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1.0 INTRODUCTION

1.0 INTRODUCTION

This document presents the Historic Context for the DuPont Highway, U.S. Route 113 situated in
Kent and Sussex Counties, Delaware. The Federal Highway Administration (FHWA) and
Delaware Department of Transportation (The Department) have committed to undertaking in-
depth study and analysis associated with the planned upgrading of U.S. Route 113 from Milford
south to the Maryland state line. Rummel, Klepper & Kahl (RK&K) has been retained by prime
consultant Whitman Requardt & Associates (WRA) to prepare all necessary environmental
documents for the project, and John Milner Associates, Inc. (JMA) was retained by RK&K to
prepare the cultural resources documentation as part of the environmental documentation process.
Tasks associated with this documentation include historic context development, documentation of
existing cultural resources within the study areas, identification of potential historic properties,
and sensitivity modeling for potential archeological resources.

U.S. Route 113 is a four-lane divided arterial highway that extends from Dover, Delaware to
Pocomoke City, Maryland. Within the study area US 113 connects six municipalities (from north
to south): Milford, Georgetown, Millsboro, Frankford, Dagsboro, and Selbyville. US 113 is part
of the National Highway System designed to carry long-distance traffic safely at relatively high
speeds (WRA & RKK 2004). Two distinct project areas are encompassed within the study area;
1) the Milford Study Area, and 2) the Georgetown South Study Area.

The Milford Study Area encompasses approximately 41.94 square miles. The northern limit of
the study area is situated in Kent County at the intersection of Milford Neck Road (Road 120)
with US 113, and the southern limit is at the intersection of US 113 with Staytonville Road (Road
224). In the Milford area US 113 is a four-lane divided arterial with numerous at-grade
intersections. In the incorporated area of Milford US 113 provides access to adjacent residential
and commercial uses and serves the larger transportation needs of the larger rural community.
The Georgetown South Study Area encompasses approximately 76.99 square miles. The study
area begins at Wilson Road (Road 244) north of Georgetown and then extends southward
centered on US Route 113 to the Maryland state line. The Study Area includes the communities
of Georgetown, Millsboro, Dagsboro, Frankford, and Selbyville. In the study area US 113 is a
four-lane divided arterial with numerous at-grade intersections. Current land use patterns within
the two study areas are a mix of rural, suburban, and urban. There are residential, commercial,
and industrial properties along the major transportation routes. Agricultural lands and uses still
predominate, including lumber extraction and poultry production. Some of the land is being
converted to suburban development.

The period of the DuPont Highway context extends from 1908 when T. Coleman duPont first
proposed the construction of a highway the length of the state to the present. For the U.S. Route
113 North/South Study, The Department consulted with the State Historic Preservation Office
(SHPO) and determined that properties erected prior to 1963 along the portion of the highway
within the two designated study areas—the Milford Area and the Georgetown South Area—will
be evaluated for National Register eligibility.
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2.0 METHODS

2.0 METHODS

This historic context considers two interrelated subjects: 1) the DuPont Highway; and 2) post-
World War-II residential construction in the study area. Property types associated with the
DuPont Highway include commercial roadside architecture; the roadway and associated
components; agricultural properties; industrial, recreational, governmental and institutional
properties; and residences. As a major transportation spine of southern Delaware, U.S. Route 113
and its environs was the site of substantial residential development in the post-World War II
period. This development, due in part, to road improvements, is described in the residential
architecture portion of this context.

This context builds upon the U.S. Route 113 Roadside Commercial Architecture Context
originally developed over a decade ago by architectural historians with Louis Berger &
Associates, Inc. (LBA) while working for the Delaware Department of Transportation on a
section of the highway near Ellendale (LBA 1992). The intent of the present context is to extend
the period of study to the period after World War II, and to address the context of the roadway
itself. The present context also benefited from more recent historic contexts prepared in
association with the Department’s projects, most notably the historic context for Baltimore
Hundred developed by McCormick Taylor Associates, Inc. This context utilized data from the
post-War period, and has some applicability to the U.S. Route 113 study.

In researching the construction and evolution of the DuPont Highway, several major archival
collections were searched. These included the T. Coleman duPont scrapbooks of the Hagley
Library, Wilmington; photographic collections of the Delaware Public Archives; and the as-built
drawings of the roadway, provided to John Milner Associates, Inc. (JMA) in digital format by the
Department. A major source of secondary information was the clippings files of the local history
collection of the Wilmington Public Library. Delaware Department of Highways reports were
reviewed at the University of Delaware Library. In addition, previous survey documentation on
the Highway was reviewed at the Delaware State Historic Preservation Office.

In researching post-World War II residential architecture, JMA initially sought to determine
whether any applicable contexts had already been developed. To do this, State Historic
Preservation Offices in New Jersey, Pennsylvania, Virginia, Maryland, South Carolina, and Utah
were contacted, as were state department of transportation offices in New Jersey, Pennsylvania,
Virginia, and Maryland. Staff members at these agencies suggested the following documents as
containing useful information on post-War residences:

o Suburbanization Historic Context and Survey Methodology. 1-495.1-95 Capital Beltway
Corridor Transportation Study. Montgomery and Prince George’s County, Maryland
(KCI Technologies 1999).

o Atlanta Housing, 1944 to 1965. Case Studies in Historic Preservation (Georgia State
University 2001).

e Corey Jensen. Post War Typology and Stylistic Designations for Residential
Architecture. The Alliance Review. January-February 2004.
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2.0 METHODS

In addition, inquiries were made to cultural resource professionals through individual contact and
a listserve inquiry. An inquiry to another CRM firm yielded a copy of a sourcebook used in a
class on mid-twentieth century architecture:

e Massey, James C. and Shirley Maxwell, compilers. Identification and Evaluation of Mid-
20" Century Buildings (National Preservation Institute 2003).

In addition, JMA undertook research in Sussex County newspapers of the 1950s and 1960s to
identify builders and sources of residences. This search, described in detail later in this document,
indicated the presence of several suppliers of prefabricated residences in the Sussex-Kent
counties area. All of these sources contributed in the overall development of this context.
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3.0 HISTORIC OVERVIEW

3.0 HISTORIC OVERVIEW

3.1 BEFORE THE DUPONT HIGHWAY

During the Colonial period, the major north-south road in Sussex County was one of several
King’s Highways, established by the courts in the last quarter of the seventeenth century (LCE
2000:3), but probably less developed in actuality on the ground. For most of the eighteenth
century, the county remained heavily wooded, transected by drainages and overland passage was
difficult. In 1752 a system of King’s Highways was established by statute and reiterated a decade
later. The latter statute of 1762 declared that “straight roads are a credit and ornament to a
country as well as an ease and advantage to travelers”(quoted in Eckman et al. 1938:75).

The north-south King’s Highway was established well east of the present-day Route 113
extending along the line of the head of tidal navigation. The road linked the small landing
communities that developed at these strategic points. The road ran northwards from Lewes to
Cedar Creek and St. Matthews Anglican Church (built in 1707), and from there to Dover and up
country to Wilmington. From Lewes roads ran southwest through St. Georges Chapel to
Warwick and the ferry crossing on the Indian River, and from Lewes southeast down the Atlantic
Coast towards the Inlet. A side road extended down Angola Neck at St. Georges Chapel (built in
1719) (Munroe and Dann 1985). The roads were described as “very commodious for traveling,
the land being level and generally sandy, so that the people usually come to Church Winter and
Summer some 7 or 8 miles, and others 12 or 14 miles....”(Hancock 1962:140). The inland
sections of the County were apparently not well served by major roads, although by the last
quarter of the eighteenth century iron processing sites in the interior would have been linked by
overland routes.

The construction of major north-south roadways in Sussex County began in the late eighteenth
century. As Judith Quinn noted in her study of Delaware roads during the Federal period, during
the eighteenth century the state was traversed by a small and rudimentary road network. This
network was unevenly distributed. The north, which received the most traffic, contained the most
extensive and established roadway and ferry system. The area south of Dover was more sparsely
settled and roads were fewer as a result. The major existing road was the stage road from
Dagsboro and Dover. Extensive travel in southern Sussex County was deterred by the Cedar
Swamp and surrounding swamplands (Quinn 1988:40, 49).

By the late eighteenth century, a post road extended along the Delmarva peninsula from Horn
Town in Virginia, through Snow Hill, Maryland, thence to Dagsborough, Milford, Dover, and
Wilmington, Delaware to Marcus Hook, Chester, and Philadelphia, Pennsylvania (Munroe
1954:137). The first substantial road development in the study area vicinity occurred in the 1790s.
Following the establishment of Georgetown as the county seat of Sussex County, a road was
constructed from Milford and Georgetown south into Maryland. In 1796, an act was passed,
establishing several state roads in Sussex County, consisting of a forty foot right-of-way with
thirty feet cleared:

....the following roads in the said County of Sussex shall be laid out and
straightened, to wit: a road to begin at Milford Bridge, and to run thence through
Georgetown and Dagsborough, until it intersects the west line that divides the
said county of Sussex from the State of Maryland; a road to begin at Lewistown,
and to run thence through Georgetown until it intersects the north line that
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divides the county aforesaid from Maryland; and a road to begin at Georgetown,
and to run thence to the west line that divides the hundred of Little Creek in the
said County from Maryland (Scharf 1888:416).

Although all of these roads were by definition state highways, the term “County Road” was
apparently applied to the two roads extending east-west, while the term “State Road” was applied
to the north-south road (LBA 1992:20). This nomenclature begins to appear in the Sussex County
road petitions and returns by the early nineteenth century (for example, see SCRP 1801, 1808).
The direct predecessor of the DuPont Highway was the north-south State Road established in
1796. Portions of this north-south road still exist and are generally located east of the DuPont
Highway along alignment of present S.R. 213. Sussex County road petitions and returns in the
collections of the Delaware Public Archives provide some hints concerning periods of
development after the road’s initial establishment. Two 1841 road papers refers to the State Road
leading from Dagsborough to Snow Hill in Maryland, while an 1842 return depicts the State Road
near Georgetown, and an 1845 road paper refers to the State Road between Georgetown and
Milford (SCRP 1841a, 1841b, 1842, 1845). At least a portion of this road may have followed the
alignment of the eighteenth century post road mentioned above. In any event, the road is depicted
and identified as the State Road on Beers’ Atlas of Delaware (1868). The DuPont Highway was
envisioned as an improvement on the State Road, eliminating the curves and passages through
towns and villages that slowed traffic on the earlier road.

3.2 1880-1940S URBANIZATION AND EARLY SUBURBANIZATION

The campaign for good roads predated the emergence of the automobile as a principal means of
transportation. Proponents of improved farm transportation and increasing numbers of bicycle
enthusiasts initiated the Good Roads Movement in the 1890s. As the automobile began to gain
widespread acceptance, the cause was taken up by automobile clubs and motor vehicle dealers
and attracted the support of national leaders such as William Jennings Bryan and President
Theodore Roosevelt. Policy planks of supporters included state and federal aid for road and
highway maintenance and construction (LCE 2000:8). In 1911, Charles Henry Davis, president of
the American Road Machine Company, established the National Highways Association (NHA),
whose slogan was “good roads everywhere.” The chairman of the association’s Board of
Councilors was T. Coleman duPont of Delaware (Weingroff 2004). At the turn-of-the-century,
the NHA’s vision was of “a paved United States of America in our day” (quoted in Lewis
1997:99). The NHA, along with the American Automobile Association and the Society of
American Military Engineers, were proponents of a network of highways connecting, and thus
perpetuating and preserving, the nation (Lewis 1997:99).

The Delaware General Assembly responded to the Good Road Movement by enacting vehicle
registration acts in 1903 and 1905. By 1910, nearly 1,000 vehicles were registered in the state. In
addition, a 1903 State Aid Road Law appropriated $30,000 for roads in matching funds divided
equally among the three counties (LCE 2000:8). Franklin Clarkin, quoted in the Sunday Morning
Star, attributed the idea of the DuPont Highway in part to an article about philanthropy published
in the Appleton (Wisconsin) Times. This article, of which Coleman duPont had a copy,
envisioned the possibility of a fortune, such as Andrew Carnegie’s, used to fund a road (Clarkin
1913).

The DuPont Highway, a roadway that extends the length of the state (present U.S. 13 between
Wilmington and Dover and U.S. 113 between Dover and the Maryland state line), was the
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brainchild of Thomas Coleman duPont (1863-1930), businessman, industrialist, and early
highway advocate (Figure 1). T. Coleman duPont, a native of Louisville, Kentucky who attended
Urbana University (Ohio) and Massachusetts Institute of Technology, began his career in coal
mining, later branching out to mining engineering, steel production, and the operation of street
railroads. In 1883, he entered the employ of the Central Coal and Iron Company, rising to the
position of vice-president by the time he left in 1893. Relocating to Johnstown, Pennsylvania, he
joined the Johnson Company, producers of equipment for street railways. During his six years
there, he assumed management positions at street railways and a variety of company subsidiaries.
In 1902, he assumed the presidency of the DuPont de Nemours Powder Company (later E.I.
DuPont de Nemours & Company) after joining his cousins Alfred I. and Pierre S. duPont in
taking over control of the company (Anonymous 1908; Bevan 1929:448-452; IV: Delaware
Department of State 2005).

DuPont had become well-acquainted with the substandard roads and the poor economic
conditions of the southern part of the state while traveling to and from Wilmington to his estate
on the lower Eastern Shore of Maryland (Carter 2001:160-1). In a 1917 letter to the State
Highway Department, duPont wrote of the inspiration for his vision:

With the advent of the automobile, I realized the wonderful development of
which our little State is susceptible and that the first essential for this
development is a well laid out system of highways traversing all the sections of
the State. It was obvious from the beginning that the backbone of such a system
must be a main North and South highway.

Familiarity with the great boulevards of Europe and those that have in recent
years been constructed in this country was the foundation for the conception of a
great longitudinal boulevard as the backbone of a highway system for our State,
wide enough to carry a road for vehicular travel and, when the development that
1s bound to follow demands them, two roads, one for travel in each direction and
also wide enough to carry the public utilities which must come with the
development and increase in population (AR 1920:42).

DuPont also discussed the road in philanthropic terms:

Assuming that I have been more fortunate than some people in the matter of
finances, why should not I let others benefit thereby? What better public
improvement could I make than a modern highway and boulevard? I first thought
of building a normal training school for boys, or endowing a large hospital, or
erecting a fountain, but considered the farmer and all citizens would benefit more
by a roadway the length of the state (Clarkin 1913).

DuPont’s chief engineer cited the usefulness of the road in similar terms, describing it as:

...the gift which...so far as practical results are concerned, will be of much more
benefit to the whole people of the State, than would be gifts of Universities, Art
Galleries or Libraries, as it will go far toward making possible a development of
the latent agricultural wealth of this portion of the Delmarva Peninsula (Williams
n.d.:659).
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Figure 1. T. Coleman du Pont (AR 1920).
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In 1908, duPont offered to construct the state’s first superhighway without cost to the public. At
the time, only about eight percent of Delaware’s highways were rated as improved. In bad
weather, Kent and Sussex counties were virtually isolated from the outside world (Rae 1975:172).
DuPont proposed the establishment of a corporation to be authorized by the State of Delaware to
acquire a 200 foot wide right-of-way. Contained within this right-of-way (Figure 2) would be a
center 40 foot strip for high-speed automotive traffic; north and south trolley tracks on ether side
of the roadway would be incorporated in 15 foot wide strips. To either side of the tracks would be
roadways for heavy motor vehicle traffic. These roadways would be constructed within 30-foot
strips. Outside these roadways would be unpaved roadways for horses, 15 feet wide. Utility lines
would be laid beneath these unpaved strips. Finally, sidewalks would be constructed at the outer
edges of the right-of-way. DuPont also envisioned the establishment of several agricultural
experiment stations along the right-of-way to be supported by road revenues, and the placement
of monuments 1,000 feet apart on the length of the road to serve as “base points” for future state
surveys (Rae 1975:171-2; Anonymous 1912a). DuPont wrote of construction techniques to be
used on the road in an article published in Scientific American in 1912:

The...road will be constructed of water bound macadam or concrete base, on top
of which will be laid asphalt and stone mixed, or a surface composed of water
bound macadam with a half-inch covering of asphalt and trap rock to make it
dust and water proof (duPont 1912).

As soon as the road was completed or any section of at least ten miles in length was finished, the
roadway was to be conveyed to the State, free of cost. The State would then assume responsibility
for road maintenance (Rae 1975:173). An important guiding principal in duPont’s road planning
was that “a straight line is the shortest distance between two points” (duPont 1917:2). He
envisioned his highway as providing the shortest direct route the length of the state eliminating
the “twists and sinuosity” of the existing State Road (Anonymous 1912b).

By September 1912, duPont had backed away from his definite opinions of the arrangement of
the 200-foot right-of-way. He indicated that the portion of the right-of-way unneeded for the
highway might be occupied by a trolley or pipe line or other utility. Details would emerge as the
project and the surrounding communities developed. DuPont also indicated that even were the
remainder of the right-of-way not immediately developed, the land purchase would permit
eventual roadway widening without the need to acquire additional land (Anonymous 1912¢).

The width of the road was proposed to vary based on projected traffic volumes. The narrowest
portion of the road would be 20 feet, 13 feet of which would be “metal.” Flanking the road
surface would be loose stone shoulders. Curves would be limited to five degrees and these used
only in New Castle County (duPont 1912).

DuPont also envisioned his boulevard as pioneering a scheme for funding road construction and
maintenance. He wrote:

My object in building the road is not only to provide a good highway where it is
badly needed, but also to work out in a practical way a problem that will, if
successful, revolutionize the building of roads in the United States. The problem
is how can a free country road be built to make it pay its original cost, cost of
maintenance and a fair return on the money invested? (duPont 1912)
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Figure 2. View of planned 200-foot width of DuPont Highway (du Pont 1912).
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DuPont’s solution was a situation of graduated assessment, arranged so that all who received
direct benefit from the road bore their share of expense at the outset. These same parties would be
recompensed by rentals of the unused portions of the right-of-way. Revenues from the road
would be derived from trolley franchises, from water, telephone, telegraph and sewer right of way
rentals, and from the rental of that part of the twenty-six acres per mile not actually used for road
construction (Anonymous 1912a).

Under the provisions of an enabling act passed by the Delaware Legislature in 1911, T. Coleman
duPont organized the “Coleman DuPont Road, Inc.,” to construct a highway the length of the
state and began construction in that same year (Delaware State Highway Department 1948:26).
The road would be nearly 100 miles in length (Figure 3). As duPont described it: “I will build a
monument a hundred miles high and lay it on the ground” (quoted in Lewis 1997:100). Beginning
at the state line at Selbyville, he attempted to acquire a 200-foot wide strip of land the length of
Sussex County. Property owners donated 80 percent of this land (Ostroski 2000a:6).

At the time of initial planning, much of the highway corridor in Sussex County and the Milford
vicinity was lightly developed. The 1911 maps of the portion between Selbyville and Georgetown
depicted about five dwellings and four farms along the stretch of road. Between Georgetown and
Milford, most of the land was in agricultural use. Ten orchards, either apple or peach, were
shown, as were seven general farms, four poultry farms, and one mill (Coleman DuPont Road,
Inc. 1911).

Opposition to the road rose from the Chesapeake and Delaware Canal Company. An amendment
to the road company enabling legislation required the canal company to erect and maintain a
bridge across the canal at the place where the roadway met the canal.

Downstate Delawareans also viewed the proposal with suspicion (Figure 4). Though railroads
took advantage of their monopoly by overcharging Kent and Sussex County farmers and
manufacturers, there were few automobiles in the southern part of the state to take advantage of
the road. Sussex County historian Richard Carter also attributes part of the suspicion to the state
of philanthropy in Delaware. The first great American philanthropic foundations were in their
infancy, and in Delaware, the only sizable philanthropic endeavor prior to that time had been the
wealthy Bancroft family’s role in establishing the Wilmington public library and parks system.
Philanthropy had not yet touched the southern portions of the state (Carter 2001:159-160).

Sussex County businessman John G. Townsend, Jr., was among the greatest advocates of the road
and convinced duPont to begin his road at the state line in Selbyville. He also helped with right-
of-way acquisition through his partnership in the Peninsula Real Estate Company, Inc. As thanks
for his efforts, duPont proposed him as a candidate for governor, and he won the office in 1916
(Carter 2000:16, 2001:170; Williams 1985).

In a compromise with road opponents, duPont offered several concessions: the acceptance of a
100-foot right-of-way instead of the 200 feet originally envisioned, the awarding of five times the
assessed valuation of a farm five years after the road was finished to anyone whose farmland the
road passed through, and the proposal of a public commission to establish rentals for the use of
the boulevard by utility companies. He also offered to turn over to the state all profits from the
land not used for travel after development and maintenance expenses had been paid. DuPont did
not receive a reply (Rae 1975:176).
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DuPont Highway- Construction History

Construction Schematic
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e Anything To Block Progress

Figure 4. Editorial cartoon concerning the DuPont Boulevard. From the Sunday Star (Wilmington, DE). March 24, 1912.
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Progress was delayed by legal actions challenging both the constitutionality of the enabling
legislation and offers of land for the right-of-way. An April 1912 Evening Journal article
indicated that construction had ceased pending a court opinion. DuPont, expressing his
frustration, noted: “...today I really don’t know whether the people of Delaware want the road or
not, but [I] know if they don’t want it, I certainly don’t want to spend the money necessary to
give it to them” (Anonymous 1912c).

In July 1912, the State Supreme Court ruled that the law establishing the boulevard company was
constitutional and that a 200-foot strip of land could be taken for the right-of-way provided the
land was devoted to a public highway and operation of public utilities and that the land be used
within a “reasonable time” (Anonymous 1912d). Opponents immediately appealed the ruling to
the United States Supreme Court.

The pros and cons of the road were a source of lively debate among Delaware editorial writers
and informed citizens. The Wilmington newspapers split in their opinion. The Sunday Morning
Star was a major booster, while the Evening Journal was a prominent opponent. An undated,
unsourced article in the T. Coleman duPont scrapbooks discussed some of the objections to the
road raised by Sussex County property owners. One farmer objected to the construction of a road
cutting across his property indicating that it would not improve it. He proposed that the boulevard
company acquire the entirety of his farm. Others objected to acquisition of a 200-foot right-of-
way when only a narrow highway was initially planned. The article noted that one of the initial
sections of the road, near Georgetown, was fourteen feet wide, built with a concrete foundation,
and paved with a composition “similar to the material used on city streets.” On either side of the
roadway was ordinary earth with ditches on the sides. The surface between the ditches was less
than 30 feet wide in many places (Anonymous n.d.).

DuPont’s frustration over the litigation became public in 1913. In an unsourced article published
in January 1913, he was quoted as saying:

The people of Delaware have made the Boulevard cost me a half a million dollars
more than it ought, and I shall not contribute a dollar to any public purpose, no
matter how worthy, until this half million has been made up by withholding
donations to that amount (Anonymous 1913a).

Later the same month, duPont asked the Legislature to either repeal the law authorizing the
construction of the boulevard and return the $50,000 deposited with the state by the Coleman
DuPont Road, Inc., or signal their support of the road by failing to repeal the legislation
(Anonymous 1913b). The legislature did not repeal the legislation and construction planning
proceeded.

Initially Coleman duPont served as his own chief engineer but soon turned that responsibility
over to Frank M. Williams, former chief engineer of the New York State Highway Department.
Two European highway engineers were brought in as consultants: Ernest Storms from Brussels,
Belgium, and Thomas Aitken from Cupar, Fife, Scotland. Both visited the project and made
suggestions as to methods of construction and materials. They also studied subsoil conditions and
monitored sections of experimental road. To undertake construction of the road, duPont hired a
sizable staff. The engineering department consisted of a chief engineer, an assistant engineer, and
a division engineer for each county, a chief draftsman, a testing engineer, fourteen assistant
engineers and a full complement of instrument men, rodmen, chainmen, axemen, and draftsmen.
DuPont’s engineering staff included Charles M. Upham, who later became chief engineer of the
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Delaware Highway Department, and C. Douglas Buck, future duPont son-in-law and future
Delaware governor (1929-1937) and senator (Catts and Jessup 1999:6; Rae 1975:175-176;
Williams n.d.:659-660).

The large field force was necessary because of the uncertainties of the routing in Sussex County.
The road was planned to be where the greatest numbers of residents wanted it. It had, therefore,
been necessary to run numerous preliminary lines of potential alignments. The remainder of the
organization consisted of a construction department, a financial department, and a right-of-way
department (Williams n.d.:660).

By 1917, the Coleman DuPont Road, Inc., had completed the DuPont Boulevard from the
southern Delaware border to a point near the Appenzellar farm, five miles south of Milford
(Figure 5). DuPont made an offer to the state to dissolve the company and to finance the
construction of the highway north to Wilmington at a cost not to exceed $44,000 per mile. The
proposition made by duPont and accepted by the State required:

1. Completion of the road between the Appenzellar Farm and Milford along the
lines as surveyed and laid down by the DuPont Boulevard Corporation.

2. Completion of the road North of Milford along lines laid down and selected by
the State Highway Department.

3. The entire cost of construction to be paid for personally by duPont including the
cost of all new rights of way that it may be necessary to acquire, but excluding
the cost of a new bridge, across the Delaware and Chesapeake Canal. This
stipulation was included because under its charter, the Canal Company was
required to build such a bridge.

Agreement was officially reached with the State Highway Department on July 20, 1918. State
Highway Department engineers noted that the existing portion of the highway between Selbyville
and Milford served as a trunk line for nearby communities to its east and recommended that the
same type of alignment be continued further north:

In many instances it is better to have the trunk roads laid out near the towns
rather than through the towns. This would be more convenient for the through
traffic and less dangerous for the residents of the towns. This seems to be the
latest approved method of dealing with the increasing trunk line traffic (AR
1920: 19-20, 23).

While duPont’s original scheme called for a 200-foot right-of-way, highway engineers advocated
a 60-foot right-of-way as sufficient for the needs of a single highway. When ultimately
completed, this would be made up of a 32-foot-wide roadway with shoulders and ditches
extending to the 60-foot limits (AR 1920:24). In 1917, a portion of the highway near Selbyville
became the first American highway to employ a white center line (Frank 1965:19).

The portion of the highway north of Milford was reduced to a conventional two-lane concrete
highway, a roadway still superior to most of the road mileage of the United States. The planning,
location and construction of this segment was done entirely by the Delaware State Highway
Department (Rae 1975:178).
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Figure 5. DuPont Highway construction near Ellendale, 1918. Note narrow gauge railroad engine.
Delaware Public Archives. RG 1540. Box 11, Folder 4. Photograph 1081pn.
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The last foot of the original concrete highway was poured in 1923 (Figures 6, 7, 8 and 9). The
total cost of the 98.1306 mile long road was $4,856,098.20. One of the last portions to be
completed was 1,300 feet at Drawyers Creek north of Odessa whose completion was delayed due
to unstable foundations. The highway was completed the following year and was formally
celebrated in a ceremony in Dover on July 2" attended by duPont, Governor William D. Denney,
Judge Gray of Wilmington and Chief Justice James Pennswill (Figures 10, 11, and 12)
(Anonymous 1924). DuPont was presented with a silver and gold plaque (now on exhibit at the
Delaware Public Archives) honoring his contributions to the state. In 1925, the DuPont Highway
was officially added to the United States highway system as U.S. 13 and U.S. 113 (AR 1925:17;
AR 1948:26).

In the view of a writer for the New York Times, Coleman duPont and his cousin Pierre Samuel
duPont were largely responsible for moving a state, “still associated with whipping posts,
indentured children, bad roads, poor schools and other evidence of backwardness” to its place
among the “best company.” The article noted that until the road was completed southern and
central Delaware were served only by dirt highways and branch lines of the railroad and that
population and property values in Kent and Sussex counties had remained stationary or declined
(Duffus 1924: 8:4).

By the end of 1925, a total of over 40,000 vehicles were registered in the state of Delaware. Of
these, almost 44 percent were registered in Kent or Sussex counties (AR 1925:26). In response to
the unexpected rate of traffic growth on the northern portion of the highway (Figure 13) the chief
engineer recommended that all sections of the boulevard between Wilmington and Dover built
with a pavement width of less than 18 feet be widened to 20 feet. A portion of the traffic growth
was attributed to summer and holiday traffic en route to the Delaware shore and additional traffic
generated by the New Castle-New Jersey ferry and new through roads to Pennsylvania and
Maryland (AR 1925:22-23).

The first widening, between Wilmington and State Road, where present U.S. Routes 13 and 40
separate, occurred as early as 1927 (Figure 14)." This section of the road was widened from 18 to
38 feet. In widening the highway, the old slab was used wherever possible, and it was widened to
conform to contemporary standards of two-lane width. Where super elevation on curves was
deemed necessary and where the old alignment was considered too dangerous, new concrete was
built (Anonymous 1941:3; Rae 1975:179).

By the late 1920s, capacity on the northern portion of the DuPont Highway was increased with
the completion of a divided highway on a 7.67 mile stretch between State Road and St. Georges
(Figure 3). A 20-foot-wide concrete pavement was built parallel to and fifty feet east of the
original highway (Figure 14). The land between the two roadways was planned to be a
landscaped median. The dualization (Contract #114), undertaken by Old Line Construction
Company of Chestertown, Maryland, cost approximately $360,000 (AR 1929:19-20).

In a 1929 report Warren W. Mack, chief engineer of the Highway Department, commented on the
southernmost part of the highway, the portion from Milford to Selbyville. He noted that the road,
though paved, was only 14 feet in width, making it the only through highway in the state less than
16 feet wide. The narrowness of the road posed a problem particularly due to heavy truck traffic.
Mack concluded:

! Delaware State Highway Department annual reports were consulted to verify the sequence of
construction. Table 1 lists construction contracts associated with the portion of the highway studied.
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Table 1. Construction contracts for the Du Pont Highway. Information taken from Delaware Department of Highways Annual Reports (1912-
1975). Blank items are not indicated in the construction contract data tables in the annual reports.

Mileage of Construction
Contract # Location Improvement Date Cost Contractor Description

8-48C Length of DuPont 98.1306 1917-1920 | $3,846,519.13 | Coleman DuPont Road, | Original portions of DuPont

(selected) Highway Inc. Highway

49 Ellendale 1.010 10/15/24 $32,523.20 Highway Engineering DuPont Road, 16 foot pl. st.
(opening) & Const. (Selbyville) con.

CS 40 Lincoln City 1.09 4/22/25 $34,693.75 Old Line Const. Co. DuPont Road, Lincoln City.
(opening) (Chestertown, MD) 16 foot pl. st. con.

CS 44 Stockley 1.10 8/19/25 $29,809.25 Old Line Const. Co. DuPont Road, Stockley, 14
(opening) pl. slag con.

114 St. Georges-State Road 7.66 1929 $359,854.50 | Old Line Const. Co. Dual 20 foot concrete

117 Milford-Ellendale 6.01 1929 $136,798.50 | Highway Engineering Widening and repaving, 15

& Const. (Selbyville) foot concrete
145 Selbyville-Georgetown 18.9 1930 $241,131.40 | Highway Engineering 16.4 miles: 4 ft. concrete
& Const. shoulders; 2.4 miles, 4 ft.
shoulders and 14’ and 16’
Amiesite

173 Georgetown-Milford 16.34 3/9/31 $133,875 Old Line Const. Co. 4 foot concrete widening
(awarded) (bid)

328 Milford-Frederica 7.387 9/15/33 $47,135.75 W.W. Truitt (Lincoln 4 foot concrete widening
(awarded) City)

329 Frederica-Dover 10.09 9/15/33 $71,775.50 George & Lynch 4 foot concrete widening
(awarded) (bid) (Dover)

285 Smyrna dualization 1.7 4/5/34 $161,269.50 | W.W. Truitt (Lincoln 46 to 65 feet concrete
(awarded) (bid) City)

732 Frederica-Little Heaven 2.472 4/10/41 $45,028 (bid) | Amiesite Construction | 23 foot bit. concrete
(awarded) Co. (Mt. Vernon, NY) | (widening and reconstruct.)

857 Georgetown-Ellendale 9.137 4-14-47 $368,069.40 | Standard Bitulithic Co. | Concrete resurfacing

(federal aid) (awarded) (bid) (NY)




Table 1. (Continued)

919 Milford-Little Heaven 9.772 4/29/47 $353,209 George & Lynch Bit. conc. resurfacing
(federal aid) (awarded) (bid) (Wilmington)
845 Dagsboro-Georgetown 10.245 1/19/48 $468,046.60 | George & Lynch C.C. widening and hot
(awarded) (bid) asphalt resurface
935 Ellendale-Milford 7.206 5/26/48 $355,336 George & Lynch C.C. widening and hot mix
(awarded) (bid) resurface
920 Milford-Frederica 5.8 (approx.) 1960-1961 $777,778
(Fed. F-116 (award)
(6)) Federal: $425K
1740 Milford Bypass to 3.867 Begun $770,503
Walnut Street extension 1961-2 (award)
66-03-008 US 113 intersection various
improvements-Sussex
County
US 113 from Maryland 14.7 (approx.) | Completed
line to Rd. 432 1967-1968
65-07-012 US 113 from 4.1 (approx.) | Completed | $1,474,794.80 | Henry C. Eastburn
Georgetown to Rd. 432 1969-1970
67-08-008 Milford Bypass 3.9 (approx.) | Completed | $5,738,706.30
1973-1974
71-05-004 Frederica-Little Heaven 2.5 (approx.) | Completed | $1,669,381.51

FY 1975




Figure 6. DuPont Highway near Georgetown. 1920. Note narrow width of
original road. Delaware Public Archives. RG 1540. Box 11, Folder 7.
Photograph 685p.



Figure 7. DuPont Highway at Shawnee Road intersection. September 1923. Buildings of
North American chicken laying contest at left. Note Texaco staion at right. Delaware
Public Archives RG 1540. Box 12, Folder 4. Photograph 741p.
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Figure 8. DuPont Highway between Georgetown and Milford. Looking North. September 24, 1923. Delaware
Public Archives. RG 1380.006. Agricultural glass negatives. Negative #92.
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Figure 9. DuPont Highway, Sussex County. Uptdated photogrtaph showing concrete used to construct shoulders on
highway. Delaware Public Archives RG 1540. Box 11, Folder 7. Photograph 894p.
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Figure 10. Coleman duPont and family, State House steps. July 2, 1924. Delaware Public
Archives. RG 1380.006. Agricultural glass negatives. Negative #182.



Figure 11. Old powder wagon in parade, Coleman duPont Road celebration, Dover. July 2, 1924,
Delaware Public Archives. RG 1380.006. Agricultural glass negatives. Negative #189.



Figure 12. Shovel used in dedication of Coleman duPont Road. July 2,
1924. Delaware Public Archives. RG 1380.006. Agricultural
glass negatives. Negative #193.



Figure 13. DuPont Highway near Wilmington, New Castle County.
November 9, 1925. Delaware Public Archives. Agricultural
glass negatives. RG 1380.006. Image 381.



Figure 14. Dual highway near Wilmington, New Castle County.
November 3, 1931. Delaware Public Archives.
Agricultural glass negatives. RG 1380.006. Image 1315.



3.0 HISTORIC OVERVIEW

This road, some of which was constructed in 1912, is of lighter section than is
now standard. While there is no evidence of failure, which is striking evidence of
the quality of the original construction, it is certain that it is stressed nearly to the
limit with the constantly increasing loads to which it is subjected. I would,
therefore, recommend that this road be widened its entire length as soon as
possible (AR 1929:29).

Mack recommended that the widening be started in 1930 on the 18.891 mile section south of
Georgetown (AR 1929:29). The widening took place in 1930 with construction of 4-foot concrete
strips on either side the road (Figure 9). At the same time, the existing 14-foot-wide pavement
was reshaped to a new cross-section and was surfaced with a 2-inch course of amiesite. Six-foot-
wide dirt shoulders were constructed to either side of the paved surface. The project (Contract
#145), completed at a cost of $241,131.40, was undertaken by the Highway Engineering and
Construction Company of Selbyville (AR 1930:18).

In 1931, plans were approved for the widening of the 16.340 mile stretch of the highway between
Georgetown and Milford (Contract #173). The contract, totaling $133,875, was awarded to the
Old Line Construction Company of Chestertown, Maryland. This widening took the same form as
that approved under Contract #145 (Figure 3). Widening of the portion of the highway between
Dover and Milford was completed in 1933 (AR 1933:36).

The success of the DuPont Highway in uniting southern and northern Delaware led to the growth
of the state highway network under the auspices of the State Highway Department. By the late
1930s, the state could boast a greater ratio of concrete road mileage to population than any other
state. Improved roads totaled 1,068 miles at the end of 1933, over 27% of the state’s mileage of
rural highways. Of these highways, 780 miles were paved in concrete (Reed 1939:103-104).

By 1934, the portion of the boulevard between Dover and Smyrna was dualized with a wide
median planted in grass and frequent crossovers. This 1.7-mile dualization project was
undertaken by W.W. Truitt of Lincoln City at a cost of $161,269.50 (AR 1934) (Figure 15). This
segment completed the divided highway between Wilmington and Dover, a total of 48 miles
(Figure 3). The final segment of the dualization set a construction speed record with an average of
1,600 linear feet laid per 10 hour day. This section was built by Vincent Schiavi of Buffalo, New
York (AR 1948:30). The new road was laid in three parallel concrete sections of 10, 11 and 10
feet, respectively (Anonymous 1933).

3.3 1940-1960S SUBURBANIZATION AND EARLY EXURBANIZATION

In 1947, plans were approved for resurfacing and widening an 8.579 mile segment of the highway
between the Maryland state line and Dagsboro (Figure 3). This project included a four-foot
widening of the concrete roadway on its west side (Contract #844). In the same year, plans were
approved for improvements to the 10.245 mile stretch between Dagsboro and Georgetown. These
plans included resurfacing of the existing roadway and construction of a four-foot concrete
widening on its west side (Contract #845). The $468,046.60 contract was awarded to George &
Lynch of Wilmington. Resurfacing and widening of the 9.135 mile stretch of highway between
Georgetown and Ellendale was included in Contract #857 approved in 1946. This $368,069.40
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Figure 15.

Dual highway through Smyrna, Kent County.
April 21, 1936. Delaware Public Archives.

Agricultural glass negatives. RG 1380.006.
Image 1829.
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contract was awarded to Standard Bitulithic Company of New York. Resurfacing and widening of
the 9.772 mile section between Milford and Little Heaven was included in Contract #919
approved in 1947. This $353,209 contract was awarded to George & Lynch of Wilmington.

In 1949, plans (Contract #935) were developed for the improvement of the 7.206 mile stretch of
highway between Ellendale and Milford (Figure 3). Included in these improvements was the
widening of the 18-foot-wide pavement with four-foot-wide concrete slabs on either side of the
existing pavement. On the outside of the new pavement, land was to be filled to provide 10-foot-
wide shoulders on either side of the road. The entire road was to be paved in four inch thick,
compacted, hot mix, asphaltic concrete. In addition, culverts were to be constructed at selected
points to facilitate drainage. This $355,336 contract was awarded to George & Lynch of
Wilmington (AR 1949).

The Sussex County portion of the DuPont Highway helped spur the region’s economic
development. The broiler chicken industry required a good highway to move the chickens to
market, and the DuPont Highway was that road (Ostroski 2000b:6). Native son and Delaware
governor John G. Townsend, Jr., spoke of the highway’s impact on Sussex County:

...no one thing since the building of the railroad has done so much for the
development of this section of our commonwealth as the construction of this
road. It is no idle boast that Sussex County has the greatest road in the U.S. (as
cited in Ostroski 2000b:6).

In a 1941 article, the Coleman DuPont Highway was called “Delaware’s No. 1 Farm-to-Market
Road.” In a single year, over a million crates of poultry, approximately 20 million birds, were
transported on the road. Other produce carried on the road included more than 213,000 bushels of
peaches, more than 1,120,000 crates of cantaloupes, 950,000 crates of strawberries, and 2 million
bushels of potatoes. The maximum traffic on the highway was in the vicinity of New Castle
County’s State Road where daily volumes averaging 37,000 vehicles were recorded (Anonymous
1941:4).

The highway also opened formerly remote portions of the state to visitors. An anonymous Sunday
Star writer mentioned Sussex County’s Ellendale Swamp “...formerly one of the worse spots in
the State for the traveler, where during the winter months, horses and men and automobiles
became so deeply mired that they were continually having to be rescued.” In a bit of hyperbole,
the writer noted that the swamp had become one of the “beauty spots of the East” compared by
tourists to portions of Yellowstone National Park (Anonymous 1934:7).

Delaware is centrally located in what was known as the “Middle Atlantic Trucking Region,” a
region extending from the coast of Maine to South Carolina. Averaging 50 miles in width, this
truck farming corridor owed its existence to three primary factors: the existence of a string of
large cities and towns along the East Coast that were a ready market for crops, soil ideally suited
for the cultivation of fruits and vegetables, and a “mild, semi-marine climate” (Doerrfeld, et al.
1993:11). Delaware truck farming was greatly facilitated by the DuPont Highway.

The importance of the DuPont Highway as a transportation route increased as Delaware’s railroad
network decreased in importance. During World War I, the railroads had been the only form of
transportation capable of handling the tremendous demand for passenger and freight traffic. At
the end of the war, with the end of rationing passenger traffic dropped precipitously as people
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returned to their automobiles. Local passenger train service ceased entirely in the 1960s (Hayman
1979:139-142).

Freight service on the Pennsylvania Railroad’s Delmarva lines was reputed to be profitable until
the 1930s. Perishable agricultural commodities that had once filled thousands of freight cars
represented cargo most vulnerable to competition from trucks. With improvements in the
highway system, much of the agricultural shipment was switched to motor carriers, vehicles that
could carry products from door to door (Hayman 1979:137, 142).

In 1960, Frank V. duPont gave the state the stock of the Coleman DuPont Road, Inc. With this
gift, Delaware acquired title to approximately 542 acres of land representing right-of-way along
Route 113 from Milford south to the Delaware-Maryland border. The 35-mile ribbon of land
varied in width from 160 feet at the northern end to 70 feet in places further south. Included in the
transfer were rentals and franchise agreements on portions of the land. The land transferred was
west of the Route 113 roadway from south of the Milford town limits to about 11.5 miles south of
Ellendale Forest (Lieberman 1960:3).

In 1962, construction contract #1740 was approved for a 3.867 mile section of the highway
including the Milford bypass (Figure 3). This project, designed by the Baltimore engineering firm
of Rummel, Klepper & Kahl, included construction of a new roadway west of the former road.
The bypass began north of Milford. The road varied in width from 34 feet to 48 feet. The latter
configuration also included a four-foot concrete median. This initial contract was awarded for a
bid of $777,778 with an additional $425,000 in funds appropriated. The Milford Bypass project
was completed during the 1973-1974 fiscal year at a total cost of $5,738,760.30 (AR 1974).

Other sections of Route 113 were also improved during the 1960s. The southern end, from the
Maryland state line to Road 432 was upgraded in a project completed during the 1967-1968 fiscal
year. Improvements to the section between Georgetown and Road 432 were completed during the
1969-1970 fiscal year at a cost of $1,474,794.80. The contractor for the latter project was Henry
C. Eastburn (AR 1968, 1970).

In recent years, the highway’s role has changed somewhat. With the construction of Delaware
Route 1, through traffic from north of Milford to Interstate 95 has largely shifted to that limited
access highway. The DuPont Highway in that area is largely used for local traffic and access to
roadside businesses. But the remainder of the historic highway, from Milford to the Maryland
state line, continues to function as Delaware’s major inland north-south route.
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4.0 ASSOCIATED PROPERTY TYPES

The Associated Property Types for the DuPont Highway include commercial properties;
institutional, recreational and governmental buildings and sites; agricultural properties; the
roadway and associated buildings and structures; and residential properties.

As mentioned earlier, the historic architectural investigation evaluated all properties located
within the two study areas for the U.S. Route 113 North/South study that were visually dated or
documented to date to before 1963. The National Register Criteria considerations permit
nominations of properties less than 50 years of age if they are of exceptional importance to a
community, a state, a region of the nation (Sherfy and Luce 1998). Because of the number of
properties of the post-World War II period in the study area and their general lack of architectural
distinction and historic importance, it is doubtful whether any properties from the 1956-1962 time
period will be found to possess the exceptional importance necessary for National Register
eligibility under Criterion Consideration G.

Commercial Roadside Architecture

A context for commercial roadside architecture was included in the Cultural Resource Survey of
U.S. Route 113, Milford-Georgetown, Sussex County, Delaware (LBA 1992). This context
included the following property types: auto support facilities, eating establishments, lodging, and
“other” (roadside stands, miniature golf courses, and drive-in movie theaters). Relevant property
types included in this document are referenced in this study. Because this context has been
accepted by both the Department and the Delaware SHPO, its property types and registration
requirements are employed in this investigation. Most or all of the property types identified in this
context are found at some point along the DuPont Highway between Wilmington and the
Maryland state line. Not all of the following property types are found adjacent to the highway, but
nonetheless exist in the study area. Several additional property types were added to those
identified in the LBA study based on preliminary field reconnaissance of the study corridor.

4.1 AUTOMOBILE FACILITIES

The LBA study included three types of auto support facilities: service stations and auto parts
stores, auto showrooms, and bus stations. Of these, only service stations are located in the current
study areas. An additional property type, the independent garage, is also found in the study areas.

4.1.1 INDEPENDENT GARAGES

During the early decades of the automotive era, motorists relied upon the filling station to provide
gas and oil. When their auto required repairs, car owners generally turned either to the repair
facilities being built by major automotive companies such as Packard for service on the cars they
produced or to a host of blacksmith shops and independent garages. By the 1920s, the combined
filling station and garage began to be widespread although independent repair garages remained
and continued to be built (Liebs 1985:102).

Most independent garages were simple buildings, rectangular in plan, built on a concrete slab
with recesses for hydraulic lifts (Figure 16). For fire safety, most garages were constructed of
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concrete block. An office and parts room generally occupied one side of the building, while the
remainder contained service bays. Vehicular access to the service bays was provided by roll-
down doors in the front wall.

As-built plans of the highway corridor from 1931 depicted five garages in the corridor between
Georgetown and Milford, while 1947 as-builts showed two garages between Milford and Little
Heaven.

4.1.2 AUTO SALVAGE

With the growth in the number of automobiles, a particular type of commercial enterprise
emerged in response to the automobile as a perishable commodity. Salvage yards offered a means
by which unwanted vehicles could be discarded and portions be dismantled for reuse. Such
salvage yards generally consist of sturdy, functional buildings surrounded by ample yards on
which automobiles and automobile parts can be stored awaiting a purchaser.

Automobile salvage firms obtain unwanted vehicles from automobile dealers, insurance
companies, consumers or municipal pounds; sell usable parts from these automobiles; keep an
adequate inventory of parts through substantial hulk accumulation; and remove outdated hulks to
processing facilities. In 1968, an estimated 15,600 companies in the United States were engaged
in auto salvage. Seventeen percent of these were one person operations, and 53 percent employed
from two to five people (EPA 1972:31-32).

The single automobile salvage yard in the study portion of the corridor, Fitzgerald’s Auto Salvage
was founded in 1935 by John T. Fitzgerald on family property south of Milford (S-03941). The
southern section of the main building was erected at this time (LBA 1992:50-51).

4.1.3  SERVICE STATIONS

In the commercial roadside architecture context, the LBA study defines the prototypical service
stations as a small brick building with a paved yard and four gas pumps on a city lot.
Prefabricated and standardized gas station designs soon became more common. While oil
companies often promoted the use of distinguished signage and color schemes, the form of the
property type was essentially a “decorated shed” notable for the lack of ornamentation. Early
service stations were often small, hipped roof, brick or wood-framed buildings with a front porte-
cochere that sheltered the pump island. A detailed typology and history of the service station in
the United States is contained in Jakle and Sculle’s The Gas Station in America (1994).

The two earliest service stations in the corridor are both examples of Jakle and Sculle’s “house
with canopy” type (Figure 17). In their discussion of this type, the authors wrote:

The addition of a canopy integrated into the roof of the small house or cottage
produced another distinctive type of gasoline station....Standard Oil of Ohio
pioneered a prefabricated prototype in 1916. The station was fifteen feet square
with the canopy supported in front by a single post covering a similar area (Jakle
and Sculle 1994:141).

As-built plans of the highway between Selbyville and North Georgetown, drafted in 1930, show
11 service stations along the corridor, most located at intersections. As-builts of the portion of the
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corridor between Georgetown and Ellendale, prepared in 1946, show seven filling stations, while
six filling stations are shown in the portion of the corridor between Ellendale and Milford on
1948 as-built plans.

4.2 RESTAURANTS

The LBA study included the following types of eating establishments: tearooms, diners, fast food
chains, and drive-in restaurants. Only diners are represented by pre-1961 buildings within the
current study areas. In addition, a bar or tavern is found on Route 113 between the Milford and
Germantown-south study areas.

4.2.1 DINERS

Although diners eventually became a roadside staple, the roots of the diner were in an urban
context. The earliest diners, established at the turn of the century, were located near factory gates
to serve quick, hot, home-cooked meals to factory workers. Diners, set up along roadsides,
provided the same service to motorists that were offered to urban workers.

By the 1940s, the original diner market was in trouble. Restaurants located in inner city industrial
districts of cities such as Wilmington, Baltimore, and Philadelphia suffered the loss of customers
as manufacturers relocated to suburban areas where land was cheap and abundant. Worse for the
restaurant owners, many of these new plants included their own cafeterias (Hurley 2001:41).

The diner industry changed in response to changing demographics and land use patterns. The new
site was often on a major highway in the outskirts of a town or city where the diner could “play
host to everyone.” In addition to serving hungry laborers, these new diners often served
executives on their way to work, office workers on lunch breaks, and couples on their way to or
from evening entertainment (Hurley 2001:42-43).

The name and form of the diner was derived from the railroad dining car. Like its predecessor,
the original diner was portable and could be erected on any suitable lot (LBA 1992:294-295). The
classic diner, with its stainless steel exterior and interior, prefabricated by a series of
manufacturers, was often the first building on a lot. As a diner grew in popularity, this building
was sometimes replaced by a larger, more permanent restaurant, an addition was attached to the
original block, or the original diner was encapsulated in later construction.

Through the 1940s, many diners placed their units flush against the sidewalk, anticipating that
most customers would arrive by foot. By the 1950s, the diners made accommodations to better
serve automobile-bound patrons, often resembling islands set within seas of concrete. Early hand-
painted signs were replaced by huge signs raised on pylons that could be read from afar and at
high speeds.

Diner designs in the 1950s reflected the spirit of the times. Exterior floodlights illuminated
stainless-steel siding, angled metallic canopies, and large plate glass windows. The small counter
area was subordinated to the spacious dining area as diners grew larger to accommodate more
tables and booths (Hurley 2001:56, 66-67).
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4.2.2 FAST FOOD RESTAURANTS

In his book Main Street to Miracle Mile, Chester Liebs traces the beginnings of the fast food
restaurant to about 1939 when two ex-New Englanders, Maurice and Richard McDonald, opened
a drive-in restaurant in San Bernardino, California. To increase profits, the brothers pared down
service and menu to an absolute minimum. By 1952, the brothers were producing an estimated
one million of their fifteen-cent hamburgers and 160 tons of ten-cent portions of French fries per
year in their 192-square foot food factory. Improvements in assembly-line techniques and rigid
standardization permitted this high output.

By the early 1950s, the brothers began to open a small number of other McDonald’s in Arizona
and California. Soon after, Ray Kroc, a former Lily Cup salesman convinced the brothers to allow
him to franchise their concept nationwide. Kroc commissioned a standard building design from
architect Stanley Meston. Assisted by staff architect Charles W. Fish and in close collaboration
with the McDonald brothers, Meston developed one of the mid-twentieth century’s most
recognizable architectural icons: a building with an overhanging slanted roof, visual front, wall
panels decorated with red-and-white striped tile and the flanking golden arches. By 1960, 200
McDonald’s restaurants had been erected around the country (Liebs 1985:212-213).

While McDonald’s was the earliest major national fast food chain, others soon followed suit.
Kentucky Fried Chicken, begun by Harland Sanders at Corbin, Kentucky, grew to 200 licensed
restaurants by 1960 and 600 by 1963 (Jakle and Sculle 1999:219-220). Burger King, established
in the 1950s by Matthew Burns of Long Beach, California, and his stepson, Keith G. Cramer of
Daytona, Florida, had grown to 274 units by 1967 (Jakle and Sculle 1999:117). Hardee’s, begun
in 1960 by Greenville, North Carolina restaurant owner and fry cook Wilber Hardee, grew to 300
restaurants by 1972. Wendy’s, established by New Jersey native R. David Thomas, grew to 407
units by 1976 (Jakle and Sculle 1999:123, 127-128).

These chains typically located their restaurants on heavily traveled regional thoroughfares on the
outskirts of downtowns. The building and sign were the trademarks of each fast food chain,
making the particular restaurant instantly recognizable to the highway traveler.

4.2.3 BARS OR TAVERNS

The field reconnaissance revealed that there are no pre-1963 resources of this type within the two
study areas. However, there is a bar/tavern on Route 113 in the corridor preservation area
between the assigned Milford and Georgetown-South study areas. This historic building, Teddy’s
Tavern, is listed in the National Register.

Generally single story buildings of functional construction, twentieth century bars and taverns
often feature a neon sign advertising a featured brand of beer. The buildings are often located
close to the roadside and feature adjacent parking. In more densely settled areas, some of the
buildings are the product of residential conversions.

Teddy’s Tavern is a well-preserved example of a World War II-era roadhouse, a tavern located on
a heavily traveled automotive route.
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4.3 LODGING

The LBA study included the following lodging property types: tourist camps, tourist cabins and
cabin courts, and motels. Tourist cabins and cabin courts and motels are found in the study areas.

4.3.1 ToOURIST CABINS AND CABIN COURTS

Initially, automobile travelers often had to rely upon campgrounds for overnight accommodations
in rural areas. Around 1920, some campground owners began to build cabins for travelers who
desired more comfortable and private accommodations. As the idea caught on, cabin operators
provided beds and linens for travelers. Facilities were expanded and upgraded further during the
Depression as former hotel patrons turned to lower-cost cabin camps for their lodging. A one-stop
facility grew in popularity containing cabins, gas station and restaurant. The office, manager’s
quarters, and restaurant were typically located in a single building at the center of the parcel. By
1934, an estimated 32,000 camps serving 30 million travelers had been erected around the
country (LBA 1992:297-298).

4.3.2 MOTELS

The motel evolved when lodging providers began to erect a single U-shaped building instead of
individual cabins. This method allowed construction of more units at reduced cost and
construction time. Motels generally offered the same accommodations and amenities as cabin
courts and often included an on-premises restaurant and/or filling station. The largest boom in
motel construction occurred following World War II. In 1939, there were about 13,000 motels
nationwide. By 1948, that number had doubled, and the number of motels reached 41,000 by
1952 (LBA 1992:299).

Heather Lynn Yost includes an evolutionary typology of motels or motor courts in her study of
motels on U.S. 40 in New Castle County, Delaware and Cecil County, Maryland. The immediate
forerunners of the motel were downtown hotels of cities and small towns which flourished during
the late nineteenth and early twentieth centuries; auto camps and tourist homes, which became
popular during the 1910s and 1920s; cabin camps which flourished during the 1920s to 1940s;
and cottage courts, popular during the period from the 1930s to the late 1940s. By the 1950s, the
motor inn emerged, primarily in metropolitan areas. This new lodging form was substantially
larger and more luxurious than the motor court or motel. It has been largely superseded by the
highway hotel, a multistory boxes with interior corridors and public spaces concentrated on the
first floor (Yost 2003:34-48).

In his study of motels, Michael Karl Witzel describes the characteristics of a “motor court” or
first generation motel:

These were long, low, one-story buildings that shared a common air-conditioning
plant, plumbing system, and foundation (slashing the total construction costs).
The individual garages of the old cottage days were dropped in this design, since
the square footage they added resulted in extra costs in material and construction.
In the long run, it was much cheaper to pave a large parking lot and direct
visitors to park in front of their rooms.
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To give overnighters the illusion they were still renting out an individual room
and not just a tiny chamber in a rabbit warren, architects added new styling
details. One of the most widely used visual tricks was the addition of an overhead
portico at each entry door. A miniature recreation of a pitched roof, it highlighted
each room as being separate, conjuring up a homey feel. Later, this feature was
simplified even further when the pitched roof aspect was dropped. Designers
created the same effect by attaching a small, flat overhang above the door (Witzel
2000:85, 87).

A typical motor court was arranged in a U-shaped plan with the office and owner’s apartment at
one end, a courtyard in the interior of the U and parking spaces at the rear of each unit (Jakle,
Sculle and Rogers 1996:46). The courtyards functioned as informal outdoor lobbies and were
often the location of an in-ground swimming pool (Yost 2003:44). Other motor courts were
arranged with linear or L-shaped room arrangements. Rooms became increasingly standardized
with furnishings purchased from supply houses specializing in hotel and motel outfitters (Jakle,
Sculle and Rogers 1996:47). Jakle, Sculle and Rogers developed a graphic typology of motel
construction in their book on the subject (Figure 18).

4.4 OTHER

The LBA study included the following other property types: roadside stands, miniature golf
courses, and drive-in movie theaters. Of these, roadside stands are found in the current study
areas.

4.4.1 ROADSIDE STANDS

As noted by LBA (1992) in their commercial roadside architecture context, roadside stands were
among the earliest and most prevalent features of the automobile era, as local farmers set up small
stands along the side of the road to sell goods to passing motorists. Roadside stands were
generally simple, wood-framed sheds erected along the side of the road, perhaps including a few
off-street parking spaces. Some stands were more elaborate and rested on concrete foundations
and had window and door openings.

Merchandise available at the stands varied. Many were limited to excess produce that a farmer or
gardener could not consume and did not wish to sell at market. Other stands sold cold drinks, as
well as ice cream or sandwiches, while some stands sold post cards and souvenirs. Some stands
evolved. A farm stand originally selling only produce might begin to carry cold drinks and later
add sandwiches. Soon seating was added and in some cases: gas pumps were erected as well
(LBA 1992:301).

4.4.2 INSTITUTIONAL, GOVERNMENTAL AND CORPORATE PROPERTIES

In the pre-automobile era, institutional, governmental, and industrial property location was
governed by several factors: accessibility to roads, accessibility to power, and accessibility to
points of shipment. For example, grist mills were generally located adjacent to rivers and streams
that could be dammed to provide power for operation. Proximity to a roadway was also important
to facilitate transportation of the flour and meal to consumption or sales points. Governmental
facilities were placed in a central location in the jurisdiction, often at a major crossroads to
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facilitate travel to them. The desire for a centrally located county seat led to the establishment of
Georgetown and the relocation of the Sussex county seat from Lewes. Church and schools were
placed along roads in a position centrally located to the community they served. With the
development of water transportation, factories were often located along navigable waterways,
both to provide steam for machinery and an adjacent corridor for shipment.

In more recent years institutional and governmental buildings have been constructed along major
highways to permit ease of access and alternatively to promote growth and development.
Institutional and governmental property types represented along portions of the length of the
highway include governmental buildings, churches, some with associated cemeteries, and
independent cemeteries.

Governmental facilities located within the current study areas include a DelDOT district office
(Georgetown), a State Police barracks (Georgetown) and a prison (Georgetown). The prison
contains components that pre-date 1963.

Two major institutional properties are found in the study areas: the Stockley Center and the
Sussex Correctional Institution. The Stockley Center, original known as the Delaware Colony,
was established in 1921 on a 1,000-acre tract as the state institution for the developmentally
disabled. In 1938, it had about 400 residents, mostly children, and its plant included
administrative offices, training shops, a laundry, an infirmary, and a truck and dairy farm. The
Stockley Center is now the state’s only facility licensed as an intermediate care facility for people
with mental retardation. In 2002, its resident population was 179. Most of the buildings visible
from Route 113 are residences built of rusticated concrete block in the bungalow style (Delaware
Health and Social Services 2002:4; Eckman et al. 1938:385).

The Sussex Correction Institution (S-00210), a maximum, medium, and minimum security prison
for men with associated boot camp was established in Georgetown in 1931. For much of its
history, it was one of two farms in the Delaware correctional system with a total of 250 acres in
agricultural use.

Among the products of the farm were truck crops, grain, milk and pork products. Some original
or historic exterior fabric is visible from Route 113. Its present appearance largely reflects a
major expansion undertaken between April 1997 and April 2000 that raised prison capacity to
1,206 (Department of Correction 2004; State Board of Corrections 1963:43-44).

Several churches are located in the current study areas. None of these churches appears to have
been constructed prior to 1963. Several cemeteries are also present in the study areas. These
cemeteries are of two types, religiously or fraternally-affiliated cemeteries and independent
cemeteries. An example of the former is the Odd Fellows Cemetery located in Milford. This
cemetery, located on a flat parcel of land on the east side of Route 113 consists primarily of
linearly arranged, recently erected markers. An example of a small independent cemetery is
located on the east side of Route 113 south of Milford. This cemetery, established in the
nineteenth century, consists of irregularly arranged markers of various erection dates.

4.4.3 RECREATION

Several recreational facilities are located within the study areas. Two, the Milford Lanes bowling
alley and Seacoast Speedway in Stockley, were probably erected to take advantage of Route 113
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frontage. The third, two units of Redden State Forest, extend to either side of Route 113 between
the Milford and Georgetown South study areas.

In the years following World War II, increasing numbers of Americans began to bowl as a leisure
activity. One reason for the increased popularity of the sport was the introduction of the automatic
pinsetting machine during the 1950s. No longer were patrons at the mercy of often rude pin boys,
and games could progress more quickly. By 1961, the number of bowling alleys in the United
States had grown to over 10,000. Bowling establishments of the 1950s were promoted as centers
of family fun where the entire family could gather outside the home (Berk and Simple n.d.;
Hurley 2001:139, 159). The Milford Lanes (K-07544) was typical of such post-World War II
lanes erected to provide family entertainment for residents of the local area.

Seacoast Speedway (S-11019) is located behind a board fence on the east side of Route 113 south
of Woods Branch Road (231). It presently consists of /2- and Y4-mile semi-banked clay ovals.
Originally known as Georgetown Speedway, it has been the site of both stockcar races and drag
races. Part of the National Dirt Racing Association circuit, races were last held at the track in
2000. It was most recently used for a short-lived outdoor concert series. The original "2-mile dirt
oval was opened in March 1950 and was used periodically until 2000. Built by Melvin Joseph
Construction, it was originally designed to become part of the NASCAR circuit. When that idea
fell through, it was used as a track for local racers. The "4-mile dirt oval was added in 1971 and
was also used periodically until 2000. A Y4-mile paved dragstrip was used in 1956 and 1957 when
the facility was known as Delaware Speedway, and a 1/8-mile paved dragstrip was used in 1962
and 1963 when the facility was known as Stockley Speedway (New Jersey Dirt Racing 2004).

The Delaware Forest Service manages its state forest holdings for a variety of objectives
including timber production, wildlife habitat enhancement, forest management demonstration,
and outdoor recreation (Delaware Forest Service 2005).

The State Forestry Commission began the acquisition of property along the DuPont Highway
south of Milford in the 1920s. In the spring of 1928, the Commission purchased a three-acre plot
and leased an additional acre five miles south of Milford and adjacent to Hudson Pond as a
nursery site. The land was cleared and seeds were sown for a variety of forest trees, chiefly
loblolly pine, red pine and white pine (State Forestry Commission 1930:9-10). This land
remained the State Forest Tree Nursery supplying tree seedlings to both public entities and
private landowners until the late 1960s when widening of Route 113 resulted in the taking of a
portion of the nursery. It was then relocated to the nearby Appenzellar Tract (State Forestry
Commission 1968:9).

The corridor protection zone between Milford and Georgetown adjoins two units of the Redden
State Forest, the 194.2 acre Appenzellar Tract and the 1494.25 acre Ellendale Tract (Figures 19
and 20) of Redden State Forest. The initial portion of the former tract, measuring 45 acres and
lying on both sides of the DuPont Highway about a mile south of the State Forest Tree Nursery,
was purchased by the State Forestry Commission for $100 on December 29, 1927. A portion of
the area was thinned and pruned the following August and September (State Forestry
Commission 1930:12).

The second tract, once known as Ellendale State Forest, had its genesis in a 40-acre tract in the

heart of Ellendale Swamp transferred by the State Highway Department to the State Forestry
Department in 1932. The Forestry Department’s original plans for the land included planting
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vacant areas of abandoned farmland the following year, brushing out existing roads and trails, and
erection of campsite facilities on that portion fronting the DuPont Highway (State Forestry
Commission 1932:15). By the following year, the Department had completed a Class B public
campsite by grading and cleaning up the land, erection of two latrines and roofed picnic tables,
installation of drinking water facilities, and construction of a stone and concrete fireplace (State
Forestry Commission 1933:19).

During subsequent years, both tracts were managed as forests, trails were added to facilitate
public access, and additional parcels were added to each tract. In 1938, the Forestry Department
purchased three tracts, of 302, 94 %, and 6 % acres of the Ellendale Swamp on the west side of
the DuPont Highway for incorporation into Ellendale State Forest (State Forestry Department
1938:10). In the following year, the Ellendale Forest again grew with the acquisition of the 79.83
acre Burton Tract to its south. With these acquisitions, the forest totaled 450 acres. Also in 1939,
the roadside picnic area (listed in the National Register) was improved by addition of a rustic
picnic shelter and stone incinerator (State Forestry Department 1939:13). By 1947, Ellendale had
grown further to encompass a total of 752 acres, 620 acres owned by the Forestry Department and
the remainder owned by the State Highway Department. Work in the forest during the year
included about 1 % miles of trail construction and roughing out of an additional half mile lateral
trail (State Forestry Department 1947:13).

Additional changes to the forest occurred in the 1950s. In 1950, the latrines in the picnic area
were declared unsatisfactory and were removed. In 1952, two tracts of 240 acres were added to
the forest. In the same year, wood stock pumps were replaced by cast iron pumps in an attempt to
eliminate contamination (State Forestry Department 1950:9, 1952:8.). In 1953, a trail was
extended and a creosoted timber bridge was built to provide access to the newly acquired parcels.
A new well was drilled at the picnic area to reduce contamination (State Forestry Department
1953:12-13). In 1956, a second picnic site had been established in the forst, and three new picnic
tables were added at the original site (State Forestry Department 1956:9). In 1963, two tracts
were added to the forest, the first of 20 acres adjoining other lands, and the other of 134 acres
northwest of the forest. With these acquisitions, the forest totaled 1223 acres. A new trail was
built to provide access to the larger of the two newly acquired tracts (State Forestry Department
1963:6, 8).

The Appenzellar Tract grew more slowly. In 1965, 83 acres of cutover woodland and abandoned
farmland was added to the north and east sides of the tract by land purchased from Carey D. Sapp
of Georgetown. Plans were for this land to be converted from low value hardwoods to pines.
During 1968, two additional tracts were added. The first, the 58-acre Harry Frankel property, was
located west of the tract boundary. Twenty additional acres were added in December 1968 (State
Forestry Department 1968:7).

4.4.4 RESIDENTIAL-COMMERCIAL CONVERSIONS

A typical evolutionary pattern on major transportation routes involves the initial construction of
residences on lots in proximity to existing towns and cities. As traffic increases and roads are
widened and improved, the house site becomes viewed as less suitable for residential use. The
zoning of the property is changed. The former residence is converted to commercial use.

Some residences, converted to office use, undergo a relatively modest level of alterations, often
only the replacement of doors and windows. The former front yard may be partially or totally
paved and converted to parking. Other residences, converted to retail or light industrial use,
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undergo more substantial alterations including the erection of a new block equal to or exceeding
the size of the residence.

In many areas, residential-commercial conversion represents an intermediate land use stage. A
subsequent stage consists of the assembly of a number of smaller parcels, several of which may
have been the site of residential-commercial conversions. The existing buildings are then
demolished and replaced with a more intensive use such as a strip shopping center, big box store,
office building, or apartment complex.

4.4.5 INDUSTRY

Because of dependence on motor freight transportation, many industrial facilities choose to locate
on or in proximity to major highways. Several types of industrial facilities were historically or are
currently located within the study areas.

4.4.6 LUMBERING

The extensive forests of inland southern Delaware represented an important resource first
harvested by settlers to the region in the eighteenth century. Early on vast stands of cypress in the
Great Cypress Swamp near Millsboro were harvested for hand-hewn shingles. During the century
from 1750 to 1850, large volumes of white oak were logged in Delaware for local shipbuilding,
much of it in Milford, or for export to Holland, Sweden, and England (NFES 1959:1).

From 1869 until the 1950s, Delaware’s lumber production averaged 25 million board-feet per
year (Edmonson 1978). In the 1890s, two large lumber mills began operation in Millsboro.
Members of the locally prominent farming family, the Houstons, were principals in each mill.
The company that eventually prevailed was the Houston-White Company whose managing
partner was William J.P. White. The company continued as Millsboro’s largest industry until the
1950s (Carter n.d.; NFES 1959:3).

By the early twentieth century, the leading forest species of southern Delaware were the loblolly
(Pinus taeda) and scrub (Pinus virginiana) pines. A large proportion of these trees were grown in
woodlots on farms rather than in designated tree plantations. Loblolly pines, a fast growing
member of the yellow pine family, obtains a height of 60 to 70 feet and a diameter of three feet.
Its wood was principally used for lumber, piling, mine props and fuel. Scrub pines typically reach
a height of 40 to 50 feet and a diameter of 18 inches. Its wood was principally used for mine
props, piling lumber, paper pulp and fuel. (CCFD 1927:8-9, 18-19, 27-30).

In the late 1950s, a total of approximately 400,000 forested acres were found within the state. A
majority of this land, 252,000 acres, was located in Sussex County. In 1956, sixty percent of the
forest products taken from Delaware forests was used for lumber. Seventy percent of this total
was softwood—almost all of it pine. While most of the sawmills in northern Delaware were
stationary, most of those in the southern portion of the state were portable, moved frequently
from location to location as stands were harvested (NFES 1959:4).

The remaining major forest products included pulpwood (13% of the total), wood pilings (9
percent of the total), and basket veneer (5 percent of the total). The final 13 percent was divided
among fuel wood, fence posts, mine props, and other small scale uses. Because Delaware had no
pulpwood mills, the southern yellow pine harvested for this purpose was shipped out of state,
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most to tidewater Virginia and western Maryland. Three basket-veneer mills operated in
Delaware (Edmonson 1978; NFES 1959:4-7).

No remnants of the formerly important Sussex County lumbering industry remain in the study
areas.

4.4.7 CANNING

Prior to the invention of modern refrigerators and freezers, preserving food for substantial periods
of time proved difficult. The process of canning fruits and vegetables was first developed in
France in the early nineteenth century. By the mid-1800s, canning had become a popular method
of preserving food in much of the United States.

Delaware’s first cannery opened in 1846 when Read Gordon of Port Penn, New Castle County,
began canning peaches. In the 1870s, Delaware canneries began processing vegetables, as well as
fruits. By the 1870s and 1880s, the development of new technology such as large pressure
cookers, as well as the mechanized harvest of crops, led to a boom in the industry. In 1890,
almost 6,000 acres of land in Sussex County was devoted to the cultivating of tomatoes. Much of
this crop was canned (Doerrfeld, et al. 1993:11).

In the early twentieth century, vegetable canning was an important component of the economy of
southern Delaware. By 1910, the canning industry in Delaware included 300 processing plants
employing one-quarter of the state’s labor force. Delaware’s canneries flourished until the 1940s
when new methods of food preservation, such as freezing, and competition from California and
other warm weather states, caused a decline in the state’s canning industry.

Among the leading crops canned in Sussex County was the tomato. By 1910, even small villages
in the Delmarva had canneries. Because these canneries operated for only about four weeks
during the year, temporary gangs of laborers were often brought in from beyond the Delmarva
peninsula to operate the plants (Williams 1998:4).

Though some canneries were little more than a shed, the typical cannery was a two-story
building. Within the building, specific areas were designated for making cans and processing
food. Canneries were often located near railroads so that goods could be placed in wooden crates
and shipped quickly to market (Delaware Agricultural Museum n.d.)

Early in the history of the canning industry in Delaware, much of the product shipment was done
by water. By the mid-twentieth century, shipment of canned goods in the state was by trucks and
by rail. In his study of the industry in Delaware, McCauley cited Draper Food Products, Inc., of
Milford, a canned goods sales office that used its own trucks for transportation of half its canned
products. In the 1950s, railroads carried less than 10 percent of the total yearly output of canned
goods in the state. The remainder was by truck, and much of that shipped from southern Delaware
was carried along the DuPont Highway (McCauley 1961:68-69).

As one Delaware researcher has concluded “canneries dominated Delaware’s economy before
World War II” (Heite 1990:115). Through time, many canneries underwent alterations and
renovations in order to remain current and competitive. The significance of canneries within the
study areas is clear from the number of canneries that were present from the last quarter of the
nineteenth century to the middle of the twentieth century. At least 32 canneries were located in
Sussex County, with the largest number at Georgetown (7), followed by Milford (5), Selbyville
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(4), Lincoln (4), Staytonville (3), Dagsboro (2), Ellendale (2), Frankford (2), Millsboro (2), and
Stockley (1) (Heite 1990:134-137).

Fires were a common occurrence at canneries (Heite 1990:48). While the majority of canneries
are no longer standing cultural resources, data recovery investigations at the Collins, Geddes
Cannery site near Lebanon, Delaware has demonstrated the archeological potential of cannery
sites (Heite 1990).

No buildings historically associated with the canning industry remain in the study areas, although
Vlasic pickles are still canned in Millsboro.

4.4.8 HOLLY PRODUCTION

The holly wreath industry flourished in Sussex from the 1880s until the 1960s, and many
farmers supplemented their incomes during the months of November and December in the holly
business. It was an especially significant industry during the Depression, and in 1936 over 2
million wreaths were shipped from the towns of Bridgeville, Milton, Millsboro, and Selbyville.
At its peak, nearly 10,000 Delawareans were employed making wreaths, and the wreaths
contributed a million dollars annually to the state’s economy. In recognition of the industry’s
importance in 1939 the American holly was formally designated as Delaware’s state tree. The
industry declined quickly after World War II with the development of plastic Christmas wreaths
(Eckman et al. 1938: 385; Hancock 1976:102).

The holly used for wreaths was American holly (/lex opaca) indigenous to the United States.
Holly branches were generally cut from trees with a height of 15 to 30 feet and a diameter of 3
to 8 inches. Only the female trees bear berries. Holly trees are found throughout the state but
were most abundant in the deep woods, swamps and moist depressions in southern Kent and
Sussex counties. In the 1920s, holly products were valued at about $400,000 and included about
1.5 million wreaths and 600 cases of loose sprays and branches (Commission 1927:15-16).
Overcutting and poor forest management decimated the wild holly in the eastern United States
(Gradishar 1975:1).

Because of the decentralized nature of the industry, few buildings were built exclusively for
wreath production. Instead, wreathmaking generally took place in household settings, in
outbuildings such as garages, or small open, wood-framed warehouse buildings equipped with
tables.” No buildings historically associated with the holly industry remain in the study areas.

4.5 ROADWAYS

A heavily traveled highway is an almost continual work in progress (Marriott 1998). This has
been a proven fact seen and felt with almost all of the United States’ highways. Widening and
repaving occur, new intersections are created and existing intersections removed, and bypasses
are built. The property types representative of the DuPont Highway itself include road surfaces,
signs, culverts and bridges, and waysides, rest areas and landscaping.

? The latter are pictured in photographs of wreathmaking in the collection of the Delaware Public Archives.
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4.5.1 ROAD SURFACES

As an evolving transportation route whose earliest sections were laid nearly 90 years ago, the
DuPont Highway (present Routes 13 and 113) is expected to have few, if any, portions of original
road surfaces. Those sections that may exist are presumably bypassed portions of the road. As-
built drawings and other primary source documents including highway contracts provide
information concerning original specifications for assistance in identifying any remaining early
road sections.

As indicated in the historic overview, the highway underwent a series of large-scale widening and
dualization prior to 1963. Remaining highway fabric from these improvements may possess
significance as representative of the historic evolution of the road. Again, these sections may be
able to be identified by reference to as-builts and construction contracts.

4.5.2 SIGNS

Due to changing highway sign standards, no early road signs are expected to remain along the
former DuPont Highway. Signs from the highway may exist in public and private collections.
Because of their removal from their historic locations, it is doubtful whether such signs would
contribute to the National Register eligibility of any portion of the road.

Older signs that may exist are most likely associated with older commercial establishments in the
corridors. These signs are more appropriately considered under the roadside commercial context.

4.5.3 BRIDGES AND CULVERTS

Because of the many rivers, streams, ponds, and swampy areas crossed by the highway and the
poor drainage of portions of the road, the original road included many bridges and culverts. Most
of the bridges in the study area are concrete girder or slab spans used to pass over streams and
brooks. A culvert, a structure smaller than a bridge and generally in the form of a concrete or steel
tube or pipe, allows water, often water drained from the road, to safely pass beneath the road
surface. Few, if any, original structures are expected to remain. Remaining pre-1963 bridges and
culverts are expected to exist primarily on bypassed portions of the highway where traffic
volumes are lighter. The initial source for identification of bridges should be the Delaware
historic bridge survey conducted by A.G. Lichtenstein and Company for DelDOT and the
Delaware SHPO (LCE 2000). This study did not include culverts.” Pre-1963 culverts should be
identified using as-builts and in consultation with the engineering staff of the Department.

4.5.4 WAYSIDES AND REST AREAS

Many early to mid-twentieth century highways, especially those catering to long-distance and
tourist traffic, incorporated waysides and rest areas. In their simplest form these resting points
were simply widenings of the road shoulder providing parking spaces for one or more
automobiles. These waysides were often equipped with picnic tables located in the shade of a
tree. More elaborate waysides may have permanent picnic shelters, sometimes equipped with an

? According to the 2004 National Bridge Inventory for Delaware, of the 896 structures indicated as bridges,
202 are culverts (NBI 2004).
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outdoor grill. Most elaborate are rest areas, a complex with its own internal road system and
containing restroom buildings and larger parking areas.

One wayside has been previously listed in the National Register: the Ellendale State Forest CCC
Picnic Facility (listed July 22, 1991). This resource is located on Route 113 between the Milford
and Georgetown-South study areas.

4.5.5 STREET TREES

Within the study areas are few if any examples of trees planted intentionally to form allées
defined by the highway. The State Highway Department undertook an intentional highway
“beautification” program in the years between 1920 and 1930. In 1929 alone, it was reported that
the Department planted 5,000 trees and that “practically all” the highways where planting was
practicable were completed (AR 1929:35). A year later it was noted that tree planting, along with
roses and shrubbery, had been ongoing for a decade, but was not seriously considered until “the
principal highways were hard-surfaced” (AR 1930:39). The landscaping efforts of the State
Highway Department at this time were part of a larger national trend at highway beautification, a
movement endorsed by the American Association of State Highway Officials in 1930 (AR
1930:39).

As-built plans of the highway prepared in the 1930s and 1940s depict several tree allées lining
Route 113 within both study areas. Portion of lines of sycamores planted to create such allées
remain along portions of Route 13 in New Castle County and also along Route 9 in Sussex
County, east of Georgetown.

4.6 RESIDENCES

Soon after the completion of the highway, portions of largely agricultural properties adjoining the
highway in southern Kent and Sussex counties began to be subdivided into residential lots.
Houses were erected on these lots and faced the highway. Generally, this development first
occurred in the vicinity of existing towns, especially Milford and Georgetown. Later, string
residential development extended west from existing downtowns along major thoroughfares
leading from downtown to the DuPont Highway. These residences reflect common architectural
styles and plans of the twentieth century United States.

Styles and plans of houses reflect the lifestyles and economic levels of the residents, as well as
the influence of the media including architectural and general interest periodicals and plan books.
Other influences include the predilections of local builders and the availability of prefabricated
houses manufactured by companies such as Sears Roebuck and Aladdin.

Post-World War 1II residential construction in the study areas, as elsewhere, reflected the
influence of widespread economic and cultural trends. Economic trends that resulted in housing
construction included public and private financial assistance; increased mobility due to improved
roads and increased ownership of automobiles; general post-war economic prosperity; relocation
of jobs away from city and town cores; and economic transition away from agriculture and
toward manufacturing and service jobs.

Cultural trends that resulted in residential development included an increased desire to own land;
increased dissemination of a suburban ideal of independent ownership of a single-family home;
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changing living patterns; availability of new materials for home construction; and economic and
racial segregation.

Several trends characterize the adaptations of post-World War II housing in Delaware. High style
residences are not as common as simpler, small versions. Among the reasons for this trend are
economic conditions resulting in the need for rapidly built affordable housing. Within the study
areas, traditional suburban developments appear later than in the more urbanized areas of Dover
and north. This may be due to the prevailing rural character of southern Kent and Sussex County
and due to the erection of houses along linear corridors and narrow, subdivided portions of farm
tracts.

Residences built along the DuPont Highway and intersecting thoroughfares represent many of the
common house types chronicled in architectural guidebooks and in specialized guides such as
Jakle, Bastian and Meyer’s Common Houses in America’s Small Towns: The Atlantic Seaboard
to the Mississippi Valley (1989).

Among the house types and forms present in the study area are bungalows, Colonial Revival
residences, four-square plan houses, Cape Cod Cottages, English Cottages (Tudor), World War 11
Era-Cottages, Standard Ranch Houses, Minimal Ranch Houses, and Split-Levels. These designed
houses were generally erected using existing plans disseminated through periodicals, plan books,
as well as plans obtained by builders and, in some cases, distributed through lumber yards or
financial institutions. These designs received regional or national distribution. Thus, some of
these house designs were as frequently seen in Alabama and Oregon, for example, as in
Delaware.

4.6.1 BUNGAaLOWwS (1910s-1930s)

According to architectural historian Anthony King, the bungalow is America’s first “distinctively
national type” of house. It was one of the first common house ideas in the United States to break
regional boundaries and gain acceptance almost everywhere. Based upon Arts and Craft ideas, it
enabled an inexpensive house to be built with open flowing spaces that appealed to Americans of
modest means.

The bungalow grew in popularity as a result of prefabricated houses and the national media. The
prefabricated houses, offered by Sears, Roebuck and Company, departed substantially from Arts
and Crafts idea. While William Morris and Gustav Stickley and others encouraged hand
craftsmanship, the bungalow became the epitome of machine-made housing. The national media,
including such magazines as The American Architect, Good Housekeeping, Architectural Record,
Country Life, and Ladies Home Journal provided both photographs and floor plans of bungalow
designs (Jakle et al. 1989: 172-173). While bungalows are not as common along the corridor as
they are in some suburban neighborhoods, the scattered examples indicate that rural homeowners
were also comfortable with this style.

Bungalows began to be built in the United States at about the turn of the twentieth century,
became popular during the 1910s and remained popular through the 1930s (Noble 1984:146-147).
Characterized by low silhouettes and low pitched overhanging roofs with inset front porches,
bungalows were constructed both in the suburbs of the northern portion of the state and in more
rural areas of Kent and Sussex counties. Single bungalows are common throughout the state.
Bungalows were viewed as economic dwellings with easily built designs that appealed to both
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urban and rural residents. It was not uncommon for some if not all the building materials to come
from local mills (Mulchahey, et al. 1990).

Bungalows in Delaware are typically three-bay, one- or one-and-one-half story houses of wood-
framed, brick, stone or concrete block construction or a combination of these materials (figures
21 and 22). Wood-framed bungalows are often shingled, although clapboards are also frequently
used as exterior cladding. A common feature of the bungalow is its low-pitched shallow roof with
deep overhanging eaves supported by substantial brackets. The roof may be oriented with its
ridge line either parallel or perpendicular to the street. Exposed structural members, such as rafter
ends are also typical. A deep porch with flared base nearly always extends across the facade and
is supported by corner pillars. Pillars are often battered and may be constructed either of the same
material as the dwelling or of a contrasting material, such as stucco or concrete. The porch roof
may be cross gabled or pyramidal but is most typically shed (Lanier and Herman 1997:179-180).

Bungalow plans often included fireplaces with rustic hearths. Plans also frequently included such
built-in furniture as cupboards, buffets, bookcases, and window seats. Mulchahey, et al., in their
study of Delaware bungalows reported that a sampling of house plans published between 1910
and 1924 indicated that the average bungalow had five or six rooms including living rooms,
dining room, kitchen, two or three bedrooms plus bath. Half had built-in buffets while about a
third had built-in window seats of bookcases (Mulchahey 1990:8-8).

Most bungalows constructed in rural settings were designed to appear part of a suburb. They were
constructed on small lots along the roadway, often with sidewalks leading to the front doors and
hedges marking property boundaries. Builders often treated rural roads as if they were streets and
constructed an architectural form that followed a suburban, rather than a rural, pattern in size,
orientation, and use of space. There was a clear contrast with neighboring farm houses which
were generally set back further from the road and surrounded by domestic and agricultural
outbuildings (Mulchahey et al. 1990).

4.6.2 FOUR-SQUARES (1900-1920s)

The four-square, also known as the American Foursquare, emerged as comfortable, space-
efficient housing for middle class families. During the Victorian era, it was fashionable to built
complex, highly ornamented dwellings with complicated floor plans with many small rooms,
hallways, and stairways. By the turn of the century, many homebuilders were seeking easier to
erect, more economical forms for America’s middle class.

The four-square dominated suburban neighborhoods through the first decades of the twentieth
century. The square form made the houses especially practical for narrow city and suburban lots.
Its plan, generally consisting of four square rooms above three square rooms and an entrance hall
eliminated the need for long hallways and made efficient use of interior space. In addition, the
simple symmetrical four-square was less costly to build than complicated Victorians, Mail order
companies also favored four-squares for pre-cut “kit” homes (Pollock n.d., Craven 2004).

Along with the bungalow, the four-square is the most common early twentieth-century house type
in Delaware and much of the remainder of the eastern United States. Four-square dwellings are
generally two stories in height, constructed in a cubic shape and crowned by a hipped or
pyramidal hipped roof (Figure 23). Some four-squares have four dormer windows, one projecting
from each roof slope, while others feature a single dormer projecting from the front roof slope.
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Figure 21. Example of side-gabled bungalow in the Route 113 corridor (S-10154).
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Figure 22. Example of front-gabled bungalow in the Route 113 corridor (S-10612).
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Figure 23. Example of four-square house in the Route 113 corridor (S-10602).
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4.0 ASSOCIATED PROPERTY TYPES

Dormers are typically hipped in shape. Other common exterior features include a single-story
porch with substantial columns or posts extending the width of the front elevation, a window
designed to provide light for the stairway located midway between the first and second floors on
an exterior side wall, and side bay windows (Lanier and Herman 1997:182). Some four-squares
lack exterior ornamentation, while others may be stylistically associated with the Colonial
Revival, Craftsman, or Prairie styles (Wyatt n.d.:30). Four-squares are most commonly built
using wood-framed construction, but are also built of brick and sheathed in stucco. Sears
Roebuck & Company sold a cement block making m<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>