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ABSTRACT
Cycle logistics services have re-emerged across Europe in response to 
urban and environmental challenges and as a sustainable solution for 
delivering goods. While most studies approach cycle logistics through 
optimisation and substitution perspectives, this paper offers a critical 
analysis of how cycle logistics practices navigate tensions between 
logics of logistical circulation and embodied mobilities. Drawing on 
interviews with cycle logistics companies and courier services in 
Malmö (Sweden), we explore how cycle logistics practices are shaped 
by bicycles as technology, urban infrastructure, organisational inten
tions, and embodied labour. Placing our work within the debates 
concerning critical logistics, mobilities, autonomobility and 
vélomobility, we conceptualise cycle logistics as a site where circula
tion, embodiment, and socio-technical power relations are negotiated. 
We show that cycle logistics practices articulate different and some
times competing logics of efficiency, situated service and autonomy, 
which shape whether cargo cycling reproduces, adapts, or unsettles 
dominant automobility and logistical regimes. Ultimately, this paper 
expands the conceptual boundaries of vélomobility by integrating 
commercial cargo cycling and contributes new insights into the poli
tical economy and ontologies of mobilities.
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1. Introduction

Bike-based cargo mobilities have become increasingly visible in European cities over the 
past decade. They are frequently framed as an innovative response to sustainable urban 
freight challenges and as a key “last-mile” distribution solution (Melo and Baptista 2017; 
Oliveira et al. 2017; Schliwa et al. 2015; Verlinghieri et al. 2025). Indeed, studies indicate 
that substituting motorised vehicles with cargo bikes in urban freight could reduce 
carbon emissions, congestion and traffic risks (Bosona 2020; Gruber and Kihm 2016; 
Gruber, Kihm, and Lenz 2014; Maes and Vanelslander 2012; Oliveira et al. 2017; Schliwa 
et al. 2015; Svadlenka et al. 2020). However, much of the existing literature approaches 
cycle logistics primarily from an optimisation perspective, focusing on delivery efficiency, 
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reducing costs, and accelerating urban circulation (Anderluh, Hemmelmayr, and Nolz  
2017; Büttgen, Turan, and Hemmelmayr 2021; Dalla Chiara et al. 2020; Leite 
Nascimento, Rigatto, and de Oliveira 2020; Oliveira et al. 2017). This work often brackets 
questions of power, labour, embodiment, and the political economy of circulation.

Building on critical logistics studies and mobilities scholarship (Birtchnell, Savitzky, and 
Urry 2015; Cowen 2014; Sheller 2014; Sheller and Urry 2006; Urry 2004), this paper 
approaches cycle logistics as a site where different logics of mobilities, circulation, and 
embodiment intersect. We thereby explore the paradoxical situation in which cycle 
logistics are part of a logistical system, yet they actively challenge it. We specifically 
connect to research on vélomobility, which conceptualises cycling not merely as 
a mode of transport but as a socio-technical system that reconfigures power relations, 
dependencies, and bodily practices (Cox 2019). While vélomobility research has primarily 
focused on everyday travel and urban planning, we argue that commercial cargo cycling 
constitutes a crucial yet under-theorised domain in which cycling is embedded in circuits 
of capital, labour, and urban metabolism.

There are a few notable exceptions highlighting the political economy and embo
died practices of commercial cycling. Studies of cycling workers within the gig 
economy provide valuable insights into the labour relations of platform urbanism 
(Popan 2021; Popan and Anaya-Boig 2022), showing how cycling is embedded in 
broader political-economic and socio-technical processes (Spinney 2021). Earlier work 
on bicycle messengers illuminates the role of cycle-based workers in accelerated 
urban economies and cultures of speed (Fincham 2016; Kidder 2009, 2011). Most 
recently, research on London’s cargo-bike sector demonstrates that organisations 
presenting themselves as sustainable alternatives often reproduce softer forms of 
gig-economy practices, for instance by externalising risks onto riders and relying on 
precarious self-employment (Verlinghieri et al. 2025). Together, these studies indicate 
that cycle logistics must be understood not only as a technical optimisation chal
lenge but as a socio-economic and labour practice through which contemporary 
logics of urban circulation are enacted and contested.

In this paper, we analyse cycle logistics practices in Malmö, Sweden, to explore cycle 
logistics as a site where the ontologies of logistics and mobilities intersect and are 
negotiated in practice, and where cycling becomes a technology of circulation and an 
embodied socio-technical practice. We show how cycle logistics organisations articulate 
and navigate distinct logics of efficiency, autonomy, and situated service, and how these 
logics shape the political and ontological positioning of cargo cycling within and beyond 
automobility systems.

The structure of the paper is as follows. We begin by engaging with debates and 
ontologies within critical logistics, mobilities, autonomobility and vélomobility, situating 
our work within these discussions. Next, we outline our empirical approach, detailing the 
case study, data collection process, and analytical methods. In the fourth section, we present 
our findings along three logics: efficiency, situated service and autonomy. In the discussion, 
we further contextualise our results within the literature on critical logistics studies, mobi
lities and vélomobility. The conclusion briefly reflects on the implications of the logics for 
transforming urban freight.
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2. Ontologies of logistics and mobilities: from seamless flow to embodied 
practice

In line with Moraglio’s (2017) call to question ontologies of mobilities and reconsider logics 
of transport, this study distinguishes between ontologies as dominant ways of knowing and 
framing movement, and logics as practical orders enacted in everyday practices. Logics are 
understood here as ways of aligning values, technologies, bodies, and infrastructures in 
concrete mobility practices. We argue that multiple logics of mobility co-exist in cycle 
logistics. These logics enact different understandings of what movement is, what the bicycle 
does as a technology, and how bodies, infrastructures, and time are organised.

2.1. Dominant ontologies of mobility in logistics systems

To situate these logics theoretically, we draw on critical debates on logistics and cargo 
mobilities. Cargo mobilities, logistics, and their supporting infrastructures are often 
perceived as technical and remain largely unnoticed unless disrupted (Birtchnell, 
Savitzky, and Urry 2015; Cowen 2014). However, critical logistics studies and scholarship 
on cargo mobilities have demonstrated that logistics is not merely a facilitator of the 
mobility of goods, but an organising rationality that structures how movement, labour, 
time and space are valued and allocated (Birtchnell, Savitzky, and Urry 2015; Chua et al.  
2018; Cowen 2014). Rather than simply enabling circulation, logistics establishes 
a particular ontology of mobility in which bodies, places, and temporalities are subordi
nated to flow, efficiency, and seamless circulation (ibid).

Within this ontology, accelerated circulation constitutes a primary mechanism of value 
creation and accumulation (Birtchnell, Savitzky, and Urry 2015). Technological and orga
nisational innovations such as automation, containerisation, and standardisation have 
been crucial in consolidating this conception of circulation, as they synchronise flows 
across space and reduce dependence on situated, embodied labour, whose fatigue, 
unpredictability, and situatedness are treated as inefficiencies (Birtchnell, Savitzky, and 
Urry 2015; Cowen 2014). These developments correspond to what Deborah Cowen (2014) 
describes as the strategic governance of circulation through infrastructures, security 
practices, and operational optimisation. From the mid-twentieth century onward, the 
focus on circulation intensified in what has been described as the “logistics revolution”, 
marked by the reorganisation of production and distribution systems and later acceler
ated through the expansion of global supply chains since the 1990s (Coe 2020; Moody  
2019). This transformation has also reshaped labour relations in the sector, contributing to 
what has been characterised as a long-term “race to the bottom” in employment condi
tions, including outsourcing, subcontracting, and the externalisation of risks onto workers 
(Coe 2020; Moody 2019; Verlinghieri et al. 2025). In this sense, contemporary platform- 
mediated logistics can be understood not as its latest intensification, extending optimisa
tion and risk transfer ever further into the organisation of labour (Altenried 2019).

The emergence and expansion of automobility further reinforced this circulation-centred 
ontology. Automobility has been theorised not merely as a mode of transport but as a socio- 
technical regime encompassing vehicles, infrastructures, governance structures, and cul
tural imaginaries of speed, flexibility, and individualised mobility (Sheller and Urry 2006; Urry  
2004). By enabling flexible routing, dispersed distribution networks, and time-compressed 
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urban transport, automobility strengthened logistics’ capacity to operate through contin
uous and adaptable circulation. Yet automobility and logistics remain heavily dependent on 
fossil fuels and resource extraction, particularly oil and metals, and generate systemic 
inefficiencies such as congestion and environmental degradation (Lo Storto and 
Evangelista 2023; Miner et al. 2024). In the context of proclaimed climate emergencies, 
logistics and automobility regimes are increasingly pressured to reduce emissions and 
overcome obstacles to seamless circulation, leading to renewed interest in alternative 
vehicles and delivery systems (Behnke 2019; Nieuwenhuis 2014).

2.2 From automobility to vélomobility: mobility fixes and political-economic 
tensions

While these developments often aim to preserve the ontology of circulation and seamless 
flow, they also open up the possibility of reconsidering dominant logics and the under
lying ontologies of mobility. Mobilities scholarship has long argued for considering move
ment not merely as technical or infrastructural, but as relational, embodied, and politically 
constituted (Cresswell 2010; Sheller and Urry 2006).

Within this broader mobilities ontology, vélomobility and autonomobility have 
emerged as concepts that challenge dominant framings of automobility. Vélomobility 
conceptualises cycling not merely as a substitute for motorised transport but as a way of 
deconstructing the current mobility regime along with its spatialities, temporalities, 
practices, and power relations (Cox 2019, 2023). Rather than focusing solely on modal 
shift, vélomobility entails a critique of the political-economic and infrastructural organisa
tion of mobility systems and everyday practices (ibid). Similarly, autonomobility has been 
proposed as a critical concept to capture mobility practices oriented toward autonomy 
and sufficiency rather than dependence on closed mobility systems (Cass and 
Manderscheid 2018). Autonomobility thus denotes both an aspiration for self- 
determined mobility practices and a critique of mobility regimes structured by depen
dence on high-energy infrastructures and centralised control (ibid). These alternative 
ontologies draw attention to the sensory, temporal, and material qualities of movement 
that are obscured by optimisation framings. They foreground embodiment, care, suffi
ciency, and relational proximity as key dimensions of mobility, contrasting with the 
accelerated, abstract, and disembodied circulation prioritised in logistics and automobility 
regimes (Cass and Manderscheid 2018; Cox 2023).

Despite these critical conceptualisations, cycling is frequently enrolled in projects that 
reproduce rather than challenge dominant mobility regimes. Much contemporary cycling 
discourse aligns with an agenda of economic growth and efficiency, framing cycling as 
a mobility fix that mitigates the negative externalities of automobilisation while maintaining 
high levels of circulation and accumulation (Spinney 2016, 2021). In this sense, cycling is 
mobilised to address congestion, environmental degradation, and sedentary lifestyles with
out questioning the underlying political-economic drivers of continuous growth (ibid).

In commercial cycle logistics, this mobility fix manifests in efforts to enhance urban 
freight efficiency and labour mobility, particularly where motorised logistics systems 
reach their spatial or temporal limits (Wrighton and Reiter 2016). Cycling policies and 
practices have thus been criticised for contributing to a “weak green economy” or “green 
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growth” agenda that fails to confront the contradictions of growth-dependent circulation 
ontologies (Jänicke 2012; Spinney 2016, 2021).

While vélomobility offers an alternative conceptualisation to closed automobility 
practices, debates on bike-based cargo mobilities remain limited. Cargo mobilities 
research has flourished in recent years, offering rich insights into the movement of 
goods and the infrastructures that support them (Birtchnell, Savitzky, and Urry 2015; 
Cowen 2014). However, bike-based cargo mobilities have received comparatively little 
theoretical attention, particularly in relation to ontologies of mobility and circulation.

3. Context and method

The literature on vélomobility and autonomobility calls for normative and practical 
transformations at the societal and systemic levels. As Nitschke (2021) suggests, however, 
systemic change seems unlikely at present, making bottom-up and local acts of transfor
mation in everyday life increasingly important.

Since we chose to explore bike-based logistics as a “state of being” (Birtchnell and Böhme  
2020), we focus on the practices of such organisations as they operate in Malmö (Sweden), 
the third-largest city in Sweden with 365,000 inhabitants (Malmö 2025). Because of its 
geographical attributes, a moderately sized, densely populated city with flat terrain, well- 
developed cycling infrastructure, and favourable weather conditions (characterised by 
limited days of ice, snow or heat throughout the year), it exemplifies an ideal setting for 
cycling (EU Urban Mobility Observatory 2019). Over the past decades, the city has made 
significant investments in cycling infrastructure, urban planning, and policies that promote 
cycling as a mode of transport (i bid). However, while the city has an extensive network of 
dedicated cycling paths and secure parking facilities at railway stations (i bid), it has not 
specifically prioritised bike-based logistics. Still, the geographical attributes and efforts 
towards cycling enable motorised deliveries to be replaced by cycles, and indeed several 
cycle logistics enterprises have been established since the beginning of the 2010s.

As of 2024, there are six organisations located in Malmö that offer courier or 
logistics services on cycles (see Table 1). While all use cargo bikes to deliver goods, 
their business forms and practices, as well as their understandings of growth, 

Table 1. Overview of Interviewees and their Organisations.

Interviewee Position Organisation Organisations’ form Type Scope

Kim Owner and courier PedalPioneer Sole proprietorship Cycle Courier Only 
mile

Riley Owner SpinSwift 
Logistics

Limited liability 
company

Cycle Logistics Last mile

Blake Transport planner ChainLink 
Delivery

Limited liability 
company

Freight 
Transporter

Last mile

Charlie Owner and courier VelociDeliver Limited liability 
company

Cycle Courier Only 
mile

Carey Owner/ Manager and 
courier

TenGearCourier Economic association Cycle Courier Only 
mile

Harper Owner CargoCyclers Limited liability 
company

Cycle Logistics Last mile
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efficiency, and sustainability, differ, illustrating that cycle logistics come in various 
forms and exhibit various “states of being”. TenGearCourier, VelociDeliver, and 
PedalPioneer, for instance, represent locally oriented cycle courier services with 
different organisational forms, purposes and customers. PedalPioneer operates as 
a one-person company, while TenGearCourier is a cooperative seeking to reduce 
hierarchical structures. VelociDeliver, CargoCyclers, and SpinSwift Logistics are lim
ited liability companies, with VelociDeliver expanding beyond bicycle deliveries to 
offer small office and renovation services.

CargoCyclers and SpinSwift Logistics are commercial cycle logistics startups focused on 
last-mile urban freight. CargoCyclers began in 2012 as a family-owned furniture courier in 
Malmö and has since expanded through venture capital and public listing, now operating as 
a subcontractor for major logistics firms and as a local delivery partner. SpinSwift Logistics 
runs a small hub on the outskirts of Malmö and competes with CargoCyclers. ChainLink 
Delivery represents an established logistics company that partially integrated cycle logistics 
into its operations.

Initially, the study also sought to include gig-based delivery companies using bicycles, 
such as Foodora, Mathem Express, Airmee, and Budbee/Instabox. However, despite 
repeated contact attempts, no responses were received. The study, therefore, focuses on 
cycle delivery services operating outside the gig economy.

We collected material on Malmö’s commercial cycling logistics organisations 
through analyses of their websites and social media, and primarily through six 
semi-structured interviews (Brinkmann and Kvale 2015) conducted in fall 2023 and 
fall 2024. We interviewed representatives of all six cargo cycle organisations, either 
at public cafés or the interviewee’s facilities, apart from one interview that we 
conducted through an online video platform, since their managing office was 
located further away from Malmö. Interviewees held managerial responsibilities in 
their respective organisations. In three of the six cases, these individuals also 
worked as riders, combining organisational responsibilities with embodied delivery 
work. All interview participants were invited to share their perspectives on several 
overarching themes: organisational visions & sustainability; the working environ
ment; and employment. The interviews were recorded and subsequently tran
scribed. Interviewees and organisations have been pseudonymised to reduce 
attention on the brand and allow a more independent discussion.

We conducted a reflexive thematic analysis following Braun and Clarke, guided by 
sensitising concepts from critical logistics, cargo mobilities, and vélomobility. First-cycle 
coding focused on broad thematic areas including bicycle use and space, vehicle produc
tion, fuel industries, land-use interdependencies, and discursive associations, drawing on 
Cox’s work on vélomobility and degrowth (Cox 2023). Through iterative coding and reflexive 
engagement with both the data and theory, we developed the themes further into inten
tions, production and maintenance of bicycles, bodily labour, and infrastructure use. These 
themes were analytically grouped into the three logics of efficiency, situated service, and 
autonomy, which we interpret as empirically observable manifestations of underlying socio- 
material and organisational mechanisms shaping cycle logistics practices in urban contexts. 
We repeatedly revisited the transcripts to refine these themes and logics, selecting illus
trative quotations and episodes. The quotes included in this article have been translated 
from Swedish to English and edited to enhance clarity and readability. Once we had a draft 
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of the results section, we invited the interviewees to read and comment on it. None of them 
had any substantial feedback.

4. Exploring Malmö’s cycle logistics practices

We structure the findings around three logics of efficiency, situated service and auton
omy. Each logic begins with a short characterisation of how value is defined, followed by 
how the logic is enacted through (a) technology choices and maintenance, (b) bodily 
labour and energy, and (c) spatial and temporal organisation in relation to infrastructure.

4.1 Efficiency logic of logistics

In the efficiency logic, cycle logistics is organised as an efficiency-enhancing link within 
a longer logistics chain. Value is defined through throughput, punctuality and cost- 
performance, and sustainability is often articulated as compatible with efficiency and scaling.

CargoCyclers and SpinSwift Logistics describe sustainability as central to their business 
model, challenging motorised deliveries by offering a green and sustainable solution: 
cargo bike deliveries. However, they connect sustainability explicitly to speed and cost- 
effectiveness: As CargoCyclers explains, the company was founded both “to make that 
difference” and to “scale it up to a point where it actually makes a difference”, adding that 
“we’re much more efficient. That’s how we create profitability. [. . .] figures showing that 
we deliver over 50% more per hour compared to cars”. (CargoCyclers). ChainLink 
Delivery’s emphasises the “extremely high environmental profile” of cycle deliveries and 
the claim that a bicycle is “twice as green” as the van. Although, they only have one cargo 
bike in operation besides a fleet of several vans. In this case, the cargo bikes becomes 
a visible carrier of sustainability branding in urban space, instead of a change of practices.

In this logic, electrification is primarily used to increase capacity and speed, enabling 
competition with vans in last-mile operations. Larger firms adopt back-loaded, electric 
three- or four-wheelers to accommodate heavier loads. These configurations are heavier 
and wider and can be more constrained in certain infrastructural spaces. Some firms 
encountered difficulties sourcing durable bikes tailored to their logistical needs. SpinSwift 
Logistics initially developed its own cargo bikes due to commercial models lacking the 
robustness required for daily operations. The founder of SpinSwift Logistics recounted 
their experience when telling us that: “We had no knowledge of how to build bikes. If we 
had, we might not have tried either”. ChainLink Delivery expressed interest in these 
custom bikes but was denied purchase. Speaking about the challenges related to this, 
Blake from ChainLink Delivery told us that:

We contacted a few different suppliers, and the problem is really the size. There were no bikes 
of that size in Sweden [. . .] Then it also has to hold a small load, and it has to be electric. You 
should be able to repair it. So, what we did, we contacted a factory in Poland, so they built 
a bike for us.

This illustrates that self-producing cargo bikes are not only a means of transporting goods 
but also a valuable commodity in themselves and, in the case of SpinSwift Logistics, 
a commodity not intended to aid competitors. This is why, ChainLink ultimately turned to 
a Polish manufacturer to meet their specifications.

APPLIED MOBILITIES 7



Companies like ChainLink Delivery, SpinSwift Logistics, VelociDeliver and 
CargoCyclers have opted for electric-assisted cargo bikes. As with other electric 
bikes, cargo bikes use the human body as a source of energy, with a battery- 
powered engine enhancing the human-derived muscle power. While electrification 
of vehicles in the automotive industry is framed as a central solution for mitigating 
environmental impact, the electrification of cargo bikes primarily aims to increase 
capacity and speed, and to compete with traditional motorised last-mile deliveries. 
Moreover, although electrification reduces bodily strain, work in this logic is organised 
around performance expectations (e.g. deliveries per hour, time windows, reliability), 
and the need for pauses, recovery or detours is framed as inefficiency. In this sense, 
bodily labour is enrolled into what critical logistics describes as a discipline of flow, 
keeping commodities moving and minimising disruption.

Regarding urban infrastructure, Riley from SpinSwift Logistics stresses that cargo bikes do 
not take up nearly as much space as lorries or vans. Parking becomes a non-issue, and 
instead of searching for parking spots, SpinSwift Logistics’s delivery workers can park almost 
anywhere, enabling time savings compared to vans. The efficiency logic further depends on 
access to premises for receiving and storing goods close to the city centre. However, both 
Harper from CargoCyclers and Riley from SpinSwift Logistics mentioned that finding pre
mises in the city centre to receive and store goods is a challenge. Unlike courier-based 
companies, both SpinSwift Logistics and CargoCyclers are part of longer supply chains, 
meaning they have to reload goods from long-haul trucks onto their bikes. New regulations 
coming into effect in the city may contribute to them being “forced” to move out of the city 
centre, as heavy trucks may be prohibited from entering the urban zone in which they 
currently are located. Yet, cycle logistics here is embedded in an operational framework still 
designed around motorised deliveries, making the bicycle partly a branding device or quick 
fix within a system that remains oriented to automobility and flexibility.

4.2 Situated service logic

Another form of world-making provided by these commercial cargo bikes is based on 
a logic we term a situated service. In the situated service logic, value is produced through 
situated competence, such as via direct contact, local knowledge, and flexibility. Rather 
than optimising flow at scale, this logic centres on reliability and responsiveness within 
a defined urban area.

VelociDeliver embodies this logic. For them, the bike plays not only a role in distribut
ing only-mile goods but also as a mode of transport for their employees doing craft jobs. 
Charlie from VelociDeliver connects sustainability with speed:

So many companies today are applying a sustainable alternative in their business, while we 
are trying to build a business that is sustainable from the ground up. There is no point for us 
to have a car and a trailer here in the city, since it is so much slower.

However, he continues to highlight more aspects by suggesting that “the benefits are 
obvious. It feels good. It feels forward-looking, and in that urban environment, it feels 
fantastic. And it is so quiet. There are no exhaust fumes and all that, so the benefits are 
obvious”.
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Courier services also align with this logic, as they rely on regionally produced cargo 
bikes (e.g. OMNIUM from nearby Copenhagen) that are then modified and adapted to 
serve the specific purposes of their services. Indeed, the cycle courier Charlie from 
VelociDeliver told us that they add batteries and reinforce the frame to enable durability:

We have OMNIUM bikes, we rebuild them ourselves then. So that it’s our own concept. [. . .] 
After four years, we know what parts work and what does not work and what wears out and 
what breaks and things like that, so that as time goes on, you have to replace things like that 
with something that lasts longer.

Thus, building and adapting takes time, as Charlie from VelociDeliver explains:

Now, of course, there is the cost issue, but it also takes time. From having the stuff at home, it 
takes almost two months to get a bike together.

This emphasises a locally accumulated knowledge of building, repair and durability, and 
positions maintenance as core work rather than background friction.

Within this situated service logic, bodily labour becomes a resource for relational 
quality in the delivery encounter, and cycling is a form of physical engagement that 
many couriers value. As Charlie from VelociDeliver argues, daily exercise as a cycle courier 
makes one “more positive and happier” and reduces the risk of health problems.

Simultaneously, the job can be physically and temporally demanding on days with 
many tasks and extended working hours. Charlie tells us: “We have to try to keep within 
a reasonable time frame [for the workers] [. . .]. So it is usually me or Morgan [the owners of 
VelociDeliver] who take on these jobs. It becomes kind of an extreme day every time you 
have to leave at 5:30 a.m. and get home at 8 p.m”.

Local relations are nurtured through repeated encounters, courtesy and attentiveness, 
which several respondents emphasise as central to their identity as a small-scale, prox
imity‑based service. These relational dynamics create a form of relational feedback that 
offsets fatigue: “We really like what we do. [. . .] We work with people who give us positive 
energy, [. . .]. We really wake up with a smile on our faces in the morning and want to 
work” (Charlie, VelociDeliver).

These accounts illustrate how bodily labour, affective relations and proximity-based 
service mutually reinforce each other within this logic: the body is both the medium of 
movement and the medium of social connection, enabling a delivery practice rooted in 
presence, familiarity and place.

In relation to infrastructure, the situated service logic relies on the flexible use of urban 
space. Couriers describe choosing between cycle paths and roads depending on what 
allows the best “flow” in the moment. When transporting large items with trailers, 
VelociDeliver sometimes uses car lanes: “Then we have to take the car road sometimes 
because we are so big”. The flexibility of not being bound to dedicated infrastructure allows 
cycle logistics to navigate streets, bike paths, and even pedestrian areas, reducing friction.

4.3 Autonomy logic

The third logic we encountered is the autonomy logic. Here, cycle logistics is oriented 
around self-determination, sufficiency and minimising dependence on extended techno
logical and economic infrastructures. Value is defined in terms of viable work rhythms, 
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resilience, and ethical commitments (e.g. labour conditions and reduced supply-chain 
dependency), rather than maximum speed or growth.

TenGearCourier, an owner-operated cooperative, was formed in response to frustration 
with low-paid gig work and exploitation of bike-based workers. This frames autonomy not 
only as operational independence but as a form of world-making with a clear labour- 
political stance.

To further reduce dependence on supply chains and environmental impact, 
TenGearCourier also explicitly rejects batteries:

We believe in sustainability in other ways. We do not use batteries on our bikes, which is 
something not many of our competitors do.

Both Kim from PedalPioneer and Carey from TenGearCourier concede that electric assis
tance would let them speed up, but they consider that human-powered bikes are 
sufficient for the work. Here, technology is framed as convivial in Illich (1973, 1978) 
sense: self-limiting and not oriented toward acceleration.

However, some express concerns over this. For instance, Kim from PedalPioneer, also 
relying on human-powered bikes after repeated failures of electric motors under heavy 
loads, highlights fatigue and recovery constraints:

I enjoy being out biking, but it is tiresome while the job requires keeping a fast pace. Many 
periods I have sore muscles. They do not have time to recover.

The body sets limits, and time is organised around what can be sustained day after day 
rather than around maximal throughput. Treating the body as norm-setting rather than as 
an obstacle implies a type of refusal of the 24/7 time regime, associated with contem
porary consumer logistics:

For us, it is also important to work normal working hours, not start at four in the morning or 
work late into the evening.

There is also a convivial perspective here, articulated in the maintenance concerns. The 
more complex the cargo bikes are, the more challenging they are to maintain and repair. 
As TenGearCourier uses simpler OMNIUM bikes, they can handle most maintenance and 
repairs themselves. Using the same bikes, PedalPioneer collaborates with TenGearCourier 
for maintenance or seeks help directly from the Copenhagen-based producer.

As such, the autonomy logic suggests operations with relatively modest infrastructure: 
it depends less on hubs and more on local networks, repair practices and stable customer 
relations that do not demand constant acceleration.

5 Discussion

This paper examined cycle logistics not as a technical substitution for motorised delivery 
but as a site where different ontologies of mobilities are enacted along different logics. 
Above we presented cycle logistics operations in Malmö, their relation to the urban space 
and infrastructure, to the cargo bike as technology and to the battery or the body as 
energy resource. While analysing the case of Malmö’s, three logics emerged, those of 
efficiency, situated service and autonomy.
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5.1 Efficiency logic: cargo bikes within automobility and logistical circulation

The efficiency logic aligns most closely with the dominant ontology of contemporary logistics: 
circulation as accelerated flow. Here, cargo bikes are integrated into extended supply chains, 
valued for throughput, punctuality and cost-performance. Electrification and specialised cargo 
bikes, +like the ones of CargoCyclers and SpinSwift Logistics use, enable competition with 
vans, thereby allowing logistical circulation to continue under new urban constraints.

As the representative from CargoCyclers stressed, the bike is 50% faster than the van. This 
resonates with Cowen’s (2014) argument that logistics operates as a regime of power that 
prioritises speed, standardisation and reliability, while disciplining labour and space. 
Similarly, Spinney (2016, 2021) notion of the mobility fix captures how technological 
adjustments, such as electrified cargo bikes, address congestion or environmental critiques 
without challenging established unsustainable, growth imperatives.

This logic furthermore reproduces automobility’s temporal ontology: acceleration 
and flexibility (Sheller and Urry 2006; Urry 2004). Although bikes replace vans in the 
“last mile” delivery, the underlying socio-technical system remains automobile-centric, 
dependent on long-haul trucking, centralised hubs, and coordination. In this sense, 
cycle logistics here functions less as a challenge to automobility and more as its 
adaptive extension.

The representational dimension reinforces this dynamic. Cargo bikes are used as visible 
markers of sustainability, aligning with what Cowen (2014) describe as the symbolic work 
of circulation, where green imagery obscures extractive infrastructures. This becomes 
especially evident through ChainLinkDelivery, which uses one cargo bike in their opera
tions, mainly for building a green image. They do not engage in any substantial changes 
to their business model. Thus, efficiency-oriented cycle logistics can operate as both 
a mobility fix and an image fix, enabling green growth narratives while leaving the 
political economy of logistics intact.

5.2 Situated service logic: vélomobilitiy and situated mobilities

The situated service logic foregrounds what dominant logistics ontologies tend to mar
ginalise: situated competence, embodied navigation, and relational service. Here, value is 
produced through proximity, flexibility and local knowledge, as we have heard especially 
of VelociDeliver.

This logic resonates strongly with Cox’s (2019, Cox 2023) conceptualisation of 
vélomobility as a distinctive socio-technical system that reorganises urban space and 
practice. VelociDeliver’s practices of parking at the doorstep, navigating different infra
structural regimes, and adapting bikes through hands-on tinkering, illustrate how urban 
mobility is not simply a matter of transport systems but is co-produced through everyday, 
embodied decisions and skilled enactments (Sheller and Urry 2006).

In contrast to the abstract flows of logistics optimisation, situated service mobilities are 
relational and affective. The couriers’ emphasis on customer relationships, enjoyment of 
cycling, and local identity reflects what Cox (2023) describes as vélomobility’s grounding 
in lived practice, everyday interaction, and the enactment of alternative mobility values.

However, this logic also reveals a structural tension. Because value is produced in place, 
it resists standardisation and scaling. This aligns with critiques of platform urbanism and 
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smart logistics that tend to privilege quantifiable efficiency over situated practices (Cowen  
2014; Popan 2021, 2021). Policy and procurement frameworks that prioritise cost and 
volume thus systematically undervalue situated service mobilities.

5.2 Autonomy logic: autonomobility, conviviality and sufficiency

The autonomy logic most clearly gestures toward alternative ontologies of mobilities. 
Here, cycle logistics is organised around sufficiency, self-determination and reduced 
dependence on extended infrastructures. Non-electrified bikes, local repair practices 
and limited working hours enacted by TenGearCourier resonate with what Illich (1973,  
1978) termed convivial tools: technologies that enhance human autonomy rather than 
intensifying dependence.

This logic resonates further with Cox’s (2023) argument that vélomobility can 
prefigure degrowth-aligned mobilities, as well as with debates on autonomobility, 
mobilities that foreground bodily agency and self-governance rather than system- 
driven acceleration. By treating bodily capacity as norm-setting rather than as 
a bottleneck, autonomy-oriented practices challenge the 24/7 temporalities of con
temporary logistics (Cowen 2014).

However, the autonomy logic also exposes tensions. PedalPioneer’s bodily fatigue and 
limited recovery time show that human-scaled mobility is not inherently emancipatory; 
autonomy risks becoming an individualised burden. This points to the need for institu
tional arrangements, such as procurement criteria, labour standards, and supportive 
urban infrastructures, that allow human-scaled mobility to remain viable without pushing 
bodies beyond sustainable limits.

Thus, the cargo bike does not inherently produce sustainable mobilities; its effects depend 
on the socio-technical logics that organise its use. Cycle logistics thus constitutes a field of 
ontological multiplicity, where different mobility assemblages coexist and compete.

6. Conclusion: cycle logistics between logics of logistics and vélomobility

Critical logistics studies and cargo mobilities scholarship have paid limited attention to 
cycling, while vélomobility research has largely overlooked commercial cycling and 
logistics. This article set out to bridge these literatures by analysing cycle logistics 
practices in Malmö through an integrated framework of logistics and mobilities ontolo
gies, and by tracing how these ontologies are enacted through distinct logics in practice. 
By doing so, we move beyond treating cycle logistics as a technical substitution and 
instead conceptualise it as a site where ontologies of circulation and embodied mobility 
are negotiated in everyday work.

The organisations we interviewed reveal a spectrum of engagement with logistical capit
alism. ChainLink Delivery mobilises cargo bikes primarily as an image fix within an established 
logistics regime, while SpinSwift Logistics and CargoCyclers enact what we conceptualise as 
an efficiency logic aligned with dominant logistics and automobility ontologies. Here, cargo 
bikes are deployed to accelerate circulation, increase throughput, and maintain growth- 
oriented temporalities. In contrast, TenGearCourier, PedalPioneer, and VelociDeliver enact 
logics oriented toward situated service and autonomy, foregrounding bodily labour, local 
knowledge, and sufficiency. These practices do not constitute a wholesale alternative to 
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logistical capitalism, but they represent cracks within dominant circulation regimes by enact
ing different values, temporalities, and relations to infrastructure.

Our findings highlight that cycle logistics cannot be understood as inherently 
transformative. Electrified cargo bikes enhance speed and capacity but also intro
duce new dependencies on global supply chains, corporate growth imperatives, 
and maintenance infrastructures. On the contrary, human-powered logistics reduce 
dependence on extractive supply chains and enable human-scaled rhythms, yet 
they remain marginal within broader logistics systems and are vulnerable to 
economic pressures. Rather than positioning these configurations as a simple 
dichotomy between resistance and co-optation, we argue that they enact different 
ontologies of mobility in practice, ranging from circulation-centred to embodied 
and sufficiency-oriented.

The persistent prioritisation of acceleration, efficiency, and seamless flow in contem
porary logistics thus remains a structural constraint that cargo bikes alone cannot over
come. Whether cycle logistics contributes to green capitalism or to more autonomous and 
sufficiency-oriented mobility futures depends on how organisations, infrastructures, and 
governance frameworks negotiate tensions between efficiency and sufficiency, autonomy 
and dependency, and flow and embodiment.
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