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A B S T R A C T   

Urban stakeholders have divergent interests in the use of public space in cities and should be considered in city- 
planning of urban freight. This paper explores Swedish urban stakeholder's interests in the use of public space. A 
literature review on Urban Freight Stakeholders (UFSs) with direct impact on city-planning, and their interest’ in 
the use of public space was conducted and used as a theoretical foundation in a cross-case analysis of two 
Swedish cities. Forty-five semi-structured interviews, and forty-one answers from a multiple-choice question 
were used as empirical data in the evaluation of UFSs' interests. The paper shows that interests' of UFSs which 
contribute to attractive urban environment should be considered in city-planning of urban freight. In addition, 
policies on road safety, decoration of the city environment and pricing the use of public space in cities need to be 
developed at local authorities. The paper confirms property owners as UFSs with similar accessibility and service 
interests as local authorities in the city-planning of urban freight. The literature review of published research and 
a cross-case analysis of Swedish UFSs' interests in public space in two cities provides insights for further 
development of research to enrich theory and city-planning of urban freight.   

1. Introduction 

Efficient urban freight transport supports economic activities in cit
ies and helps to ensure that socio-economic systems function in a way 
that meets the needs of urban stakeholders. Planning for urban freight 
transport is a complex task that requires understanding of freight ac
tivities and commerce, and involvement of public- and private stake
holders to ensure that the interests of all stakeholders are addressed 
(Holguín-Veras & Sánchez-Díaz, 2016; Stathopoulos et al., 2012). 

Urban Freight Stakeholders (UFS) have different and sometimes 
conflicting interests in public space (Ballantyne et al., 2013; Machado- 
León et al., 2020; Pitera et al., 2017), which are affected by the infra
structural capacity limitation of the space (Girón-Valderrama et al., 
2019; Machado-León et al., 2020) and the growth of urban population 
(Ivanov & Goodchild, 2018). According to Ballantyne et al. (2013) UFS 
are all actors that have a direct impact on city-planning of urban freight. 
These actors have access, service, and economic interests in use of public 
spaces in the city (Amaya et al., 2020; Ballantyne et al., 2013; Holguín- 
Veras et al., 2020; Macharis et al., 2014). Public spaces in cities are a 
necessary condition for mobility of people and urban freight and to 
support activities. For example, public space in the city provides 

opportunities for citizens to linger, meet and interact with each other 
and rest (Von Schönfeld & Bertolini, 2017). They also create access to 
shops, restaurants, cafés, and food-trucks and thus support to economic 
activities (Mehta, 2015). Local authorities develop, set, and implement 
space management- and vehicle parking policies (Marcucci et al., 2015; 
Nourinejad et al., 2014). Policies on use and management of public 
space comprise usage of the curb side for commercial vehicles opera
tions (Marcucci et al., 2015), for municipal service e.g. water distribu
tion, sewerage, and waste collection (Broere, 2016), and safety (Pitera 
et al., 2017). Based on the above public space in this study is defined as 
an area in the city used for fulfilment of UFSs access-, service-, and 
economic interests. 

The paper provides valuable insights into UFSs access, service, and 
economic interests in public space within city-planning of urban freight. 
City-planning of urban freight comprise consideration to UFSs divergent 
and sometimes conflicting interests in the use of public space (Ballan
tyne et al., 2013; Lindholm, 2012; Macharis et al., 2014). Policies 
enforced by local authorities may also act as a barrier to urban freight 
(Macharis et al., 2014; Rose et al., 2016; Stathopoulos et al., 2012), and 
adversely impact economic interests of UFSs due to costs of road pricing, 
parking of vehicles and unloading/ loading of goods (Amaya et al., 
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2020; Holguín-Veras et al., 2020; Marcucci et al., 2015). Goods receivers 
in cities may, for example, have economic interests in the use of public 
space for advertisement and retail of products (Mehta, 2015). Further 
research is also needed on property owners' interests in city-planning of 
urban freight (NYSERDA, 2018). 

The paper extends and supports previous published studies on UFSs 
with direct impact on city-planning of urban freight (e.g. Ballantyne 
et al., 2013; Macharis et al., 2014), and the importance to consider 
different stakeholders perspectives (e.g. Marcucci and Gatta, 2016; 
Ballantyne et al., 2013; Gatta, Marcucci, 2016a, 2016b; Marcucci & 
Gatta, 2016). This paper aims to explore UFSs' interests in the use of 
public space to enhance city-planning of urban freight. The paper is one 
of few papers which present a cross-case analysis UFSs' interests in use of 
public space in cities (Lagorio et al., 2016). Due to the importance to 
consider UFSs' interests in city-planning of urban freight the following 
two research questions (RQs) have been used in this study: 

RQ1. Which UFS with direct impact on the city-planning of urban 
freight have interests in the use of public space? 

RQ2. Which access, service and economic interests in the use public 
space exists at UFS? 

2. Literature review 

2.1. Urban freight stakeholders 

Several authors have identified UFSs involved in the development 
urban freight. Muñuzuri et al. (2005) identified UFSs based on their 
responsibility in implementation of urban freight solutions as carriers/ 
logistics operators, receivers, and local authorities. Taylor (2005) 
identified four categories of UFSs based on their role in urban freight and 
business needs i.e. shippers; freight carriers; residents, and planners and 
regulators. Likewise, Behrends (2011) identified three categories of 
UFSs in development of sustainable intermodal urban freight transport; 
shippers and receivers, authorities, and carriers. Rose et al. (2016) 
however categorised UFSs as internal business-, external business, 
government and community stakeholders based on management of re
sources, use of public space, and legitimacy in the city. 

City-planning of urban freight includes consideration to interests of 
shippers, receivers, logistic service providers, local authorities, and cit
izens (Macharis et al., 2014); Ballantyne et al., 2013; Macharis et al., 
2014; Cascetta et al., 2015; Marcucci et al., 2017; Marcucci & Gatta, 
2016). Local authorities strive to balance between interests of UFSs with 
or without direct impact on urban freight transport based on private and 
public perspectives in city-planning of urban freight (Ballantyne et al., 
2013;Cascetta et al., 2015; Marcucci et al., 2017). UFSs without direct 
impact on city-planning of urban freight (i.e. citizens, visitors, tourists) 
are directly affected by urban freight decisions, but have no role in the in 
the decision making process (Cascetta et al., 2015; Marcucci et al., 
2017). Based on direct impact on city-planning of urban freight (Bal
lantyne et al., 2013; Cascetta et al., 2015; Macharis et al., 2014; Mar
cucci et al., 2017), this paper categorise UFSs into: 

Local authorities: enforce policies on management of- and accessi
bility to public space (e.g. public roads, pavements, loading zones, 
pedestrian streets, parking of vehicles) (Gatta, Marcucci, 2016b; 
Macharis et al., 2014; Nourinejad et al., 2014; Rose et al., 2016; Sta
thopoulos et al., 2012). A well-functioning policy includes measurement 
of integration of UFSs' interests in city-planning of urban freight (Mar
cucci et al., 2017). Vehicle parking policies comprise a) time restrictions; 
b) pricing strategies; strategies on land use and space management, and 
d) parking enforcement (Nourinejad et al., 2014). In addition, local 
authorities finance construction and management of public infrastruc
ture (e.g. roads, streets, railroads) (Muñuzuri et al., 2005) and subsidize 
some services such as public transit (Gammelgaard, 2015; Macharis 
et al., 2014). To make proper use of financial resources obtained through 
taxes local authorities strive to optimize the use of the existing 

infrastructure and transport network at low costs by city-planning. To 
create an attractive business environment in cities local authorities 
should consider public interests of citizens, visitors, and tourists (Mar
cucci et al., 2017). To prevent conflicts of interest between UFSs in city- 
planning of urban freight policies, local authorities should establish 
mutual relationships with stakeholders (Lindholm, 2012; Gatta and 
Marcucci, 2014). The interactions between different UFSs are beneficial 
in achieving different alternatives, maximization of consensus building 
and minimization of utility losses in implementation of urban freight 
policies (Marcucci et al., 2017). Published research also addresses that 
policy makers' should have knowledge and awareness of UFSs' interests 
in development of urban freight policies (Marcucci and Gatta, 2014; 
Gatta, Marcucci, 2016b; Marcucci & Gatta, 2016; Von Schönfeld & 
Bertolini, 2017). 

Supply chain (SC) actors: consist of transport providers (e.g. shippers, 
carriers), and goods receivers directly involved in urban freight activ
ities (Ballantyne et al., 2013; Macharis et al., 2014; Russo & Comini, 
2010; Stathopoulos et al., 2012). Through their relationships, shippers, 
carriers and goods receivers influence the location of economic activities 
(Macharis et al., 2014) in cities. Shippers are companies that are sending 
goods to the goods receivers based on the common aim to maximize 
efficiency and service level in terms of costs and reliability of goods 
deliveries (Ballantyne et al., 2013; Macharis et al., 2014; Quak & 
Tavasszy, 2011; Russo & Comini, 2010). Thus, shippers are the cus
tomers of the carriers contracted by goods receivers (Macharis et al., 
2014). Carriers are companies directly responsible for the delivery of 
goods- and services to the goods receivers (Österle et al., 2015). The 
common interest of carriers' is to maximize efficiency in the door-to- 
door pick-up and delivery of goods to the receivers at minimal costs 
(Macharis et al., 2014). These companies are logistic service providers, 
production companies owned by shippers (Gentile & Vigo, 2013; 
Macharis et al., 2014), or construction companies (Ballantyne et al., 
2013). The business of carriers' may be affected by traffic and access 
regulations set by local authorities (Ballantyne et al., 2013). 

Goods receivers are consignees of goods such as shops, offices, hotels, 
construction sites, restaurants, cafés (Ballantyne et al., 2013; Macharis 
et al., 2014; Quak & Tavasszy, 2011), street-vendors (i.e. food-trucks) 
(Mehta, 2015). Goods receivers common interests comprise frequent 
on-demand transport of goods at low costs, to receive real-time infor
mation about goods deliveries prior to their arrival, and to receive goods 
as Off-Hour Delivery (e.g. 7 PM to 6 PM) (Holguín-Veras et al., 2020) to 
reduce the risk of theft, complaints and congestion. To increase Off-Hour 
Deliveries published studies suggest implementation of green vendor 
certification, rather than increased taxes (Marcucci & Gatta, 2017). 
Moreover, food-trucks have short-term charging and sales agreements 
with local authorities or property-owners, or in some cases do not have 
any agreement at all. Since street-vendors such as food-trucks may 
impede mobility of pedestrians and occupy space, their interests tend to 
be marginalised by local authorities (Ehrenfeucht, 2017; Forkuor et al., 
2017; Loukaitou-Sideris & Ehrenfeucht, 2009). 

Property owners are private or public owned companies that own, 
develop, let in residential or commercial properties in cities. These have 
a direct impact on city-planning of urban freight due to ownership of 
unloading/ loading zones, and in determination of goods delivery re
strictions in certain areas which affect their tenants (companies) busi
ness (Ballantyne et al., 2013). 

2.2. Urban freight stakeholders' interests in the use of public space 

According to reviewed published literature of this study, UFSs' ser
vice, accessibility, and economic interests in public space should be 
considered in city-planning of urban freight. 

2.2.1. Service interests 
Service interests in public space include to meet requirements on 

provision of municipal services, traffic safety, customer parking and 
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loading zones (Hourie et al., 2015; Kumar & Ross, 2006; Pitera et al., 
2017; Soni & Soni, 2016). Local authorities, have service interests in 
fostering of an attractive environment and in economic development of 
the city. Such service interests include the use of public space used for 
public waste collection, and distribution of water/ sewerage (Broere, 
2016), and road safety (Pitera et al., 2017). The local authorities service 
interests in public space to ensure road safety are linked to prevention of 
safety conflicts between road-users and SC actors. Pitera et al. (2017) 
showed that conflicts in the city exists between cyclists and delivery 
trolleys, cyclists and other traffic, and cyclists and trucks conducting 
turning manoeuvres. To ensure traffic safety, especially of Vulnerable 
Road Users (VRUs) (European Commission, 2010), local authorities 
implement speed reduction mechanisms on public roads. 

Local authorities and SC actors have shared interests in public space 
used for customer parking and loading/ unloading zones (Kumar & Ross, 
2006; Soni & Soni, 2016). Marcucci et al. (2015), for example, investi
gated the role of parking and pricing policies linked to transport pro
viders' interests in loading/ unloading zones and space used for vehicle 
parking. The availability of customer parking is an important service 
that attracts additional visitors to cities (Kumar & Ross, 2006). Goods 
receivers also emphasize the importance to have access to space used for 
customer parking close to their premises (Soni & Soni, 2016). However, 
UFS sometimes have conflicting interest in use of public space used for 
public roads since adverse externalities (noise, pollution, vibrations) are 
produced by transport vehicles in cities (Holguín-Veras et al., 2020). 
Also SC actors have common interests in punctual shipment/ deliveries 
of goods (Macharis et al., 2014) which may be affected by regulations- 
and policies on parking times, hour zones, and for unloading/ loading of 
goods set by authorities (Rose et al., 2016). To reduce the adverse 
impact of externalities of transport in compliance with UFSs' interests, 
published research suggest implementation of off-hour delivery pro
grams, time slotting of pick-ups and deliveries at large traffic generators, 
receiver-led delivery consolidation programs, changes in the destination 
of deliveries, and mode shift programs (Holguín-Veras et al., 2020). 
Published studies also estimate that approx. 60 % of retailers in the food, 
house accessory, and stationary sector are willing to adopt Off-Hour 
Deliveries in the city (Holguín-Veras et al., 2014; Marcucci & Gatta, 
2017). 

2.2.2. Accessibility interests 
UFSs share accessibility interests in public space used for public 

roads, pavements (incl. the curbside), and pedestrian streets to access the 
city. 

Public roads are used by motorised vehicles involved in urban freight, 
private and public transport, and emergency transport (Machado-León 
et al., 2020; NYSERDA, 2018). However, the spatial limitation of the 
city, and competing interests in the use of public roads creates conges
tion and conflicts between VRUs (e.g., cyclists, passenger vehicles, pe
destrians) and carriers (Pitera et al., 2017) and impact the efficiency and 
safety in urban freight of goods (Machado-León et al., 2020; Pitera et al., 
2017). Congestion impacts the costs of logistics operations (Alvarez 
et al., 2018), impedes the movement of people and goods, and impairs 
the economic development with negative impacts on liveability of cities 
(Browne et al., 2017). To reduce congestion, road pricing has been 
implemented by local authorities in some cities. Road pricing will 
however not reduce congestion caused by carriers, since it mainly affects 
congestion caused by private car users (Holguín-Veras & Sánchez-Díaz, 
2016). Road pricing may also sometimes act as a barrier to urban freight 
(Rose et al., 2016). 

Pavements (or sidewalks) in cities are mainly used for walking and for 
access to business entrances. However, they are also used for parking of 
private vehicles, transport vehicles during unloading/ loading of goods 
(Machado-León et al., 2020), parking of service vehicles (Girón-Val
derrama et al., 2019). Carriers, shippers, and goods receivers have 
accessibility interests in the availability (i.e., finding them free) and 
number of unloading/ loading zones (Russo & Comini, 2010; Marcucci 

and Gatta, 2014; Gatta, Marcucci, 2016b). They also have accessibility 
interests in public space used for parking of vehicles during unloading/ 
loading of goods (Manzano dos Santos & Sanchez-Diaz, 2016). Diffi
culties in finding a parking during unloading/ loading of goods have 
been addressed by carriers as the main barrier to efficient urban freight 
(Manzano dos Santos & Sanchez-Diaz, 2016). To meet carriers' interests 
on unloading/ loading of goods published studies suggest a use of public 
unloading/ loading zones, but also private loading zones, which are 
designated only for the unloading/ loading activities for certain goods 
receivers (Dezi et al., 2010; Goodchild & Ivanov, 2017). However, the 
accessibility interests of carriers' and retailers' in unloading/ loading 
zones differ from transport operators, who have interests in time win
dows for unloading/ loading of goods (Marcucci and Gatta, 2014; Gatta, 
Marcucci, 2016b). 

Local authorities have accessibility interests in pavements and 
pedestrian streets through development of traffic and access policies 
(Macharis et al., 2014; Rose et al., 2016). They also regulate public space 
used for parking of transport vehicles in busy areas (Goodchild & Iva
nov, 2017). In order to reduce conflicts at pavements, guidelines on 
facility size required for urban freight vehicle parking and navigation 
and specified strategies have been published by local authorities in some 
cities (Transportation for London, 2017). 

Pedestrian streets in cities are designed for pedestrians and sometimes 
permit access to bicycles. In order to contribute to development of 
liveable cities, by making them more accessible, increase retailer's 
turnover, shop occupancy and value of the properties, there is a growing 
trend at local authorities to pedestrianize streets in Europe (Soni & Soni, 
2016). Since pedestrian streets do not permit deliveries by truck, carriers 
are referred to use parallel streets for unloading/ loading of goods, 
which is thereafter transported by foot or by delivery vehicles allowed to 
drive in during certain hours and/or to certain areas (Verlinde et al., 
2016). However, access policies and use of pedestrian streets are still 
often unclear, which contributes to conflicts between UFSs' interests. 

2.2.3. Economic interests 
UFSs' economic interests in use of public space are affected by pol

icies on road pricing (congestion charging) and vehicle parking pricing 
enforced by local authorities (Holguín-Veras et al., 2020). The main 
purpose of road pricing is to foster an improved utilisation of transport 
capacity by implementation of tolls which, due to increased costs, would 
lead to a decrease of truck traffic on public roads (Holguín-Veras et al., 
2020). Published studies show however that road pricing has limited 
impact on peak-hour truck traffic, as carriers have limited power 
compared to their customers (Holguín-Veras et al., 2020). Road pricing 
is the least preferred policy by UFSs (Amaya et al., 2020). The main 
incentive to vehicle parking pricing is to foster an efficient use of 
pavements. However, as sufficient public space for parking of vehicles is 
not allocated at right locations on pavements, vehicle parking pricing is 
not likely to work (Holguín-Veras et al., 2020). 

UFSs have economic interests in management of public space, and in 
retail of products (Heo, 2013; Yannis et al., 2013). Local authorities have 
economic interests in management of public space due to enforcement of 
space management policies (Marcucci et al., 2015), which however may 
differ between cities. Likewise, goods receivers have economic interests 
in the use of public space within retail and advertisement of products to 
support revenue generation (Legohérel et al., 2013). For example, res
taurants- and cafés providing outdoor seating increase their revenue by 
increasing the productive space for accommodation of customers by 
occupying space in the city (Heo, 2013). Goods receivers in cities 
sometimes occupy public space with advertisement signs to attract 
customers. The use of advertisement does not adversely affect road 
safety, since drivers are familiar with the need to cope with considerable 
information from other vehicles, traffic and direction signs, shop labels, 
and pedestrians (Yannis et al., 2013). In addition, public roads and open 
public spaces are used by street-vendors within retail of products 
(Mehta, 2015). To attract a high number of customers these usually 
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locate at lively and crowded areas, which may impede movement of 
pedestrians and urban freight (Forkuor et al., 2017; Loukaitou-Sideris & 
Ehrenfeucht, 2009). 

3. Materials and methods 

3.1. Study design 

To comply with the complexity, spatial limitations and UFSs' diver
gent interests in public space (Anand et al., 2012; Stathopoulos et al., 
2012) the study was designed according to a deductive research 
approach (Spens & Kovács, 2006) including a multiple case study (Yin, 
2009). Yin (2009) recommends the use of case studies if the objective is 
to clarify a particular and a complex situation by investigation of a 
contemporary phenomenon within its real-life context. Two Swedish 
city centre areas were selected as cases in this study (see Section 3.2). 

3.2. Study context areas 

Two Swedish city centre areas were selected as cases; study area 
1and study area 2. These were selected based on:  

• Both cities had taken urban freight initiatives which comprise city- 
planning of urban freight in two equally large areas of the city 
centre, and both had held regular meetings with UFSs.  

• An approximately equal number of citizens living in the city centre 
area.  

• Established business associations for management of common issues 
regarding use of public space in both cities.  

• Urban freight transport along public roads and pedestrian streets in 
the city with an equal total length.  

• The same political governance (the socialists).  
• A broadly similar city centre design in study area i.e. two floor 

buildings with shops/ restaurants on the ground level, residential 
homes on the first floor level, a public open space, pedestrian streets.  

• An equal size, mix and number of micro and small sized i.e., less than 
€10 Million in turnover (European commission, 2021) shippers, 
goods receivers, and property owners with business in the study 
areas.  

• An equal number of food-trucks.  
• Excluded from the study were urban freight initiatives developed 

solely for provision of goods to city malls. 

3.2.1. Study area 1 
The city centre went through a total reconstruction (between 2016 

and 2020) to create an attractive urban environment. The city-planning 
of a re-built city centre included an urban freight initiative to ensure 
sustainable transport of goods to goods receivers situated in buildings 
along two public roads with pavements and a pedestrian street. Food- 
trucks were situated on the city square. The public road and the 
pedestrian street included unloading/ loading zones and the city square 
included public space for food-trucks. Buildings included in the study 
are labelled in grey (Fig. 1). 

3.2.2. Study area 2 
In 2012 an urban freight initiative was included in the existing city- 

planning to enhance sustainability in urban freight. At the time of the 
study, this urban freight initiative comprises a consolidation centre, an 
independent freight transport operator, and a non-profit firm (owned by 
the city's property owner association and the merchant trade associa
tion), responsible for transportation services and communication with 
local authorities. In study area 2 goods receivers were situated in 
buildings along two public roads with pavements, three pedestrian 
streets, and a small square also used by the food-trucks. The public roads 
and the pedestrian streets included unloading/loading zones. Buildings 

included in the study are labelled in grey (Fig. 2). 

3.3. Data collection 

Following the deductive research approach (Spens & Kovács, 2006) 
data were collected from a literature review (LR), semi-structured in
terviews and a questionnaire used in a multiple case study (Yin, 2009) of 

Fig. 1. Study area 1.  

Fig. 2. Study area 2.  
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the two Swedish cities. 
The study started with the LR on urban freight stakeholders and their 

interests in public space, which constitutes the frame of reference of this 
paper (Section 2). Following Wohlin (2014) on forward snowballing 
relevant scholarly papers to be included in the LR were identified though 
a three-step iteration process. In step one relevant scholarly papers 
published between 2008 and 2021 were identified using the Boolean 
operator “AND” in combination with the keywords “urban freight”, 
“interest,” “public spaces”, and “actors” in database search at the pub
lishers Emerald, Elsevier, and Taylor and Francis. Thereafter duplicates 
were removed, which ended up in 145 tentative scholarly papers. In Step 
2 the papers were scanned based on the match between the aim of the 
study and the title, abstract, and place of citation of each tentative paper, 
which resulted 53 scholarly papers. Step 3 comprised a full analysis of 
the papers identified in step 2, which ended up in 45 scholarly papers to 
be used in this study. These are marked in the reference list with a “*”. 
Additionally, Google Scholar was used to identify five published scien
tific reports and eight book chapters, and one European directive rele
vant for the study. 

3.3.1. Semi-structured interviews and the questionnaire 
Semi-structured interviews in the multiple case study were con

ducted with UFS representatives (Table 1) in the two selected Swedish 
cities (see Section 3.2). The interviews were conducted according to 
Harrell and Bradley, (2009) and comprised five questions which focused 
on urban freight stakeholders service, accessibility, and economic in
terests in public space, and two open-ended questions to explore urban 
freight stakeholders' suggestions to improve the use public space. All 
interviews were conducted face-to-face and lasted for approximately 30 
min and were transcribed (Yin, 2009). 

At the end of each semi-structured interview, the representatives 
were asked to send a response by post to a questionnaire of one Multiple- 
Choice Question (MCQ) with multiple choices about the influence of 
another stakeholders' use of public space on city-planning of urban 
freight. A five-point Likert scale (1 = no influence 5 = very high influ
ence) was used to evaluate the response (For interview questions and the 
MCQ question, see Appendix I). 

3.4. Participants 

Within the two study context areas three categories of UFSs (local 
authorities, SC actors, property owners) were strategically selected. 
These were identified through contact with local politicians at local 
authorities involved in each city's urban freight initiative. Thus, par
ticipants in this study also were the representative participants (in the 
two study areas) of each city's urban freight initiative. Since most of 
these participants were shops, restaurants, cafés and food trucks, the 
study emphasizes goods receivers' interests based on a “stakeholder- 
specific design” (Gatta, Marcucci, 2016b). 

Citizens, visitors, and tourists were excluded from the study since 
they have no role in the decision-making process of urban freight 

(Cascetta et al., 2015; Marcucci et al., 2017). In addition, citizens, vis
itors, and tourists also constitute a heterogenous group of Vulnerable 
Road Users (VRUs) as pedestrians, cyclists, motorcyclists, and/or people 
with disabilities/reduced mobility and orientation (European Commis
sion, 2010). Since citizens, visitors, and tourists interests in public space 
are considered in implementation of policies and exhibition of detail 
plans at local authorities in Sweden, and this study emphasize goods 
receivers' interests, we have identified this as an area for further 
research. Representatives from UFSs were asked to participate in the 
interviews and to answer the MCQ. All accepted (in total 49) to partic
ipate in the interview and 43 (87,7 %) answered the MCQ (Table 1). 

3.5. Data analysis 

The literature included in the LR was analysed for “urban freight 
stakeholders” and “Urban freight stakeholder interests' in public space” 
with manifest content analysis (Boyatzis, 1998). The results of the LR 
were used as a guide to data collection (interview questions and the 
questionnaire) and as units of analysis (i.e., UFSs' service, accessibility, 
and economic interests in public space) in this study. Manifest content 
(Boyatzis, 1998) was used in the analysis of the transcribed tape- 
recorded interviews. Analysed data were sorted into the pre-decided 
units of analysis. Mean-values were calculated on the answers to the 
MCQ. In the cross-case analysis of the two Swedish cities, data from the 
different sources were continuously compared for triangulation and 
validation of the results (Easterby-Smith et al., 2015; Yin, 2009). The 
analysis and the results were continuously discussed between the three 
authors, who were all involved in the writing process. 

4. Results and discussion 

Results from the conducted literature review (LR) showed that UFS 
with direct impact on city-planning of urban freight consist of local 
authorities, SC actors and property owners. The LR further addressed 
that these UFSs have service, accessibility, and economic interests in 
public space. 

4.1. Swedish urban freight stakeholders' interests in the use of public space 

The results from the cross-case analysis of the two context areas in 
the two Swedish cities are reported and discussed in relation to each 
category of UFS and their interests in public space found in the LR. 

4.1.1. Local authorities interests' in use of public space 
According to the LR local authorities have service interests in public 

space used for service points, green spaces, road safety, parking of ve
hicles and for unloading/loading of goods. For this, local authorities 
implement policies on space management- and vehicle parking (e.g. 
Marcucci et al., 2015; Nourinejad et al., 2014). Conducted interviews 
showed that local authorities service interests' in public space used for 
service points (i.e., waste collection, access to the water/ sewage system) 

Table 1 
Urban freight stakeholders and data collection methods used in the study.  

Urban freight stakeholder 
category 

Urban freight stakeholder Interview study 
area 1 

Interview study 
area 2 

Questionnaire study 
area 1 

Questionnaire study 
area 2 

Local authorities Local authority  1  1  1  1 
Supply chain (SC) actors Shipper  1  1  1  1 

Carrier  1  1  1  1 
Goods 
receiver 

Shop  15  11  13  8 
Restaurant/café with outdoor 
seating  

4  3  3  3 

Restaurant/café  3  2  3  2 
Food-truck  1  2  1  2 

Property owners Property 
owner 

Property owner  1  1  1  1 

Total    27  22  24  19  
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on pedestrian streets and pavements should be considered in city- 
planning of urban freight. Conducted interviews also confirmed pub
lished research on local authorities' accessibility interests' in public 
space for roads, pavements, and pedestrian streets. Interviews with local 
authorities in the two cities further indicated a lack in service interest in 
space used for road safety barriers (i.e., elevated humps), due to high 
establishment costs and that these may act as a barrier to urban freight. 
The use of elevated humps in cities may increase the risk of crashes 
between cyclists and carriers (Pitera et al., 2017). Since, local authorities 
implement policies about protection of VRUs (e.g. cyclists) which 
include use of elevated humps, the result indicate that local authorities 
also should consider such policies in city-planning of urban freight. The 
result is supported by Holguín-Veras et al. (2020) who state that public 
space in cities is regulated by local authorities for many purposes. 

The LR showed that local authorities' endeavour creation of an 
attractive city environment (Marcucci et al., 2017). Interviews with 
local authorities in both Swedish cities specifically addressed good re
lationships with UFSs that contribute to attractiveness of the city envi
ronment (i.e., shops, restaurants- and cafés with outdoor seating, 
property owners) in city-planning of urban freight. The result indicates a 
relationship between this interest and economic interests' of local au
thorities with regard to financing of management of public space. Ac
cording to interviews with local authorities in both cities management of 
public space is financed by taxes, or as one of the clerks explained: 

“Management of public space in the city is financed 60% by fees and 
40% by public taxes” (Clerk local authority City 2). 

The interviews with local authorities in both cities further showed 
that economic interests in public space comprise revenues in terms of 
charging-fees in use of public space for (i) unloading/loading zones paid 
by carriers (ii) pavements used for outdoor seating paid by restaurant 
and cafés, and (iii) open space used for product retail paid by food- 
trucks. Thus, the result confirms published research on local author
ities financing of management of public space through charging-fees 
paid by food-trucks (Martínez et al., 2018). Management of public 
space based on fees implies that the local authority is a commercial 
stakeholder in city-planning of urban freight. This may be contrary to 
the governance role of the local authority with responsibilities for 
management of public space, since the costs of public space should be 
met through taxes to foster behaviour changes with public benefits 
(Holguín-Veras et al., 2020). Thus, results from conducted interviews 
suggest that local authorities should develop policies about pricing the 
use of public space on pavement, pedestrian streets, and squares in 
compliance with city-planning of urban freight. 

4.1.2. SC actors' interests in use of public space 
The LR showed that SC actorś service, accessibility, and economic 

interests in use of public space should be considered by local authorities 
(public sector) in city-planning of urban freight. According to the in
terviews, SC actors in the two Swedish cities constitute a heterogeneous 
group of large and small companies (private sector) with divergent in
terests, and differences in communication and cooperation with local 
authorities about the use of public space. Interviews with goods re
ceivers showed that shops and restaurants experience a lack in 
communication and cooperation with local authorities about their use of 
public space in city-planning of urban freight. Shops and restaurants also 
addressed that they have service interests in the use of public space for 
decoration (e.g. flower-pots) due to creation of an attractive city envi
ronment. Shops in both cities mentioned however that public space used 
for decorations should be considered in city-planning of urban freight at 
local authorities, since such decorations may act as a barrier to urban 
freight. The results shows that local authorities need to develop and 
implement policies about the use of public space intended for decoration 
in compliance with city-planning of urban freight. Moreover, the cross- 
case analysis of SC actors' accessibility interests in pavements and 
pedestrian streets showed that shops in both cities emphasized the 

importance to meet economic interests of restaurants- and cafés with 
outdoor seating. According to shop interviews in both cities, restaurants- 
and cafés with outdoor seating contribute to an attractive and vibrant 
city environment which should be considered in city-planning of urban 
freight. 

Interviews with goods receivers in both Swedish cities showed that 
their accessibility interests in public roads, pavements (incl. the kerb
side) and pedestrian streets are adversely affected by parked private, 
carrier, and service vehicles. This was especially addressed by the shops 
along pedestrian streets who experienced that their shopwindows 
blocked by carrier vehicles during opening hours. The result confirms 
previous studies about regulating the access to pedestrian streets during 
certain hours, allowing only small transport vehicles to access (Verlinde 
et al., 2016). The result may however be contradictive to published 
studies which show that carriers are adversely affected by initiatives to 
restrict access (e.g. Holguín-Veras et al., 2020). 

Interviews with SC actors in the two Swedish cities shows that res
taurants and cafés with outdoor seating have economic interests in 
pavements. Analysed interviews specifically address that pavements are 
used for outdoor seating by restaurants and cafés during March to 
October, and contributes to an increase in their average annual revenue 
by 10–25 %. Likewise, interviews with shops in both cities addressed 
economic interests in the use of pavements and public space on pedes
trian streets for advertisement signs and commercial sales during whole 
year, which may for some shops increase the daily revenue by up to 49 
%. Interviews with shops, carriers and shippers in both cities also 
showed common economic interests in the use of pavements for 
unloading/ loading of goods, and that this interest in some cases 
contradict with economic interests of restaurants- and cafés with out
door seating. This was also confirmed by the interviews with restau
rants- and cafés with outdoor seating in both cities. The cross-case 
analysis of interviews with SC actors in both cities also addressed a lack 
of consideration of carriers' interests within city-planning at local au
thorities leading to conflicts. 

Interviews with shops in the two Swedish cities showed conflicts of 
interests between shops' economic interests in public space used for 
advertisement signs on pedestrian streets, and carriers' accessibility in
terests in pedestrian streets. According to interviews with shops in city 2 
advertisement signs have been run-over by carrierś vehicles. This was 
also confirmed in the interviews with carriers who indicated that they 
experience advertisement signs as a barrier to urban freight. To prevent 
conflicts between UFSs in city-planning of urban freight, the results 
indicate a need for policies about the use of public space for advertise
ment signs set by local authorities. Interviews with carriers in both cities 
also showed adverse impact their accessibility interests in finding space 
for unloading/ loading of goods. This is confirmed by previous published 
studies (Manzano dos Santos & Sanchez-Diaz, 2016; Verlinde et al., 
2016). 

4.1.3. Property owners' interests in the use of public space 
The LR showed that few studies have been published on property 

owners' interests in city-planning of urban freight. Interviews with 
property owners in the two Swedish cities showed that their service 
interests in public space for waste collection, access to the water/ 
sewage system on pedestrian streets and pavements should be consid
ered in city-planning of urban freight. According to interviews, property 
owners in both cities also have accessibility interests in unloading/ 
loading zones of goods on pavements to comply with carriers' accessi
bility interests. The cross-case analysis of property owners' interests in 
public space further indicted that they have accessibility interests in 
roads, pedestrian streets, and pavements linked to economic interests in 
management, sales- and letting of properties and that this should be 
considered in city-planning of urban freight. 

According to interviews with property owners in both cities, goods 
receivers' and local authorities' service and economic interests should be 
considered city-planning of urban freight since these contribute to an 
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attractive city environment. However, the cross-case analysis of prop
erty owners' interests noted a difference between the two cities in their 
views on shops' interests' public space in city-planning of urban freight. 
This was only addressed by property owners in city 2, who mentioned 
that these interests contribute to development of an attractive city 
environment. Property owners in both cities addressed, however, that 
food-trucks' and carriers' economic interests in public space varies and 
may because of this act as a barrier to urban freight. Because of this, the 
study indicate that food-trucks and carriers shall be assigned fixed space 
for their business by local authorities in city-planning of urban freight. 
For development of an attractive city environment, interviews with 
property owners in both cities indicate a need for increased cooperation 
between property owners in city-planning of urban freight. Thus, the 
results from analysed interviews with property owners indicate their 
importance as an UFS in city-planning of urban freight. 

4.2. Influence of Swedish UFSs' use of public space in city- planning of 
urban freight 

The analysed results of the MCQ about the influence of UFSs' in
terests in the use of public space (Fig. 3) indicated that restaurant/cafés 
with outdoor seating, restaurant/cafés without outdoor seating and 
property owners' interests in the use of public space should have the 
highest influence on city-planning of urban freight. The results confirm 
the results from the cross-case analysis of interviews with UFSs' which 
shows that UFSs whose interests in public space contribute to the 
attractiveness of the city environment should be considered in city- 
planning of urban freight. The analysis of the influence of UFSs' in
terests further indicate that the local authorities (i.e. mean value 3,3) 
and shops (i.e. mean value 3.1) interests in the use of public space should 
influence city-planning of urban freight at an average level. Thus, the 
result indicates that local authorities in both cities should implement 
policies about the use of public space, and regarding shops usage of 
public space. According to analysed MCQ results carriers' and shippers' 
interests in the use of public space should have less influence (i.e. both 
mean value 2.9) on city-planning of urban freight compared to t other 
categories of UFS except food-trucks. One explanation for this is that 
their business usually is situated outside the city centre and thus not 
directly contribute to the city environment. Finally, the analysis of the 
MCQ indicated that food-trucks interests in the use of public space 

should have least impact (i.e. mean value 2,5) on city-planning of urban 
freight. One explanation for this is that food-trucks use of public space 
varies and may act as a barrier to urban freight which was indicted 
during the interviews with property owners. The results of the MCQ thus 
confirm the suggestion that food-trucks should be assigned fixed space 
for their business. 

5. Conclusions 

There is growing interest in efficient use of public space as cities all of 
the world implement urban freight initiatives. This paper explores UFSs' 
interests in the use of public space and the influence of such interests in 
city-planning of urban freight. This is addressed in literature review of 
UFSs and their interests in the use of public space. The results obtained 
from the literature review showed that UFSs with direct impact on city- 
planning of urban freight includes local authorities, SC actors and 
property owners, and that these have service, accessibility, and eco
nomic interests in the use of public spaces. To extend and complement 
published research, the paper presents a cross-case study of UFSs in
terests in two Swedish cities. The cross-case study addressed that local 
authorities should develop policies about pricing the use of public space 
due to economic interests in charging-fees for management of public 
space. The results further showed that SC actors with service and eco
nomic interests which contribute to an attractive city environment (e.g. 
restaurants- and cafés with outdoor seating) should be considered in 
city-planning of urban freight. These interests contribute to their annual 
revenue but may conflict with accessibility interests of carriers and 
shippers. To prevent conflicts in city-planning of urban freight local 
authorities should develop and implement policies about the use of 
public space used for decoration and advertisement signs. The study also 
addresses that food-trucks should be assigned fixed places in city- 
planning of urban freight due to their economic interests in use of 
public space. The cross-case study addresses property owners due to 
their accessibility and economic interests in public space as important 
UFSs in city-planning of urban freight. The study specifically shows that 
property owners have accessibility interests in unloading/ loading zones 
of goods on pavements, and economic interests in the public space 
linked to creation of an attractive city environment. 

As in the case of qualitative case studies, the results obtained of this 
study cannot be generalised in a statistical sense (Yin, 2009). The study 

Influence 

1= no influence; 2= low influence; 3= average influence; 4= high influence; 5= very high influence

Fig. 3. Estimated mean influence of urban freight stakeholders' use of public space in city-planning (n = 43).  
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emphasizes goods receivers' interests assuming similarities in their in
terests in the use of public space which could bias the answers in the 
MCQ. The results obtained might be influenced by the selection of a 
spatially limited study area in the city centre of two Swedish cities. This 
is a possible weakness of the paper whose utility however is prevalently 
ascribable to obtain deeper knowledge rather than to generalise the 
presented results. For generalisation of results future research should 
focus on quantification of UFSs' interests in the use of public space. 
Future research should also explore: 1) transferability of results e.g., 
areas and larger study areas in other cities with urban freight initiatives; 
2) consideration to citizens and VRUs legitimate interests in the use of 
public space; 3) increase the number of shippers, and carriers, and 4) 
take explicit consideration to policies on pricing the use of public space 
in cities in city-planning of urban freight. 

To conclude, the paper provides in-depth understanding of UFSs' 
interest in public space both theoretically and practically. The presented 
research fills a gap scientific published studies about UFSs use of public 
space in cities and leaves recommendations that cities can consider in 
city-planning of urban freight. 
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Appendix I 

Interview questions 

General questions  

1. The main characteristics of the company/ organisation business is as 
(only one choice is possible)  

□ A restaurant with out-door seating  
□ A restaurant without out-door seating  
□ A café with out-door seating  
□ A café without out-door seating  
□ Shipper  
□ Carrier  
□ Shop  
□ Food-truck  
□ Property-owner, private  
□ Property owner, municipality  
□ City cityplanning, municipality  
□ Other  

2. My work in the company/organisation is as a (only one choice is 
possible):  

□ Owner  
□ Owner/manager  
□ Manager  
□ Employee 

Interests in the use of public spaces 

1. For what/which purposes does the company/ organisation have in
terest in the use public spaces  

□ Advertisement signs  
□ Out-door seating's  
□ Loading/unloading zone of goods (permanent)  
□ Loading/unloading zone of goods (preliminary)  
□ Customer parking, bike  
□ Customer parking, car  
□ Maintenance (e.g. accessibility to sewage/ electricity)  
□ Product retail  
□ Product advertisement  
□ Traffic barrier  
□ Other please notify 

Could you please further elaborate little on your provided answers 
based on the company's' accessibility, service and economic interests?  

2. During what months does the company use public spaces in the city 
centre?  

3. Estimate to what extent (in %) the company use of public space 
contributes to the annual revenue (only one answer is possible)  

□ 0  
□ 1–9  
□ <10–24  
□ >25–49  
□ >50–74  
□ >75–100 

Could you please further elaborate little bit more on your provided 
answer? 

4. In what way do you think cooperation on use of public spaces pur
poses in the city center could be improved?  

5. Is the business of your company/ organisation disturbed by another 
stakeholders' use of public space? If yes in what way?  

6. How much influence does the company have on the use of space in 
the city centre (Please evaluate your answer based on: 0 = no in
fluence; 1 = very limited influence; 2 = limited influence; 3 = neutral 
influence; 4 = large influence, 5 = very large influence).  

7. Do you have anything else to add regarding the use of public space in 
city centers? 
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Multiple choice question 

How much influence should *ANOTHER STAKEHOLDER* have on 
decisions regarding the use of space in the city centre? Please evaluate 
your answer based on: 1 = no influence; 2 = low influence; 3 = average 
influence; 4 = high inflence, 5 = very high inflence. 

* ANOTHER STAKEHOLDER:  

□ A restaurant/café with out-door seating  
□ A restaurant/café without out-door seating  
□ Shippers  
□ Carriers  
□ Shop  
□ Food-truck  
□ Property-owner  
□ Municipality  
□ Residents  
□ Visitors 

If possible, please motivate your answer: 
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