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Abstract.  The aim of this paper is to explore the complex dynamics between issues of care, gender, and 
mobility, trying to reflect on the characteristics of an urban environment designed to meet the needs of 
women working in the care sector, regardless of their ethnicity, age, social status, physical condition, or 
sexual orientation and definition. By choosing the city of Brussels as an adequate case study we especial-
ly focus on the impact of the city’s mobility sector on the daily life of migrant female care workers, and 
of vulnerable groups more generally. This ongoing research is based on a theoretical framework (stem-
ming from existing literature) from which we have extrapolated a set of parameters to structure the data 
collection (by interviews) and the theoretical and graphical elaborations. To address and respond to the 
multiple crises we are facing today, in our view it is crucial to call for a radical change in our urban design 
processes, directing our efforts toward implementing more inclusive urban models and practices. Our 
methodology gave us an opportunity to critically reflect on the possibilities that gender-driven urban 
policies and practices could open for our cities (and societies) towards a more sustainable and inclusive 
future for all.
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Introduction

Changes in the way we perceive and experience the city and its public spaces need 
to be adopted to create urban environments that are more resilient to future envi-
ronmental and social challenges and that meet the needs of all population groups, 
particularly the most vulnerable (gabauer et Al. 2022). Indeed, if we consider that mi-
gration studies have traditionally based their analysis of human interactions in public 
space primarily on the concepts of ethnicity and class, the need to broaden the level 
of understanding by considering a gender perspective jumps out at us. To fill this gap, 
concepts such as diversity have emerged to explore the relationship between differ-
ent socio-economic divisions, similar to what intersectionality has done in feminist 
studies (berg, Sigona 2013; Yuval-DaviS 2006; bilge 2009). In addition, it is important to 
change the narrative of migration, which is still perceived as a male-centred phe-
nomenon that relegates women to the category of passive members of the family, 
suffering the migration process (catarino, MorokvaSic 2005).

1 The original research on which this paper is based was developed in the context of the course of “Urban 
Studies”, attended by Agnese Marcigliano during her Master of Human Settlements at the Katholieke 
Universiteit Leuven (KULeuven), in the academic year 2020-2021. Further elaborations were part of the 
activities carried out by the authors as members of the CaSaDi network, and benefited from discussions 
at MinervaLab seminars with Leslie Kern, (<https://www.youtube.com/watch?v=YuiT5YFA-Is&t=2s>), 
Zaida Muxí Martínez (<https://www.youtube.com/watch?v=NwcQ02jhIhY>), and Sabine Knierbein 
(<https://www.youtube.com/watch?v=af1V268TpV0>), as well as at the AESOP Annual Congress Tartu 
2022, Track#2 CULTURE.
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In Belgium, as elsewhere, migration remained predominantly male until the 1980s, 
while since the 1990s data have shown a feminization of migration flows (catarino, 
MorokvaSic 2005). The reason for this change is a significant transformation in the 
structure of the European labour market, with an increasing demand for workers in 
the ‘care’ sector, as opposed to the traditional industrial workforce.
The inclusion of an increasing number of migrant women in the labour market, there-
fore, forces us to pay special attention to the gender-specific obstacles they may face 
in their integration process. Mastery of the host country’s language and access to its 
labour market are two key steps in the integration process for all migrants. In addi-
tion, migrant women are often required to take on family and childcare obligations, 
which can impose significant constraints on this process. As a result, they are pushed 
to accept worse job opportunities than migrant men and native women (Fig. 1). Thus, 
it can be said that migrant women suffer from a ‘double disadvantage’ as migrants 
and women, which is consistently confirmed by existing literature.

In this paper, we aim to consider people’s everyday lives, and especially women’s use of 
time, as a key factor to rethink the city, its streets and its public spaces in order to ensure 
a safe collective life, guaranteeing mobility and accessibility, high-quality facilities and 
infrastructures that cater to the diverse range of citizens (kern 2020; Falù 2018).
Our research aims to determine, in particular, whether Brussels can be considered a 
‘Care city’, in relation to the social impact of the city’s mobility sector on the lives of 
female migrant care workers, hoping to come up with conclusions that are also ap-
plicable to vulnerable population groups in general. 
Through the urban and spatial analysis of the district of Uccle, the paper aims to pro-
vide an overview of the challenges that care workers face daily, during their home-
work commute. This neighbourhood was chosen because of its lack of direct con-
nection to the city’s metro network and its intermittent surface public transportation 
network, which is heavily influenced by traffic trends. It was also chosen because of 
the social disparities in the local population, which shows a majority of upper-middle 
class families who rely on the labour of caregivers living outside the neighbourhood’s 
municipal boundaries. 
In what follows, the paper sketches a conceptual and theoretical framework of what 
a ‘Care city’ can/could be (§ 1). After this, an overview of Brussels capital region with 
a focus on the mobility sector presents research materials (§ 2), a section introduces 
methodology and data collection (§ 3), and then results are summarised (§ 4). The 
paper wraps up with the conclusion (§ 5).

Figure 1. Comparing employ-
ment outcomes of women 
born outside Europe (2018, 
percentages). Source: authors’ 
elaborations on Eurostat data.
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1. Defining a ‘Care city’

With the term care, since the 1970s, political, philosophical, and economic alterna-
tives that focus on the ‘good life’ and happiness have been developed and discussed 
(chatziDakiS et Al. 2020). As Praetorius (2019, 79) stresses,

the English word ‘care’ does not only mean cure, but also attention, protection, and as-
sistance; it refers on the one hand to the awareness of dependence, of the state of need 
and of being in relation as constitutive elements of human beings, and on the other 
hand to concrete care activities in the broad sense. It is about ‘caring for the world’ and 
not only through care activities and social or domestic work in the strict sense, but also 
through a commitment to cultural transformation.

The notion of care is relevant in the discourse of urban and spatial planning, as it 
accentuates the different types of uses and practices of urban space, which differ 
between men and women (DaMYanovic et Al. 2013; iWPr 2015; FraSer, vogel 2017; Mc 
DoWell 1982; FeDerici 2004). Because of the sexual division of labour and their role as 
caregivers, women have a more complex relationship with the urban environment 
than men, who generally make trips as part of more linear routines, moving from one 
point to another (tanYilDiz et Al. 2021). Taking public transportation sometimes means 
waiting under flimsy covers, in the cold or in the sun (due to the poor condition of the 
network’s public facilities), unpredictable buses with no clear schedule. Transporta-
tion can also be inaccessible due to extreme weather events or the condition of the 
pedestrian network, which particularly affects women and men with reduced mobil-
ity (due to age or health problems) (Sánchez De MaDariaga, zucchini 2019). A discon-
nected network also involves making multiple, different, interconnected trips, often 
carrying children and/or weights. These trips are not only related to women’s work 
status, but also to work errands, family, education, and provisions (Falù 2018).
In Europe, ‘gender mainstreaming’ approaches to urban planning have a long his-
tory (irSchik, kail 2013; SturM et Al. 2019). In essence, these approaches mean that ev-
ery planning, policy and budgetary decision should be considered with the goal of 
gender equality as a starting point (kern 2020). Some European cities, such as Vienna 
or Barcelona, have implemented ‘gender mainstreaming’ approaches in different ad-
ministrative areas, such as health and education policies. However, the most notice-
able change is found in urban policies, which now focus on how planning decisions 
can support or counter care work and how the structure of modern cities can affect 
the daily lives of caregivers and care receivers. The city of Vienna has adopted gender 
mainstreaming approaches since the early 1990s, becoming a pioneer city in this 
field. This approach has had deep effects on the way administrators, architects and 
designers have conceived the city, leading to a radical change in urban planning 
policies and to the implementation of the concept of care as a design tool in daily 
practice (hunt 2019). 
Following the example of Vienna, the City of Barcelona has (since the 1990s) imple-
mented at the institutional level policies to facilitate and promote the participation of 
women in society, contrasting all kinds of sex-based discriminations and enhancing 
the feminist transformation of the city (barcelona citY council 2021). However, change 
does not occur only in institutional environments but also thanks to the work of activist 
groups like Collectiu Punt 6, promoting community driven, bottom-up experiments 
and design projects that successfully contribute to a cultural transformation of the city. 
Outside Europe, specifically in Latin America, we also find relevant intersectional urban 
experiments. Examples like the self-managed experience of “Plaza and Casas Pioneras”
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(Montevideo, Uruguay)2 or the “Care Blocks” project (Bogotá, Colombia) promote a 
dialogue between local communities and public institutions, bringing societies one 
step forward to a more inclusive and democratic city.
However, gender mainstreaming has its limitations, since assuming gender as the 
primary category for equality may be limiting. While the typical urban citizen has too 
often been imagined as a white, able-bodied, middle-class, heterosexual man, the 
female citizen imagined for gender-sensitive planning has been similarly limited: a 
married, able-bodied mother with a white-collar job has usually been the imagined 
beneficiary of gender-sensitive planning. It is increasingly likely that this woman rep-
resents a minority in most contemporary cities, which suggests the existence of large 
groups of women whose needs may not be met by gender mainstreaming (Kern 
2020; ortiz eScalante, gutiérrez valDivia 2015). In addition, there is a lack of in-depth 
literature on urban approaches to gender equality in space and a lack of common 
sources and archives. This leads to difficulties when trying to get a comprehensive 
view of gender- and care-oriented practices in Europe, as studies and research are 
often specific to only one country or city or focus on only one aspect of the com-
plex spectrum of gender-related urban issues (women’s sense of insecurity being the 
most treated among them) (tanYilDiz et Al. 2021). This may be associated with the lack 
of collaboration between different administrative entities, which affects not only care 
and gender issues, but all aspects of life in general (gabauer et Al. 2022).

2. Mobility in the Brussels Capital Region

Brussels is mostly famous as the ‘Capital of Europe’, the city being home to the Eu-
ropean Union institutions (the European Commission, the European Council, the 
Council of the European Union, and, shared with Strasbourg, the European Parlia-
ment). However, Brussels is first of all the bilingual capital of Belgium, the second 
most densely populated country in Europe (with 368 people per km²), surpassed only 
by the Netherlands. 
The Brussels Capital Region (BCR) is inhabited by more than 1 million people, speak-
ing both French and Dutch as official languages. In fact, the BCR agglomeration, 
divided into 19 different municipalities, with almost one-tenth of the total Belgian 
population, has a density typical of large urban concentrations, exceeding 6,200 in-
habitants per km². 
The economic development in Belgium in the aftermath of World War II attracted 
substantial flows of foreign labour. Today, according to the latest estimates, these 
flows would exceed one million: the largest community is Moroccan, followed by 
Italian, Turkish, French, and Dutch. One in five Belgians has non-Belgian ancestry, and 
about two million Belgians have immigrants among their ancestors. 
The institutional structure of Belgium as defined by the 1993 constitutional reform 
has three levels:
• the Federal state, which retains powers in matters of strict national interest (e.g., 

defence);
• the language Communities (Dutch, French and German), which have legislative 

powers in linguistic, cultural, educational and social matters;
• the three territorially based Regions (Wallonia, Flanders and the BCR) with mainly 

economic attributes.

2 See Charmain Levy’s article in this same issue [editor’s note].
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Belgium’s political system is thus based on a complex federal structure: each lan-
guage-based Community and each Region have their own parliament and govern-
ment and enjoy a certain amount of decision-making autonomy in the areas of sci-
entific research and international relations.
More specifically, regions have strong powers in the areas of economy, employment, 
agriculture, energy, transportation (except for state railways), environment, trade, ur-
ban planning, supervision of provinces, municipalities and intermunicipal companies. 
Language-based Communities, on the other hand, set cultural policies, administer the 
education and health (medical care and prevention) sectors, and promote welfare ini-
tiatives, including immigrant assistance and services, family aid, and youth protection.
In this context, the BCR has to face three main challenges: the growing population, 
which directly influences the expansion of economic activities, the accessibility to the 
city, and the organisation of public spaces (hubert et Al. 2013). All these challenges are 
intertwined, from a territorial point of view, with mobility issues, highly dependent 
from the structure of the urban and metropolitan territory, as from the development 
necessities of the economic and tourism sectors (bruxelleS Mobilité 2020).

Before describing the structure of Brussels mobility system, it is important to under-
stand the structure of the Belgian territory in terms of accessibility and governance.
Apart from the BCR (1), we can distinguish the First outskirts (2), which comprise 33 mu-
nicipalities of the Walloon and Flemish Brabant (known as zone Iris I, from the name of 
the first regional mobility plan in 1998), and the Second outskirts (3), which comprise 83 
municipalities, also known as zone Iris II (designed in 2010) or the RER area (Fig. 2). Based 
on these two mobility plans, the new Brussels regional mobility plan for 2020-2030, also 
known as ‘The Good Move Plan’, was developed focusing particularly on sustainable mo-
bility. The considerable population and urban sprawl growth of the Brussels Region has 
brought to an economic expansion generating travel toward the city (hubert et Al. 2013).

Figure 2. Belgium, the differ-
ent spatial divisions. Source: 
authors’ elaboration based on 
lebrun et Al. 2012. Mixed tech-
niques of digital drawing.
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The internal urban territory of the Region, together with the expanding villages and 
cities in the outskirts, create a vast, heterogeneous, and intermittent polycentric me-
tropolis, in which travelling from outskirts to outskirts and from outskirt to the centre 
becomes a real challenge, especially for the non-motorised population (Fig. 3).

For our case study, we have chosen to concentrate on the district of Uccle, since it is 
one of the less served areas, and one of the less connected in terms of public trans-
port accessibility (Fig. 4, a and b). The main problem is the lack of a metro connection, 
which leaves the district dependent on an insufficient network of trams and buses 
(often delayed or suppressed). The configuration of the district street and circulation 
network itself has its flaws, making the coexistence between bus/trams and cars very 
difficult for the users (koot 2019). 

Below, left to right: Figure 
4a. Uccle’s bus network; Fig-
ure 4b. Uccle’s tram network. 
Source: authors’ elaboration 
based on koot 2019. Mixed 
techniques of digital drawing.

Figure 3. Accessibility by 
public transport in Brussels 
Capital Region. Source: hubert 
et Al. 2013.
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Similar mobility problems can be found also in other districts (Schaerbeek, Forest, 
…). The common denominator of all these is the absence of the metro, which em-
phasises the flaws of the surface public transport network. Even the metro would 
not always be a suitable solution for all areas and could distract from much needed 
improvements in the urban context and global transport network.

3. Methods and data collection

Our research is based on a methodological framework concerning the interrelations 
between spatial and physical urban transformations, fed by a specific interest about 
sustainable transportation in a gender perspective. 
From the analysis of a few examples of ‘Care cities’ (i.e., Vienna, Barcelona, Montevideo 
and Bogotá) we extrapolated a set of parameters, considered as fundamental starting 
points for designing more inclusive urban environments and mobility networks (Tab. 
1). These parameters were used to construct and filter the information acquired dur-
ing the data collection phase of our research, conducted through interviews.

Our investigation was aimed to monitor the actions, needs, and difficulties in the 
daily lives of migrant female care workers and was developed by constructing the 
interviews on the basis of the ‘everyday route check’ practice, a tool used to assess 
the suitability of master plans with a specific focus on the everyday needs of different 
users (DaMYanovic et Al. 2013).
This method, through map visualisations, allows even non-experts to understand the 
daily routines of a variety of user groups. In fact, putting together the different routes, 
highlighting sites of interest (public spaces, schools, kindergartens, public transport 
stops, shopping and service locations) gives rise to different everyday trip patterns with 
typical daily routines and trip chains. Wherever possible, this tool has also been enriched 
by a ‘go-along interview’ also referred to as ‘walking interview’ (carPiano 2009; holgerSSon 
2017). This method allows the researcher to ask questions and observe the emotions, 
feelings, and practices during the itinerary that the interviewee normally takes. This is 
a way to examine how the physical, social and mental dimensions of place and space 
interact within and across time for individuals (lYnch 1960; leFebvre 1991) (Fig. 5).
Interviews were carried out with female members of different migrant communi-
ties (Filipino, Latin American, Italian, Spanish, Portuguese, and Polish), all working in 
the care sector (house cleaning mainly), and between 23 and 60 years of age (Tab. 
2). Women were chosen because they lived or worked in Uccle and were contact-
ed thanks to a personal connection to the Filipino community, and then through a 
snowball effect between employers and personal connections.

Table 1. Key parameters to 
analyse the case study of the 
City of Brussels and the im-
pact of its mobility system on 
the life of female care workers.
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In total it was possible to carry out 13 interviews. All interviews were structured follow-
ing the set of parameters mentioned in Table 1, related to topics like time, frequency 
and quality of the transportation network, comfort, and security in the public space 
and in the transport network, accessibility, and choice of alternative transportation. 
The interviews were carried out by phone or video call, due to the CoViD-19 restric-
tions, and it was possible to organise an online focus group to have a choral dis-
cussion on the investigated issues. In a few cases we performed ‘walking interviews’, 
accompanying selected women on their home-work commute, to have a deeper 
understanding of their personal stories as migrant female workers in Belgium (Tab. 3).

Table 2. Interviews: list of ques-
tions.

Figure 5. Methodology chart. 
Source: authors’ elaboration.
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Data from the interviews were translated into visual contents to complement the 
discussion of the findings. For the cartographical contents, the geographical software 
QGIS was used for carrying out a first spatial analysis of the structure of the city of 
Brussels and its mobility system. Subsequently, based on the results from the inter-
views and on the method of the ‘everyday route check’, a first document was elabo-
rated giving a practical overview of the daily distances travelled by the workers and 
of the diversity of spaces within the city that they pass through (Fig. 6).
To deepen the relation between the interviews and the cartography a second doc-
ument was produced, a mental map of the daily route of the most representative 
among the workers (Grace), spending the longest time and travelling the longest 
distance (from the district of Uccle to the extreme peripheries of the city) (Fig. 7). 

Table 3. Data collection.
(*) For total time the authors 
intend the time of a round trip 
from the place of residence to 
the workplace and back, in a 
working day.
(**) But if there are construc-
tion works on the street it can 
go up to 35/45 min (with 3 
changes).
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Figure 6. Analysis of the wor-
kers daily travel routes. Source: 
authors’ elaboration based on 
the results of the data collec-
tion. Mixed techniques of digi-
tal drawing.
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Figure 7. Walking with Grace. 
Source (for this picture and its 
details, Figures 8-11): authors’ 
elaboration based on the 
interview by Agnese Marci-
gliano with Grace, December 
7, 2020. Mixed techniques of 
digital drawing.
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4. Walking in their shoes

In what follows we summarise the main outcomes of our interviews and ‘walking 
interviews’, by considering several aspects of Brussels’ mobility framework and narrat-
ing them through the parameters presented in Table 1.

4.1 Cooperation and coordination
Before the 1988 reform and the creation of the Flanders and the Wallonia regions 
(1980) and of the Brussels Capital Region (1989), mobility was a national affair. After 
the reform, the management of public works and transport was moved to the re-
gions and public transport development became an active strategy for the improve-
ment of the city’s quality of life.
The Société des Transports Intercommunaux Bruxellois (STIB) was transferred under 
the supervision of the Brussels region, and  the Société Nationale des Chemins de 
fer Vicinaux  (SNCV) was replaced by the Flanders and Wallonia para-regional com-
panies, De Lijn and Société Régionale Wallonne du Transport  (SRWT), which over-
sees the TEC public transportation company (hubert et Al. 2013). Since mobility does 
not stop at regional borders, a cooperation agreement between the regions and the 
federal state was signed in 1991, to regulate public works and the responsibility of 
intervention in those areas where the different networks overlap, allowing different 
regional operators to circulate in the Brussel region and vice versa. 
As stated by Grace, the De Lijn buses that she uses when going to Wemmel are not 
coordinated with the time schedule of the STIB network, causing many inconve-
niences to the travellers (Fig. 8).

Isabella as well testimonies on the discontinuity of the network and on the reduced 
frequency of the De Lijn buses, especially during the weekends:

the worst is when I have to go to Rhode St. Genese. I take the tram to Bascule and then 
the De Lijn bus (136-137) which is very bad, in particular on Saturdays…. De Lijn is a 
disaster! It is not reliable, because it does not respect timetables. On Saturdays, waiting 
time can be up to 2 hours because there are just a few buses during the weekend. The 
waiting time is too long! (Isabella, December 7, 2020).

Figure 8. Section 1 of Grace’s 
mental map.
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4.2 Frequency 
Public transport frequency is highly dependent on users’ demand. 
As shown in the Cahiers de l’Observatoire de la mobilité de la Région de Bruxelles-Cap-
itale (lebrun et Al. 2012), there is an intense number of displacements during peak 
hours on working days and a reduction of movement linked to work or school 
during non-school working days, weekends and holidays, causing a reduction of 
transport frequency.
Different work timetables should also be taken into consideration, since public trans-
port frequency is currently mainly based on white-collar or blue-collar jobs sched-
ules, leaving out all those workers that do not fit into their standard. 
Many care workers, as Maria for example, have different timetables for different days 
and return home after the canonical Belgian 6pm:

I spend at least 3 hours per day on public transport, considering the time to go and come 
back from my workplaces. It depends on the day, but for example on Mondays, I have to 
go to Woluwe in the morning and then in the afternoon I have to move to Chatelain. I 
work in Chatelain every afternoon, so I usually wake up at 8 am and I come back home, if I 
manage, by 8pm. I also work on Sunday mornings…. During the week the metro is quite 
regular in the morning, but in the evening it is less frequent and for people like me that 
go back home late, waiting times can be longer (Maria, December 14, 2020).

4.3 Time
Even if the internal transportation network of Brussels Region covers more or less ho-
mogeneously the metropolitan territory, connections between different parts of the 
city are insufficient and care workers, in the majority of cases, have to change transport 
multiple times to reach their destinations. This is true, in particular, for those travelling 
to the outskirts of the city, while distances are more manageable in more central areas.
In most cases, workers living in those areas (for example Fabiana or Bianca) are satis-
fied with the mobility services and succeed in managing their personal life and ne-
cessities with their work schedule. By contrast, for Maria or Grace the amount of time 
they pass on the transports deeply affects their daily life to the point that they can 
attend to their necessities only on the weekend (Fig. 9).
Service speed is one of the factors affecting waiting times and it is highly dependent 
on car circulation. In Brussels, the structure of the urban fabric is often not adapted to 
the passage of both cars and public transports, causing congestions and delays that 
affect the workers’ experience:

Figure 9. Section 2 of Grace’s 
mental map.
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the tram network is not good enough because there are no dedicated lanes to trams and 
traffic has a strong impact on their travelling. The combination cars/trams is a disaster!
Public works also influence travelling, for example to go to my workplace I take the tram 
97 until the terminus, it takes 5 minutes really, plus another 5 minutes of walking, with 
no changes. However, if there are works in the street, it can take up to 30/45 minutes 
with 3 changes plus an overall 15 minutes of waiting time (Fina, December 7, 2020).

4.4 Security in the public space
In the comparative study performed by Farina and colleagues (2022), 48% of the re-
spondents reported feeling unsafe in Brussels during night-time displacements on foot. 
In particular, 28% of the respondents reported feeling unsafe when using public trans-
ports at night-time, and 69% while waiting at bus stops or in metro stations at night.
The results of our interviews align with such evidence (Fig. 10). Even if most inter-
viewees consider Brussels a safe city, the intermittent frequency of the transportation 
network, the lack of public illumination in certain areas (i.e., Malbeek, Schaerbeek, 
Wemmel, …) and the reduced presence of other passengers at key times during the 
day (early in the morning, late at night) contribute to a sense of insecurity in the pub-
lic space, which is less persistent in the semi-public space of the transportation itself.

Sabrina (November 29, 2020) shared her experience: 

once there was a guy on the tram that was trying to touch me improperly…. After a 
while the entire bus started shouting at him in my defence and he was forced to leave.

Fabiana (December 15, 2020) shares her experience as a mother of a 19 months-old 
baby: 

each morning before work, I bring my daughter to kindergarten; I live and work on the 
same tram line so for me it’s quite easy. When I am with my daughter, the only problem 
is that tram 81 is still one of the old ones, so the stairs are too high, and the doors too 
narrow to enter with a stroller… but I have to say that there is always someone ready 
to help me!

Figure 10. Section 3 of Grace’s 
mental map.
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4.5 Conditions and accessibility of the Network facilities 
Statistics show that up to a third of the Brussels population has problems connect-
ed to reduced mobility. The proportion is similar to other European cities represent-
ing from 30% up to 40% of the population. The tendency is expected to increase in 
the next few years due to a progressive increase of the elderly population (bruxelleS 
Mobilité 2020).
The interviews reflected this tendency (Fig. 11), showing that problems of accessi-
bility do not concern just mothers, but also elderly women like Fina (70 years old), 
who has difficulties entering the tram, or more in general people with more or less 
important mobility disabilities (i.e., many trams do not have an access platform for 
wheelchairs, yet).

Accessibility of the transportation network can be influenced also by weather condi-
tions. Both rain and snow can exacerbate pre-existing challenges and put emphasis, 
for example, on the lack of transportation waiting facilities. As Grace stated in her 
interview in Tervuren it is very difficult for pedestrians to move, because the pathways 
are not cleared in case of snow and only the streets are, favouring car circulation to 
the disadvantage of pedestrians.

4.6 Alternative transportation
The new mobility plan (2020-2030) accords a lot of importance to the development 
of the bicycle network within the city, as part of its strategy for a more sustainable 
transport network (bruxelleS Mobilité 2020).
However, from what emerged from the interviews (Fig. 11), the majority of women 
workers, in the age range of 40 to 70, are not willing to use a bike for reasons of safety 
or mobility difficulties (Fig. 11). On the contrary, younger workers (i.e., Fabiana or Sa-
brina) chose to use more contemporary modes of transportation, like electric scoot-
ers (trotinette), which they consider a good alternative to public transport, especially 
in terms of time saving. 

Figure 11. Section 4 of Grace’s 
mental map.
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Conclusion

Evidence collected by our research has highlighted a series of mobility issues in the 
Brussels capital region, which affect female care workers, but also the majority of the 
non-motorized working population. Brussels still has a long way to go to become 
an inclusive Care city, although the new mobility plan (2020-2030) addresses some 
crucial issues, making many promises for a better and more sustainable transport 
network. 
However, if we look at the global vision for the future of the city proposed by the 
plan, we still see a city based more on economic concepts like efficiency and per-
formance, more than a suitable urban model able to bring a more humane per-
spective to the urban planning discourse. In our view, the relationship with the 
environment is still seen as a ‘commodity’ and social relationships between com-
munities are not enhanced enough. By contrast, the Care city model could open 
multiple possibilities for the creation of an accessible, inclusive and community 
driven living environment (Fig. 12).

Finally, as far as the aspect of gender is concerned, a gender adaptive design is briefly 
introduced in the new mobility plan, but still does not seem to be a real priority, at 
least not to the level of other European cities. As Elke van den Brandt (Minister of 
the Government of the BCR, responsible for Mobility, Public Works and Road Safety) 
points out, 

there is a deliberate general lack of attention on gender issues in the Brussels adminis-
tration, and those issues are often limited to women’s notion of insecurity in the public 
space, while there is much more to be considered in terms of urban planning, from the 
requalification of public space and transport networks to streets snow clearing patterns 
and schedules (branDt 2020).

Figure 12. The City Vision vs. 
the Care City Vision. Source: 
Authors’ elaboration based on 
bruxelleS Mobilité (2020). Mixed 
techniques of digital drawing.
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