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Northern Trade Routes 

Abstract 

The main aim of this paper is to explore the potential impact of the use of the Northern sea 

route (NSR) on international trade between Europe and Asia. The estimation of trade 

elasticity with respect to distance using the gravity model of trade is pivotal in this task. In 

recent years, scholars have reviewed and collected the existing results (Disdier and Head, 

2008) and also develop new estimation approaches to obtain accurate estimates (Feyrer, 

2012). We use some of these estimation results and also our own estimates based on recent 

European maritime trade data. We find important gains in terms of bilateral trade for Japan, 

China and South Korea. We also proposed some reflections on the second round effects of 

the existence of a competitive trade route to the Suez Canal on transport cost and trade for the 

European and Asiatic countries.  

Key Words: Northern Trade Route; gravity model; distance effect; maritime trade 

JEL: F10 

1. Introduction 

Since 2007, the Arctic sea along the cost of Russia and Canada has been free of ice in 

September. Some international shipping companies have used this opportunity, as well as the 

fact that Russia opened maritime traffic in the far north to non-Russian vessels, to transport 

goods from Europe to the Far East. The numbers are still ridiculously low in comparison with 

maritime trade passing through the Suez Canal (33 against 18000 in 2011) and also in terms 

of traffic volumes (1.25 compared with 740 metric tons). However, the National Oceanic and 

Atmospheric Administration (NOAA) models forecast that in 50 years these coasts will be 

free of ice all along the year. Knowing that on average the North East passage trade route is 

3000km shorter than the Suez Route and requires 10 more days of navigation than the 23 

days via Suez Canal, traffic could growth more than 30-fold (Koranyi, B. Reuters, Wed May 

29, 2013 EDT) over the next eight years and could account for a quarter of cargo traffic 
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between Europe and Asia by 2030. Russia is also adapting regulations to facilitate vessels to 

take advantage of this opportunity. In particular, the number of permits issued by the Russian 

Northern Sea Route Administration, the route’s governing body, has grown from 4 in 2010 to 

more than 200 in 2013. Given the potential of this new trade route to develop as a real 

alternative to the Suez Canal, it is of relevant interest to examine the trade gains that it could 

imply for a number of trading partners with an advantageous location.  

The main aim of this paper is to explore the potential impact of the use of the Northern sea 

route (NSR) on international trade between Europe and Asia. The estimation of trade 

elasticity with respect to distance using the Gravity model of trade is pivotal in this task. In 

recent years, scholars have reviewed and collected the existing results (Disdier and Head, 

2008) and also develop new estimation approaches to obtain accurate estimates (Feyrer, 

2012). We use some of these estimation results and also our own estimates based on recent 

European maritime trade data. We find important gains in terms of bilateral trade for Japan, 

China and South Korea. We also proposed some reflections on the second round effects of 

the existence of a competitive trade route to the Suez canal on transport cost and trade for the 

European and Asiatic countries.  

This paper is organized as follow. Section 2 reviews the existing literature on the North East 

maritime trade route and details the main results obtained in the economic literature with 

regard the estimates of the trade elasticity to distance. Section 3 proposes our own estimation 

of maritime trade elasticity with respect to distance.  Section 4 uses the result found in the 

precedent sections to estimate the impact of the opening of the Northern Sea Route on Euro-

Asian trade. Section 5 concludes. 
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2. Melting ice, Melting distance? 

2.1 The Northern Route  

Humper (2011) highlights the significant distance savings between Europe and Asia offered 

by the NSR, but also states that the uncertainty due to the Arctic environment and the lack of 

infrastructure in the hinterland could prevent the route from becoming popular with liner 

services. In contrast, for bulk dry carriers and wet carriers, the route may become an 

alternative to more traditional shipping routes in the near future. Indeed, transit statistics 

collected by the Russian Northern Sea Route Administration Office indicate that the number 

of liquid and bulk carriers increased from 20 in 2011 to 32 in 2012. In terms of route 

direction the number of vessels increased from 11 to 21 sailing from East to West and 

decreased from 30 to 25 from West to East. 

Liu and Kronbak (2010) investigate the economic potential of using the NSR as an alternative 

route between Asia and Europe by taking the main economic factors into consideration. The 

authors study the conditions under which the NSR is competitive with the Suez Canal using a 

case study and comparing non-ice and ice classed container ships. In the same line, Verni and 

Grigentin (2011) study the technical and economic feasibility of regular container transport 

along the NSR. By taking the schedule between Shanghai and Hamburg, the authors analyze 

the relative costs of various axes in the Asia–Europe transport network, including the NSR. 

Their results indicate that while shipping through the Suez Canal is still by far the least 

expensive option; the NSR and Trans-Siberian Railway appear to be roughly equivalent 

second-tier alternatives.  

The following table shows the loss or gain in terms of distance and days of navigation of the 

use of the North Eastern Sea Route between Europe and Asia for a number of selected ports. 
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Table 1. Gains in terms of distance and time of the use of the NSR 

Origin  Destination 
Suez route 

(km) 
North route (km) Δ km 

Δ Days 

at Sea* 

Europe 

(Rotterdam) 

Japan (Kobe) 20516 12261 -8256 -9 

South Korea (Pusong) 19985 14096 -5888 -6 

China (Shangai) 19492 14714 -4778 -5 

Hong Kong 18053 15685 -2369 -2 

Phillipines (Manilla) 17833 16167 -1666 -2 

Australia (Sidney) 21428 20177 -1251 -1 

Vietnam (Saigon) 16546 17313 767 1 

Thailande (Laem Chebang) 16888 18246 1358 1 

Singapore 15349 18150 2800 3 

Indonesia (Jakarta) 15835 18656 2822 3 

Malaysia 14985 18624 3640 4 

India (Kolkata) 11705 21215 9510 10 

Source:  

As indicated in Table 1, the NSR, which extends for about 3000 miles, depending on ice 

conditions, presents opportunities for international trade as a transit route between Europe 

and the Asia-Pacific region. More specifically, according to Table 1, Japan, South Korea and 

China are the three countries that benefit the most in terms of distance and time reductions. 

As regards the navigation season, it approximately starts at the beginning of July and last 

until the end of November. Presence of ice is the main factor influencing navigation to NSR 

and hence the uncertainty attached to future climate change scenarios is a relevant factor to 

be considered 

2.2 The elasticity of trade to distance 

Distance is an elementary component of the gravity of trade from its start (Tinbergen, 1962).  

Geographically far-away pair of countries trade less than proximate countries, the question 

being how much less. Disdier and Head (2008) accounts for 103 papers calculating the 
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elasticity of trade to distance. In their meta-analysis, they found an average elasticity of trade 

to distance of -0.9. The measure of distance used in these papers is far from homogeneous: 

great circle distances, road or maritime distance. However the authors do not find any 

significant differences in the value of the coefficient across the different measures. They note 

this is unexpected and effectively in contradiction with more recent findings (Feyrer, 2012). 

In recent studies, with the insertion of dyadic fixed-effects to control for time-invariant 

unobserved heterogeneity to control for multilateral resistance factors, distance has often 

moved out from the gravity equation. Feyrer (2012) found a way to circumvent this obstacle 

by using the closure of the Suez Canal as a natural experiment to allow maritime distance to 

change over time; hence reintegrating it into the gravity equation along the dyadic fixed 

effects. His analysis gives a lower value for the trade elasticity to distance than the precedent 

estimates indicate, namely between -0.14 and -0.49.   

Feyrer (2012) uses maritime distance in his specification of the gravity equation and bilateral 

countries total trade. He claims that the distance effect he estimates should mainly reflect 

transportation cost effects in trade of goods, whereas in typical gravity model estimates the 

distance effect could also include differences in tastes and culture between countries. Indeed 

the distance effect that he reports is about half as large as estimates based on the cross-

sectional variation of trade flows. However, it is important to emphasize that in his empirical 

estimation he failed to control for the so-called multilateral resistance.  

Eurostat and the OECD give us the possibility to use respectively Maritime trade and 

maritime transport cost data. Both datasets have their limits: Maritime trade data are limited 

to bilateral trade with at least one European trading partner, whereas maritime transport cost 

data are scarce for some years and countries.   
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3. The elasticity of maritime trade to distance 

3.1 Estimation strategy 

We estimate a gravity model of trade using data on maritime trade between European 

countries and its main trading partners. The gravity model has been widely used to 

investigate the role played by specific policy or geographical variables in bilateral trade flows 

and it is currently a theoretically justified framework for modelling trade flows (Anderson, 

1979; Bergstrand, 1985; Anderson and van Wincoop, 2003). According to Anderson and van 

Wincoop (2003) bilateral trade levels are usually related to the nominal incomes of the 

countries involved, to the bilateral trade cost (which includes transport cost and a number of 

trade impediments and trade-facilitation variables) and the country-specific multilateral 

resistance. Whereas distance has been traditionally used as a prxy for transport costs, dummy 

variables, such as former colonies, common language, or a common border, are generally 

used as proxies for bilateral resistance or trade-facilitation factors. The model specification is 

given by 
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where Tradeijt are the exports or imports from country i to country j in period t in current 

US$; Yit (Yjt) indicates the GDP of the exporter i (importer j) in period t, τijt represents 

bilateral trade cost and Pit, Pjt  are coutry-time specific multilateral resistance terms.  

In log-linear form the gravity model is 

  1lnlnln)1(lnlnlnln jtitijtwtjtitijt PPYYYTrade  (2) 
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Among the pair-specific variables, we consider distance (Distij is geographical distances 

between countries i and j), and other factors hindering or facilitating trade (e.g., common 

language, a colonial relationship, and sharing a border). With a few exceptions, most bilateral 

variables are time invariant and have been controlled for in the literature by specifying 

bilateral pair dummies. But with the inclusion of pair-dummies the distance elasticity cannot 

be directly estimated. There are at least three possible way outs. First, to use a random effects 

specification with additional controls for the remaining unobserved heterogeneity (Mundlak 

approach); second,  the identification strategy followed by Freyrer (2013) through the time-

variation of distance during the closing of the Suez Canal and finally, using a time-varying 

transport costs variable (as in Bensassi et al., 2013). 

In this paper we follow the first approach as estimation strategy and additionally we take 

from other published research distance elasticities to provide compiting estimates and to 

calculate the trade gains do to the future diversion of some trade flows to the Northern trade 

route.  

The empirical specification is  

ijtijijt

ijtjtitijijjtittijt

u

uZXFDistYYTrade







 lnlnlnlnlnln 6543210

 (3) 

where ln indicates natural logs, the other explanatory variables having been described above. 

ϕt are specific time effects that control for omitted variables common to all trade flowsbut 

which vary over time, they could be a proxy for the business cycle. Fij denote other bilateral 

variables, namely common border, common official language and former colonial 

relationship. Xit and Zjt are controls for additional country-specific variables that change over 

time, namely customs impediments and port infrastructure. δij are trading-partner random 
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effects that proxy for unobserved heterogeneity. When these effects are specified as random, 

the influence of the variables that are time invariant (e.g. distance, common border, common 

language, colonial links) can be directly estimated, but some of the unobserved heterogeneity 

may cause endogeneity problems. To account for this we add as regressors the averages of 

the time variant variables, namely GDPs and estimate the model by feasible generalized least 

squares. The estimation method has been named correlated random effects model by Pesaran 

(2006). In addition we also estimate the model with a full set of country-by-year fixed effects 

to see whether the distance coefficient is affected by such inclusion of multilateral resistance 

terms, which has been used in the recent literature and was originally proposed by Feenstra 

(2004), among others (Baldwin, 2006; Baier and Bergstrand 2007). The alternative estimation 

equation is 

 

ijtijijt

ijtijijjtittijt

u

uFDistPPTrade







 43210 lnlnlnln

   (4) 

where LnPit and lnPjt are proxied with exporter-time and importer-time dummy variables. 

3.2 Data description and variables 

The main sources for our data are Eurostat from where we obtained bilateral maritime exports 

and imports at current Euros. The series are transformed into US dollars using the 

Euro/Dollar annual exchange rate provided from the European Central Bank. Income 

variables as well as the rest of country-specific variables are from the World Development 

Indicators dataset and bilateral variables are from CEPII. A detailed description of each 
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variable and sources is provided in Table A.1 in the Appendix. Table 2 presents summary 

statistic of the main variables used to estimate the gravity model. 

Table 2. Descriptive statistics 

Variable         Obs Mean 

Std. 

Dev. Min Max 

Ln trade 92689 15.397 3.498 0.637 25.013 

Ln gdpi 93318 26.143 1.716 22.089 28.919 

Ln gdpj 89306 24.089 2.302 16.395 30.384 

Ln dij 93318 8.423 0.861 4.088 9.883 

Ln pinfi 43621 1.619 0.207 0.964 1.917 

Ln pinfj 32668 1.404 0.289 0.334 1.921 

Ln customi 43621 1.562 0.128 1.212 1.808 

Ln customj 32668 1.374 0.229 0.602 1.867 

Contig 93318 0.019 0.138 0 1 

Comlang_off 93318 0.074 0.261 0 1 

Colony 93318 0.046 0.209 0 1 

 

3.3 Main results 

The main results for European exports and imports are presented in Tables 3 and 4, 

respectively. Two sets of results are presented in both tables. Models (1) to (4) refer to the 

period 2000-2012 and incorporate the classical gravity variables, whereas models (5) to (7) 

restrict the sample to 2007-2012 to be able to incorporate port infrastructure variables as well 

as proxies for custom impediments in origin and destination countries. 

Table 3. Gravity estimates for European exports  

  (1) (2) (3) (4) (5) (6) (7) 

 

2000-2012 2007-2012 

VARIABLES OLS  RE  CRE  REMRT  RE  CRE  MRT  

Ln dij -0.401*** -0.364*** -0.337*** -0.891*** -0.301*** -0.302*** -0.957*** 

 

[0.0146] [0.0452] [0.0450] [0.0954] [0.0514] [0.0502] [0.107] 

Contig -1.155*** -1.491*** -1.500*** -0.877*** -0.952** -0.923** -0.676** 

 

[0.101] [0.342] [0.341] [0.263] [0.385] [0.381] [0.325] 

Comlang_off 0.755*** 0.894*** 0.904*** 0.327*** 0.647*** 0.546*** 0.380*** 
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[0.0407] [0.125] [0.125] [0.108] [0.148] [0.146] [0.113] 

Colony 0.850*** 0.831*** 0.871*** 1.164*** 0.860*** 0.794*** 1.192*** 

 

[0.0525] [0.183] [0.182] [0.139] [0.187] [0.186] [0.143] 

Ln gdpi 1.105*** 1.173*** 1.451*** 

 

1.131*** 0.566*** 

 

 

[0.00559] [0.0167] [0.101] 

 

[0.0188] [0.164] 

 Ln gdpj 0.878*** 0.850*** 0.700*** 

 

0.891*** 1.046*** 

 

 

[0.00405] [0.0122] [0.0398] 

 

[0.0148] [0.0754] 

 Ln pinfi 

    

1.253*** 0.331* 

 

     

[0.148] [0.191] 

 Ln pinfj 

    

0.686*** 0.164 

 

     

[0.108] [0.147] 

 Ln customi 

    

-0.0778 0.552** 

 

     

[0.217] [0.270] 

 Ln customj 

    

0.00389 0.0583 

 

     

[0.115] [0.130] 

 Observations 47,855 47,855 47,855 50,202 17,009 17,009 24,058 

R-squared 0.653 0.65 0.651 0.78 0.671 0.675 0.778 

Number of id   4,554 4,554 4,704 3,360 3,360 4,469 

Robust standard errors in brackets 

*** p<0.01, ** p<0.05, * p<0.1 

The elasticity of trade with respect to distance is between -0.30 and -0.40 when the model is 

estimated with time dummies and random effects and the averages of the time-variant 

variables as controls for the remaining unobserved heterogeneity. However, when equation 

(4) is estimated to control for MRT the value jumps to -0.89 and -0.96 for the whole (model 

4) and the restricted period (model 7) respectively. A similar pattern could be observed in 

Table 4 below when the dependent variable is imports instead of exports  

Table 4. Gravity estimates for European imports  

  (1) (2) (3) (4) (5) (6) (7) 

  

2000-2012 

  

2007-2012 

VARIABLES OLS  RE CRE  REMRT  RE  CRE  REMRT 

Lndij -0.245*** -0.266*** -0.224*** -0.876*** -0.221*** -0.180*** -0.915*** 

 

[0.0178] [0.0550] [0.0547] [0.112] [0.0627] [0.0631] [0.128] 

Contig -0.927*** -0.963*** -1.021*** -1.043*** -0.664* -0.624* -0.849*** 

 

[0.106] [0.353] [0.354] [0.260] [0.375] [0.376] [0.301] 

Comlang_off 0.562*** 0.699*** 0.749*** 0.327** 0.332* 0.221 0.359** 

 

[0.0561] [0.172] [0.171] [0.145] [0.201] [0.194] [0.165] 

Colony 1.231*** 1.276*** 1.288*** 1.192*** 1.560*** 1.423*** 1.253*** 

 

[0.0647] [0.217] [0.215] [0.158] [0.222] [0.222] [0.173] 

Ln gdpi 1.059*** 1.152*** 1.318*** 

 

1.108*** 1.388*** 
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[0.00714] [0.0214] [0.131] 

 

[0.0261] [0.214] 

 Ln gdpj 1.059*** 1.012*** 0.667*** 

 

1.035*** 0.571*** 

 

 

[0.00577] [0.0179] [0.0704] 

 

[0.0226] [0.108] 

 Ln pinfi 

    

1.860*** 0.705** 

 

     

[0.228] [0.289] 

 Ln pinfj 

    

1.020*** 0.589** 

 

     

[0.171] [0.240] 

 Ln customi 

    

-1.729*** -0.342 

 

     

[0.316] [0.382] 

 Ln customj 

    

-0.641*** -0.501*** 

 

     

[0.168] [0.188] 

 Observations 40,856 40,856 40,856 42,487 14,877 14,877 19,405 

R-squared 0.538 0.534 0.537 0.711 0.537 0.546 0.702 

Number of id   4,257 4,257 4,386 3,051 3,051 3,908 

Robust standard errors in brackets 

*** p<0.01, ** p<0.05, * p<0.1 

 

 

Table 5 presents a summary of the distance elasticities that are going to be to calculate the 

potential gains derived from the use of the NSR. 

Table 5. Estimated elasticities of trade with respect to distance 

Author(s) Paper Date of 

publication 

Elasticity of Trade 

with respect to 

distance 

Flag 

Feyrer J. Distance, Trade, and Income - 

The 1967 to 1975 Closing of 

the Suez Canal as a Natural 

Experiment 

23/11/2009  -0.15 > βdist> -0.46 Sea Distance / 

Distance in 

Days 

Disdier A.C 

and Head K. 

The Puzzling Persistence of 

the Distance Effect on 

Bilateral Trade 

2008 β
dist

= -0.9 (on average) Meta Analysis 

Bensassi et al 

2013 

The Uneven Effect of Trade 

Costs on the two Margins of 

Maritime Trade 

 

2013 β
tc
=-0.34 for Exports 

 

β
tc
=-0.63 for Imports 

Time variant 

transport costs 

variable in 

gravity 
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Our Evaluation 

wit CRE 

  

Northern Trade Route  2013  Β
d
=-0.30 for Exports 

 

Β
d
=-0.18 for Imports 

 Maritime Trade 

Our Evaluation 

wit MRT 

 

Northern Trade Route 2013 Β
d
=-0.89 for Exports 

 

Β
d
=-0.88 for Imports 

 Maritime Trade 

 

Table 6 presents the trade gains for a number of destinations for European exports and 

imports as an example of what would be the modification in trade pattern if the Northern 

route was opened all over the year (everything else being equal). We compute these changes 

through 3 scenarios. Each scenario uses a different evaluation of the elasticity of trade related 

to distance (-0.15, -0.5 and -0.9). Obviously the more important is the elasticity of trade 

related to distance; the stronger is the increase in trade. Pair of countries that would see their 

bilateral distance shrinks the more  
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Table 6. Estimated Trade Gains  
Δ X  after the opening of northern 

trade route between Europe and Asia 

all over the year 

X  after the opening of northern trade route 

between Europe and Asia all over the year 

Origin  Destination 

Export 

value in 

2011 

(USD) 

β
dist

= -0,15 β
dist

= -0,5 β
dist

= -0,9 β
dist

= -0,15 β
dist

= -0,5 β
dist

= -0,9 

EU27 

(Rotterdam) 

Japan (Kobe) 6.18E+10 3.73E+09 1.24E+10 2.24E+10 6.56E+10 7.43E+10 8.42E+10 

South Korea (Pusong) 4.10E+10 1.81E+09 6.04E+09 1.09E+10 4.28E+10 4.70E+10 5.19E+10 

China (Shangai) 1.72E+11 6.33E+09 2.11E+10 3.80E+10 1.78E+11 1.93E+11 2.10E+11 

Hong Kong 3.81E+10 7.50E+08 2.50E+09 4.50E+09 3.89E+10 4.06E+10 4.26E+10 

Phillipines (Manilla) 5.02E+09 7.03E+07 2.34E+08 4.22E+08 5.09E+09 5.25E+09 5.44E+09 

Australia (Sidney) 3.89E+10 3.73E+09 1.14E+09 2.04E+09 4.26E+10 4.00E+10 4.09E+10 

 

   

Δ M  after the opening of northern 

trade route between Europe and Asia 

all over the year 

M  after the opening of northern trade 

route between Europe and Asia all 

over the year 

Origin  

Destination 

Import 

value in 

2011 

(USD) 

β
dist

= -0,15 β
dist

= -0,5 β
dist

= -0,9 β
dist

= -0,15 β
dist

= -0,5 β
dist

= -0,9 

EU27 

(Rotterdam) 

Japan (Kobe) 9.39E+10 5.67E+09 1.89E+10 3.40E+10 9.96E+10 1.13E+11 1.28E+11 

South Korea (Pusong) 5.03E+10 2.22E+09 7.40E+09 1.33E+10 5.25E+10 5.77E+10 6.36E+10 

China (Shangai) 4.07E+11 1.50E+10 4.98E+10 8.97E+10 4.22E+11 4.57E+11 4.96E+11 

Hong Kong 1.42E+10 2.79E+08 9.29E+08 1.67E+09 1.44E+10 1.51E+10 1.58E+10 

Phillipines (Manilla) 7.11E+09 9.97E+07 3.32E+08 5.98E+08 7.21E+09 7.45E+09 7.71E+09 

Australia (Sidney) 1.61E+10 1.41E+08 4.70E+08 8.46E+08 1.62E+10 1.66E+10 1.69E+10 
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4. Second round impacts 

We assume that all trade flows between countries enjoying a reduction of bilateral distance 

will use the new trade route. If it is the case, and the example of precedent reduction of 

distance in sea line distance (the opening of the Suez or Panama Canal) tend to abound in this 

direction, this might have an impact on transport costs between countries for which the best 

option in terms of distance stays the Suez Canal. If the shock was a brutal one off, the 

demand for transport on the Suez route would strongly decrease, letting large transport 

capacity vacant. Hence transportation cost would decrease also on the Suez route just after 

the opening of the Northern trade route. However, the opening of the Northern Routes on a 

yearly basis might be a long awaited event. As ships are mobile assets and shipping 

companies might question the advantage of serving the ports at the far end of both trade 

routes if they will not generate a traffic justifying the use of the largest and most efficient 

ships. This could be the case, as the Northern Trade Route and Suez Canal Route would end 

both in South East Asia. To summarize before the opening of the Northern Trade Route: 

TC Shangai-Rotterdam > TC Singapore-Rotterdam > TC Mumbai-Rotterdam        

After the opening of the Northern Trade Route 

TC Shangai-Rotterdam ≈ TC Mumbai-Rotterdam > TC Singapore-Rotterdam  

This modification of trade cost should in turn have an impact on trade between European 

countries and Asiatic ones even only if the Shangai-Rotterdam distance has changed.    
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5. Conclusions 

Unless dramatic changes in the Gulf Stream circuit occur, a constantly open Arctic sea is only 

a matter of time. Navigation along the cost of Russia has the potential to redraw the maritime 

trade routes use between Europe and the Far East. By decreasing transport cost, it would 

increase trade between the countries that have “moved” closer from each other.  

This paper gives a first estimation of how much trade would grow between Europe and Asia 

once navigation is made possible. It relies on rigorous estimation of the elasticity of trade to 

distance.  
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Table A.1: Sources and variables 

Dependent Variable Description Source 

Maritime Trade  from i to j in year t Value in Euros of exports and 

imports from a country i to a 

country j in year t 

Eurostat 

Independent Variables Description Source 

Yit : Exporter’s income Exporter GDP, PPP (current $) WDI 

Yjt : Importer’s income Importer GDP, PPP (current $) WDI 

Pinfi; Pinfj: Port Infrastructure  Index measuring the quality of 

Port Infrastructire 

 WDI 

Customi, Customsj Number of documents needed to 

export/import 

 WDI 

Contig Dummy for common border CEPII 

Common Language Dummy for common official 

language 

CEPII 

Colony Dummy for common colony in the 

past or recent years 

CEPII 

Distij Distances between trading partner 

capital cities (km) 

CEPII  
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Table . A.2 List of countries 

Reporters    

Austria 

Belgium 

Bulgaria 

Cyprus 

Czech 

Republic 

Denmark 

Estonia 

Finland 

France 

Germany 

Greece 

Hungary 

Ireland 

Italy 

Latvia 

Lithuania 

Luxembourg 

Malta 

Netherlands 

Poland 

Portugal 

Slovak 

Republic 

Slovenia 

Spain 

Sweden 

United 

Kingdom 

Partners Germany Netherlands 

Albania Ghana New Zealand 

Algeria Greece Nicaragua 

Angola Guatemala Nigeria 

Argentina Guinea Norway 

Armenia Guyana Oman 

Australia Haiti Pakistan 

Austria Honduras Panama 

Azerbaijan Hong Kong Paraguay 

Bahrain Hungary Peru 

Bangladesh Iceland Philippines 

Barbados India Poland 

Belgium Indonesia Portugal 



20 
 

Belize Iran, Islamic Republic of Qatar 

Benin Ireland Russian Federation 

Bolivia Israel Rwanda 

Bosnia and Herzegovina Italy Saudi Arabia 

Botswana Jamaica Senegal 

Brazil Japan Seychelles 

Brunei Darussalam Jordan Sierra Leone 

Bulgaria Kazakhstan Singapore 

Burkina Faso Kenya Slovakia 

Burundi Korea, Republic of Slovenia 

Cambodia Kuwait South Africa 

Cameroon Kyrgyzstan Spain 

Canada Latvia Sri Lanka 

Cape Verde Lebanon Suriname  

Chad Lesotho Swaziland 

Chile Liberia Sweden 

China Libya Switzerland 

Colombia Lithuania Syrian Arab Republic (Syria) 

Costa Rica Luxembourg Tajikistan 

Croatia Macedonia, Republic of Tanzania  

Cyprus Madagascar Thailand 

Czech Republic Malawi Trinidad and Tobago 

Côte d'Ivoire Malaysia Tunisia 

Denmark Mali Turkey 

Dominican Republic Malta Uganda 

Ecuador Mauritania Ukraine 

Egypt Mauritius United Arab Emirates 

El Salvador Mexico United Kingdom 

Estonia Moldova United States of America 

Ethiopia Mongolia Uruguay 

Finland Morocco Venezuela  

France Mozambique Viet Nam 

Gabon Namibia Yemen 

Gambia Nepal Zambia 

Georgia 

 

Zimbabwe 
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Figure A.1. Northern See Route 

 

 


