the land reclamation itself. According to the EIA report, etc., the land reclamation will not
cause noise in excess of 70 dB during normal working hours. At other times, including at night, the noise
may be up to 55 dB on the facades of homes, including in particular in relation to Lalandia. The latter
situation will last for 2-3 months per home affected.

The construction works associated with the establishment of the tunnel element factory will entail
considerable noise impact. Piling and sheet piling works and earthworks with construction machines will
produce the highest noise impact. According to the EIA report, etc., the work to build the tunnel element
factory may entail homes in the south-western corner of Hyldtofte @stersgbad being subjected to noise at
levels up to 45 dB. Other homes will not be subjected to noise, measured on the fagade, in excess of 40
dB outside normal working hours. During the daytime, within normal working hours, more equipment may
be used than at other times, but it is estimated that the noise will not exceed 70 dB on the fagades of
homes.

The work harbour and tunnel element factory are expected to be in operation for a few years. There will be
noisy activities, for example 24-hour arrivals of ships, transport of gravel and stones in the factory area and
crushing of waste and rejected concrete. According to the EIA supplement, the noise from the tunnel
element factory will not exceed 70 dB during the daytime within normal working hours and on Saturdays
(07:00-14:00) and 40 dB at other times on the facades of homes.

After the production of tunnel elements has been completed, the tunnel element factory will be removed.
Over a period of 9-12 months, concrete foundations will be removed and sheet piles taken up. The work
will be carried out during the daytime within normal working hours, and the noise impact will not exceed 70
dB on the fagades of homes, according to the EIA supplement.

A concrete mixing plant will be established for the construction of the tunnel portal and ramps. The noise
from this plant is comparable to the noise from the tunnel element factory and requires environmental
approval like that plant. According to the EIA supplement, the noise from the tunnel element factory will not
exceed 70 dB during the daytime within normal working hours and on Saturdays (07:00-14:00) and 40 dB
at other times on the facades of homes.

Sheet piling at the transformer station associated with the railway landworks and at the toll plaza is
expected to be installed with a vibrator within normal working hours or in the evening. Installation with a
vibrator is considerably less noisy than installation by pile driving. However, it is not possible to totally rule
out the need for pile driving for this work. If, contrary to expectation, it is necessary to use pile driving in the
evening, fewer than 15 freestanding homes will be subjected to noise over 55 dB. No homes will be
subjected to noise in excess of 70 dB on the facade.

Pile driving of traction power masts, earthworks, track works, activities in storage depots, etc. will
preferably take place within normal working hours and in the evening. It is generally not expected that
noisy activities will be carried out in connection with the construction of the railway at night. However, if it is
necessary, contrary to expectation, to carry out construction activities, which comprise earthworks, track
building, demolition or storage activities, but not pile driving of traction power masts, fewer than 25
freestanding homes will be subjected to noise over 40 dB. It should be noted that the situations in which
properties will be affected by noise over 40 dB for each activity will only occur in short periods of a few
weeks' duration when the construction activities are carried out in the subsections closest to the properties.
However, the noise will be maximum 70 dB on the facades of the homes affected.






