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Introduction

Via Flaminia stands out as one of the most important roads 
of Italy, from its very early days until today. Inspiration 
to analyse a road and the duality between infrastructural 
elements for travel and architecture came from the 
curiosity I have always had of understanding what makes 
roads and road-trips such exquisite adventures and how 
does architectural design influence the experience of 
travellers in the places that they reach. At the same time, 
personal interest in exploring distant places by looking 
at maps as well as going on road-trips only using printed 
data and no satellite signal has contributed to my choice 
of taking a close look at roads for my graduation thesis, 
as an opportunity to satisfy an on going curiosity in my 
academic and personal development, revealing analysis 
tools, features and knowledge that can be further used for 
analysing other such routes. 

Roads have evolved along with the development of 
humanity, from hunting ways to tribe migration routes, 
from military strategy routes to commercial connections, 
from pilgrimage ways and leisure travelling to purely 
transportation. Roads are relevant elements within cities 
and lands and they carry the same amount of historical 
development and layers as any other building typology. 
The study wishes to look at roads in the same way we 
look nowadays at cities when trying to understand their 
evolution and intends by revealing layer after layer to offer 
clear tools and views on what makes roads typologically 
and architecturally identifiable.



8

The main purpose of the graduation studio Le Citta di 
Roma was to identify the stratified layers of Rome and 
peel them off to discover what was specific for each stage 
in the building of the city. In order to understand the 
essential features of each period as well as their impact on 
the city, eight streets were assigned for analysis. Dealing 
with Via Flaminia since the beginning has led to the 
curiosity of discovering what was happening behind the 
borders of Ponte Milvio, since most of the literature on 
Via Flaminia referred not only to the segment from Porta 
del Popolo to Ponte Milvio, but to its entire length from 
the heart of Rome all the way to Rimini.

Boasting of 2000 years of history, the road has clear 
elements that contribute to its autonomy and character, 
connecting 4 different regions of Italy and crossing the 
entire width of the country towards the Adriatic Sea. 
The research intends to bring to light the most particular 
elements encountered on Via Flaminia and to create the 
premises for route-designing on top of former Roman. 
Their importance is undeniable when thinking of their 
political role in land owning and managing, constituting 
the base and trails for most of the main European 
arteries we use nowadays. Another major reason of 
relating Roman road infrastructure to urban planning is 
the immediate effect of town geography layout that has 
resulted from the road network, yet another system that 
our generation uses and tries to improve day by day. Last 
but not least, the impact of an efficient road system has led 
Romans to develop the first prominent network of road-
side stops, contributing to some of the key typological 
characteristics of what we know today as hotels.

The analysis opportunity created by the initial research on 
Via Flaminia, together with all the arguments that have 
been stated above, contributed to the choice of stepping 
out of the borders of Rome and looking for answers in 
terms of road design, routing, and typological unity on the 
entire length of Via Flaminia. Grasping all this potential, 
the following research question was formulated:

How can contemporary architecture and infrastructure 
design strengthen the cultural value and identity of Via 
Flaminia, from Rome to Rimini? 

To help answer this question, several subquestions were 
defined, together with their particular research methods:  

a. Which are the most valuable historical, picturesque and 
infrastructural elements on Via Flaminia and how do they 
juxtapose? 

b. Which recognisable spatial, architectural and 
infrastructural elements are common along travelling 
routes and what are their defining characteristics?

c. When considering the already existing valuable 
elements of Via Flaminia, how can route planning 
influence the perception of travellers and what strategy 
can be applied in order to improve it?

d. What are the design tools needed for generating valuable 
linking elements on the route, how to they impact on the 
recognisability of the route and how do they contribute to 
the sequential division of traveling rhythms?
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The research methods used to answer all of the questions 
above have overlapped and intertwined throughout the 
entire graduation process, generating a cascade effect 
of decisions and directions based on recent findings. 
In order to identify valuable elements on Via Flaminia 
(subquestion a.), a tailor-made mapping strategy was 
used based on Geo-data, as well as relevant literature 
on the topic. Personal investigation done by travelling 
on the route has answered many unsolved matters from 
the mapping phase and literature on road planning and 
landscape versus infrastructural design have enriched the 
road-trip with visual analysis tools that could be used on 
the spot.

Literature has played a very important role in 
understanding the impact of roads and tourism on 
architecture and society, leading to valuable answers 
regarding road elements, travelling models and road 
facilities intended for travellers. (subquestion b.) Books 
on Roman achievements, lifestyle, road building and 
hospitality development gave several answers for better 
understanding the importance of the route, as well as 
comparing travelling back then to experiences nowadays.

The last two subquestions and implicitly the main 
research question have found their answers within a travel 
algorithm, developed in accordance to the findings of the 
first two subquestions. Further on, typological analysis 
and design have been the main methods for developing 
a balanced and correct architectural answer. As a result, 
the proposed routing strategy aims to re-establish steady 
connections between key locations on Via Flaminia, 

as well as offering a different type of experience for its 
travellers, incorporating in this way the various functions 
that roads bear. The final design wishes to represent and 
speak for the other interventions, telling the big story of 
rest-stops and their connection to Roman inns. Last but 
not least, it is of high importance to acknowledge how 
design impacts on the user, as well as how design is 
influenced by context and locality. 

The following chapters have reshuffled the order of the 
subquestions, aiming to present the research in a coherent 
order scale-wise, starting with the general fields of study 
(infrastructure, travel and hospitality), particularising on 
the knowledge of Romans and introducing the location of 
the projects and later on zooming closer to road research 
methods applied on Via Flaminia. Scale keeps shifting 
closer and closer to route analysis towards the 5 stops, 
then to building routing until the final experience of the 
traveller through the building, making his way to the 
final stop, the room. The progressive scale change starts 
from the macro context of route design and ends at micro 
design elements of building and experience, becoming 
the major theme of the entire process. 
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Road Travel1
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Roads are elements deeply embedded in our present 
reality and it is essential to begin this study with a general 
understanding of the most important terms that define 
them. From basic definitions, types of users, and functions 
to advantages, consequences and threats, roads have 
shaped human existence just as man has shaped them to 
begin with. This chapter deals with the evolution of roads 
in the last 3000 years, following closely the development 
of travel for pleasure purposes as well as the evolution of 
road facilities, focusing mostly on hospitality.

The road is a tool which eases the movement of man 
between two ore more points upon our globe’s surface, 
defining a route for “overland communication between 
established communities” (Hindley 1971). This trajectory 
should find “a formula of minimum expense in energy 
for communication” (Belloc 1924), determined by 
the type of traffic travelling on it and regardless of its 
surface or age. Starting from the word “way” in its basic 
meaning of journey or carrying and evolving to a road 
or path available for travelling, the addition of the word 
“high” implies the allegiance of this type of road to royal 
governing as well as its literal meaning of being raised 
above the ground. (Boardman 1958) 

The trajectory of a road is highly influenced by political 
factors such as costs, legal restraints and serving a 
variety of objects, everything while finding the physical 
trajectory that implies the least effort.

It has been stated that vehicles created the roads. Men 
of ancient times made roads really worth something by 
learning how to exploit beasts of burden, by inventing the 
wheel and by developing all kinds of wagons to make use 
of the first mentioned. There were no roads equipped with 
special surfaces before the development of vehicles with 
wheels and it was only then that man became aware of 
what it required.

This cause-effect relationship hasn’t changed at all over the 
time. In modern world, the automobile took road building 
and usage to a level never imagined by generations as 
young as 100 years ago. Together with their advantages, 
roads have brought problems as well. If thieves were one 
of the main concerns in Ancient times, traffic control and 
driving safety is one of the current issues infrastructural 
design is dealing with at the moment. The shift from 
slow travelling by horse to fast vehicles required the 
creation of traffic rules and regulations in order to control 
unfortunate events. Nowadays, modern communities and 
nations could not exist without cars and even though man 
can now also fly, a great deal of money is still being spent 
on roads, more than in any other century before.

Roads have served in time many purposes, ranging 
from travelling for commercial purposes, to trips taken 
for pleasure. Transfer of information of any kind (news, 
orders etc.) comes next to all the other purposes of 
roads, since it was done until the 1830s via messengers 
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Roads made population drain down on to them. When 
looking at maps drawn to show density of population, 
separated areas of density are pictured apart, with lesser 
density areas in between or even void. If we were to draw 
a population map at a certain given moment, this isolation 
effect could probably not be depicted, but a network would 
be clearly readable as the communication lines between 
these densified areas. Therefore, the roads as means of 
communication help differentiating the human society 
into “areas of density and void, or into the urban political 
habit and the agricultural political habit”. (Belloc 1924)

The road network has often been correlated to the blood 
stream of the body, based on its permanent function of 
spreading materials all over the system. Roads have made 
trade carrying and message sending possible from one 
place to the other. Moreover, roads have given man the 
possibility to travel and explore just for the sake of it, and 
this is they key element that helps us comprehend the 
fulness of the road phenomenon.

travelling on horseback overland, with a maximum speed 
of 100 miles per day. Expansion of trade and wealth 
accumulating challenged merchants all over the world to 
embark on long journeys filled with dangerous obstacles. 
Surprisingly, the importance of trading for the sole 
commercial purpose only very late generated exchange 
of information regarding the two different civilisations 
living at the opposite ends. Commerce routes and the 
places where they crossed induced the of several towns 
and urban settlements. Also, the degree of excellence in 
communication on the roads contributed to their growth, 
causing eventually the differentiation between urban and 
rural areas.

At the same time, roads have also been one of the best 
tools for gaining power (any of the roads we know today 
were created for the sole purpose of military action, in 
order to supply armies with equipment, food and passing 
of prisoners and wounded), conquering new territories 
and spreading languages and ideologies. One very good 
example is the spread of Christianity, which can be traced 
down the Roman roads system from Egypt to the Wall 
in Northumberland (Belloc 1924), following the dates 
and names in Europe’s conversion to Christianity. At 
the same time, other major religious movements can be 
connected to the bad maintenance of roads, namely the 
separation of the Greek Church from the Latin one after 
the gradual decline of roads connecting Durazzo and 
Constantinopole. 
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fig.1 King’s Highway in today’s Jordan 
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Road History1.1
road evolution and development

Nomadic tribes of the early ages followed the same 
route over and over again while moving from one 
camping ground to the other depending on the change 
of seasons (Hindley 1971). They might have followed 
the route of animals in their migratory journeys, while 
always searching for what could be an easier route. Even 
back then, cultivable land was avoided or crossed with 
the least implications when a road was built. The first 
steps towards road building were taken when sequences 
of natural landmarks were used as routing references, 
followed by road signs. Both walkers and animals needed 
a track, but a wheeled vehicle needed a road (Casson 
1994). Some sources date the use of the wheel principle 
back to 3000 BC, in Sumeria (Hindley 1971); however, 
not until 1500 BC did the wheel become a regular asset 
in transportation.

India was one of the first countries to make use of the 
wheeled vehicles and used their knowledge on paved 
roads to enhance this. By understanding the importance 
of an efficient road system, the Mauryan Empire had an 
officer in charge of the highways (maintenance, mile posts 
etc.) intended for both commercial and communicational 
purposes. When the market for luxury goods such as 
tin, bronze and salt emerged, commerce started between 
communities.

World’s first paved road seems to have been built in 
Egypt in 2500 BC by Pharaoh Cheops, in order to make 

possible the construction of his massive Pyramid. Paved 
with limestone blocks, it served for the transportation of 
all building materials required. However, it can no be 
really considered a road as this was its sole purpose. For 
processional ways, both beauty and good engineering 
were a must (trees, flowers, colourful marble), in order 
to please the gods and not to interfere with the procession 
itself.

In Assyria, messengers and the army used the road 
the most, counting on an efficient post system which 
supervised the movement of mail. Evidence has been 
found in written documents of lists offering the names 
on routes and the distances between them, establishing 
Assyria’s position as forerunner for the Roman itineraria. 
(Casson 1994) Even though the Empire lasted for 1000 
years, there were not that many roads in Persia, except for 
the fast post connection meant for the communication of 
the kings. However, there is knowledge of one of the oldest 
and most famous roads in the world from Damascus to 
Assyria, Mesopotamia and Egypt: The King’s Highway. 
In its early times, the armies of Sumer and Persia used it 
and later on, the Romans got to know it as Trajan’s Road. 
Islamic times changes its name to Abdullah’s Road and 
after 3000 years of history (including the Crusaders using 
it while going for the Holy Land) it is now an Islamic 
Pilgrim way. 

China holds the record for oldest road system available 
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not only for soldiers and officials but also for civilians. 
Chou Dynasty established clear rules for road building 
in 1100 BC due to heavy traffic. These rules ranged 
from vehicle weight control and size to speed limits and 
crossing regulations. In charge of maintaining the roads 
was a highway commissioner and also, rest houses called 
“khans” were established along the routes. Later on, 
emperor Shih Huang Ti of Ch’in dynasty built many more 
roads (beginning with 221 BC) in order to carry political 
inspections, including checking how work went for the 
building of The Great Wall.

The Silk-Road is still known as “the longest road on 
earth” (Boardman 1958) and it is also one of the oldest, 
carrying traffic for 2000 years already. It linked China 
and Europe, crossing the continents from the Great Wall 
through the Gobi Desert and the Himalayan Mountains 
all the way to the Mediterranean.  

The year 500 BC is often used as a convenient number 
to mark the movement from Near East ancient history to 
Greeks and Romans in the west. Romans were the first to 
built a complete road network to cover the entire length 
of its land. Initially intended to link further colonies and 
to create unity in the empire, the Roman roads developed 
to become the most important road network ever built, 
used for generation after generation up to nowadays. In 
the Roman Empire, roads with signs and guarding posts 
connected key locations, and paving was now a widely 

developed technique. One could travel and rest at a variety 
of inns and taverns and soon, the traveller for travel’s sake 
joined his official and commercial fellows on these routes. 
Later on, letter-carriers for Church also started sharing 
these roads and the clergy gained full access to them, 
sometimes even having the power to shut them down if 
one of their important letters was on the move. 

The decay of the Roman Empire brought as well the 
decay of its roads that had helped in building and keeping 
the territory together. Without any political authority 
and will, these highways could not be maintained and 
degraded rapidly. The regime that followed, feudalism, 
was fundamentally different from Roman authority, 
namely it focused on district autonomy and locality. As 
Hindley states, “Rome was an empire of cities” and this 
city-based civilisation was the only type of power to 
overrule a compelling road system, and the rural society 
that followed. (Hindley 1971)

Until the 19th century, the performances of Romans in 
road-building were only exceeded by a civilisation yet 
unknown for the coming 1000 years, the Inca Empire 
in South America (Boardman 1958). This civilisation 
administrated in peace and even though they never 
developed wheeled vehicles, they built a large network 
of pedestrian roads. They used un-mortared masonry to 
build stairs crossing the mountains and also cantilever 
and road bridges. About every mile and a half they had 

fig.2 Silk Road at the border of Kazakhstan and Uzbekistan fig.3 Via Appia 
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a staging post where professional runners waited to be 
sent on mission. Their average speed was 10 miles per 
hour and thinking that most of the roads were more than 
4500 meters above sea lever, this performance was never 
achieved by Roman imperial post (Hindley 1971).

Middle Ages took the word ‘road” back to the very simple 
principle of free unobstructed way and even so, central 
authority had difficulties maintaining it this way. Local 
communities were in charge of cleaning away fallen trees, 
maintaining bridges and repairing the damaged pieces. 
Most of the traffic passed over the legacy roads of the 
Roman Empire. Vehicles became heavier and heavier 
once the horse collar was invented, which lead to the 
gradual deterioration of the road surface.

Pilgrimage started generating traffic in Europe in the 
12th century. The intention of visiting holy relics and 
sanctuaries led people to travel long distances over rather 
dangerous and difficult roads. Main centres of pilgrimage 
were Rome and Jerusalem, together with the church 
of Santiago de Compostela in the north-west of Spain. 
Regardless of the poor quality of the roads, pilgrims were 
always informed on the accommodation facilities along 
the route.

No sooner than the 16th century was there any interest in 
the principles of road building and only 100 years later 
was there any effective application of them. Military 

influence on road building was witnessed for the first time 
after the Romans during Napoleon times. Beginning with 
1804 (the year of his proclamation), he is said to have 
spent an enormous amount of money on roads rather than 
fortifications.

In the meantime, John Loudon McAdam (1756-1836) 
revolutionised road building and invented methods that 
were top of the list for 100 years. His roads became so 
famous that we know them today as macadam roads. 
McAdam eliminated the heavy stone base and introduced 
the principle of compacting the surface of small hand-
broken stones before laying the final layer of stone blocks. 
Charles Dickens honoured his invention by stating that 
“our shops, our horses’ legs, our boots, our hearts, have 
all been benefited by the introduction of McAdam.”

Modern motor roads were a direct result of the militaristic 
regimes in Italy and Germany before WWII. Besides them, 
the only other country to have invested in a motorway 
programme before 1939 was the Netherlands. Social 
policies and military demands directed large investments 
to road building, combining the social desirability for 
good roads and the interests for commercial value. 
(Hindley 1971)

It all started with Benito Mussolini’s March on Rome, 
in 1922. His aspirations of taking Italy back to the glory 
of Roman times led his administration to draining the 

fig.4 Inca trail in Peru, leading to Machu Picchu fig.5 Camino de Santiago 
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Pontine Marshes for the first time after Trajan in the 
2nd century. In 1924 the first autostrada was completed 
and in only two years of regime, Italy already boasted 
of 320 such miles. These roads were the first in the 
world designed specially for motorised traffic, run by 
private companies and financed by tolls and advertising 
(unfortunately, advertising panels often obstructed the 
beautiful landscape). Many of them followed the courses 
of old roman roads, one very good example being Via 
Flaminia (completely unrecognisable to Romans today). 
Throughout the entire evolution of the Italian highway 
system, more effort was invested in connecting the North 
to the South rather than the West to the East, as well as 
developing the North was always a bigger emphasis than 
developing the South. After building the first highways 
during fascism, the booming economy of the 1950s 
increased highway construction so much that by the 
1960s using railways had been mostly replaced. 

Bringing back for the first time in history some of the 
glory of the Roman roads, the Italian highway-network 
was soon overcome by Germany’s Autobahn. One of the 
most daunting examples of central government seriously 
investing in major roadworks due to military reasons is 
the autobahn programme in Hitler’s Germany. Planned 
and promoted as a beneficial public work offering high 
rates of employment, it was formulated in 1930, before 
the take-over of the nazi regime, and it was designed 
to serve a militarist movement in what was to become 

“the first exercise in motorised warfare” (Zeller 2007). 
Sidney Webb for-saw in 1910 already (Webb 1963) that 
various types of motor traffic would be channelled on 
special roads. In addition to this, the first country to fulfil 
the predicament invested a lot of effort in landscaping as 
well. The modernity of these roads was emphasised by 
the central strips, the influence of the existing woodlands 
on the trajectory and the care for perfect merging. 
Germany was the first country to boast of a network of 
motor highways and has maintained its leading role ever 
since. In 1942 more than 1310 miles were in use, but 
works were put to a halt because of the war. 

Another good example for landscape worshiping is still 
Japan, where this tradition was translated in the quality 
of its road engineering, proving their talent for natural 
blending with aesthetics and high-demand in building 
programmes (Hindley 1971).

Looking across the ocean, the US designed the parkway 
concept in order to create a luxurious and leisure 
experience for its users. It was intended for electric-
powered passenger vehicles and they provided in the 
coming decades the only refuge from automated traffic. 
The Bronx River Parkway was the first one to be 
completed, in 1923. It was a four-lane road, fringed with 
parkland and passing through the valley of the river, with 
all crossings avoided. Parkways addressed the problem 
of environmental pollution and they represented a 

fig.6 First American macadam road, 1823 fig.7 Viaduct above river Aglio between Bologna and Florence on Autostrada del 
sole. Construction site of Guido Oberti and Romagnoli enterprise, 1960  
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movement financed by the New York Zoological Society. 
More parkways followed in the area of New York in 
the 1930s thanks to Robert Moses and The Long Island 
State Park Commission, simultaneous with the Skyline 
Drive in the Blue Ridge mountains, Virginia (Ballon 
and Jackson 2007). The Interstate Highway System was 
the first real programme for road-building in the United 
States. Launched in 1956, it was scheduled for completion 
in 1972.

Back in Europe, the 1950s brought many plans for a 
connected Europe, supporting the implementation of an 
E roads network which were to become the main routes 
across the continent. Already, in the 1960s more than 
4000 miles of high-speed roads crossed Europe, out of 
which half were on German territory and a quarter on the 
Italian one. In 1958, Italian roads were used by 3 000 000 
motorcycles and motor scooters, representing more thank 
half of the motor vehicles in the country (Boardman 
1958). At the other end of the world, 86 million cars ran 
on America’s road by the end of 1964.

Since more and more people spend so much time behind 
the wheel, the road has ceased to exist as a mere line 
between two points. No matter if we travel to work or for 
holiday, driving and highways are an extremely important 
part of our life experience. Hindley remarks that roads are 
“giving rise to a new kind of megalopolis, more fitted to 
the conditions of the overpopulated world of tomorrow” 

and even if road planners wish to stop traffic increase, the 
truth is that the better the roads the more they are used. 
(Hindley 1971) 

Even though roads have helped governments win wars, 
they have also brought peace and understanding amongst 
people from completely different lands, enhancing cultural 
exchange and ease of movement. Millions of miles of 
roads cross nowadays all countries and the numbers 
are still growing. High contrasts still represent a major 
feature of road variety, some still being just mud tracks, 
some functioning on six lanes, some being used still by 
beasts of burden and some run by the most performant 
motorised vehicles. Due to the wide variety of roads 
that are in use nowadays, users are now able to choose 
for themselves whether they wanna go somewhere fast or 
if they want to enjoy the ride through more picturesque 
landscapes for the simple joy of it.

fig.8 Autobahn travel in Germany in the 1930s, overshadowed by the foothills of the 
Bavarian Alps  

fig.9 Bronx River Parkway, near Woodlawn Metro-North Railroad Station, 1922 
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Humans have always had to move, as a basic reaction to 
their own physical and mental desires. From cavemen, 
Antiquity kings and pilgrims to merchants, warriors 
and simple men, populations have genuinely sought 
for something better. Therefore, based on the research 
of Chalmers, “the history of travel is nothing less than 
the history of man” (Chalmers 2011). Travelling ran 
in parallel with the evolution of transportation and 
we should not ignore that people did not always travel 
for peace, but also to exert tyranny and crime as Denis 
Diderot states in The Encyclopédie. (Diderot 1995) 
However, man’s curiosity took him everywhere, leading 
to the most extraordinary discoveries and the purpose of 
seeing what one has never seen before is still the most 
meaningful reason for exploration.

First note of the word ‘tourism’ appears in the English 
Dictionary in the 19th century, the association being 
made more to a trip or peregrination rather than leaving 
home for pleasure, which is the common explanation 
of the term today. Swiss professors Hunziker and Krapf 
(Hunziker and Krapf 1942) really defined tourism between 
the World Wars and their definition was internationally 
adopted: 

“Tourism is the sum of the phenomena and relationship 
arising from the travel and stay of non-residents, in so far 
as they do not lead to permanent residence and are not 
connected with any earning activity.” (Chalmers 2011)

fig.10 Pyramids in Egypt, one of the first travelling destinations 
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Travel History1.2
evolution of leisure travelling

The main conditions to travel are health, desire for 
leisure and resources. Tourists have to benefit from basic 
facilities in order to move and this is where the tourist 
infrastructure enters the scene, providing means of 
transportation, accommodation and catering). Tourism 
is no matter what a consumption good and people 
developing tourist infrastructure have always seised 
the opportunity of making fortunes. Consumerism also 
proved that whatever idea one had (the first spa, the first 
zoo or Disney Land), people came to feed their genius 
and greed.

One of the most interesting side effects of technology, 
besides changing the way we travel, is to have “shrunk the 
globe” (Chalmers 2011), reducing traveling times from 
months to hours. At the same time, the evolution of travel 
has always depended on political stability, flourishing in 
the greatest centuries of each definable historical period. 
Last but not least, globalisation has turned travel into big 
business and many countries rely nowadays on tourism 
income. This logical series of developments has only 
been interrupted by wars, nature, boycotts and terrorism. 

All in all, desire, money, infrastructure and diversity are 
according to Chalmers “the lubricant, the machine, and 
the road itself for travellers that help explain the travel 
tourism industry as a functioning entity” (Chalmers 
2011). Looking back to our historical timeline, it is easy 
to predict that man will not stop travelling here (we are 

already trying to conquer cosmic space), but will continue 
his journey facing the challenges ahead and will survive 
as long as humanity does.

Tourism started about 1500 BC in Egypt as simple travel 
for curiosity. One of the main drives was the richness of 
the Nile valley in stone. Pharaohs had already started 
exploiting these resources in 2700 BC, leaving behind 
what was to become a museum pilgrimage route. Many 
inscriptions have been found on the pyramids, proving 
that tourists back then had a very similar behaviour to 
tourists nowadays. The first tourist report was written by 
Wenamon, an Egyptian priest whose travel memories 
survived miraculously and enlightened humankind about 
how it must have been to travel around 1200 BC (Casson 
1994).

The chariot was first used in 1600 BC in Mesopotamia, 
Assyria and Palestine by kings princes and officials. It 
was drawn by horses and used in warfare, having the 
absolute minimum dimensions necessary for a man and 
it’s weapon. First evidence of covered wagons dates 
from 2500 BC, showing similarities to its 19th century 
version and serving the transportation of families and 
their belongings.

Many people in the 5th and 4th century BC travelled 
for business, festivals and visiting sanctuaries. It was 
necessary that they traveled during the day and arrived at 
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halts before darkness for safety reasons. At the same time, 
travelling during the day helped them avoid imminent 
dangers such as pot-holes and dirt, plus they could run 
into people and benefit from their help and directions 
(Casson 1994). Another recognisable feature of tourists 
already noticeable in Antiquity was to bring back for 
friends and relatives souvenirs or exquisite gifts that one 
could find only in exotic travels.

The Greek Empire was always unlikely to develop a 
road network since it was divided into so many small 
independent provinces. Travellers would never use 
vehicles since the roads could not handle traffic. Travelling 
by sea in Greece before the 4th century BC was also quite 
dangerous because of pirate attacks, while travellers on 
land had to watch out for the so-called “highway men”. 
Thanks to Greek writings we know more about what 
they saw, where they slept and how they travelled. Five 
different reasons to travel can be pinpointed: business, 
health, pilgrimage, festivals and merely seeing the world. 
However, there were few who went just as simple tourists, 
and Herodotus was one of them, combining business 
travel with sightseeing. According to Casson, he has the 
distinction of being “world’s first travel writer” (Casson 
1994).

Traveling in Ancient Italy offered many facilities, such as 
well-signed roads, accommodation along the way and the 
possibility of studying the itinerary before hand, at one 

of the booksellers in the capital. These maps featured all 
the necessary information (halts, distances, towns, inns, 
rivers etc.). Peutinger’s table is one of the few documents 
that survived and that has offered most of our knowledge 
of Roman military roads. Many archaeological remains 
of inns and also poetry stand as proof for travellers’ 
adventures.

Going on a voyage was quite an expense. Initially built 
for the government, Roman roads served its personnel 
exclusively and when an important official or even the 
emperor travelled, the journey became more of a parade. 
However, the largest group to travel on these roads were 
legions, a single one consisting of 6000 marching men 
together with their animals and vehicles. In the beginning 
of the Roman Empire, the population was so prosperous 
that even middle class citizens had villas in the country-
side. Their movement from one residence to another also 
caused major road traffic. Therefore, Romans added one 
more reasons to the Greek world travelling routine: the 
holiday.

As already mentioned, a place to sleep was always a 
necessity when travelling. Travellers would have to stop at 
the first one before nightfall, but this was not problematic 
since inns were strategically placed on the Roman 
highways at one day travel distance. Some of these inns 
later grew into settlements and they still bear the same 
names nowadays. Inevitably, many of the hostelries in 

fig.11 Peutingerian Itinerary. Coastal road starting from Via Flaminia south of Fano, 
going to Ancona 

fig.12 Jerusalem from the road leading to Bethany, Israel 
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Greek and Roman times had bad fame because of not 
taking care of their guests and running dirty and abusive 
inns. (Firebaugh 1972)

Few centuries later, Christian pilgrims started traveling to 
the Holy Lands and their Muslim contemporaries did the 
same during the Dark Ages. Slowly entering the second 
millennium, the New World began to be discovered, 
extending the horizons to the Orient and the Far East. 
However, interest for the Holy Land was not lost and so 
the religious crusaders crossed the world in medieval 
tourism times. The Renaissance Age of Discovery was 
led by Portugal and soon commercial speculations and 
travel on the Mediterranean increased prices of goods, 
generating travel for profit and not for curiosity. 

From 1600 on, royalty and traders pushed technology 
further in order to reach new places. After 1744, 
steamboats and railways were developed and around 1830 
man started building the necessary infrastructure for his 
machines. Tourists started writing about their travels 
and by 1900 transportation systems between cities were 
completed and hotels popped up all around the world. 
Automobile invention in 1908 made a dramatic shift from 
public transportation to private fares. 

Land and sea being conquered, man moved on to air 
exploration, introducing commercial air travel in 1914. 
The two World Wars put a halt to tourism, but afterwards 

hyper-mobility took over, shifting the focus from how 
to travel to how fast one can travel. Very soon, tourists 
separated in two group, tourists and travellers thanks to 
the commercialisation of tourism, reaching the moment 
of pre-packaged holidays in 1996 and empowering 
independent travellers with digital access and direct 
purchases. This pushed ‘travellers’ towards exquisite 
holidays, using internet and social media to plan remote 
escapades. One last notable moment in the evolution of 
travelling was the inducement of fear after the terrorist 
events of 9/11, pushing tourism once more under moral 
and ethical taboos and casting a hostile shadow over the 
world.

fig.13 SS The first paddle steamer to steam between Panama City and San Francisco - 
a Pacific Mail Steamship Company ship, California 1848 

fig.14 Inaugurating TCA’s service to Chicago, the North Star. The aircraft’s increased 
power and passenger comfort open the gates for Canada-U.S travel 
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fig.15 Tavern in Crete 
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Hospitality Evolution1.3
typological development of rest stops

First written evidence of rest-houses dates from 
Mesopotamian times, when some fortified settlements 
had the sole purpose was to maintain government posts. 
Regular passerby could also get shelter there, however the 
main facilities these public houses seemed to offer were 
drinks and female entertainment. Respectable people 
would not frequent these taverns, but rather find an 
acquaintance where they could spend the night. Assyrian 
and Babylonian inns got buried under the ground and 
the only clear information is that these settlements were 
administrated by rich merchants and run by women who 
charged payments in grain.

Some tavern remains that have survived originate from 
1500 BC and were discovered in south Crete, in the 
proximity of the royal palace. The ground floor preserves 
old storage jars indicating that the kitchen and the storage 
rooms were located there, and the first floor constituted 
only from a loggia and many bath tubs for refreshment. 
In the beginning of the travel age, private hospitality was 
always preferred. Everybody knew someone in another 
city and these types of relationship were passes according 
to Casson from generation to generation (Casson 1994). 
This extra room for guests was called xenon, named 
after Zeus Xenios (Vitruvius mentions in his treatise 
on architecture that travellers were under the protection 
of Xenios). People who did not have access to private 
hospitality did indeed go to an inn, a pandokeion, which 
around 500 BC was quite widespread along main routes. 

The layout of inns built where there were generous 
spaces available was regularly a large square or rectangle 
surrounded on all sides by a 2-storey structure. Each 
room opened to the courtyard via a corridor. The remains 
of such a typology were discovered at Epidaurus. These 
rooms differed significantly from town inns, where spaces 
were very crammed. In Western Greece, at Epirus, a 
similar building was identified, with a very big courtyard 
and somewhere between 12 and 18 rooms per floor. 
However, all these inns only offered a place to sleep 
and no food facilities or baths because they were mere 
transition places. Inns that developed in the vicinity of 
temples had a wider range of services though. One other 
type of inn dating back to Greek times was discovered 
next to Olympia, intended for visitors to the games in 2nd 
century AD; it also revolved around an ample courtyard 
surrounded by rooms. (Firebaugh 1972)

During Roman Empire, the Greek-speaking Eastern 
part perpetuated this typology which is believed to have 
developed into the big khans of the Near East, square 
shaped and with a generous courtyard designated for 
vehicles and beast of burden. The Western part developed 
inns that belonged to the public post service. One good 
example is a mansio built in Augustan times in nowadays 
Austria, a rectangular 2-storey construction with its short 
side to the road. It included all the facilities for vehicle 
maintenance, catering facilities and even hot-air ducts 
under the floor for heating. The rooms were probably on 
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the upper floor, but did not survive probably because this 
part of the building was made out of wood. All the roman 
inns will be detailed in the chapter dedicated to travel in 
Roman times.

The ancient tourist was not able to distinguish between 
legend and history when it came to touristic attractions. 
Since mythology was his nearest past, he went seeking 
for relics of these times (tombs, temples, and memorial 
houses). Other major attractions were battlefields and 
of course, art. There were no galleries back then, so 
the tourist had to go from temple to temple seeking for 
them. Main destinations for travelling in the Roman 
Empire were Rome, Sicily, Greece and islands of east 
Mediterranean, Asia Minor (Troy) and Egypt.

‘We travel long roads and cross the water to see what we 
disregard when it is under out eyes. This is either because 
nature has so arranged things that we go after what is far 
off and remain indifferent to what is nearby, or because 
any desire loses its intensity by being easily satisfied, or 
because we postpone whatever we can see whenever we 
want, feeling sure we will often get around to it.’  
(Pliny, Suetonius et al. 1693)

Pilgrims also made use of the mansio or mutatio on the 
highways. Around 400 AD, Basil of Caesarea came up 
with the idea to set up inns for Christian travellers, called 
basileias or xenodocheion in Greek. Their size varied 

fig.16 Aerial view of a possible ancient tavern, with three reddish circles marking the 
bread ovens and pebbles marking built-in benches in the dining room at the right  
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from place to place and the buildings were separated 
for sexes. Later on monasteries offered beds as well and 
also private hostels were opened in order to host as many 
pilgrims. However, xenodocheia only hosted faithful 
pilgrims, who often carried letters of peace. 

During the Dark Ages, hospitality was almost entirely 
taken over by monasteries. Two conditions radically 
influenced inn-keeping in these times: the spread of 
Christianity and political changes brought by barbarian 
invasions. As soon as guilds grew in Italy, France and 
England, commerce was reestablished and inns came 
back in fashion. 

The hotel developed out of the inn, always larger and with 
more public spaces. According to Nikolaus Pevsner, the 
size of what we know as hotels was reached in the end of 
the 16th century. Some German and English inns stand as 
great examples of their transformation in the 17th century 
into hotels, increasing in value and also asking high 
prices for all the services they offered. More and more 
hotels were mentioned in letters from the 18th century 
and their number started to increase, differentiating 
central from peripheral locations. An interesting shift in 
the typological distribution is the transformation of the 
inner courtyard into a theatre, done by Latrobe at the end 
of the century, in Richmond. (Pevsner 1976) The constant 
addition of extra relaxation spaces such as entertainment 
areas, bars, coffee and tea rooms, libraries and parlours 

brought the typology to an even higher level in the 19th 
century. Once the American industry entered the game, 
records of height, number of rooms, surfaces and mere 
luxury were exceeded with each new built hotel, regardless 
of where. Industrial revolution introduced railway hotels, 
one of the most interesting types of hotel in the 1940s. 
Hotel chains emerged and the nowadays industry is 
still highly based on accommodating facilities that the 
same quality regardless of the country they are located 
in. Private owners still own some of the market and in 
search for privacy and intimacy, some travellers prefer 
authenticity to luxury. The most interesting breakthrough 
in hospitality industry is the creation of the largest online 
network of properties accommodating tourists: Airbnb.

fig.17 Hotel Astor, New York 
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Travel in Roman Times2
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Many historians have written about the greatness of the 
Roman Empire as the first civilisation to have conquered 
it all. Even though roads existed already for a long time, 
Romans used all the knowledge they could gather and 
took road building to a next level not to be equalled 
till somehow recently in human history. In 1000 years 
of history, Romans opened many doors for innovation, 
communication, trade, linguistics etc. and laid the base 
for societies built upon urban settlement, the network 
connecting them and the constant exchange of values of 
all kinds. 

Travel in Roman times was not always easy and still, road 
builders did their best to improve this. They might have 
had at first occupational interests when laying roads across 
Europe, but most of the times, at peace, their main aim 
was to make travelling easy and accessible for everybody. 
Next to the physical roads came the milestones to mark 
distances, the maps to help travellers have a clear sense 
of where they are and last but not least, installed several 
types of road settlements to provide vehicle facilities, 
food and shelter. All the taverns might have been inspired 
from previous versions of them developed more to the 
East, but what Romans added to this typology was the 
macro view on how inns should work together and how 
thorough planning can better the travelling experience.
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ROME

Via Flaminia

Via Salaria

Via Nomentana

Via Tiburtina

Via Appia
Via Ardeatina

Via Laurentina

Via Ostiensis

Via Aurelia

Via Clodia
Via Cassia

Via Labicana
Via Latina

fig.18 Map of all consular roads starting from Rome 
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ROME

Via Flaminia

Via Salaria

Via Nomentana

Via Tiburtina

Via Appia
Via Ardeatina

Via Laurentina

Via Ostiensis

Via Aurelia

Via Clodia
Via Cassia

Via Labicana
Via Latina

Roman Roads2.1
general understanding of the history of roman roads

The city of Rome was founded in 753 BC and around 
500 BC the Etruscan rulers were forced to leave. Rome 
continued its expansion and after the Punic Wars in 264 
BC it was considered the most powerful nation around 
the Mediterranean. During Emperor Augustus, Rome 
changed from republic to empire and ruled over the 
‘world’ for 200 years. After barbarians started attacking, 
the unity of the empire fell apart and 476 AD is known 
as the official date for the “fall” of Rome. During almost 
1000 years, Romans managed to build the world’s first 
network of paved roads. 

Via Appia was the first road to be built, followed by 17 
other main roads that further on spread into a network 
of 324 roads in total (Von Hagen 1966). Work for Via 
Appia began in 312 BC under censor Appius Claudius 
who insisted on going 130 miles to the south all the way 
to Capua. The route was useful for both trade and military 
expansion, and this principle was applied to all the roads 
to follow. Building this road had a huge impact on the 
politics and finances of Rome, but assured everybody 
around that this power was like nothing ever seen before. 
Via Appia still preserves many tomb remains, built by its 
sides in the vicinity of towns and Rome. They belonged to 
generations of famous families and the one to initiate this 
habit was the censor himself. This type of funeral display 
were intended to tell travellers the story of the town they 
were about to visit.
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fig.19 Map of main Roman roads, at the peak of the empire 
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Next important figure in road building was Gaius 
Flaminius, building the Via Flaminia in order to extend 
connectivity towards the north of the country. The 
entire development of Via Flaminia will be detailed in 
the chapter dedicated to its analysis. Via Aurelia was 
also of high importance, together with Via Numentana, 
Via Praenestina, Via Libicana, Via Salaria and Via 
Latina (Palladio 1581). Augustus was very involved in 
road building and repair and his reforms in 27 BC led 
to the transition from republic to empire. He built many 
impressive bridges that still survive today and gained 
population recognition demonstrated by the amount of 
monuments built to honour him. Road improvement was 
a never ending job and so all the emperors to come such as 
Nerva and Trajan continued these intensive works, Pliny 
naming Trajan “the restorer of Italy”. (Pliny, Suetonius 
et al. 1693)

All the Roman emperors understood the importance of 
road building as a political act. Emperors invested their 
own fortunes into building a strong and continuous 
image of their territories. Supplying Rome with trading 
goods from Italy was another very good reason to invest 
in the efficiency and accuracy of the roads, as well as in 
travelling times. The Roads of Italy are considered to be 
one of the most lasting services, and they survived for 
more than 2000 years. Roman roads were during a total 
of 500 years and then maintained for 250 more (Sitwell 
1981). Even though the roads were of exceptional quality, 
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fig.20 Drawing after project, comparing Ponte Grosso and Pontericcioli in Cantiano, 
Via Flaminia 

fig.21 Roman road paving method 
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especially since most of the times money came from a 
private investment.

Romans knew how to build over any type of terrain and 
their roads were strong enough to carry enough traffic 
without damage. The big majority of the roads were 
actually built by soldiers, mostly in times of peace. Roman 
were also very good at calculating the routes and then 
precisely laying the roads on top of these calculations. 
When laying the roads, the first step was to remove the 
topsoil layer, in order to lay the foundation. Next, a layer 
of flat stones was laid, on top of them stone blocks set 
in mortar and then a layer of concrete or broken stone 
(Grimal and Woloch 1983). The surface and last layer was 
either cobble-stones or flat slabs also set in mortar. All 
these different materials depended on what was available 
on location. For example, around the Tiber Valley roads 
were made out of river stone, while at Forum Sempronii 
they used volcanic stones. This precision work was left 
entirely to the craftsmen. Romans had discovered how 
to make cement (a mixture of lime with volcanic ash) 
and this helped them built many other great structures. 
Andrea Palladio thoroughly described centuries later 
the techniques of Roman builders, as example of their 
greatness and further advice for the next roads to be built, 
in an outside of cities (Palladio 1581). 

The bridge, also known as “the little brother of the road” 
according to Von Hagen (Von Hagen and Tomeucci 

the staggering total of 53 000 miles started eroding 
soon after the empire began its decline. Without any 
governmental implication, no maintenance works were 
made and soon the roads became impracticable. 

A short classification of Roman roads according to 
Hindley (Hindley 1971) goes as following:

viae publicae (viae praetoriae) - maintained by the state
viae rusticae - built by private individuals or local 
communities to link small townships
viae vicinales - little better than dirt tracks
viae terrenae - highly finished, levelled earth tracks
via glaratae - heavy gravel on little or no foundation
via munitae - solidly paved and well-founded

A board for traffic control formed of curatores viarum 
supervised the building and repair works of the roman 
roads (Von Hagen 1966). Ownership influenced always 
the state of maintenance of roads. Many public highways 
(viae publicae) carried the name of the rulers that built 
them. Via Appia. Via Flaminia, Via Cassia and Via 
Clodia were all viae publicae and represented key features 
in the spatial geography development of the Roman 
state. It is difficult for our understanding to estimate the 
costs of building Roman highways. However, there are 
clear records on every financial transaction (foundation 
costs, bridges, tunnels etc.) proving that Romans were 
extremely calculated and counted every cent they spent, 
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fig.22 Itinerario Gadiano depicted as motifs on the drinking cups of Vicarello 
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1967), was first erected by king Ancus (Pons Sublicus) 
and in 1000 years, the Romans built a total of more 
than 2000 bridges. Many were built or restored during 
Augustan times, completed with different techniques 
and each adapted to their context. Each of the viaducts, 
cuttings and embankments aimed at keeping the road at 
the same level and this considerably increased the speed 
of travelling. Bridges, just as roads, were key details in 
Roman monumentalism.

Speed records were set by Julius Caesar who maintained 
a 100 miles per day speed for 8 days in a row. However, 
Pliny writes that Emperor Nero achieved 182 miles per 
day when his brother Drusus was ill. Under regular 
circumstances, a regular messenger travelled from 58 to 
72 miles a day according to different sources (181 BC). 
Speed was a direct result of using a more powerful beast 
of burden as well as paving the roads. Romans invested 
in developing a more powerful animal, the mule, and this 
species could carry more weight and also go faster. In 
terms of vehicles, they used big carriages called raeda, 
currus (a 2-wheeled vehicle that needed a driver), cisium 
(specially designed for men), monachus (specially 
designed for women) or carpentum (heavy and pulled 
by 2 mulles). For commerce, bigger vehicles such as 
plaustrum or carrus clabularius were used (vehicles that 
could not travel very fast).

Everybody was allowed to travel on the Roman roads, 

even merchants and travellers that had nothing to do 
with internal business in the empire. Even so, the entire 
network was mainly built to serve the military and the 
administration, but simple Romans and merchants 
benefited from it long after. The order to mark all Romand 
roads with milestones was given by the tribune of Rome 
in 123 BC. This clever system helped people understand 
the geography of the Roman territories and to estimate 
travelling times. It offered a view of the world based on 
distance measurements on the roads. 

Travelling during Roman times could be planned using 
itinerarii, maps that booksellers in the capital were 
offering. One would know in this way where to stop and 
how far destinations were from each other. Although none 
of these survived, another type of map made it till today: 
Peutinger’s table. Another way to get information over 
the roads during Roman times was to look at the marble 
carved map of the empire, ordered by Emperor Vespasian 
in 69 AD and place in the Roman Forum.

Post stations were built at about every 10 miles and 
here one could change their horse and also benefit 
from the services of a veterinarian. Due to this facility, 
the average speed per day was 100 miles and could go 
to even 150 miles if there was an emergency. All along 
the road network there were hostelries, run either by the 
government or by private owners. The following chapter 
explains how road hospitality worked in Roman times 
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and how their existence impacted many aspects of future 
travelling. 

The whole ideology behind the Roman road network 
was to unite scattered towns. In time, some of the small 
taverns turned into settlements themselves and many 
of them even became towns. Roads were often directe 
through the heart of these towns, in order to leave an 
impression on the travellers. Sometimes the road went 
even through the forum, contradicting the restfulness idea 
of this place. The desire to attract travellers and have them 
see the beauties conflicted with the wish of travellers 
to go past towns as fast as possible and to continue to 
their destination. Major private villas were either placed 
close to a major road or very close by and linked by a 
secondary road. This vicinity was necessary in terms of 
communication and efficiency in trading. Also, villas had 
to be located near towns, to have access to markets and 
labour and if possible, close to a port or a river. All these 
requirements place the Roman villa in a very privileged 
landscape.

Roads were strongly connected to their surroundings and 
they became a clearly definable landscape element of 
the empire. Consular roads structured in many ways the 
landscape, contributing to the diminishing of travel time. 
Milestones made it very easy for one to describe exactly 
where he was, making use of the landscape that he could 
relate to. Pliny left a very clear description of how the 

fig.23 Republican Age Villa in Colombara, Acqualanga, reconstruction. Plan, 
section, visualisation 
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way to his villa at Laurentum looked like, emphasising 
the importance of the landscape in relationship to the 
route:

“The view on either side is full of variety, for sometimes 
the road narrows as it passes through woods, and then it 
broadens and opens out through meadows where there are 
many flocks of sheep and herds of horses and cattle driven 
down from the mountains in winter to grow sleep on the 
pastures in the springlike climate.” (Pliny, Suetonius et 
al. 1693)

Roman roads network was one of the most remarkable 
road systems ever built, only to be exceeded in the 20th 
century. Without it, Rome could have never administrated 
such a vast empire (Sitwell 1981). The capital could 
reinforce vulnerable points in the empire in no time, 
thanks to the fast speeds of travel. It could also send 
quick messages to any corner of the empire thanks to the 
great postal service (Von Hagen 1966). Creating links 
directly from Rome to any other extremity of the empire 
was a great exercise of routing and spatiality, creating a 
geography of towns. 

According to Hindley, one common feature for all Roman 
roads was their reliability. These roads were designed to 
endure and their designers pushed always to the limit, 
not being scared by having to cross the Alps for example 
(Hindley 1971). Romans built very straight roads and 

this is still recognisable today. However, this aspect was 
always balanced with the avoiding of major efforts and 
costs.

Roman roads helped the spread of Christianity. This 
slowly became the official religion of the empire and later 
on, the roads also contributed to the division of the church 
into western and eastern, as roads declined after the end 
of the Roman Empire and communication between the 
two sides became more and more difficult. In addition, 
this network helped spreading a common language in the 
empire, the Latin language; the languages of Italy, Spain, 
France, Belgium, Portugal and Romania are all based 
on the Latin Language. Roman roads might not be such 
obvious relics when looking for Roman remains, but they 
are nonetheless the most useful piece of work Romans 
ever made.

“if you cannot go back over it, it is not a road” - quote 
from a Roman (Von Hagen 1966)
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schematised picture of a four sided building with a court in the centre
= 
a town or country inn that could offer a considerable range of services 

schematised picture of a four sided building with two towers
= 
a big royal inn that could offer a considerable range of services 

picture of the front of a house with a twin-peaked roof 
=
a very modest inn 

picture of the front of a house with a twin-cupola roof
=
a very modest inn but with big water supplies

single-peaked boxlike cottage
=
a very modest inn

names with no picture alongside
=
the simplest form of hostel, places that could furnish little more than 
water, shelter, a bare meal, and a fresh relay of animals

fig.24 Peutinger’s Itineraries, rest-stops pictographs 
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Roman Inns2.2
typological development in Roman times

Many staging houses and inns were built along the Roman 
roads. They were either run by the government (frumentarii 
were the officials in charge of the administration and 
inspection of all inns) or by private owners. They offered 
everything a travelling man needed: accommodation, 
clothes, food, repair shops and even replacement for their 
animals. The were partially furnished and had minimum 
decorations (mainly scribblings from guests). All the 
types of inns were cleverly disposed at equal distances on 
the main roads and it is believed that the Roman rest-stop 
system was inspired from the Persian Post Service.

Most of the information we have today about road 
hospitality in Roman times comes from excavations, 
memoirs and maps. Maps were divided into two 
categories: Itineraria and Tabula Peutingeriana. Itineraria 
were available in cities, indicating stopping places and 
distances between them. Tabula Peutingeriana was more 
detailed than itineraria, since it contained information 
about what each stop had to offer, represented with icons 
similar to the ones we find today in Guide Michelin for 
example. These maps contained almost everything a 
contemporary automobile map contains: routes, city 
names, towns, stops, written distances.

Diploma tractatorium (or epistola evictionis) was a 
document needed in order to be admitted at the royal 
inns. Emperors, officials and nobles used it, but inns were 
not always completely unaccessible to regular travellers 

which meant there was always some kind of danger and 
precautions had to be taken (both Titus and Aurelian were 
murdered under such circumstances). These documents 
were issued by imperial authority or highly empowered 
officials; however, after many unfortunate events, it 
became more and more difficult to obtain it.

There were many different types of inns, suitable for 
any kind of traveller. Many of them evolved in time into 
hamlets, later on into towns and some even ended up 
becoming big cities (Von Hagen and Tomeucci 1967). 
An overview of all the categories is necessary in order to 
further understand the typological evolution of inns and a 
collection of descriptive texts will further provide the key 
aspects relevant for this analysis. 

mansio = government controlled and an official passport 
was needed to use it 

One example was identified by the Von Hagen in his 
expedition, in Tunisia (Von Hagen 1966). Based on 
the pilgrimage journal of Constantine (travelling from 
Bordeaux to Jerusalem), he had stayed over at more 
than 408 mansiones and mutationes (the next type), even 
though Rome was in full decline. They were designated 
for imperial parties, and they later combined with statio. 
They were located every 25 to 35 miles depending on 
the terrain, at the average length for a day’s travel. IN the 
vicinity of cities they tended to be denser. (Casson 1994).
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quote from a resigned owner (Casson 1994)

“If you’re clean and neat, then here’s a house
 ready and waiting for you.
If you’re dirty — well, I’m shamed to say
 it, but you’re welcome too.”

fig.25 Tavern bedroom 
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Ruins were found in Austria, a mansio dating from 
Augustan times and used for 300 years:
 
“It was a 2-storey oblong structure, measuring roughly 
40 feet by 70, set with one of the short sides fronting the 
road. Paralleling one of the long sides was a court for 
wagons and carriages. The ground floor included a stable 
that could handle a dozen or so animals, a repair shop 
complete with blacksmith’s forge, an office, a kitchen 
measuring some 6 1/2 feet by 19 1/2 feet, and a dining-
room all faced south, and the last in addition had hot-
air ducts under the floor, the usual Roman system for 
heating a chamber. The upper floor, now entirely gone 
because it was probably of wood, must have contained the 
bedrooms.” (Casson 1994)

Other remains were  found in Little St Bernard Pass, over 
the Alps between Italy and France:

“Built in 1st century AD and used till the 4th, it was a 
complex of stables and court and buildings that covered 
a total area of some 60 feet by 216. One half of this 
oblong was given to a court approximately 36 feet by 
75 surrounded on 3 sides by 2 floors of chambers; most 
of those preserved measure roughly 16 1/2 feet by 16 
1/2 feet, and a few are much longer. The rooms on the 
2nd storey were entered from an outside gallery, which, 
projecting over the court, provided a certain amount of 
covered space below. The lower storey must have included 

the public rooms and some bedrooms, the upper only 
bedrooms. The other half of the building was given over 
to stables, repair shop, and so on. There are no traces of 
heating ducts, so the rooms must have had fireplaces or 
braziers.” (Casson 1994)

mutatio = stop where one could change their beasts of 
burden

Veterinarians took care of animals here and travellers 
could also repairs their carts. This type of stop was 
located every 12 or 18 miles along the entire Roman road 
network, an astonishing total of 4000 buildings.. They 
were usually located between mansiones and they also 
offered accommodation and food. The biggest held up to 
40 mules in its stables.

One example was identified in Egypt (Von Hagen and 
Tomeucci 1967). Another mutatio was found in the 
Yugoslavian Alps:

“Rectangular building, although this time much smaller 
than the two others, only about 47 1/2 feet long and 21 
wide. It was divided into three rooms, a central chamber 
flanked by a kitchen on one side and a bedroom on 
the other. The kitchen was of modest size (5 feet by 12 
1/2), and the bedroom tiny (3 feet by 7 1/2), leaving the 
lion’s share of the available space to the central hall. All 
the rooms were well heated, as we would expect in an 



46

fig.26 Ideal reconstruction of a taberna supposed to have been located next to Via 
Flaminia 
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Alpine lodge, the kitchen by its hearth, the bedroom by a 
fireplace, and the long chamber by a floor  fitted with hot 
air ducts. 

The bedroom was perhaps for the landlord, to be 
surrendered, when occasion called, to exalted or well-
heeled guests; the long chamber probably took care of 
the ordinary clientele, serving as refectory during the 
day and dormitory during the night. The stables, forge, 
and other facilities must have been in sheds back of or 
alongside the main house” (Casson 1994)

tabernae = public inns with shameful reputation, poor 
conditions and frequented by thieves. The inn runners and 
personnel were men generally excluded from the army; 
however, not all taverns has a bad name. One example 
was identified in Pompeii.

caupona = usually located next to a mansio, frequented 
by prostitutes and drivers, with walls covered in obscene 
graffiti based on the findings in Pompeii. It had a 
restaurant or at least a bar.

statio = post maintained by road police

praetoria = accommodation for an entire royal party

diversorium = private inns owned by rich landowners, 
built along the routes their bosses frequented. 

These great patricians could go to any of them, anytime, 
and avoid the unpleasant experiences of regular inns. 
However, anybody could stop there, eat and drink. 
Taberna deversoria was thought to be one of the most 
pretentious types of establishment.

stabularius = inn at the edge of town accommodating 
vehicles and animals

One example was found in Pompeii: 

“On the ground floor facing the street was an 
antechamber, flanked on either side by modest-sized 
rooms for kitchen, restaurant, and reception, and tucked 
in a corner, the latrine. Going through the antechamber, 
you came out at the back into a court-yard where wagons 
could be unharnessed and left; at the rear was a shelter 
that served as a stable. A second storey was given over 
to bedrooms as well on the first floor opening onto the 
court.” (Casson 1994)

ganea = alternative name for caupona, or taverne 
bourdeliere, meaning either “a pimp’s pot house” or a 
hidden subterranean tavern (Casson 1994)

meritoria = a rest house with small rooms

fig.27 Ideal reconstruction of a Roman post station, in Colombarone (between Pesaro 
and Cattolica) 
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Road LandscapingIntermezzo:
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Road design has a key role in offering unique experiences 
for road users. It should strongly relate to the landscape 
it is meant for, as well as it is should be suitable for the 
speed of travelling. For a better understanding of the 
road as a travelling route, it is essential to briefly grasp 
the duality of the relationship road - landscape, as well 
as acknowledging road landscaping as inseparable from 
road design. Moreover, human perception and alteration 
of landscape and technology influence the existence of 
roads and the road design sequently impacts the travellers 
that use them.

The word landscape goes back to the Germanic language 
of 12th century, referring according to Keneth Olwig to 
“the shape the lands is in with respect to its customs” 
and “the material forms generated by those customs and 
laws” (Olwig 1966). The Term landschaft later became 
a landscape painting genre (14th century) and it was 
included in the aesthetics vocabulary in the 18th century, 
losing its strong connection with the impact of people 
and detaching from the life of that particular space. (Nye 
1999) 

J.B Jackson defines landscape as “a composition of 
man-made modified spaces to serve as infrastructure or 
background for our collective existence”. Consequently, 
landscape is cultural, constantly evolving in terms of 
relationships and entwined to technologies that man has 
used in order to adapt his world. 

Mapping offers names and explanations, next to their 
exact location and allegiance. George van den Abbeele 
explains that “a place can only take place within a text, 
that is, only if it can be marked and re-marked from 
the area in which it is inscribed. Only in this sense 
can we speak of a topography, for insofar as they very 
perception of cognition of a landscape requires an effect 
of demarcation, the latter can only be constituted as a 
space of writing.” (Nye 1999) 

Next to names and topography, other indicators appear 
to be necessary for the understanding of maps, such as 
differentiation between land and water or latitude and 
longitude. A map promises and invites to a landscape it 
cannot depict, using familiar techniques of representation 
and at the same time promising something unknown and 
desirable.

What we often categorise as natural landscape is most 
likely the result of previous interventions, making it 
impossible and unrealistic to separate wilderness from 
civilisation when it comes to the processes that lead to our 
current landscapes (Nye 1999). Leaving nostalgia behind, 
people modify their environments no matter what and, as 
Simon Schama states, “landscapes are culture before they 
are nature” (Schama 1995). 

A similar opinion is expressed by William Cronon, 
explaining that our understanding of the world is 
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“entangled with our own values and assumptions that 
the two (human an nature) can never be fully separated” 
(Cronon 1996).

Society, mostly the Western part, appreciates soil labour 
in all its shapes and categorises it as “landscaping” 
activity. The idea of landscape in paintings emerged 
with European imperialism, the first paintings of this 
type coming up in the 15th century according to Jacob 
Wamberg (Wamberg and Kynoch 2009) and depicting 
farmland (an ideal only for people living outside of its 
context). Later in the 18th century, many writers and 
painters turned their attentions toward the sublime, 
namely mountains, oceans and cosmos. Thinkers today 
consider diversity in landscape as complexity in memory, 
associating wilderness with the very distant past before 
humankind settled in the scene. 

To appreciate landscape we need to stand back and observe 
its perspective lines. Another relevant observational tool 
is separating our perception into ephemeral (what changes 
rapidly) and permanent landscape (may or may not ever 
change). Wamberg divides ephemera intro 3 categories: 
nature, human induced and a mixture of the two. (Nye 
1999)

Road-scape is according to Kevin Lynch “the natural 
habitat of that useful but awkward monster, the 
(American) automobile” (Appleyard, Lynch et al. 1964). 

Designing a road is challenging since the observer on it 
is constantly moving. Its journey must satisfy and reveal 
sequences of thought-of visual quality. However, the 
combination of space, motion and textures can be seen as 
art and as a great design opportunity. For many centuries, 
fitting the road into the landscape was considered an 
extravagance, as well as creating an environment of its 
own. This started changing in the 18th century, when the 
term beautification began to be applied (planting trees at 
equal distances, creating shades, fringe design). This is 
nowadays one of the main artistic occupations of a road 
builder (Hindley 1971).

A road should look good no matter if you are watching it 
from the outside or if you are experiencing it as a driver. 
Therefore, its landscape is built upon what surrounds and 
borders it, including billboards and construction left-overs 
(Appleyard, Lynch et al. 1964). There is of course a clear 
difference in perception when it comes to the standpoint 
of the driver and his passengers. The experience of 
the driver is mainly visual and touch contributes also 
to the overall comprehension of space and movement 
(turning the wheel, pressing the pedals, adjusting speed 
etc). However, his view is limited and directed towards 
the central line of the road and it exerts all his attention 
towards driving safely and facing immediate traffic. 
Passengers benefit from a wider angle of observation, 
being able to turn their heads around and to stare longer 
to a distant spot without influencing the safety of the 
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fig.28 The influence of road edges on the perception of motorised vehicle users fig.29 Road obstacles and their role in directing views 
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drive. They are also receptive to the movements of the car 
and speed adjustments, but they do not receive a direct 
response from the car because they do not control it. 

The vehicle restrains the feelings by framing them. All 
the sensations are impoverished and the options are more 
limited than those of a pedestrian wondering around 
(choice of path for example). However, the general 
experience of adjusting speed and changing with it scales 
is an exquisite experience that pedestrians cannot grasp.

Driving is bidirectional, therefore a road can be 
experienced coming from either sides. This reduces the 
possibilities of constant spectacular effects, since the 
scene has to look nice wherever you drive from. Another 
challenge in making roads and driving an exciting 
experience is the possibility of the vehicle to take one 
of the exits at any time, meaning that sequences must 
be designed to be interruptible and at the same time as 
separate entities since there are chances the users will not 
experience all of them at once. 

Attention is directed forward, therefore controlled and 
restrained. Kevin Lynch also mentions that we seem to be 
captured easily by “fast-moving” objects (the immediate 
items that border the road) rather than by distant “still” 
entities (Appleyard, Lynch et al. 1964). No matter what, 
the attention always turns back to the road itself. In terms 
of road perception, attention has to increase as coming 

events bust be predicted earlier than before. Speed 
also affects the choice of objects to observe, the closer 
ones moving to fast makes us focus more on the distant 
landmarks. 

Speed has influenced in many ways man’s awareness of 
the surrounding nature, starting with railways and later on 
with motorised vehicles. It has taken human perception 
from 3-4 mph by foot to 60 mph by car and its impact 
on road design represents a wide range of problems that 
need solution. Further on, according to the Hindley, 
speed dictates “the radius of the curves and the banking 
of the beds” as well as it forms a landscape for the route. 
Changes in speed are directly related to the scale of the 
road, aiming to create different sequences that prevent 
fatigue and boredom. (Hindley 1971)

Light has a major influence on what we see, if we think 
of what happens when we drive with the sun in front of 
us, or when it is dark and artificial light directs our focus. 
Without any light, distant landmarks cannot be perceived 
unless they are also illuminated, therefore the focus is 
mainly on what happens on the road and on its borders 
(road signs). 

Since the entire experience of driving is related to motion 
and interpreting it, Kevin Lynch bases visual judgment 
of motion on “the apparent motion of exterior objects” 
(Appleyard, Lynch et al. 1964). Namely, motion is a 
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fig.30 The influence of repetition in side elements on the road fig.31 Tree row example based on fig.31 
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mere interpretation of what we know as static to be 
moving or rotating depending on our speed of travel. 
This perceptional trick is used also to prevent fatigue 
and boredom from taking over, namely several road 
objects get introduced in the scenery just to mimic and 
reassure the driver of his motion. A very good example 
is the road alignment, one of the tips that a driver learns 
very early. Regardless of weather condition and reduced 
visibility, following this continuous line helps predict 
future movement and indicates any measure that needs 
to be taken. 

Besides of being clues of motion, objects in the far 
distance represent exiting prospects for the travel and 
belong to the landscape that we are supposed to seek 
and admire. Also, comparing your own movement with 
other moving objects (cars, trains, airplanes) is one of 
the fascinations of being in motion. Moving through a 
collection of spaces and voids can be highly influenced 
by road design when modifying proportions, turns or 
coverage. One more time, speed plays a very important 
role in perceiving these elements. When spaces are filled 
with heavy traffic, adjusting speed and attention for safety 
become more important than other elements. 

The driver and his passengers approach and pass goal 
after goal on the road, some of them being just obvious 
landmarks in the scenery, some representing final 
destinations. Advancing in this sequence gives them a 

clear view on their progress and helps them to position 
themselves in relation to them. The highway can be also 
seen as a “linear exposition, running by vital centres”, 
an exhibition of landmarks making the route absolutely 
unique and recognisable. Explanation signs can be used 
to give brief information of what one can see in the 
distance or other important details about the area that you 
are crossing (population, occupation, historical origin). 

Driving towards a final goal, the road-trip can and will 
be interrupted and prolonged. The most crucial transition 
is the link between the road and these local points. Once 
the car leaves the main road, speed and perception change 
and there is a clear separation between the two worlds: the 
high-way and the urban fabric. 

Highway design applied within its surrounding landscape 
is a series of contrasts and changes. The viewer is led 
through a series of spaces at various rhythms and speeds 
in a constant motion balance. Spatial or motional, the 
experienced sensations are modulated by light, colour and 
texture. Road design is meant to help the driver observe 
the multi-layered environment he is moving through, 
enabling him to position himself on the route. Last but 
not least, the driver receives all the information he needs 
in order to have a better understanding of the sequences 
he is traversing, from nature and landscape to symbols 
and history, similar to “a fascinating book to read on the 
run” (Appleyard, Lynch et al. 1964).
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Via Flaminia3
road analysis and connectivity
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Via Flaminia is one of the oldest roads in Europe that 
we know of, a road that has been used for the past 2000 
years without real interruption. Measuring approximately 
350 kilometres and crossing four major Italian regions, 
as well as the central mountain chain, Flaminia reaches 
the Adriatic coast and releases its traffic to the next roads 
heading to the north. The analysis of Via Flaminia started 
with its first segment, situated in the heart of Rome (from 
Porta del Popolo to Ponte Milvio, where it crosses the 
Tiber for the first time). Focusing on its entire length 
rather than the most urban context and formation point 
aims at fully understanding its importance at macro scale, 
namely within the entire dimension of the road network 
it belongs to. 

A series of analysis tools were generated in order to 
provide detailed information about what makes Via 
Flaminia recognisable and unique. The routing exercise 
merely based on maps and historical proofs was doubled 
by the real experience of traveling on Via Flaminia, as 
a pilot test to prove the identified qualities. The resulted 
algorithm enhanced the first stage in routing proposal, 
enabling a staged planning that is tailor made for the users 
of the road.
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fig.32 Map of main Roman roads, Via Flaminia highlighted in red 
 



61

Historical Development3.1
from Roman times to nowadays

Via Flaminia was the first road to be built from Rome 
heading north. Construction began in 264 BC and it is 
believed that its trajectory followed an old Etruscan 
route leading from Rome to the Adriatic sea, “snaking 
so ingeniously through the Apennines” according to 
Casson (Casson 1994). In 40 years it had already reached 
the town of Spoletum, 80 miles away from the capital. 
In 220 BC the censor Gaius Flaminius (whose name was 
chosen for the road) started extending it, aiming to go 140 
Roman miles to the north. The Road went to Fano and 
then turned into a costal road till in reached Ariminium, 
20 more miles away. The censor’s reason to do so was 
his expansion policy and the results of his military 
campaigns against the Gauls, north from Ariminium. 
Having built Via Flaminia, unity was created between 
Rome and the colonies it had conquered in that part of 
Italy, defining one single territory and one unique power. 
Some of these colonies were Narnia, Ager Sabinus, 
Spoletum, Ager Gallicus and Sena Gallica. According 
to Laurence, Narnia was the first colony, founded in 
299 BC, and Spoletum followed in 241 BC. Colonies 
had also been established at Sena Gallica (284 BC) and 
Ariminium (268 BC) (Laurence 1999). The strategy of 
censor Flaminius anticipated the expansion towards the 
Po valleys that followed in the next century. 

Hannibal led his troops down Via Flaminia when he 
attacked Rome and even during those days some colonies 
provided troops for Rome (those not opposing their 

fig.33 Map of all consular roads starting from Rome, Via Flaminia highlighted in red 
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fig.35 First panoramic drawing of Via Flaminia by Ippolito Caffi in 1857 

fig.34 Ponte Milvio, painted by H. Frans van Lint around mid 18th century 

fig.36 Historic map of Roman roads leaving from Rome, with Via Flaminia 
highlighted in blue 
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subjection). Measures were taken agains the elite of the 
neighbouring colonies if they refused to provide recruits 
(Narnia for example), proving that these settlements were 
vital for Rome at that time. Building great roads was 
considered a major achievement and this made inhabitants 
of places that were making use of via Flaminia to choose 
in elections for the one who had built it. Thermus repaired 
via Flaminia in 60 BC, which is why in 27 BC, 40 years 
later, emperor Augustus initiated major road repairs not 
only there, but throughout the entire Italy. It implied 
major costs and by the time he had used all his funds, 
he was elected curator of the highways (20 BC). He set 
the goal of finishing all the repair works in 4 years and 
supervised everything with appointed officials. In return 
for his efforts, arches were built at either ends of via 
Flaminia. 

Augustus built around 250 bridges along the Via Flaminia 
in order to improve traffic. He also repaved its entire length 
with private money. The arch in Rimini represented the 
triumph of 27 BC and marked the entrance in the city and 
the end of the road, while the one in Fanum Fortunae for 
example was built to celebrate other public works he had 
done in Italy. Years later, Constantine won the battle of 
the Milvian Bridge after entering Rome at Prima Porta, 
on via Flaminia, and became the ruler of the empire.

Via Cassia, Via Clodia, old Via Veietana, via Annia, Via 
Cimina, Via Amerina and Via Tres Trainae all joined via 

flaminia before entering Rome. After this, Via Flaminia 
crossed the Tiber on Ponte Milvio and went all the way 
to the Golden Milestone in Caesars’ Forum, on what we 
known today as Via del Corso, passing Ara Pacis and the 
Column of Marcus Aurelius. (6) Towards the Adriatic 
coast, Via Salaria was another major route which ended 
at Castrum Trentium and went by Ad Novas further to 
join the Via Flaminia at Fano.

Ponte Milvio was one of the most important market in 
Rome, based on the high commercial traffic coming on 
Via Flaminia. It was a place to buy and sell, but also a 
nice environment to simply walk around (even emperor 
Nero would go there for a walk). Ponte Milvio was built 
in 109 BC and restored in 27 BC by Augustus. Romans 
were unable to calculate stress, so they built structures 
that were extremely solid; however, Ponte Milvio had 
to carry a lot of traffic and this exaggerated solidity 
makes it still stand strong 2000 years later. Augustus 
built more than 250 bridges along Via Flaminia, one of 
the most remarkable being the one over the Nar river at 
Narni (built in 27 BC,central arch 62 feet high and 100 
feet span) (O’Connor 1993). About 25 other bridges are 
still visible nowadays and the rest did not get destroyed 
by nature, but by World War II. However, all the bridges 
were similar only in construction techniques and solidity. 
Otherwise, they were each custom made in order to keep 
the road at the same level and to help increase travel speed 
(Laurence 1999)
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fig.37 Furlo Gorge Tunnel, current state fig.38 Small piece of old Via Flaminia, with original Roman pavement, located next 
to Rigano Flamino
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Passo Furlo was one of the trickiest points in the building 
process of Via Flaminia. The Etruscans had already built 
here retaining wall to support the road hanging above 
Candigliano river. Later on, in 220 BC, the Romans 
cut a very narrow tunnel through the mountain to allow 
the passage of one wagon at a time. Emperor Vespasian 
commanded a 40 m long tunnel in 78 AD in order to 
enlarge it’s capacity to two vehicles at a time (Luni 2014). 

All the roads that were built with the state’s money 
(Via Flaminia, Via Appia, Via Cassia, Via Clodia etc.) 
were called viae publicae and gave structure to the 
Roman Empire, representing one of its key features. 
According to Laurence, all individual regions organised 
themselves around land transport, Strabo emphasising in 
Geographica that Via Flaminia was Umbria’s “defining 
feature” (Laurence 1999)

As soon as the army conquered more, they started paving 
the road. Paving stones were found on many sites such as 
Rigano Flamino, Civita Castellana, Ocriculum etc. and 
all these sections were composed exclusively of ‘occhio 
di pesce selce stones. Forum Sempronii was paved in 200 
AD with massive volcanic stones. 

Highest travel speeds during the Roman Empire were 
recorded on main arteries, Via Flaminia included. It 
must have been very well maintained for rapid transport, 
sources stating that an average between 50 and 80 miles 

per day could be covered in Italy in a one-day travel. 
(Messineo and Carbonara 1993)

Tower tombs and circular monuments were placed outside 
the gates of several cities, for example Ocriculum. Also 
here, the amphitheatre was really close to the road so that 
any passer-by could see it. Having an amphitheatre was 
a symbol of status and punishment for illegalities. The 
reason to direct a main road through the city was to affirm 
the city’s status and to show its image to the travellers. 

After the decline of the Roman Empire, the importance of 
the Via Flaminia and its hegemonic role in connecting the 
two shores of the Italian peninsula ceased. The ancient 
paths, once well supplied with taverns and places for 
rest of travellers and horses, remained isolated in a time 
where movement was risky and roads, especially outside 
the city, were no longer guarded. Maintenance works 
did not happen for centuries and connections became 
increasingly difficult. 

During the Renaissance, however, the many interventions 
of the Popes for the reclamation of areas outside the 
Aurelian walls, in line with the urban operations made 
on the city, allowed the Via Flaminia to regain some of 
its former prosperity (Martinori 1929). Postal services, 
controlled by the church, were restored and this led to 
greater safety when crossing the road. The papacy had 
rediscovered the importance of a road across the country 
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fig.39 Roman Tomb located in the Archaeological Park of Ocriculum fig.40 Small piece of old Via Flaminia, with original Roman pavement, proving the 
proximity of the old road with the new one
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that would enable easy dialogue with the distant lands of 
the eastern coast, and thanks to its ceded, the road came 
to be used again.

Via Flaminia was one of the first highways to be (re)built 
as modern road in the beginning of the 20th century. It 
is now known as Strada Statale 3 (SS3b on the Western 
branch) and winds all the way from Rimini to Rome and 
back very close to what historians indicate to have been 
the Roman trajectory. With travelling speeds ranging from 
50 km/h up to 90 km/h, Via Flaminia is still intensively 
used and gives a unique insight for some of the most 
beautiful and unaltered regions of Italy. Via Flaminia has 
served many people and purposes for more than 2000 
years. Many highways have been built to supplement the 
high demands of transportation for both commercial and 
travelling purposes; however, Via Flaminia did not lose 
its functionality, notoriety and beauty.
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line: old and new trajectory, altitude, bridges, tunnels, petrol stations, e-chargers

off-line: human perspective, regions, fringe areas, biking paths, railroads

dots: roman remains, landscape landmarks, towns, monuments, Michelin restaurants

fig.41 General definitions of the analysis tools
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Analysis Tools3.2
the line. the off-line. the dot

Road-trips have been one of the most accessible ways to 
travel ever since most of the people got an automobile. 
The possibility of travelling together with your family or 
a small group of friends from one place to the other has 
attracted many road users and even though flights are an 
easy purchase nowadays, road-trips and flexibility is still 
very high on the demand list for a good holiday. Road 
experience goes beyond the driving process and it is 
different, as previously explained, for the the driver and 
his passengers. A road-trip is more than experiencing the 
road and its elements; it involves what one can observe 
outside the road limits, distant or close by. Last but not 
least, travelling is not done simply for the sake of making 
use of a motorised vehicle and experiencing velocity 
sensations. Most of the times, visiting certain places, 
monuments, natural wonders, getting to know people, 
traditions and culture are clear purposes of any travel. 

Imagining Via Flaminia as a suitable set for a road-
trip, thorough research was needed in order to have a 
broad understanding of its entire dimension and also to 
categorise some of its most important characteristics. 
The analysis was directed towards three key segments: 
the line, the off-line and the dots. They all depend and 
influence each other in several ways and establishing the 
connections between them, as well as analysing their 
relational advantages and disadvantages has been the first 
step taken to fully comprehend the route. These elements 
have been mapped and overlapped, becoming a necessary 
and useful tool for contextual understanding. 

It is worth mentioning that this simple set of analysis 
objectives was enriched and deepened by making use 
of the road analysis principles introduced by Kevin 
Lynch (Appleyard, Lynch et al. 1964). His technique 
of recording and communicating the visual experience 
on the road represents a supplement for a detailed map. 
While travelling, it is important to have a sense of 
orientation, combining the use of maps and connecting 
them to what your instant experience and sensations. 
Kevin Lynch makes reference to the elements used in his 
other book, The image of the city, applying the concept 
of paths, nodes, districts, edges and landmarks to the road 
analysis. 

paths - the lines in the mental image of the environment 
along which the observer feels he can move (highways, 
railroads, canals, walkways)
edges - those lines which appear as barriers or boundaries 
(lake shores, riverbanks, edges of developments, walls)
nodes - focal points into which he imagines that he can 
enter (city squares, railroad terminals, intersections)
landmarks - the points in his images which are only 
reference positions, and within which he does not 
customarily enter (tall buildings, distinctive signs, 
monuments)
districts - the areas of some extent which he imagines as 
being relatively homogeneous and identifiable (residential 
neighbourhoods, office districts, large parks)
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fig.42 Scheme depicting first analysis tool: the line
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The line is the road itself, or better said, a path. The lines 
takes the traveller from A to B, with a certain clarity of 
form and direction. The induced movement of the line 
creates an opportunity to analyse features such as road 
signs, road system structure, edge details and traffic. 
Via Flaminia offers one extra valuable feature, and that 
is the co-existence and overlap with its predecessor, Via 
Flaminia Antica. The following maps will visualise the 
old trajectory of Via Flaminia, the new one, the two of 
them overlapping, road sections for both trajectories 
(Eastern and Western), bridges and tunnels of the new 
road and petrol station vs. e-chargers.

The Line
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The old trajectory of Via Flaminia has been analysed 
by several historians throughout the last centuries. The 
current drawing is based on the research and mapping 
efforts of Johan Ahlfeldt and the Pelagios Project 
(Ahlfeldt 2012)

Old Via Flaminia

fig.43 Old Via Flaminia
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via Flaminiavia Flaminia



75

The trajectory was established following the SS3 road 
(and SS3 bis), as well as indications of towns on the route 
based on names and trajectory of the old Via Flaminia. 

Current Via Flaminia

fig.44 Current Via Flaminia
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New Via Flaminia did not develop far from the old route 
for several reasons. First, the Romans are known to have 
drawn the best routes in terms of their technological 
possibilities in those times. However, besides the 
capability of cutting long tunnels and building bridges of 
higher span, modern road builders have somehow found 
the old trajectory good enough and altered it only in some 
parts. Another major reason to have stayed so close to 
the old road is the amount of towns and villages it used 
to connect and which are still connected historically and 
administratively nowadays. 

Old and New Via Flaminia

fig.45 Old and New Via Flaminia
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The road runs at different heights, crossing the entire rich 
relief of central Italy. From meadows, hills, valleys and 
mountains, Via Flaminia even goes for a few kilometres 
on the coast, offering a range of heights varying from 10 
metres to 670. 

Road Heights

fig.46 Road Heights, both branches
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Bridges and tunnels are a direct result of technological 
progress. All the major road pieces that lift off from the 
ground or cut right through it have been mapped and it 
is worth mentioning that the longest tunnel on this entire 
trajectory is more than 3 km long.

Bridges and Tunnels

fig.47 Bridges and Tunnels
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petrol station
e-charger
via Flaminia



83

Petrol stations are a primary function on the modern road-
side and Via Flaminia benefits from many of them for its 
entire length. For drivers that have switched to electrical 
cars, the possibilities to drive fulltime on eco-power is 
quite limited.

Petrol Stations and E-chargers

fig.48 Petrol Stations and E-chargers
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fig.49 Scheme depicting first and second analysis tools: the line and the off-line
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The off-line is the off-set of the line and it constitutes 
of all the surrounding elements that can be observed 
from the road, wherever the horizon is. The meaning 
of the surrounding space can be understood in terms of 
visibility, activity, use, topographical and natural features 
and last but not least, relating to structures situated at a 
medium distance which give a clear sense of orientation. 
The maps on the following pages will explain the off-line 
as perceived by human sight, the Italian regions that the 
road crosses, the fringe areas and the possibilities of using 
other means of transportation (bike or train) in order to 
travel on Via Flaminia.

The Off-line
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the off-line
via Flaminia



87

Based on the capacities of human sight, the farthest man 
can see is 4.9 kilometres. Along Via Flaminia, relief 
unfolds and unwraps generating large perspectives left 
and right and sometimes minimising this perspective to 
the edge of the road itself when crossing mountains.

Human Sight Off-line

fig.50 Human Sight Off-line
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In a more abstract context, the off-line is represented 
by the totality of elements that make a road piece 
recognisable, namely the cultural differences that appear 
in terms of regional change. Crossing Lazio, Umbria, 
Marche and Emilia Romagna, Via Flaminia encounters 
different administrations nowadays and some more than 
others invest in promoting its values (Umbria and Marche 
mark every informative board of Via Flaminia with their 
logos).

Italian Regions Crossed

fig.51 Italian Regions Crossed
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fringe
via Flaminia
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Many areas have taken the name of Via Flaminia, even 
if their are streets, neighbourhoods or monuments. The 
fringe map takes a closer look at these areas and their 
overlap with the current road. Fringe areas are considered 
also to be regions where the old Via Flaminia is clearly 
known to have passed and its relationship to the SS3 is of 
high analytical interest.

Fringe Areas

fig.52 Fringe areas



92

bike route
rail road
via Flaminia
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Separated from the actual line, other means of transport 
such as trains and bikes can be considered to run in the 
off-line. In order to observe the other possibilities of 
visiting important locations of Via Flaminia, existing rail 
roads and existing (or under construction) bike routes 
have been mapped.

Biking Routes and Railroad 

fig.53 Biking routes and Railroad
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fig.54 Scheme depicting all three analysis tools: the line, the off-line, the dots
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The dots are the attraction points situated either on the line 
or on the off-line. They range from historical monuments 
to remarkable moments within the landscape and can be 
categorised as nodes and landmarks that make the line 
and the off-line worth-while. On the next pages, maps 
show the dots of via Flaminia, categorised in Roman 
remains, landscape elements, monuments, all of them 
overlapping in the same drawing and last but not least, all 
the Michelin Guide Restaurants on the route.

The Dots
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Roman remains
via Flaminia
Roman remains
via Flaminia
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The majority of identified dots are Roman remains. 
This might have to do with the fact that Italy boasts of 
an enormous Roman heritage regardless of the location; 
however, the majority of these dots are related to their 
direct use and meaning as parts of the road-scape (used 
bridges, old bridges in ruin, stripes of the old road 
preserving pavement).

Roman Remains

fig.55 Roman Remains
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landscape & towns
via Flaminia
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Major infrastructural interventions, as well as outstanding 
natural elements represent landscape dots that give 
authenticity to Via Flaminia. Next to them, typical  
hill villages that unfold parallel to the road, or equally 
important villages in terms of economy and historical 
development are considered of high interest when 
exploring this trajectory.

Lanscape and Towns

fig.56 Landscape and Towns
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monuments
via Flaminia
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Other relevant buildings dating from other periods than 
Roman times are categorised as monuments, increasing 
the cultural value of the travelling route.

Monuments

fig.57 Monuments
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Roman remains
landscape & towns
monuments
via Flaminia
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More than 80 dots have been identified in total, trying 
to depict an objective view on the amount of things that 
are worth seeing while travelling on Via Flaminia. The 
analysis reveals that some parts of the routes offer more 
things to see than other parts, as well as some pieces 
turned out to preserve many Roman road remains for 
example, helping to understand a very accurate trajectory 
of Via Flaminia Antica. 

80 Identified Dots

fig.58 80 identified dots
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Michelin restaurants
via Flaminia
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Italian regions are culturally different from each other and 
one of the most striking difference is the culture for food 
and wine. Counting on all the culinary specifics, many 
famous restaurants have emerged also along Via Flaminia 
route, contributing to the full experience.

Michelin Guide Restaurants

fig.59 Michelin Guide Restaurants
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Connecting the Dots3.3
travel algorithm

Analysing the potential of Via Flaminia as a travel route 
came as a direct consequence of overcrowded touristic 
destinations in Italy, mainly one if its starting points 
(Rome, tourists magnet since Ancient Rome) but also the 
other end (Rimini, major beach resort for both Italians 
living on the East coast and foreigners). In order to 
provide a different type of experience, theme road-trips 
could take some of the touristic over-load and take a 
certain category of travellers, looking for a different type 
of holiday, to places of enormous value and most of all, 
on what we know for sure to be an ancestral route. All the 
advantages of road-tripping and slow-travelling, as well 
as all the relevant elements identified during the analysis, 
contribute to the road identity of Via Flaminia. 

In order to simply enjoy all the available possibilities, the 
route should enhance a travel rhythm that allows each user 
to make their own choices, as well as providing a series of 
stops that can satisfy all the needs of travellers and their 
vehicles. The concept of travel rhythm and route planning 
is as old as roads, judging by the examples previously 
discussed dating back to Roman times. Depending on 
beast of burden, road quality and day time, travel before 
the automobile area was way more restrictive than it is 
today. However, nowadays vehicles do not really need 
to be changed in order to assure one of reaching the 
end point of their travel, nor is day light an issue when 
travelling on a main risk-less road.
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fig.60 Time versus distance calculations for Via Flaminia, Eastern branch
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The main reason why most of the road-trips are planned 
according to lengths and not time distances is the high 
quality of the roads we use today. Reintroducing the idea 
of time planning for the routing of Via Flaminia is a call 
to both Roman ways of travelling, as well as allowing 
the users to experience as many points of interest as they 
want, while inducing a clear driving time-frame and 
offering a worth-while stay at the end of the day or at any 
other break point. 

Considering the entire list of dots identified in the previous 
sub-chapter, as well as speed-limits, road coefficients and 
traffic, all the time and length distances were be mapped. 
Basing the algorithm exclusively on the dots situated 
on the road or in the near vicinity of it and the average 
speed of 70 km/h, a total travel time of approximately 365 
minutes was determined if travelling non stop from one 
starting point to the other. Splitting the route in 5 different 
segments, an average of 70 minutes drive resulted. The 
choice for this time-frame was based on average boredom 
times that can occur while being behind the wheel, as 
well as the nuclei of dots along the route. Designing a 
route that aims at a different type of travelling excluded 
its limits, following the saying “roads were made for 
journeys not destinations” (Confucius and Dawson 1993). 

A hypothetical journey along Via Flaminia Route would 
start in Rome, either in the very heart of it (Porta del 
Popolo) or simply at the exit from the city (Grande 
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fig.61 Time versus distance calculations for Via Flaminia, Western branch
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Raccordo Anulare) and last for five days till the travellers 
reach the other end, Rimini. If the estimated driving 
schedule per day suits the time frame of its users, each 
night could be spent at one of the locations, while day 
time could be spent visiting the proposed and routed dots 
around them. Regardless of the choice of route (Western 
via Spoleto or Eastern via Bevagna), the traveller would 
be constantly travelling on a predefined route strongly 
related to its 2000 years of history. In any case, the 
rest-stops are not only designed for a one night rest; if 
possible, travellers can stay around even longer if they 
need / want to.
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The most important dots have been located on the map 
and time and distance were mapped in between them, 
consequently. It is worth mentioning that both Eastern 
and Western road branches have about the same length 
and need the same amount of time for travelling. 

The Algorithm

fig.62 Time vs. Distance algorithm mapped
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Based on the calculation sheets, four locations resulted 
for either of the two road options. Three of them coincide 
while the other two are each located on a different road 
branch. 

Five Locations

fig.63 The five locations resulted from the algorithm
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The Stops3.4
history. routing. context

The program of rest-stops was chosen based on the needs 
mentioned in the previous sub-chapter and it combines 
both vehicle and human needs, reinterpreting the old 
Roman taverns where one could repair his wagon, change 
his animals, eat, drink, sleep and meet other people 
travelling on the same route. The following steps taken 
in the design process progressively scale down from the 
driving experience to the detours needed in order to reach 
the chosen dots and the routing towards the rest-stop.

Five locations were selected, meaning a total of four stops 
regardless of the choice of route (Western or Eastern). 
Each location is part of a different context in terms of 
relationship to the road, summarising the most typical 
examples that can be identified along the route. In order to 
design the most suitable option for each of them, further 
steps have been taken into planning the exact routing 
form Via Flaminia, estimating all possible alternatives 
and intuiting some of the most important needs of the 
traveller, such as where to leave the car, walking routes, 
road vistas and urban integration. 
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The archaeological park of Ocriculum certainly is, for 
its size, conservation status and richness of the materials 
found during excavations, one of the most important 
archaeological centres not only in Umbria, but in Italy. 
The remains of the ancient Roman town are placed in a 
natural landscape of great beauty and variety of cultures, 
located in the proximity of the Tiber.

Evidence of human settlement dates back to the VIII 
century BC. Incorporated in the early medieval city walls 
there are still visible remnants of the original walls that 
where reused for defensive purposes when the hill was 
reoccupied during the VII century AD. Ocriculum, an 
ally of Rome in 308 BC, after the battle of Mevania (now 
Bevagna), played a strategic role as a city on the border 
between Umbria and Sabina and as a point of exchange 
between river and land traffic. Commercial relations with 
Rome were, in fact, intense thanks to the river port on 
the Tiber called “the oil port” and the Via Flaminia. The 
city was destroyed between 569 and 605 AD during the 
Lombard invasion. The abandon of the city developed 
by the river, in the second half of the VII century AD, 
was due to the numerous floods of the river Tiber and 
movement of its river-bed.

The first regular excavations, conducted during the 
pontificate of Pius VI studied many major buildings 
and the discovered numerous works of art (mosaics, 
sculptures, inscriptions…) were transported to the 

Vatican Museums. Accessible only by pedestrian paths, 
the archaeological park still preserves the main structures 
of the Roman town: magnificent funerary monuments, 
the amphitheater, the baths, a monumental pylon at the 
entrance, a large nymphaeum, a paved part of the Via 
Flaminia overlooking a rounded gravestone and a public 
fountain, the massive monument of the foundations, the 
theatre and the area of the forum.

The current town of Otricoli is located on a hilltop 
overlooking the archeological area, at the very same 
site of the pre-roman settlement: a dominant position on 
a long stretch of the Tiber Valley. The setting gives the 
town the appearance of stronghold from which its name 
derived. The history of Otricoli is related to its status of 
special castrum, determined from its important strategic 
position: an Umbrian castle on the Tiber, crossed by the 
ancient Via Flaminia and characterised by 3000 years of 
history.

S1 - Otricoli

fig.64 Line and dots map around location S1
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fig.67 Relationship with context
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The first chosen location is situated in between relevant identified dots, 
being the first rest-stop after the beginning of the journey if coming from 
Rome. Some of the most interesting places to visit while around this 
stop are the famous piece of the old Via Flaminia in Rigano Flamino, the 
town of Narni, Civita Castellana and of course, the town of Otricoli. The 
archaeological site (Ocriculum) is located right next to Via Flaminia and 
some monuments are even visible while driving past it. Parking facilities 
are already available right next to the road; however, no matter where 
the travellers come from, there is a possibility of driving a bit further 
on a tertiary road, till the exact location of the rest-stop where parking 
facilities are also be available. 

The vicinity of the archaeological park and at the same time the 
spatiality of the surroundings is what makes this location an urban ideal. 
Connected only with a small road to the rest of the infrastructure, the 
building is almost isolated, overlooking the Roman ruins. The scattered 
monuments that have survived provide great views and the possibility 
of taking long walks and connecting to the place. What is also quite 
relevant is not only the position within a park, but also being located in 
between the current Via Flaminia and what is clear to have been the old 
Via Flaminia, bringing users closer to the antique highway and what it 
must have felt to arrive as a traveller to these places back then.
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When arriving at the location (from Rome in this case), 
the road is quite straight, following the Roman principles 
of building the shortest and best road from A to B. On 
the left side one can see three Roman tombs standing 
in a row, not very close to the road you are driving one. 
Soon after, an indicator for the Archaeological park of 
Ocriculum appears, indicating a turn to the left where a 
parking space awaits by the road. At departure, the driver 
must go back on Via Flaminia and continue the straight 
road leading very soon to the town of Otricolo and then 
further on to the North.

fig.68 Photos from the car when approaching and departing from location S1



124

project location
via Flaminia
tunnel
water
urban area

Roman remains
landscape & towns
monuments
petrol stations
e-chargers
Michelin restaurants



125

Spoleto is situated on the Eastern branch of the Via 
Flaminia. Located next to a broad valley, surrounded 
by mountains, Spoleto has occupied for a long time a 
strategic geographical position. It seems to have been an 
important town to the original Umbrian tribes, who built 
walls around their settlement in the 5th century BC, some 
of which are visible today. The first historical mention of 
Spoletium is the notice of the foundation of a colony in 
241 BC. Spoletium was attacked by Hannibal, who was 
rejected by the inhabitants. During the Second Punic War 
the city was a useful ally to Rome. Under the empire it 
seems to have flourished once again, but this is not often 
mentioned in history. Due to its elevated position, Spoleto 
was an important stronghold during the Vandal and Gothic 
wars. After Napoleon’s conquest of Italy, in 1809 Spoleto 
became capital of the short-lived French department of 
Trasimene, returning to the Papal States after Napoleon’s 
defeat. Several Roman remains are still visible today (the 
amphitheatre, the theatre, Pointe Sanguinario etc.) and 
stand clear as sight-seeing points together with Duomo 
Santa Maria Assunta and the bigger monuments located 
on the most picturesque locations: Rocca Albornoizada, 
Ponte delle Torri and Fortilizio dei Mulini.

The location chosen for the rest-stop is one of the already 
existing monuments of Spoleto, Fortilizio dei Mulini. The 
former mill is part of a series of dots connected to Via 
Flaminia, in a sequence that can be of high interest for 
the travellers of this route. Several routes can be taken in 

order to arrive at the mill, out of which two types have 
been considered: leaving the car in the city and walking 
different routes or driving up to the mill directly, without 
crossing Spoleto in any way. 

In the first case, arriving by car from Rome, entering 
Spoleto is possible either by a small detour, or after a 
tunnel built under the entire town. Coming from the other 
direction, travellers have to exit the main road avoiding 
the tunnel, and upon departure come back at this crossing 
point. For either of the two options, the vehicles must be 
abandoned before entering the old centre which is almost 
entirely for pedestrian use. From here, several routes can 
take one through the most important corners of Spoleto, 
leading uphill to Rocca Albornoizada. One route is via 
covered escalators, another one is a small road winding 
up and around the Rocca. Once here, the walk continues 
on Ponte delle Torri, reaching at the end of it the second 
rest-stop of the travel: the restored mill. 

Second option is to drive straight there, coming from 
Rome taking the same detour as before, only in the 
opposite direction. Coming from Rimini, the same 
secondary road has to be taken, therefore it is necessary 
to drive through the tunnel. The detour takes the travellers 
uphill in the forest and right before reaching the hill ridge, 
a tertiary road leads straight to the mill within just a few 
metres. Parking facilities will also be available here, in 
order to accommodate users and visitors. 

S2 - Spoletum

fig.69 Line and dots map around location S2
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The mill, as well as the other major elements next to it 
constitute the main landmark of the area, visible from 
both directions of travelling. It is also one of the most 
relevant spots along Via Flaminia from which one can 
have a clear overview on the winding road, coming out 
of the hills in the south and rushing through the next 
valley to the north. Even though there is clear evidence of 
Roman intervention in the area, the main route of old Via 
Flaminia crosses the city of Spoleto. Therefore, the rest-
stop overlooks both the current and the old trajectory of 
Via Flaminia and establishes a bird-eye view perspective 
on the travelling route, giving a clear sense of orientation 
and understanding upon the road-trip.

    

     connection to surroundings
     connection to Via Flaminia
     via Flaminia
     old via Flaminia

fig.72 Relationship with contextfig.73 routing 3
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Driving from Rome to Rimini, the town of Spoleto slowly 
reveals to the driver thanks to one of the most important 
dots in the area, Rocca Albornoizada. The fortress is 
visible way before, the road having just a slight curvature 
to the left. After a while, it becomes clear from the 
surrounding relief that there is no possibility to drive by 
the fortress and soon, a tunnel can be read in the distance. 
Once in the tunnel, the end of it is already visible in the 
distance and the road continues after with a bridge, slowly 
descending and announcing the exit on the right side, for 
the town of Spoleto. The exist goes under Via Flaminia, 
turning 180 degrees back and only after some more 
driving reaching the town.

fig.74 Photos from the car when approaching location S1 from Rome, before and 
after the tunnel
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Taking the Western route of Via Flaminia, Bevagna 
is the next stop for travellers exploring the old Roman 
Road. Originally an Etruscan settlement, it became 
a Roman municipium (Mevagna) in Augustan times. 
Present in many itineraries, Bevagna preserves several 
Roman remains within the city and in the outskirts, 
remains that help to easily recreate the trajectory of the 
old Via Flaminia.The city walls have several entrance 
gates, one of them called Porta Flaminia indicating the 
crossing of the road through the town. Besides mosaics 
and facade remains of temples even older than Roman 
times, the most interesting antique proof can be read in 
the current urban tissue as houses have developed on 
top of the former Roman amphitheatre. Their basements 
still overlook the 2000 year old structure and the narrow 
streets wind in semicircles, following the stairs of the 
former amphitheatre. 

In the outskirts of Bevagna, mainly towards Foligno 
(the northern point where the Eastern branch meets the 
Western one) a series of Roman relics can be observed, 
as well as churches from more recent ages that have 
visibly used in their construction Roman stone blocks. 
The remains of former Roman battlefields, as well as the 
presence of monuments aligned next to the road are of 
great archaeological value for the old Via Flaminia. 

The location chosen for the rest-stop on this road segment 
is very close to Bevagna, on this stripe of 13 km straight 

S2b - Bevagna

fig.75 Line and dots map around location S2b
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road towards Foligno. Here all the Roman remains lay to 
the right and to the left. The connectivity of the stop to 
all the identified dots is very relevant in terms of ease of 
access. Coming from either side, one can simply exit the 
route and park right next to the rest-stop, where parking 
facilities will be available. Exploring the dots around 
can be easily done on the way there and upon departure, 
focusing on the importance of observing all the elements 
in a continuous route. 

Looking over to the existing plots, all of them are 
perfectly perpendicular to the road and most of them, if 
they have a building, that is located as close as possible 
to the road. The road crosses also small settlements such 
as Fiamenga, emphasising this direct relationship road-
building. Basing the statements on the existing situation 
as well as on the Roman ideology of road architecture, 
the rest-stop is located in between two of the remaining 
Roman tombs and is oriented towards the road.

Unfortunately, footage from the road-trip is not available 
for this location, because it was filmed. From recollection, 
the road is as well very right and the buildings built 
quite close to the road have an impact on the visual 
experience. One after one, the multitude of monuments 
reveal themselves, from the churches with Roman stones 
incorporated in their base to the Roman tombs aligned to 
the road.

fig.77 Relationship with context
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The mutatio Intercisa or Ad Intercisa (saxa) was first 
mentioned in the Hieroolymitanum Itinerary and also 
in Tabula Peutingeriana, always corresponding to the 
location of Furlo and 9 miles away from Forum Sempronii. 
In the itineraries it was mentioned as Intercisa and this 
is the oldest name of the gorge, referring directly to the 
shape of the rocks in the gorge, recognisable from far 
away as the place where it is difficult to pass. The location 
is also know for the name Petra Petrusa, referring to the 
great work of Vespasian of building a tunnel through the 
rock. Later on it is known as Passo del Furlo, and after 
16th century as simply Furlo. The two rocks separated 
by the river Candigliano host both old and new Via 
Flaminia, and the old one is still practicable today by car, 
even through the tunnel, as a tertiary road.

In the vicinity of Furlo, old and new Via Flaminia 
intertwine and cross each other several times, based on 
the large number of Roman bridges that are still standing. 
When travelling from Rome, this sequence of bridges will 
unfold on the left and on the right for a few kilometres and 
there is a possibility of driving on a secondary road which 
is believed to step right on the old Via Flaminia. The small 
village of Furlo is reachable from both this secondary 
road, as well as from the main road. The detour has to 
be made few kilometres before the village, following 
the indicators. Once in the village, parking facilities are 
in many spots along the road side, particularly where 
the tertiary road takes the travellers to the rest-stop 

S3 - Furlo

fig.78 Line and dots map around location S3
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     connection to Via Flaminia
     via Flaminia tunnel
     old via Flaminia

locations. Therefore, users can either leave their cars 
downhill and hike, or drive up to the location where 
parking facilities will also be available. Approaching the 
location from Rimini, a detour has to be made also quite 
early and this will lead travellers on the same secondary 
road mentioned above. On the way to the rest-stop, the 
old Roman road is supposed to have really passed here, 
proved by the stone-carved tunnel, Furlo Gorge Tunnel. 
The road is still supported here by an even older wall built 
by the Etruscans. At the moment, this access is closed due 
to repair works, estimated to be reopened next year. It is 
important for the general understanding of the location 
that the two detours are necessary because the main road 
becomes a tunnel for more than 3 kilometres, the longest 
tunnel on the entire length of the present Via Flaminia. 

The rest-stop is located on a tertiary road, similar to the 
case of the second rest stop. This position enables certain 
road vistas upon the old Via Flaminia, as well as towards 
the beautiful mountain cross where it is located. Being the 
highest point on the entire route, the choice of placing the 
building above the secondary road is attempting to make 
use of the great advantages of building under the influence 
of relief. However, what makes Furlo a desirable location 
is the exclusive relationship of the old road with the new 
road. The straight tunnel and the winding road generate 
in between them of the most evident fringe areas on the 
entire length of the route, helping travellers understand in 
a very clear way the time gap in between the construction 
of the two roads, and the technological differences and 
levels of ambition for each era.

fig.81 Relationship with context
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The exit for Furlo from Via Flaminia is quite early and 
clearly signalled. After a few kilometres of driving on 
what is known to be the road built approximately on the 
same trace of the old Via Flaminia, the curvy road leads 
to the village. The shape of the Gorge is already clearly 
readable in the distance, as it is the landmark of the region 
and present on all informative panels. Upon departure, 
one should be able to continue on this secondary road, 
driving through the Roman tunnel. However, this was 
not possible when the road-trip was completed, therefore 
same route as upon arrival was taken.

fig.82 Photos from the car when approaching and departing from location S3, taken 
while driving on the secondary road believed to be built on top of old Via Flaminia
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Next and last stop on Via Flaminia is Fano, an ancient 
town built at first around an ancient temple dedicated to 
the Goddess of Fortune and subsequently transformed by 
the Emperor Augustus into the Colonia Julia Fanestris. 
Fano still retains its ancient grid-like layout of streets 
running north-south and east-west (cardo - decumanus) 
marked by an impressive arch, as well as entire segments 
of its walls and the entrance arch. Several stretches of 
basalt paving have been found just beneath the level of the 
present road, together with an efficient drainage system 
dating back to the Augustan Period. 

Coming from either ways, Via Flaminia unfolds around 
the South Western walls circling the older part of the city. 
If approaching from Rome, the vehicle can be either left 
next to the walls and then the route is continued by walk 
towards the heart of the town, passing by most points of 
interest, or one can drive towards where the road coming 
from Rimini hits the old centre, on the Western side of the 
walls. Here, car access is possible towards the location of 
the rest-stop, where parking facilities are already available 
in one of the squares. From here on, a short walking route 
leads to the final stop. It is important, as in the case of the 
second stop, that travellers experience the town on their 
way to the rest-stop, since the positioning is so closely 
related to the town itself.

The centre of Fano has little possibilities for building on 
an empty plot, and considering the general direction of 

S4 - Fano

fig.83 Line and dots map around location S4
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urban densification that happened with most of the old 
settlements, mainly in the Medieval Age, the rest-stop 
is located within the walls of a former church, Chiesa 
S.Francesco di Fano (a dot identified during the analysis). 
The church lost its roof during the earthquakes of early 
20th century, constantly degrading afterwards thanks to 
the troubled political times as well as no restoration works. 
The public property is now closed for public access due 
to safety reasons and by building within its walls as well 
as consolidating the existing decor, the former building 
(now garden) can become accessible one more time and 
extend its purpose and existence in the present times.

fig.86 Relationship with context
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Via Flaminia becomes very flat and straight more than 10 
km before Fano. Therefore, the entrance to the town as 
well as the perspectives on route are rather similar for this 
entire segment. After a while, the Arch of Fano becomes 
readable in the distance, and in front of it, the road goes to 
the left in a round-about. Upon departure, the same road 
has to be continued driving around the old city walls and 
then the road takes a left, soon reaching the cost of the 
Adriatic Sea.

fig.87 Photos from the car when approaching and departing from location S4
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Via Flaminia4
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The five rest-stops intended for Via Flaminia aspire to 
offer everything a traveller might need while driving on 
this route, ranging from accommodation and catering to 
vehicle facilities. The decision to design five inns that 
will incorporate all these features is based on a thorough 
analysis of road facilities from Antiquity until nowadays, 
as well as on a complete typological analysis of the 
inn model as it was developed in the first centuries of 
travelling. 

Each location, as previously mentioned, has a different 
type of relationship with the road and by experimenting 
on these particular situations, a clear view on the most 
typical road situations can be expressed and further 
elaborated. Ranging from unbuilt environment, road-side 
context and urban fabric to road overviews and fringe 
development, the five stops aim to contribute to the overall 
identity of Via Flaminia, strengthening the connection 
between its elements by (re)introducing a typology that 
is mainly dedicated to the travellers exploring this route. 

One of the main focuses of this project scale is the 
reinterpretation of a typology that is rooted for more than 
2000 years and rethinking its facilities and features in a 
compatible way to our present needs. Considering the 
complete difference in vehicles used for transportation, 
the new inn focuses more on the experience of its 
customers in terms of offering an appropriate transitional 
environment from motion to rest. All the characteristics of 
inns have been considered and adapted according to each 
location and the subchapters that follow will present the 
tools that were used, as well as the locative particularities 
that have influenced the decisions.
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Typological Analysis4.1
key inn features

This analysis focuses on the architectural features of the 
idilic representation of the inn, analysing most of the 
design possibilities in terms of circulations and spaces. 
Most of the written descriptions of Greek, Roman and 
Middle Eastern inns lead to a set of characteristics 
recognisable within the typology, from its earliest stages 
up till today. To begin with, the shape of the building was 
very simple, mainly a rectangle or a square. In the case of 
the rectangle, one of the short sides most likely faced the 
road. Each building had an inner courtyard, extending the 
shape possibilities from a 4-winged building to a 3-winged 
one, both options revolving around the courtyard. All the 
examples seem to have similar functional schemes, with 
public facilities on the ground floor (stables, repair shop, 
kitchen, dining room etc.) and accommodation on the 
upper floor. In terms of circulations, vehicles made use 
of the inner courtyard, distribution to all the spaces was 
done via the same courtyard and indoors, one could go 
from one room to the other. As far as the upper floor goes, 
circulation distribution was done through an exterior 
corridor, accessible from the courtyard. Only remains of 
ground floors have been found, indicating that upper floors 
most likely got destroyed over time due to the perishability 
of their materials. Therefore, a hierarchy in materials can 
be observed, starting with stone on the ground floor and 
continuing with wood and possibly clay for the upper 
floors. Roofs were usually covered in limestone, all 
the used materials highly depending on what was to be 
found in the surroundings. Roofs were pitched, on either 

levels
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one side or two and in mountain areas, eaves would be 
featured as characteristic for Alpine architecture. Last but 
not least, an inn is believed to have had at least one upper 
floor in the beginning, later progressing in hight thanks to 
the evolution of building techniques.
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fig.92 Idyllic typological examples combining some of the key features. Axonometric projections



155



156



157

Typological Exercise4.2
circulations and spaces

Using all the basic information, the analysis further 
divides its observational exercise into two major 
categories, circulations and spaces. The two can 
be investigated separately; however, they are fully 
codependent. Each decision on circulations influences 
spaces and the relationship between them, as well as 
spatial choices influence the way a building is used. The 
purpose of splitting the test phase into these categories 
is to enable a sequential view when transiting from the 
speed of travelling to the movement within a building 
and later on, to the final resting moment that the inn is 
designed for. In order to reduce possibilities to strictly 
the necessary, the typological exercise is performed on 
a 3-winged rectangular building with inner courtyard. 
The exercise aims to generate a palette of options for each 
discussed features, enabling a rational range of design 
decision for all of the rest-stops.
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Parking: side wing
Road: next to the central wing

Parking: side wing
Road: next to the courtyard

Parking: inside the courtyard
Road: next to the courtyard

Parking: next to the courtyard
Road: next to the courtyard

Parking: central wing
Road: next to the courtyard
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First step in the travel sequence is to leave the main road 
behind and head towards the parking space. The road 
goes by the building, passing in front of the courtyard. 
The vehicle can go around the building when arriving 
and departing, either stopping on one side or half way 
but without crossing the facade oriented to the road. The 
car can also approach the building on its central axis and 
then go around the building. A second option is to drive 
around the building as well, but stopping on one of the 
side wings for the parking. Thirdly, the car can drive 
inside the courtyard, where the parking is also located 
in front of the street facade. Lastly, the parking can be 
located next to the road, regardless of the orientation of 
the building. Relevant to mention is that, in either of the 
situations, the driver can stop first to drop the passengers 
and only after that continuing the trajectory towards the 
parking, generating in this way two types of circulations 
from the vehicle to the next space.

Circulations: Road to Parking

fig.93 Circulations: Road to Parking
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Parking: side wing
Reception: side wing middle | side wing edge | opposite side wing

Parking: inside the courtyard
Reception: central wing | side wing edge

Parking: next to the courtyard
Reception: central wing | side wing edge

Parking: central wing
Reception: central wing | wing overlap | side wing
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From the parking lot, a traveller should go first to 
the reception. This transitional space should be very 
visible from the outside and intuitively placed, while it 
should also show glimpses of the following sequences. 
Regardless of if it happens indoors or outdoors via the 
courtyard, both passengers and vehicles must find their 
way there easily.

Circulations: Parking to Reception

fig.94 Circulations: Parking to Reception
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Reception: wing overlap
Staircase: side wing

circulations outdoors
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circulations outdoors
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Reception: side wing edge
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Staircase: at both wing overlaps
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circulation corridor

circulation corridor

circulation corridor

room access

room access

room access

Next place to go after the reception is either one of the 
facilities on the ground floor or the sleeping rooms, 
located on the upper floors. For the facilities, both indoor 
and outdoor circulations can be used. The routing from 
the reception to the staircases should be quite short, in 
order to accommodate easy transportation for luggage. 

Stairs and elevators should have a direct communication 
with the corridors on the upper floors, in order to provide 
fluency in the building routing. Once on the corridor, the 
traveller has only one more segment to cover: the way to 
his room. Circulation on the corridor is done bidirectional 
and preferably the distances to each room door should not 
be too long or different from one room to another.

Circulations: Reception to Stairs / Stairs to Rooms

fig.95 Circulations: Reception to Stairs / Stairs to Rooms
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Ground floor functional scheme: parking related to central wing

Ground floor functional scheme: parking related to side wing

Typical floor functional scheme: the rooms arranged according to the staircases
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The functional scheme of the idilic typology respects 
the hierarchy of public spaces on the ground floor and 
private spaces on the upper floors. This scheme rotates 
and shifts according to the decision to locate some 
functions in certain positions or in certain relationships to 
others. To easily explain the main facilities on each floor, 
recognisable pictograms were used.

Spaces: Functional Scheme

fig.96 Spaces: Functional Schemes

Spaces: Functional Scheme



166

P

P

P P P P

P
P

P

P

Parking: side wing
Reception: side wing middle | side wing edge | opposite side wing

Parking: inside the courtyard
Reception: central wing | side wing edge

Parking: opposite to central wing
Reception: central wing | side wing edge

Parking: central wing
Reception: central wing | wing crossing | side wing
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The parking can be located on the outer side of the 
middle wing, along the outer side of either of the side 
wings, in front of the facade that opens to the courtyard 
or even inside the courtyard all around the 3 wings.   It 
can accommodate full vehicle capacity indoors and none 
outdoors, half capacity indoors and half outdoors or full 
capacity outdoors. There is also a possibility that the 
parking area, regardless of its capacity, is partially open 
and just covered. The parking can occupy the entire width 
of one wing or share this surface with other facilities. 

Parking: sections fig.97 Spaces: Parking

Spaces: Parking
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courtyard

corridor

P

Reception: side wing middle | wing overlap | middle side wing | side wing edge | open towards 

Staircase: wing overlap | side wing | in the courtyard | both wing overlaps | both side wings

Routing: parking - reception - staircase - courtyard -  corridor
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Reception is placed on the ground floor and can be located 
either in the centre of the central wing or on one of its 
sides. The other possibility is to place it in one of the side 
wings, either close to the overlap with the central wing or 
at the opposite end, where the side wing just begins. 

It is preferred that the stairs / elevators are closely related 
to the reception, therefore they can be positioned where 
wings overlap (one or two depending on the size of the 
building), in the centre of the central wing (only one), in 
the side wings (in this case two of them for ease of access) 
or in the most sculptural position: in the courtyard, 
correspondent to the centre of the middle wing. 

Last but not least, the connectivity between all the spaces 
plays a very important role in generating a smooth and 
coherent transition from one sequence to the other.

fig.98 Spaces: Reception

Spaces: Reception



170

Roof: height | pitchCorridor: cover | not covered | hanging | built above ground floor construction
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The corridor can generate a portico underneath or it can 
simply hang as a cantilever from the inner facades. If 
the portico exists, it can either replicate the semicircular 
arches first used for porticos or use a rectangular shape, 
the most important feature here being the relationship 
between the outside and the inside that occurs in this 
transitional space. 

The roof can be either pitched on two sides, mono-pitched 
or even flat. It is relevant that this roof covers at least the 
corridor of the last floor, to assure that the final part of the 
routing is somehow protected from precipitation.

fig.99 Spaces: Corridor and Roof

Spaces: Corridor and Roof
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Positioning the building in different ways according 
to sun light also generates a few options, depending on 
the building areas where sun is needed the most and of 
course, when the sun light is best suitable for those areas.

fig.100 Spaces: Sunlight

Spaces: Sunlight 
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Building proportions play a very important role in the 
design of the courtyard, influencing the atmosphere and 
the relationship between all the wings. Shadows depend 
on the height of the buildings as well and the final purpose 
of analysing this feature is to get a grip on how to make 
spaces fluent and coherent, as well as enjoyable.

fig.101 Spaces: Proportions

Spaces: Proportions
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Regular window Sitting window Overhanging window Balcony
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Rooms accommodate individual facilities, either located 
at the entrance or across the room from the sleeping 
area. Some rooms could even accommodate more than 
two people or a family, sharing the facilities. Each room 
has a view towards the external surroundings of the 
three wings, representing the final stage in the day of the 
traveller. This it the most important feature of the room 
and as the ultimate space for recreation, it can be designed 
in multiple ways, as a simple visual portal to the exterior, 
as a sitting window, as an extension of the walking area. 
Other possibilities imply full opening, resulting into 
either a French balcony, a balcony or a loggia.

French balcony Loggia | Terrace

fig.102 Spaces: Window

Spaces: Window 
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Typological Design4.3
5 inns

As suggested in the previous subchapters, the careful 
analysis of all the typological elements enables the 
sequential planning of the route through the rest-stops, 
as part of the final necessary steps to be taken during a 
day of travelling. This sequence of spaces gives meaning 
to the typology and becomes the perfect stage display for 
its users. As important as routing is for a road trip, the 
route through a building is equally important and the five 
design to follow intend to take the final leap in completing 
the traveller’s experience.

All typological features have been filtered for each of the 
five locations, aiming at finding the best answers for each 
particular case. All specific choices are clearly related to 
the local context and each design will be schematically 
shown in terms of functionality and easy understanding of 
the general volumes. It is worth mentioning that besides 
all the functions that an idilic inn already comprises of, the 
intention of adding info points is valid and correspondent 
to the existence of these inns along a travelling route.
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The first inn on Via Flaminia route is located in an 
almost urban free environment, relating mostly to the 
archaeological park that it becomes part of. The freedom 
of designing in an environment where the few existing 
buildings are scattered freely just as well as the Roman 
remains that are still preserved, enables an arbitrary 
choice of position and orientation, mostly depending on 
natural elements such as sun light and vistas. The simple 
3-winged building is positioned with its central wing 
towards the tertiary road that provides access to it, and 
has an open courtyard oriented towards the scenery and 
its monuments.

Following the route from the main road, travellers can 
park their vehicles in front of the building and proceed to 
the reception which is locate on the road facade, clearly 
indicating the entrance point. Once inside the reception, 
the traveller already gets a glimpse of the inner courtyard 
while waiting to be accommodated. From there on, he can 
either go left or right and take the stairs, located where 
the wings overlap, or he can continue towards the info 
point, cafeteria or restaurant. The kitchen as well as the 
bike shed are located each in one of the side wings and 
can be accessed also from the outside of the building. 
Once upstairs, the traveller can proceed to his room, 
taking the outside corridor. Last but not least, inside the 
room a last sequence awaits, offering a view outside of the 
room and helping him locate at the final destination for 
the day. The building has two upper floors and its roof is 
pitched towards the courtyard, contributing to an enlarged 
perspective when observed from the ground floor together 
with the minimised width of the corridor.

fig.103 Google Earth. Geo-location of S1 with building proposal

S1 - Urban ideal
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fig.104 Typological features used in the design of S1

Parking: next to central wing
Road: next to the central wing

Parking: central wing
Reception: central wing |

circulations outdoors

functional scheme

sunlight

parking reception staircase connectivity

circulations indoors from reception to staircase circulation corridor room access
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connectivity

room access

roof

corridor

french balcony loggia

A collage of typological elements previously identified 
in the typological analysis consists mainly of position 
in relationship to the road and the circulation this factor 
generates withing the building. Some intuitive choices 
were made for this stage of the design process and later 
on elaborated for S1 in particular.
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fig.105 Circulations: Typical floor

fig.107 Circulations: Ground floor
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fig.109 Section through courtyard. 1:500

fig.110 Functional plans. All levels 1:100
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Fortilizio dei Mulini, the mill, is one of the most 
recognisable icons of the area. Benefiting from a key 
position overlooking the current Via Flaminia and 
being capable of announcing danger, the building used 
to mill the grain and host water tanks, enabling this 
process within its walls. Abandoned as a mill in 1894, 
it continued to function as a residency till the 1980s and 
then became valuable for restoration in order to become 
a restaurant with dining rooms; however, apart from a 
partial consolidation intervention in 2008, Fortilizio dei 
Mulini remains unused and degraded.

The reason to choose an already existing building rather 
than an empty spot is the importance of re-evaluating 
existing monuments and placing them again on the map 
as more than just picturesque ruins. Adapting the existing 
spaces for the new function and adding several new parts, 
the future inn makes use of the relief it stands on and 
orientates its terraces towards the vistas. One of the key 
purposes of designing here is to offer clear views upon 
the route the travellers come along and to establish such 
connections from any part of the building where users 
have access (reception, dining, terraces, rooms).

Travellers reach the bottom level of the building either 
coming by foot across Ponte delle Torri or by leaving the 
car when entering the tertiary road up the mountain. Once 
next to the building, first space to enter is an extension to 
the existing, accommodating the reception and the info 

point. Other than that, the kitchen is located on the same 
floor and users can take the stairs to proceed to the dining 
rooms first, including the terraces oriented to the valley. 
Going further up, the last level accommodates the first 
rooms and another extension built close to the mountain 
wall comprises of the rest of the suites. The corridor 
is this time hidden, positioning the rooms towards the 
vista. One can also go up by simply walking from the 
parking area towards the second level of terraces, where 
a secondary entrance gives access to the lobby and then 
distributes travellers to their rooms. 

fig.111 Google Earth. Geo-location of S2 with building proposal

S2 - Road vista
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fig.112 Typological features used in the design of S2

Parking: next to courtyard
Road: next parking

Parking: side wing
Reception: opposite wing

circulations outdoors

functional scheme

sunlight

parking reception staircase

circulations indoors from reception to staircase
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old vs. new

Using an older building as a preset for the intervention 
alters the idyllic characteristics of the inn, and contributes 
with some special features that make S2 unique. It is 
worth mentioning that the main idea of the courtyard is 
reinterpreted by making use of the overlapping levels and 
terraces in order to develop this central recreational and 
circulation space on a vertical level of perception.
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fig.113 Circulations: First floor

fig.115 Circulations: Ground floor
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fig.117 Section through terraces with view to the aqueduct. 1:500

fig.118 Functional plans. All levels 1:100
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Following the general choice of positioning the buildings 
close to the road, the second inn if travelling on the 
Western route is a road-side inn that travellers can find 
easily by simply driving by. The three-sided building 
orientates its inner courtyard towards the road and it also 
accommodates here the vehicles. 

In order to have a big enough parking space and also to 
generate a simple in and out access, the middle wing is 
longer than the side wings. Once the vehicle is parked, 
the reception awaits on one of the side wings, close to the 
overlap with the central wing. From here on, the user can 
access the info point and proceed further to one of the 
two stair cases, located at the overlap of the wings. The 
restaurant is located in the middle wing, on the ground 
floor and opens to the back side of the inn with an open 
view to the country-side. If continuing beyond the second 
staircase, one can find the kitchen area and the coffee 
place. The coffee place, as well as the restaurant can 
also be accessed without crossing all the inside spaces 
and they are not only designated to guests who stay over 
night, but also for travellers that just need to stop and 
freshen up. Taking the stairs up, the guest goes out on the 
corridor and proceeds further to his room, where a view 
focusing on the back-yard scenery awaits for him.

fig.119 Google Earth. Geo-location of S2b with building proposal

S2b - Road-side architecture
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fig.120 Typological features used in the design of S2b

Parking: inside courtyard
Road: next to courtyard

Parking: courtyard
Reception: side wing

circulations outdoors
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corridor

roof

room access



195

Out of all the typological features, it is worth mentioning 
that S2b is placed with a courtyard facing the road and 
accommodating all visiting vehicles. Given the different 
proportions of the wings, the building can have one extra 
floor and still accommodate enough guests. 

room access
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fig.121 Circulations: Ground floor

fig.123 Circulations: Ground floor
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fig.125 Section through courtyard. 1:500

fig.126 Functional plans. All levels 1:100
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Benefiting from the same relief advantages as S2, the third 
inn on the route also overlooks the road, only this time 
not the new one but actually what is believed to be the 
old Via Flaminia. The chosen position is within a fringe 
zone, in between the new tunnel cut through the mountain 
and the old road still practicable and winding through the 
valley on its way out of Furlo Gorge. Accessibility from a 
tertiary road and the bottom up design aims to emphasise 
the quality of terraced views, as well as to contribute to 
the neutrality of using either of the two roads.

Once parking the car, the travellers are directed to the 
reception which is clearly recognisable within the central 
facade. Once inside the reception, the cascading courtyard 
is revealed and guests can proceed either to the info shop 
and catering facilities located on this level, or take the 
stairs and go one or two levels down to their rooms. The 
vistas from the corridors direct attention to the valley 
and to the old trajectory of Via Flaminia, overlooking the 
river and the opposite mountain ridge. Each corridor ends 
in a terraced vista point and it is of high importance that 
all corridors and terraces are at least partially covered due 
to fast changing weather. The rooms reveal views towards 
the natural relief the building is built upon, as well as 
either of the two directions of the old Via Flaminia.

fig.127 Google Earth. Geo-location of S3 with building proposal

S3 - Fringe zone
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fig.128 Circulations: First floor

fig.130 Circulations: Ground floor
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fig.132 Section through courtyard. 1:500

fig.133 Functional plans. All levels 1:100
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fig.134 Typological features used in the design of S3

Parking: next to central wing
Road: next to central wing

Parking: central wing
Reception: central wing

circulations outdoors

functional scheme

sunlight

parking reception staircase

circulations indoors from reception to staircase circulation corridor

corridor

roof

room access
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S3 approaches the high relief with a bottom up design, 
with a parking level in front of the central wing on the 
ground floor and later on developing on 2 more levels, 
under the ground. The courtyard becomes accessible only 
on corridor level, opening to a view towards the Furlo 
Gorge natural park.

room access
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Urban densification as well as reuse of non used existing 
structures is the main aim of rest-stop number four, in 
Fano. The church without a roof is located within the 
borders of the former Roman castrum, as part of a former 
monarchical complex. The former monastery is now the 
city hall and does not have a direct access to the church 
anymore. Accessible from the same plot side as the city 
hall, the church / courtyard used to host till few years ago 
many outdoor concerts due to its great acoustics. It is now 
closed for public until restoration actions will be taken. 

The choice to build within its walls an inn is to bring this 
location back to public attention, as well as it represents 
a typological exercise within an already formed context. 
Attempting to invert the typological built with the 
unbuilt, a thin bar is placed within the church, making the 
church walls become the border of courtyard, the space 
between them and the new building into circulations and 
the central part into the actual building. Once entering 
the courtyard, the central axis of the church is continued 
and emphasised by a portico and the corridors above it. 
First room is the reception, followed by the info point and 
the catering facilities. The staircase separates the catering 
from the first two, providing the vertical access to the 
rooms. The corridor offers a view exclusively on one of 
the church facades, while in the rooms an astonishing 
unique view is assigned to each window. The church wall 
becomes the scenery available from each room, fully sun 
lit in the morning when the guests wake up.

fig.135 Google Earth. Geo-location of S4 with building proposal

S4 - Urban densification
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fig.136 Typological features used in the design of S4
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window overhanging window

S4 introduces local context as a context for the new 
intervention, offering its walls as limitations for the 
building site. Building within a monument comes with 
many responsibilities, mainly placing back the monument 
into the public sector. Typologically, one wing of the 
idyllic typology was taken and introduced in the church, 
keeping the same principles in terms of functional 
schemes and architectural elements, including the 
corridor, In this ways, the courtyard becomes the main 
area where circulations are distributed to.
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fig.137 Circulations: Typical floor

fig.139 Circulations: Ground floor
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fig.141 Section through terraces with view to the aqueduct. 1:500

fig.142 Functional plans. All levels 1:100
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Architectural Design4.4
S1 - Otricoli

One of the five designs was chosen in order to be able 
to express in a clear way the most important sequences 
of the building. The description of these sequences, as 
well as the clear representation of some key elements 
within the building, is the final step to complete the full 
range of scales that a road trip implies and it offers a 
complete understanding of a traveller’s experience, on 
Via Flaminia.

The chosen building is the first rest-stop on the route, 
located in the archaeological park of Ocriculum. The 
reason to choose the location that is the most independent 
within the urban context is the possibility to freely 
exercise with the typological elements of an inn, aiming 
to represent a typological ideal and a clear vision on the 
qualities of the other four inns on the route. Therefore, the 
inn is shaped in its most basic form, a 3-layered 3-sided 
building with an inner courtyard overlooking the scenery. 
Each layer is connected with the inner courtyard: the 
ground floor uses it as an extension space (terraces) and 
each upper floor has exterior corridors hanging above 
the courtyard. Two vertical circulation nodes are located 
at the overlaps of the wings. The roof is single pitched, 
oriented to the inner courtyard, covering in its overhang 
the last corridor. All public functions are located on the 
ground floor, while all the rooms are disposed on the 
upper layers. The last layer has bigger rooms and each of 
them has its own terrace.
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fig.143 Ground floor plan. 1:200
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fig.144 Ground floor. Axonometric projection
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fig.145 First floor plan. 1:200
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fig.146 First floor. Axonometric projection
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fig.147 Second floor plan. 1:200
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fig.148 Second floor. Axonometric projection
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fig.149 Roof floor plan. 1:200
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fig.150 Axonometric projection
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Each layer relates differently to the surroundings of 
the building and this is represented within the exterior 
facades by the different position and use of the windows. 
This architectural decision influences both the tectonic 
of the facades and the atmosphere of the inside spaces. 
On the ground floor, full height windows are aligned to 
the inner side of the wall and they can be fully opened 
and offer direct access to the surroundings. On the first 
floor, the same type of window is used and a new layer 
consisting of a glass panel the height of a balustrade is 
aligned to the outer side of the wall. On the last floor, 
rooms receive their light from their own terrace, and this 
terrace is visible in the facade as a hollow fragment with 
a glass panel the height of a balustrade, also aligned to the 
outer side of the walls it connects.
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fig.151 South West facade. 1:200
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fig.152 Longitudinal section through courtyard. 1:200
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fig.153 Longitudinal section through North West wing. 1:200
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fig.154 North East facade. 1:200
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fig.155 South East facade. 1:200
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fig.156 North West facade. 1:200
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fig.157 Transversal section looking out of the courtyard. 1:200
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fig.158 Transversal section looking to the central wing. 1:200
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fig.159 Courtyard and inner facades. 1:200
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fig.160 Roof-top and outer facades. 1:200
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fig.161 Image from parking, while walking towards the entrance
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Routing within the building is one of the major design 
themes. In order to express the direct relationship of 
road routing to building routing, the chosen sequences 
represent the most relevant moments where there is a 
change in either ways of movement or speed. These 
sequences have been carefully designed as they are the 
most representative features of the rest-stop and the rest of 
the design is a direct result of the choices that were made 
for the three sequences: the front facade, the reception 
and the room. 

Stepping out of the car and walking to the building 
represents the first time the speed of motorised travelling 
is reduced to the speed of walking. What the traveller 
sees while traversing this space is the main facade of the 
building and the access to the building. The access is 
completely transparent on both the main facade and on 
the inner facade, revealing that behind the indoor space 
there are more areas to be discovered. 
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fig.162 Walking towards the building, getting closer to the entrance
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fig.163 Checking the entrance, close to the facade
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Entering the building brings the traveller to a first stop, 
the reception. Within this space, he still has visibility to 
the vehicle he has just left behind, he has its first contact 
with the interior of the building and he has a clear view 
on the courtyard as his next thing to explore. Also within 
this space, the traveller finds relevant information about 
the Via Flaminia route he has been driving on, making 
one more time the connection to his motion and the place 
he has reached on the route for the purpose of resting.

fig.164 Parking and Reception. Section and Plan. 1:100
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fig.165 In the reception, checking Via Flaminia map and the view
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After the reception come many possibilities, either 
walking in the courtyard, walking to the restaurant or 
to the cafeteria, or taking a walk upstairs on the exterior 
corridor to his own room. The third and last chosen 
sequence refers to the room as a final stop in the day of 
a traveller, where one finally comes to rest. In order to 
depict this moment the best, the main focus is to observe 
the relationship of the traveller who is now resting to what 
he sees around him, which is in the case of a room on 
the first floor a clear view to the surrounding scenery and 
in the case of a room on the top floor is first the outside 
terrace and from this terrace, the view of the surrounding 
scenery. 

fig.166 Restaurant and Terrace. Section and Plan. 1:100
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fig.167 Entering the room
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fig.168 In the room, checking the view of the terrace
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Following the user through the building represents 
the final step towards understanding the multitude of 
moments in a day of travel, and reducing the scale to 
such extent that small shifts in speed can be observed and 
filtered. The scenographic set of the building completes 
the scenographic act of route design, adding value and 
attention to the travelling experience.

fig.169 Small Room on the first floor. Bigger Room on the second floor. Section and 
Plan. 1:100
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fig.170 View from the terrace, looking to room.
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fig.171 Resting on the terrace
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Conclusion

Throughout the entire process, each taken step has lead 
to different discoveries, imposing several directions that 
helped defining the overall research and results. However, 
the final development of the analysis was easily intuited 
from the beginning, even though the project developed 
freely. All of the research methods have proved to be 
very useful and fruitful, and observing the road as a pure 
traveller contributed definitively to the design process and 
approach. 

Roads are self-standing entities that will always be 
developed and maintained in any world, as the easiest 
way of getting from A to B, either walking or using a 
motorised vehicle. Their purpose will never be lost and 
even though many people try to stay as far as possible 
from traffic jams on highways, travelling by car on 
holiday and not only should not be dismissed. Road-
trips offer to their niche market an exquisite and unique 
experience from all points of view and trying to improve 
users experience is not far in any way from the role as an 
architect or urban planner of creating memorable spaces 
and places where people feel comfortable and enjoy 
spending time. Moreover, in the case of those who have 
to use roads more than others, their experience should be 
improved and road landscaping can be only one of the 
solution for it.

Each travelling route is identifiable in its own way, some 
because of local memory, some because of personal 
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remembrance and some because of their rich history and 
undeniable role in the land they cross. This turned out 
to be the case for Via Flaminia and the entire research 
that was conducted opened just a few doors towards what 
thematic routing could do to it as well as to other Roman 
roads in Italy. Having constantly looked for identifiable, 
relevant and outstanding elements on Via Flaminia has 
developed into understanding that, as much as for all 
other roads, the user plays an unquestionable role in 
turning a simple road into a route for the sake of his own 
experience. 

The formulated travel algorithm is only one way of 
dealing with the totality of the factors that revolve around 
route travelling. In an era when anything can be planned 
last minute, slow travelling and going back to the basics 
of travelling generates an alternative to punctual holidays, 
while also creating the opportunity for communities and 
regions to harness the values of their locality.  

Infrastructure and architecture can only enhance such 
experiences by adding key subtle elements that will be 
soon adopted by the roads, and following the trails of an 
architectural typology that has defined roads for thousands 
of years can be the key to fully grasping the meaning of 
route travelling and to appreciate the most simple qualities 
of hospitality. Looking back to the Roman inn typology 
has revealed the backbone of hospitality design, enabling 
the process of a correct design that gradually transforms 

the velocity of travelling into slow walking up to a final 
stop.

Last but not least, researching and designing at so many 
different scales has proven to be prolific in terms of better 
understanding what the user of such a rest-stop might 
need, basing the architectural decisions on the general 
experience one has had throughout the entire day. As any 
other building, the inn must facilitate all primordial needs 
of its visitor, together with comfort and information and 
also to offer him a reason to come back or recommend the 
place to other fellow travellers. 

Following a regular traveller on its way on Via Flaminia, 
from the first kilometres to the next important dot until 
the end of the day when he finally comes to a rest, has 
offered a lot of inside information about the impact 
of travelling, managing to keep an overview on the 
experience rather than getting involved as a traveller 
myself. The final leap taken for connecting the entire road 
analysis to its correspondent in architectural design has 
resulted into completing a basic design oriented to route 
experience through the building. Having managed within 
my research to cover 350 km of road until the level of 
the room window in terms of traveller experience helps 
me conclude that taking design step by step, without 
omitting any fragment, can only result into a balanced 
series of decisions and a coherent response to several 
design questions that appear during the creative process 
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and using this consistent design tool of zooming in closer 
and closer can only be prolific to both extremes of the 
analysis process and reasoning. 
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