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Abstract: This paper surveys urban courier routing, pointing out the learning process of the general-
ized travel cost enhanced by using innovations related to the introduction of emerging information
and communication technologies (ICTs, i.e., the internet of things, big data, block chain and arti-
ficial intelligence), considering a smart city. Couriers, when planning in advance or choosing the
routes in real time for delivering to citizens as well as to business users (including retailers), need
to consider both the driving and walking routes (i.e., from the delivery bay to the customers) to
optimize their activities. A two-layer literature optimization model is recalled, and the main scientific
people-centered challenges that need to be addressed under the light of emerging ICTs are identified
and explored, which are the learning process of routing attributes, as well as the opportunity to
book on-street delivery bays in advance or in real time. Then, after a literature review on modeling
courier activities, a unitary formulation is presented that combines old and real-time network data. In
addition, integration with new telematics solutions (i.e., delivery bay booking) is pointed out. Finally,
discussions on innovations and cost optimization are presented.

Keywords: emerging ICT; city logistics; courier routes; smart city; user-centered solutions; delivery
bay booking; last-mile delivering; urban delivery

1. Introduction

By creating visions and strategies for urban goods mobility at the regional or local
level, several public territorial administrations have begun to understand and address the
concerns related to urban goods mobility issues. However, as the COVID-19 pandemic has
shown [1], adequate methods for the last-mile delivery of commodities at the inner-city
level are frequently lacking [2–8]. In addition, the challenges associated with municipal
sustainability are getting worse as the online market continues to expand rapidly [9–11].

Companies must create new distribution models that excel in a variety of areas,
including cost-effectiveness, customer satisfaction, and sustainability, to meet the challenges
of urban last-mile distribution [12–14]. In this situation, businesses/companies engaged
in last-mile distribution, including parcel delivery services, are coming up with a range
of approaches. The type and location of logistic facilities, the size of the delivery trucks
utilized, the availability of alternative delivery and product exchange sites, and the other
factors all affect how the current techniques are different from each other. These particular
kind of last-mile distribution methods must take into account a number of aspects in the
local context, such as local customers’ preferences and demand characteristics, the existing
rules, or the operational characteristics of the environment in which they operate.

Currently, when delivering products, couriers frequently encounter traffic jams and
delays entering on-street loading/unloading zones (delivery bays) [15], which also has a
growing impact on traffic. In addition, truck drivers often lack knowledge and experience
about the availability of loading and unloading zones, and in inner-city locations with
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many one-way streets and narrow streets, couriers and carriers sometimes make inefficient
deliveries [13,16,17]. Distribution productivity is affected by the amount of time spent
driving, unloading, and walking [14,18], as well as the length of the routes. In fact, it can
be challenging for couriers to find appropriate places to unload the cargo when delivering
goods to customers in central business districts (CBD). Searches for the availability of an on-
street delivery bay can add a significant amount of time to delivery routes and exacerbate
traffic congestion.

Delivery bays can now be reserved in advance or in real time with a dynamic queue
thanks to recent advances in sensor technologies, such as presence detectors and the global
positioning system (GPS) [16,19]. The best delivery zones to use to minimize the operational
and external distribution costs must be known.

The advent of smart cities is changing the use of cities. The term smart city is used in
many technical–scientific fields. Each field adopts its own language, but a unified definition
that includes all the aspects of a smart city is missing [20,21]. On this note, reference is
made to the subsequent specifications given by the European Union, with its different
organizations [22–25]. The first reference is from 2010, with the European Union strategy
for growth and jobs (Europe 2020 strategy; [22]). The strategy is divided into three growth
priorities:

• smart growth in the form of efficient spending on innovation, research, and education;
• sustainable growth, with regard to the efforts to move towards a low-carbon economy;
• inclusive growth, with respect to the initiatives to eradicate poverty and create jobs.

In the context of smart growth, the flagship initiative is innovation, which must be
developed with two large groups of players:

• European technology platforms (ETPs), whose stakeholders are industries with the
aim of defining research in the medium and long terms by identifying the objectives
(industry driven);

• European innovation partnerships (EIPs), which represent a new approach to the EU
for research and innovation, where public and private entities meet.

To foster sustainability, the European Innovation Partnership for Smart Cities and
Communities (EIPSCC; [25]) pushes cities, industries, and citizens to collaborate. Therefore,
moving from the concept of smart growth (taking into account innovation, telematic
platforms, and thematic forums), the areas of interest refer to: energy production and use
(EPU), transport and mobility (TRM), and information and communication technologies
(ICTs). Subsequently, the partnership among these sectors is devoted to addressing the
progress to improving the services offered by reducing the energy use and consumption of
the resources (Figure 1; [23]).
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paper focuses on the models used to identify the optimal courier routes that minimize the
delivery (or distribution) costs, considering both the vehicle and walking (i.e., from the
delivery bays to the customers) costs.

The paper is structured as follows. Section 2 overviews the emerging technologies
in the sphere of city logistics. Section 3 recalls the courier urban routing problem, while
Section 4 formalizes the proposed model, evidencing the contribution of different emerg-
ing ICTs respect to the different model components using a literature courier modelling
framework. Conclusions and further developments are drawn in Section 5.

2. Actors of the Emerging Technologies

This work allows one to unify the advances in transport systems and emerging ICTs,
having the energy problem as a priority goal. It aims to reduce the generalized cost of
low- or zero-emission systems (environmental impact) during use in the final parts of
deliveries. The current developments and future directions of people-centered solutions
applied to couriers are explored [26,27]. In particular, the analysis evolves to incorporate
the learning process of the generalized travel costs related to the innovations deriving from
the use of emerging ICTs (e-ICTs) and to point out the benefits both in terms of the internal
(operational) and external costs. Therefore, how e-ICTs can contribute to the innovation of
courier delivery is investigated and formalized.

E-ICTs are expanding and gaining popularity on a daily basis [28–32] and can be
introduced into the study of city logistics. At the current stage of development, it is possible
to recognize the four main kinds of technologies that work to advance smart city logistics:
internet of things (IoT), block chain (BC); big data (BD); and artificial intelligence (AI).
Automation and other technologies that impact vehicle characteristics independently from
city logistics and time, e.g., electronic ones for safety or those used to check alcohol levels or
whether the driver is sleeping, as mentioned earlier, are not pointed out. For more details,
refer to [20,33].

In the context of the courier problem, the emerging technologies impact both the path
choice [34,35] to move toward the intermediate customers (e.g., retailers or end consumers)
and the delivery bay choice to serve the customers. In fact, referring to the last-mile
deliveries, the main stages consist of:

• operations performed in warehouses, where the ICTs can support the management,
inventory, and storage activities;

• transport from warehouses to delivery bays and from delivery bays to customers,
where the ICTs can support the planning or the routes in advances as well as any
delivery decisions that can be taken in real time;

• customer-related tasks, where the ICTs can support the operations performed to deliver
to customers (e.g., money transactions and integrity checks).

In particular, IoT and BD can be considered the main emerging technologies impacting
the choice of path between two intermediate stops/deliveries/customers (updating both the
path utility and choice model), even though AI could better exploit the opportunity offered
by real-time information. On the other hand, BC allows one to manage the exchanges of
values and protected/reserved data of the delivery (in this way, it is also called the internet
of values—IoV), while AI supports the path choice decisions.

The advantages of city logistics for each user or business (private and/or public) actor,
in terms of enhancing their value using the e-ICTs, constitute an important aspect in this
context. The following categories of city logistics actors can be regarded as homogeneous
with regard to the usage of the above technologies: transport and logistics operators (specif-
ically, transport enterprises), public administrators, retailers, and end consumers. Regarding the
advantages of courier urban routing, in particular, the key effects/impacts include:

• transport enterprises, which, among others, seek to reduce the delivery generalized
travel [36–38] costs of at-customer deliveries and reverse logistics; they can employ
actualized and/or real-time information from the transportation systems thanks to IoT
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and BD, as described below. In addition, the BC allows one to manage the exchanges
of values as well as the exchange of business and of performed delivery data;

• public territorial administrations, which aim to promote the city’s sustainable develop-
ment at all times, making better use of urban public spaces (both for parking and for
driving) in relation to all the various demand components (such as passengers and
freight using various mode services). They can also provide information on parking
availability and the path to follow in real time;

• retailers, which might streamline their restocking procedure and include freight-
receiving activities in their selling activity, taking the payments into account. They
might reduce their estate expenses, minimize (or eliminate) their inventory costs, and
take into account the dynamic actualization of the loading space availability to further
optimize their role in reverse logistics;

• end consumers, which can be citizens who benefit from the decrease in traffic due to city
logistics optimizations and the increase in living standards resulting from the increase
in safety and reduction of pollution emissions. From another perspective, they are
consumers who benefit from future instant deliveries; in fact, they can have real-time
information about home deliveries.

3. Computerized Vehicle Routing and Scheduling
3.1. Problem Definition

When delivering items to clients in central business districts (CBDs), couriers fre-
quently struggle to find appropriate parking places. As mentioned, finding suitable on-
street loading zones can take a lot of extra time and have a bigger impact on traffic in terms
of congestion, accidents, accessibility, and pollution emissions. The e-ICTs can support
couriers to book delivery bays [16,17], considering that the more frequently territorial
public administrations introduce time windows that are specific to different classes of
vehicles [39], and then they need to organize a dynamic queue. Therefore, there is a need to
determine the best delivery bay, which will allow one to minimize the delivery route (times)
considering the dynamic slots open and considering that delivery bays are frequently used
by couriers to serve many clients at once (Figure 2). As a result, both walking tours and
truck cruises have to be included in the optimization of CBD distribution routes [40].
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Figure 2. Distribution pattern.

In accordance with one of the more recent courier models (i.e., Thompson and
Zhang [40]), the problem can be stated and resolved as a multi-objective optimization
model by combining the selection and ranking of the delivery zones to be used, as well as
the pedestrian routes to move cargo from the delivery bay to the customer (both the shop
and the end user’s home). The generalized travel costs (such as the kilometers traveled)
incurred by walking and driving, along with their respective weights, make up the objective
function. Additionally, the limitations (constraints) on the length of time that parking may
be allowed are included.
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3.2. Thompson and Zhang’s Formulation

The problem of minimizing the total driving and walking times (cost) can be formu-
lated [40], as follows:

min
D,W

α ∑
i,j∈B∪E

xij · Cij + (1− α)∑
b∈B

∑
i,j∈{b}∪S

z′b,i,j · C
′
ij (1)

This is subject to the following constraints (for flow conservation as well as for topology
integrity, and truck and walking route integration).

Vehicle (Driving) Problem

∑
i∈B∪E

xij = ∑
k∈B∪E

xjk ∀j ∈ B ∪ E (2)

This guarantees the conservation of flow at the nodes:

∑
j∈B∪E

xij ≤ 1 ∀i ∈ B ∪ E (3)

This guarantees that only one path leads from each delivery bay b or entrance/exit
point e:

∑
j∈E

∑
i∈B∪E

xij = 1 (4)

This guarantees a distinct entrance/exit point; the driving path is closed when it is
combined with Equation (2):

ui − uj + (|B|+ 1) · xij ≤ |B| ∀i, j ∈ B, i 6= j (5)

This is used to cut short detours (sub-tours) on a long-distance driving route |B| +1;

xij ∈ {0, 1} ∀i, j ∈ B ∪ E (6)

Walking Problem
∑
l∈B

∑
i∈B∪S

z′b,is = 1 ∀s ∈ S (7)

This guarantees a single visit for each consumer:

∑
k∈B∪E

xkl ≥ z′ij ∀i, j ∈ {b} ∪ S, ∀b ∈ B (8)

This shows that each customer is attended to during the walking route, while the delivery
bay is visited along the driving route:

∑
j∈{b}∪S

z′b,ij ≤ 1 ∀b ∈ B (9)

This implies that just one route leads to or from each delivery bay:

∑
j∈{b}∪S

z′b,kl ≥ z′b,ij ∀i, j ∈ {b} ∪ S, ∀b ∈ B (10)

This guarantees that the pedestrian route from/to the delivery port is completed:

∑
j∈{b}∪S

z′b,ij = ∑
j∈{b}∪S

z′b,jk ∀j ∈ {b} ∪ S, ∀b ∈ B (11)
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This shows that the routes from/to the delivery bays and the clients (customers) are
identical:

u′i − u′j + (|S|+ 1) · z′b,ij ≤ |S| ∀i, j ∈ S, i 6= j, ∀b ∈ B (12)

This is used to remove detours from the walking path:

z′b,ij ∈ {0, 1} ∀i, j ∈ B ∪ S, ∀b ∈ B (13)

where:

• α is the weight factor when comparing walking and driving;
• S is the collection of customers (s), and B is the set of delivery bays (b);
• E is the CBD’s series of entry/exit points;
• D and W are, respectively, the driving and walking routes;
• Cij is the generalized travel cost from the i to j points via driving along a route

belonging to set D;
• C’ij is the generalized travel cost from the i to j points via walking along a route

belonging to set W;
• xij and z’b,ij binary variables have a value of 1 if the path from i to j is a component of

D or W (i.e., to use delivery bay b along the driving route ij), respectively, and it is 0
otherwise;

• ui and u’i are binary variables equal to 1 if the position of the zone (customer) is i along
the driving and walking routes, respectively.

4. The Proposed Approach
4.1. Dynamic Learning Process

According to the modelling framework recalled earlier and without the loss of gener-
alization if the other courier models in the literature are used, Equation (1) and the linked
constraints can be further developed, including the opportunities offered by telematics
and, in particular, by the e-ICTs. In fact, the emerging technologies modify the considered
approach both for weekly planning and daily dynamics. Given that each network link’s
data on the previous day can be stored in BD, there is an opportunity to use this information
in planning in order to forecast the generalized path costs, identify the favored delivery
bays, and then determine the best route to go to customers from the selected delivery bay.
The usage of IoT becomes essential in daily dynamics to update the model after a learning
process of the path attributes that rely on the time τ of day t. Therefore, given a generic
path for going from location i to location j at time τ of day t, the generalized path costs at
time τ of day t, C [τ, t] are a function of the path attributes, which depend on the time τ of
day t, X [τ, t]:

C[τ, t] = ψ(X[τ, t]) (14)

Such attributes can be estimated by the user (in the decision process as a driver and as
a walker) according to a process of learning. In general, learning happens simultaneously
with the evolution of τ and t. Additionally, the value experienced for various attributes
(revealed by all the vehicles on all the network links and stored in BD) on the previous
days X [t − 1], X [t − 2] can be considered, while, for the other attributes, the updates that
the drivers/walkers know about each time τ in day t can be pointed out:

C[τ, t] = ψ(X[τ], X[t− 1], X[t− 2], . . .) (15)

Therefore, recalling the classical approach to the learning process [36,37], the basic
formulation of the attributes of the path for driving from location i to location j is updated
using the info coming from the different emerging technologies belonging to the different
actors.

Let
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• Cij[τ, t] be the generalized path cost for driving from location i to location j (along a
route belonging to the set D) at time τ of day t;

• Xctact

ij [τ, t] be the known path cost attributes of each path for travelling from place i
to j on time τ of day t, which depend on the used technology, ct, to which the class
of actors (act) belongs. It should be noted that the technologies can be available to
public administrations (PA; e.g., delivery bay occupancy), transport enterprises (TLO;
e.g., vehicle sensors), and can also refer to BC if, for example, parking payment is
performed.;

through the IoT, the real-time configuration of the network can be performed; therefore,
at the current time τ of day t̃, the emerging technology impacts the path attributes as
follows:

Cij
[
τ, t̃
]
= ψ

(
XIoTPA[

τ, t̃
]
; XIoTTLO[

τ, t̃
])

(16)

• through the BD, the prior knowledge on network evolution can be pointed out; there-
fore, on day t, the emerging technology allows the generalized path cost for all the
times τ to be updated, as follows:

Cij[τ, t] = ψ
(

XBD, f o[τ, t]
)

(17)

with X the vector of the path attribute costs, whose h-th element represents the h-attribute
of path from i to j forecasted (fo) on day t. It is obtained using the equation below:

XBD, f o
h,ij [t] = γ · XBD,exp

h,ij [ t− 1] + (1− γ) · XBD, f o
h,ij [ t− 1] (18)

where

# X f o
h,ij[ t] is the estimate of attribute h-th for the route belonging to the set D fore-

casted/computed on day t;
# Xexp

h,ij [ t− 1] is the estimate of attribute h-th for the route belonging to the set D experi-
enced/tested on day t − 1;

# γ (∈ [0, 1]) is the weight given to the experienced/tested value.

BC can then be used to demonstrate legitimacy or authenticity with regard to the direct
trip (walking) from the loading zone b to the customer’s location and vice versa. Addition-
ally, consumers can gain knowledge about whether a product was sourced ethically, was an
original piece, and was preserved in the proper conditions. In addition, the contribution to
managing payments is very relevant, including home deliveries. Therefore, Equation (17),
specified for the route belonging to set W, can be updated as follows:

Cbs[τ, t] = ω
(

Xbs, XBCPA

bs [τ, t], XBCTLO

bs [τ, t]
)

(19)

where Cbs[τ, t] is the generalized travel cost for walking from delivery zone b to customer s
on time τ of day t.

The proposed formulation can be beneficial for a large mass of information coming
from the network on what has happened on the previous days (e.g., actual network travel
times) and on the real-time situation (e.g., real-time travel times). In particular, no specific
requirements for the data of the model are different than those that are already available to
the operators or to the public administrations [33], where the past and real-time info are
combined using an exponential filter through the weight ξ.

4.2. Preliminary Results

To show the opportunities offered by such an approach, a case study is recalled. It is
based on the case study proposed by Russo and Comi [33], where the opportunity to solve
delivery issues through path cost updating was explored. This case study refers to deliveries
to be performed in Rome and 10 sets of customers that need to be served. In particular, at
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each customer location, according to the number of deliveries that need to be performed, a
delivery time has been set which includes the time for parking, delivering the items, as well
as for finalizing the administrative matters. To avoid overlapping/compensatory effects,
only the times have been considered. Therefore, the generalized travel path cost is equal to
path travel time (i.e., X = path travel time). The main results are reported in Table 1, where
the departure times of the courier from the depot (DP) and from each delivery bay (1, . . .,
10) are given. An ordered list of customers to be served (i.e., the delivery bays to visit) after
each visit is also reported. Finally, the benefit of using the proposed approach is shown
in the last column of Table 1 (driving time), where the savings of the real-time calculated
solution before they leave the current delivery bay with respect to that of a conventional
solution (i.e., the average one) are reported. The driving time is significantly reduced, going
over 20% at the end when the truck returns at the depot.

Table 1. Sequence of customer visits through average and real-time travel merging (ξ = 0.70) *.

Departure
Time Order of Delivery Bay to Visit

Driving
Time

(hh:mm:ss)

∆

Driving
Time

average DP 4 7 8 10 9 2 1 6 3 5 DP 02:28:45
09:30 D 2 1 6 3 5 4 7 9 10 8 DP 02:34:00 3.53%
10:15 2 3 1 7 4 6 5 8 9 10 DP 02:04:08 −16.55%
10:53 3 6 1 5 4 7 8 9 10 DP 01:55:01 −22.68%
11:17 6 1 5 4 7 8 9 10 DP 02:17:51 −7.33%
11:38 1 4 5 7 8 9 10 DP 02:01:17 −18.47%
12:03 4 5 7 8 9 10 DP 02:04:53 −16.05%

. . .

∆ = variation with respect to the average sequence of customer visits. DP = depot. * source: Russo and Comi [33].

4.3. Advanced Courier Routing

The model formulated using the equations of set 1–13 can benefit from the emerging
technologies, as explicated by the equations of set 14–19 allows one to update the route/path
costs by merging past and real-time info. The capacity to estimate the route costs (disu-
tility/utility; BD), determine the best driving and walking paths to the consumers, and
identify the set of preferred delivery zones is one of the opportunities provided by e-ICTs in
the transportation merging real-time and previous costs to forecast the route costs (AI). In
addition, the value exchanges can be managed, and more comprehensive track-and-trace
capabilities can be provided (BC).

In addition, the current changes that are guiding delivery operations in urban areas
include:

• small and frequent shop deliveries (due to a lack of retail storefronts in inner districts,
as a result of high rent prices and just-in-time rules), with potential impacts on the
availability to have a large supply of shopping services within highly populated areas
(spatial proximity);

• e-commerce and omni-channel retailing, which are also guided by the evolution of telem-
atics and the new opportunity offered to end consumers thanks to the improvement
of digital connectivity;

• new ways to deliver products to customers, e.g., express deliveries, same-day deliveries,
as well as instant deliveries;

• reverse logistics, both for recycling and products that are no longer desired or used.

The modelling framework can be extended in order to include:

• delivering via sustainable means [12,41,42], e.g., bikes;
• delivery at pick-up points, including automated delivery [43–46]. Such systems allow

the optimization of deliveries to end consumers, given that they can solve the issues
related to failures and sprawling, as well as to have access within the limited traffic
zones (LTZ);
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• delivery using autonomous delivery robots and drones (ADR; [47–49]). ADRs are
motorized vehicles with electric propulsion that can deliver freight or deliveries
to customers without the assistance of a delivery worker. The two types of ADRs
are road autonomous delivery robots (RADRs), which travel on streets shared with
conventional motorized vehicles, and sidewalk autonomous delivery robots (SADRs),
which are pedestrian-sized robots that solely use sidewalks or pedestrian routes.

Consequently, e-ICTs became essential for creating sophisticated courier assistance
advisors coupled with delivery bay systems [16,50]. It should be noted that after the use
of an advanced learning process, the choice updating model can be used to point out the
dynamics of the user’s choice, upgrading the classical model representing choice behavior
into a sequential one [51,52]. In addition, the optimization problem can be expanded to
include a further stage for positioning delivery bays within the CBD to lower the operational
costs incurred by couriers in accordance with the demand anticipated in the information
obtained from BD (Figure 3). The findings of the research on two or more echelon problems
can be used to improve this formulation [53,54].
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5. Discussion and Conclusions

There are many challenges for couriers operating in inner-city areas, in particular, in
the context defined by a smart city, where emerging ICTs contribute to solving the real
issues of its citizens. The users, in their everyday lives, are faced with some of the most
recurring problems that the growth of built-up areas causes, such as impacts from freight
transport systems.

The costs of driving and walking must be taken into account while choosing the best
routes for the distribution of commodities. This paper highlights the opportunity offered
by e-ICTs in pushing advancements in the methods and models used to support courier
activities, as well as for reducing the impacts of freight distribution. It does this by evoking
the two-layer optimization model in previous literature that generates both driving and
walking routes in the context of smart cities and sustainable development. The reference
city is the smart one, where the three fields of transportation, ICT, and energy work jointly
to increase the quality of the city in line with Agenda 2030 [55]. The innovations pushed by
the e-ICTs (internet of things, block chain, big data, and artificial intelligence) are identified
in the light of people-centered solutions. In fact, using the emerging technologies to solve
the courier routing problem allows one to optimize the costs of driving as well as for
walking efficiently using the data (BDPA, i.e., owned by public administrations, and BDTLO,
i.e., owned by enterprises) acquired with sensors (IoTPA and IoTTLO). The opportunity to
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implement such a multi-objective approach, including energy consumption/reduction, to a
location problem for designing nearby delivery areas as well as mobile depots has been
focused on, too.

The development of a technology that helps couriers deliver in urban areas using
scheduling delivery bays and delivery tour support, as well as providing individualized
information to users through real-time data is a key advancement. The tool might enable
the users to reserve delivery bays in advance in accordance with the details of their delivery
trip in order to carry out delivery operations effectively. This people (user)-centered tool
can represent an effective support both for operators and city administrators. As a result,
the operators can further cut back on both their operational costs and the time required
for delivery activities. Municipalities can lessen the negative effects of urban freight
delivery traffic, which will increase the sustainability and livability of the city, when also
using some advanced tools for public transport [56,57]. Additionally, future research on
the learning process could be conducted, highlighting the en-route tailored information
qualities through state preference design and a faster updating procedure. The results
of an additional study would also demonstrate the average time and cost savings from
its implementation and the ability to extend the suggested framework in order to take
advantage of the opportunity given by the digital twin.
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18. Muharemović, E.; Čaušević, S.; Kosovac, A.; Baraković Husić, J. Cost and Performance Optimisation in the Technological Phase
of Parcel Delivery—A Literature Review. Promet 2021, 33, 129–139. [CrossRef]

19. De Oliveira, L.K.; Kijewska, K.; Rocha, S.A.D.S.; Alvarez, A.A.G.C.; Dos Santos, O.R. Mobile App to Unloading Areas—Which
Could We Learn with the Brazilian Experience? In Research and the Future of Telematics; Mikulski, J., Ed.; Communications in
Computer and Information Science; Springer International Publishing: Cham, Switzerland, 2020; Volume 1289, pp. 85–94,
ISBN 978-3-030-59269-1.

20. Comi, A.; Russo, F. Emerging Information and Communication Technologies: The Challenges for the Dynamic Freight Manage-
ment in City Logistics. Front. Future Transp. 2022, 3, 887307. [CrossRef]

21. Rindone, C. Urban Transport Planning, Its and Energy Resources: A Framework for Smart City Case Studies. In WIT Transactions
on The Built Environment; WIT Press: Southampton, UK, 2019; pp. 107–117.

22. EC European Commission. Communication from the Commission—Europe 2020: A Strategy for Smart, Sustainable and Inclusive Growth
2010; EC European Commission: Brussels, Belgium, 2010.

23. EC European Commission. Communication from the Commission Smart Cities and Communities European Innovation Partnership; EC
European Commission: Brussels, Belgium, 2012.

24. EC European Commission. Commission Staff Working Document Strategy for European Technology Platforms; EC European Commis-
sion: Brussels, Belgium, 2013.

25. EC European Commission. European Innovation Partnership for Smart Cities and Communities; EC European Commission: Brussels,
Belgium, 2014.

26. MITD Mobility as a Service for Italy 2022. Available online: https://www.clustertrasporti.it/en/mobility-as-a-service-for-
italy-the-national-transport-cluster-has-contributed-to-the-discussion-paper-to-create-the-national-enabling-platform-ds-srf/
(accessed on 12 November 2022).

27. European Commission. EU Missions: 100 Climate-Neutral and Smart Cities; European Commission: Brussels, Belgium, 2022.
28. Atzori, L.; Iera, A.; Morabito, G. The Internet of Things: A Survey. Comput. Netw. 2010, 54, 2787–2805. [CrossRef]
29. Cardoso, M.; Guimarães, T.; Portela, C.F.; Santos, M.F. Data Extraction and Exploration Tools for Business Intelligence. In Fourth

International Congress on Information and Communication Technology; Yang, X.-S., Sherratt, S., Dey, N., Joshi, A., Eds.; Advances in
Intelligent Systems and Computing; Springer: Singapore, 2020; Volume 1041, pp. 489–497, ISBN 9789811506369.

30. Alpoim, Â.; Guimarães, T.; Portela, F.; Santos, M.F. Evaluation Model for Big Data Integration Tools. In New Knowledge in
Information Systems and Technologies; Rocha, Á., Adeli, H., Reis, L.P., Costanzo, S., Eds.; Advances in Intelligent Systems and
Computing; Springer International Publishing: Cham, Switzerland, 2019; Volume 932, pp. 601–610, ISBN 978-3-030-16186-6.

31. Schroten, A.; Van Grinsven, A.; Tol, E.; Leestemaker, L.; Schackmann, P.P.; Vonk-Noordegraaf, D.; Van Meijeren, J.; Kalisvaart,
S. Research for TRAN Committee—The Impact of Emerging Technologies on the Transport System; TNO Innovations for Life: Delft,
The Netherlands, 2020.

32. Cagliano, A.C.; Mangano, G.; Zenezini, G. Technological Trends in Last-Mile Contexts: A European Perspective. Interconnected
Supply Chains in an Era of Innovation. In Proceedings of the International Conference on Information Systems, Logistics and
Supply Chain, Austin, TX, USA, 22–24 April 2020.

33. Russo, F.; Comi, A. Sustainable Urban Delivery: The Learning Process of Path Costs Enhanced by Information and Communication
Technologies. Sustainability 2021, 13, 13103. [CrossRef]

34. Di Gangi, M.; Polimeni, A. Path Choice Models in Stochastic Assignment: Implementation and Comparative Analysis. Front.
Future Transp. 2022, 3, 885967. [CrossRef]

https://doi.org/10.3390/su14159075
https://doi.org/10.3141/2379-06
https://doi.org/10.3390/su12072837
https://doi.org/10.1016/j.trd.2017.03.020
https://doi.org/10.5604/01.3001.0012.8363
https://doi.org/10.1016/j.geits.2022.100024
https://doi.org/10.7307/ptt.v33i1.3439
https://doi.org/10.3389/ffutr.2022.887307
https://www.clustertrasporti.it/en/mobility-as-a-service-for-italy-the-national-transport-cluster-has-contributed-to-the-discussion-paper-to-create-the-national-enabling-platform-ds-srf/
https://www.clustertrasporti.it/en/mobility-as-a-service-for-italy-the-national-transport-cluster-has-contributed-to-the-discussion-paper-to-create-the-national-enabling-platform-ds-srf/
https://doi.org/10.1016/j.comnet.2010.05.010
https://doi.org/10.3390/su132313103
https://doi.org/10.3389/ffutr.2022.885967


Sustainability 2023, 15, 16253 12 of 12

35. Di Gangi, M.; Vitetta, A. Quantum Utility and Random Utility Model for Path Choice Modelling: Specification and Aggregate
Calibration from Traffic Counts. J. Choice Model. 2021, 40, 100290. [CrossRef]

36. Cascetta, E. Transportation Systems Analysis; Springer Optimization and Its Applications; Springer: Boston, MA, USA, 2009;
Volume 29, ISBN 978-0-387-75856-5.

37. Cantarella, G.E. Dynamics and Stochasticity in Transportation Systems: Tools for Transportation Network Modelling; Elsevier: Amsterdam,
The Netherlands, 2020; ISBN 978-0-12-814353-7.

38. de Dios Ortúzar, J.; Willumsen, L.G. Modelling Transport, 4th ed.; John Wiley & Sons: Chichester, UK, 2011; ISBN 978-0-470-76039-0.
39. Russo, F.; Iiritano, G.; Petrungaro, G.; Trecozzi, M.R. Regional Transportation Plan of the Calabria: The Mobility in Urban Areas.

Transp. Res. Procedia 2022, 60, 156–163. [CrossRef]
40. Thompson, R.G.; Zhang, L. Optimising Courier Routes in Central City Areas. Transp. Res. Part C Emerg. Technol. 2018, 93, 1–12.

[CrossRef]
41. Arnold, F.; Cardenas, I.; Sörensen, K.; Dewulf, W. Simulation of B2C E-Commerce Distribution in Antwerp Using Cargo Bikes

and Delivery Points. Eur. Transp. Res. Rev. 2018, 10, 2. [CrossRef]
42. Nocerino, R.; Colorni, A.; Lia, F.; Luè, A. E-Bikes and E-Scooters for Smart Logistics: Environmental and Economic Sustainability

in Pro-E-Bike Italian Pilots. Transp. Res. Procedia 2016, 14, 2362–2371. [CrossRef]
43. Di Gangi, M.; Polimeni, A.; Belcore, O.M. Freight Distribution in Small Islands: Integration between Naval Services and Parcel

Lockers. Sustainability 2023, 15, 7535. [CrossRef]
44. Lin, Y.H.; Wang, Y.; He, D.; Lee, L.H. Last-Mile Delivery: Optimal Locker Location under Multinomial Logit Choice Model.

Transp. Res. Part E Logist. Transp. Rev. 2020, 142, 102059. [CrossRef]
45. van Duin, J.H.R.; Wiegmans, B.W.; van Arem, B.; van Amstel, Y. From Home Delivery to Parcel Lockers: A Case Study in

Amsterdam. Transp. Res. Procedia 2020, 46, 37–44. [CrossRef]
46. Russo, A.; Tesoriere, G.; Al-Rashid, M.A.; Campisi, T. Pick-Up Point Location Optimization Using a Two-Level Multi-Objective

Approach: The Enna Case Study. In Computational Science and Its Applications—ICCSA 2023 Workshops; Gervasi, O., Murgante, B.,
Rocha, A.M.A.C., Garau, C., Scorza, F., Karaca, Y., Torre, C.M., Eds.; Lecture Notes in Computer Science; Springer Nature: Cham,
Switzerland, 2023; Volume 14106, pp. 309–322, ISBN 978-3-031-37110-3.

47. Gomez-Lagos, J.; Candia-Vejar, A.; Encina, F. A New Truck-Drone Routing Problem for Parcel Delivery Services Aided by Parking
Lots. IEEE Access 2021, 9, 11091–11108. [CrossRef]

48. Goodchild, A.; Toy, J. Delivery by Drone: An Evaluation of Unmanned Aerial Vehicle Technology in Reducing CO2 Emissions in
the Delivery Service Industry. Transp. Res. Part D Transp. Environ. 2018, 61, 58–67. [CrossRef]

49. Arntz, E.M.; Van Duin, J.H.R.; Van Binsbergen, A.J.; Tavasszy, L.A.; Klein, T. Assessment of Readiness of a Traffic Environment for
Autonomous Delivery Robots. Front. Future Transp. 2023, 4, 1102302. [CrossRef]

50. Vega-Mejía, C.A.; Montoya-Torres, J.R.; Islam, S.M.N. A Nonlinear Optimization Model for the Balanced Vehicle Routing Problem
with Loading Constraints. Int. Trans. Oper. Res. 2019, 26, 794–835. [CrossRef]

51. Gottman, J.M.; Roy, A.K. Sequential Analysis: A Guide for Behavioral Researchers; Cambridge University Press: Cambridge, UK; New
York, NY, USA, 1990; ISBN 978-0-521-34665-8.

52. Russo, F.; Chilà, G. A Sequential Dynamic Choice Model to Simulate Demand in Evacuation Conditions; WIT Press: Southampton, UK,
2010; pp. 431–442.

53. Lan, Y.-L.; Liu, F.-G.; Huang, Z.; Ng, W.W.Y.; Zhong, J. Two-Echelon Dispatching Problem with Mobile Satellites in City Logistics.
IEEE Trans. Intell. Transp. Syst. 2022, 23, 84–96. [CrossRef]

54. Ramirez-Villamil, A.; Montoya-Torres, J.R.; Jaegler, A. A Simheuristic for the Stochastic Two-Echelon Capacitated Vehicle
Routing Problem. In Proceedings of the 2020 Winter Simulation Conference (WSC), Orlando, FL, USA, 14–18 December 2020;
pp. 1276–1287.

55. UN. Transforming Our World: The 2030 Agenda for Sustainable Development; UN: New York, NY, USA, 2015.
56. Guangnian, X.; Qiongwen, L.; Anning, N.; Zhang, C. Research on Carbon Emissions of Public Bikes Based on the Life Cycle

Theory. Transp. Lett. 2023, 15, 278–295. [CrossRef]
57. Xiong, Z.; Li, J.; Wu, H. Understanding Operation Patterns of Urban Online Ride-Hailing Services: A Case Study of Xiamen.

Transp. Policy 2021, 101, 100–118. [CrossRef]

Disclaimer/Publisher’s Note: The statements, opinions and data contained in all publications are solely those of the individual
author(s) and contributor(s) and not of MDPI and/or the editor(s). MDPI and/or the editor(s) disclaim responsibility for any injury to
people or property resulting from any ideas, methods, instructions or products referred to in the content.

https://doi.org/10.1016/j.jocm.2021.100290
https://doi.org/10.1016/j.trpro.2021.12.021
https://doi.org/10.1016/j.trc.2018.05.016
https://doi.org/10.1007/s12544-017-0272-6
https://doi.org/10.1016/j.trpro.2016.05.267
https://doi.org/10.3390/su15097535
https://doi.org/10.1016/j.tre.2020.102059
https://doi.org/10.1016/j.trpro.2020.03.161
https://doi.org/10.1109/ACCESS.2021.3050658
https://doi.org/10.1016/j.trd.2017.02.017
https://doi.org/10.3389/ffutr.2023.1102302
https://doi.org/10.1111/itor.12570
https://doi.org/10.1109/TITS.2020.3003598
https://doi.org/10.1080/19427867.2022.2123142
https://doi.org/10.1016/j.tranpol.2020.12.008

	Introduction 
	Actors of the Emerging Technologies 
	Computerized Vehicle Routing and Scheduling 
	Problem Definition 
	Thompson and Zhang’s Formulation 

	The Proposed Approach 
	Dynamic Learning Process 
	Preliminary Results 
	Advanced Courier Routing 

	Discussion and Conclusions 
	References

