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Originally isolated from the other airport operations, the Air Transport Command 
(ATC) structures are now part of a bow-shaped line of primary structures along 
Thomas Avenue at Washmgton National Airport. (Thomas Avenue roughly 
separates landside activities to the west from arrside activities to the east.) The 
passenger terminal/operations building (today the General Aviation 
Terminal/Commuter Aviation Terminal, or GAT/CAT) and lunch bar (today the 
Cafeteria) are situated north of the North Ternunal and south of Hangar No. 8. 
The ATC portable hangar, now Hangar No. 10, is incorporated into the North 
Hangar Line and is flanked by Hangar No. 9 to the south and Hangar No. 11 to the 
north. The Cafeteria is set immediately to the west of the north portion of the 
GAT/CAT. The hangar is separated from the other two ATC buildings by Hangar 
Nos. 8 and 9. The elevated Metrorail line runs generally west of the structures 
beyond Thomas Avenue and Smith Boulevard. 

HISTORICAL INFORMATION 

Air Transport Command 

The Air Transport Command (ATC) of the US Army Air Force was formed in June 
1942. During the course of the Second World War, it grew from an organization 
dependent upon the commercial airlines for personnel, equipment and experience, 
to "the world's greatest airline," to quote its war-time commander, Lt. Gen. Harold 
L. George.1 The functions of the organization included the delivery of American 
made aircraft to foreign purchasers (the British term "ferrying" was adopted to 
describe this activity) and the transportation of passengers. Although ferrying 
continued to be important throughout the war, the task of providing priority 
personnel and cargo service for the entire War Department dominated ATC 
activities later in the war. In July 1945, the 200,000 men and women and 3,700 
planes of the ATC carried 275,000 passengers and 100,000 tons of cargo, mostly 
overseas.2 The unprecedented and unanticipated success of the program in moving 
large amounts of cargo, at a time when pnvate air freight transport was virtually 
nonexistent, convinced some observers that cargo might rival passenger transport in 
commercial aviation after the war.3 

When the ATC was established, it combined the functions and personnel of two 
preexisting organizations, the Ferrying Command and the Air Service Command. 

1Quoted in John Walter Wood, Airports and Air Traffic: The Airport Needs of 
Your Community, (New York: Coward-Mccann, 1949), p. 145. 

2Wesley Frank Craven and James Lea Cate, The Anny Air Forces in World 
War II, Volume VII, Services Around the World (Chicago, 111.: The University of 
Chicago Press, 1958), Forward, p. ix. 

3Wood,Airports and Air Traffic, p. 47. 
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The Air Force Ferrying Command had been established in May 1941, eight months 
before the Japanese bombing of Pearl Harbor brought the United States into the 
Second World War. Its function was to assist in the supply of American built 
aircraft purchased bY. the British under the terms of the Lend-Lease Act of March 
1941. American rmlitary pilots flew the aircraft from the manufacturing plants, 
located in southern California, to airbases in the eastern United States or Canada, 
where they were turned over to British flight crews. Using American pilots for the 
domestic portions of these flights both freed British fliers for combat duty and gave 
American pilots experience in the operation of military aircraft which would soon 
prove useful. In November 1941, this ferrying service was extended beyond the 
territory of the United States and Canada. The Ferrying Command also established 
regular courier service between Washington and the British Isles, as well as special 
flights for senior political leaders. This service played an important role in the close 
cooperative relationship between the United Kingdom and the still officially neutral 
Umted States. 

After war was declared in December 1941, the Ferrying Command's operations 
were greatly expanded. An increased number of American built aircraft were now 
being supplied to US allies, including the Soviet Union after the German invasion of 
Russia in the summer of 1941. In addition, German and Japanese military and 
naval successes diverted air supply routes into longer and more dangerous channels. 
The most important of these routes during the early years of the war was from 
Florida to Natal, Brazil, and from there over the south Atlantic to Africa. From 
Africa, the routes diverged. Some of the planes went north to the United Kingdom 
or to reinforce the British resistance to Rommel's Afrika Corps in North Africa. 
Other planes headed northeast to Iran, where they were transferred to Soviet hands. 
Another group continued east to India. 

The Air Service Command was established in October 1941 to transport Army 
personnel and technical supplies between US air bases. In April 1942, troop 
carrying responsibilities were reassigned, leaving the Air Service Command with 
responsibility only for military cargo transport. US entry into the war extended this 
support to US units overseas, thereby creating an almost certain conflict with the 
Ferrying Command. In June 1942, the chairman of the Civil Aeronautics Board 
strongly criticized the duplication of effort resulting from the overlapping 
responsibilities of the Ferrying Command and the Air Service Command. His 
recommendations led directly to the consolidation of the two organizations later in 
the same month. His su~estion that the Naval Air Transport Service (NATS) be 
included in an interserv1ce air transport organization was not implemented; the 
A TC and the NATS continued to duplicate facilities and routes throughout the war, 
with the naval service playing a key role in the South Pacific. 

When the ATC was created, it was also given new and expanded functions. Both 
the cargo and passenger carrying responsibilities of the ATC were extended from 
the Army Air Force to the entire army. In accomplishing these added tasks, the new 
organization needed personnel and equipment, both in short supply. At the time of 
US entry into the war, there were only 30 four-engine planes in the United States, 
although the Army had additional planes on order. Of these, 15 belonged to the 
commercial airlines. Most pilots trained in flying four-engine aircraft were also 
employed by the airlines. Fmally, the airlines possessed a less tangible asset: the 
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practical administrative eXP.erience needed to run a large organization (whether 
civilian or military) responsible for flying long-distance routes. 

ATC cooperation with the airlines took three principle forms. Personnel and 
aircraft were borrowed, civilian techniques were adapted to military use, and 
ferrying and cargo operations were conducted under contract. The ATC's 
predecessors had established the precedent of relying on contractual arrangements 
with the commercial airlines before the ATC was established. During the period 
before June 1942, the Air Service Command contracted with five US airlines for 
domestic cargo transport and with four ( two already included in the domestic group) 
for foreign operations. Many Ferrying Command flights across Africa were 
conducted under contract by Pan American Airlines subsidiaries established 
expressly for this purpose. Pan American, which had experience in long trans
oceanic flights, was a natural choice for this complicated assignment. The contract 
arrangement was the most efficient and perhaps the only way to provide the 
necessary services while the Army was quickly training personnel and obtaining 
aircraft. As the war progressed, the ATC was able to take over increasing shares of 
these burdens. By the end of the war, "so vast were [ATC's] operations and so 
varied its experiences that ... there was much that the civilian lines could learn 
from the command."4 

If close cooperation with the commercial airlines was one constant in the operations 
of the ATC, so was the continuing struggle for independence within the Army 
command structure. Ultimate control was unified from the beginning, reflecting the 
necessities of establishing worldwide priorities for the allocation of personnel and 
cargo. The ATC headquarters staff, located in temporary buildings at Washington 
National Airport, was directly responsible for all ATC flights. This arrangement 
clashed with the Army's traditional practice of giving regional commanders control 
of all land, sea, and aIT forces within their theaters of operations. Maintaining ATC 
authority over all its aircraft worldwide required a series of strongly worded 
directives from increasingly high levels. Used often throughout the war, the system 
became more popular as area commanders began to appreciate its usefulness; this 
change reduced, but never eliminated, internal clashes. 

Although control of aircraft and personnel was centered at headquarters in 
Washington, five regional divisions, known as wings, were created shortly after the 
unified ATC was established. Additional wings were added durin~ the course of the 
war. Each wing had its own locally based commander. The wmgs were grouped 
along major ATC transportation routes, each of which was essentially a separate 
airway, having its own character, problems, and style of operation. The South 
Atlantic route (including the Caribbean, South Atlantic, North Africa, and Central 
Africa Wings) was the dominant supply route during the early years of the war. The 
North Atlantic route provided direct connections between the US and the UK 
Troubled by bad weather during its early years, its importance increased with the 
Allied invasion of Europe in 1944. Activity on the Pacific route was limited by 
dominance of the Navy in the area and by "General MacArthur's views on command 

4Craven and Cate, Vol. VII, Forward, p. vi. 
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prerogative," which made operation of a Washington-directed service difficult.5 The 
Northwest air route, from its base in Great Falls, Montana, to Alaska, lost most of 
its strategic importance when the Japanese threat to the area in 1942 dissipated with 
the Japanese withdrawal from the Aleutian Islands. During the latter part of the 
war, this route was used for the ferrying of lend-lease aircraft to the Soviet Union. 
Of all the essential, but usually unglamorous, operations of the ATC, the route 
flying over the "Hump" of the Himalayas, from India to China, was probably the only 
one to capture public attention. 

The ATC provided vital services. Its ferrying operation was still important, but 
equally essential was the supplying of US forces with, among other things, fuel, 
urgently needed strategic materials, rations, spare parts (including entire 
replacement engines for aircraft), ammunition, and medical supplies. Other 
services performed by the ATC planes included evacuation of wounded for 
treatment in American hospitals either abroad or in the United States and 
operation of a courier service among the Allies. At the end of the war, the ATC 
handled the rapid demobilization of the armed forces, transporting thousands of 
troops a month from duty stations worldwide back to the United States. 

In 1948, efforts to create a unified military transport service finally succeeded. In 
that year, the Military Air Transport Service (MATS) was established within the 
newly independent Air Force. MATS absorbed the former ATC and the Naval Air 
Transport Service. The newly established unit was immediately challenged by the 
enormous transport job of the Berlin Air Lift. 

The ATC at Washington National Airport 

The headquarters of the Air Transport Command had been located in temporary 
buildings at Washington National Airport since the establishment of the 
organization in 1942. The airport itself was used primarily as a base for courier 
operations and for transporting high ranking military and political leaders. (The 
term, "VIP," apparently was first used in connection with the ATC operations at 
Washington National Airport.). The courier operation predated the formation of 
the ATC. Increasingly close cooperation between the US and Great Britain in the 
spring of 1941 made the need for rapid communication between the two countries 
essential. In the summer of that year, a regular air service was established within 
what was then the Ferrying Command, permitting communications and people to 
"move back and forth with the speed demanded by the course of events"6 This 
"Arnold Line," as the British called it, in reference to the commanding general of the 
Army Air Force, operated an average of six round trips a month between July and 
October 1941. Important diplomatic missions to the United Kingdom and the 
Soviet Union also operated from the base at Washington National Airport. By 
1944, when Washington National Airport became a separate ATC base, the facility 

5Craven and Cate, Vol. VII, Forward, p. xii. 

6Wesley Frank Craven and James Lea Cate, eds., The Anny Air Forces in 
World War II, Vol. I, Plans and Early Operations: January 1939 to August 1942 
(Chicago, Ill.: The University of Chicago Press, 1958), p. 317. 
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was handling 1800 to 2100 fligh~ monthly and was the ''world's busiest aerial port of 
embarkation and debarkation." At least one source suggests that competit10n for 
space between these military flights and the civilian traffic still using the airport 
( over 2000 monthly in 1944) resulted in "interference between and the slowing down 
of both types of operations.'i8 

A detachment of a special ATC unit, known as the "Brass Hat" Squadron or 26th 
Transport Group, was based at Washington National to handle high-level 
passengers, their staffs and equipment. In 1944, the entire 26th Transport Group 
was consolidated at National because most special missions originated out of 
National, or Bolling Air Force Base across the Potomac. That same year, the 26th 
Transport Group and the ATC's Washington National Airport Staff Squadron was 
combmed to form the 503rd Army Air Forces Base Unit. Des:pite the large field of 
operations of the 503rd by the close of the war, it was inactivated in 1947. The 
persisting need for a special missions unit at National, however, mandated the 
formation in 1948 of the 1254th Air Trans:port Squadron, which re_Presented a 
combination of several units. Later, the umt bec1me the 1254th Air Transport 
Group and 1254th Air Transport Wing, successively. 

A fleet of specially fitted C-54 aircraft, the cargo version of the DC-4, was 
maintained in Washington by the ATC. The unit manning these aircraft reportedly 
contained the "best flying talent of the command.'' The fleet included the "Sacred 
Cow," the Presidential plane used first by President Roosevelt, and so called 
because of the unusually high level of security surrounding its use. It was equipped 
with a battery-operated lift to raise his wheelchair directly into the plane, and other 
special fe9-tures including a stateroom, a conference table, and a bullet proof picture 
window.1 The ATC also transported the US delegations to key mternational 
conferences, beginning with the Casablanca meeting of January 1943 and including 
the pivotal Yalta and Potsdam meetings. 

The ATC Terminal 

Prior to 1944, the President and other political and military passengers using ATC 
routes boarded and disembarked through Hangar No. 6, at the far end of the line of 
hangars to the south of the airport's Main Terminal. There were complaints that 

7"ATC Terminal to be Ready Next Month,"Aviation News, (July 10, 1944), p. 
44; "Terminal At Washington Airport Embraces Advanced Designs," Construction, 
(October 9, 1944). 

8Wood,Airports and Air Traffic, p. 144. 

9History of Special Air Missions (Andrews Air Force Base, Maryland: Office 
of History, 89th Military Airlift Wing, 1989), pp. 3-7 and 12. 

10Reginald M. Cleveland,Air Transport At War (New York and London: 
Harper and Bros., 1946), p. 250); History of Special Air Missions, pp. 6-7. 
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this site was isolated and too exposed for security, as well as being too "out-of-the
way, unattractive and crowded" for the important people using it.11 

In early 1944, plans for new facilities to replace the unsatisfactory existing 
arrangement were undertaken. The architect for the complex was Charles M. 
Goodman, chief architect for the ATC, in which capacity, he also designed other 
ATC facilities around the country. Goodman had worked in Washin~ton as a 
private architect and builder before the war and had assisted in the design of the 
original buildings of the Washington National Airport complex as a member of the 
staff of the Public Buildings Branch of the Treasury Department. After the war, he 
established a reputation as one of Washington's leading contemporary architects. In 
the 1950s and 1960s, Goodman was responsible for the design of an early and 
important apartment and townhouse complex in the Southwest Redevelopment 
Area, as well as other residential and institutional projects in the metropolitan 
Washington area. Captain P.J. Papadopoulos, of the ATC, was the project officer. 
Constructing agency was the US Engineers, under the direction of District Engineer 
Colonel John M. Johnson. The contractor was Charles H. Tompkins, of 
Washington. 

The new ATC complex at the airport consisted of five structures on an open site 
north of the Main Terminal. Included were a large, portable steel-framed hangar 
with attached shops, a combined passenger terminal/ operations building, a small 
lunch bar, a fire-crash station, and an air freight and mail building. Open space was 
left around the larger structures to permit future expansion, if necessary. The total 
project cost was $500,000, about half of which was provided by the Civil Aeronautics 
Administration (CAA), and which also included taxiway paving, fueling facilities 
construction1 a 50,000 square yard concrete apron, and the construction of a car 
parking lot. 2 The CAA was to take over the facilities six months after the 
conclusion of the war, although the exact manner in which the complex would be 
utilized for civilian purposes was not decided. The most likely use stated at the time 
was as a terminal for international flights. 

The entire complex was generally designed to be flexible, easily erected, and 
inexpensive. The fire-crash station, however, was more durably constructed than the 
other buildings, being made of concrete block, and was probably intended to serve 
as the main airport emergency facility for the foreseeable future. At the time the 
ATC terminal complex was being constructed, airport officials had recently 
discovered that no local jurisdiction accepted responsibility for fire and other 
emergency protection of the airport. Therefore, the CAA would have found itself 
responsible for making arrangements to provide its own emergency services, leaving 
the agency with a more specific interest in seeing that the fire-crash station was 
constructed in a certain manner than the other structures. The fire-crash station 
was subsequently known as "the Firehouse," "Firehouse No. l," and the "old 
Firehouse." 

11"ATC Terminal to be Ready Next Month," p. 44. 

12Ibid 
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The passenger terminal/ operations building was designed on the basis of a module, 
as were many of Goodman's designs for ATC buildings at other locations. A 16-foot 
bay, divided into 5-foot 4-inch units, formed the basis of the design. This spacing 
permitted the use of standard, yard-size lumber in construction, necessary because 
of war-time limitations on materials, limitations which applied even to military 
construction. Wooden posts 16 feet apart rested on footings below the concrete slab 
floor and supported wooden girders with a 16-foot span. Wooden joists 2 feet apart 
rested on the girders. This post and lintel system, described at the time as a 
"structural spine," freed both interior and exterior walls of any loadbei3ring function, 
resulting in complete flexibility in the location of interior partitions. In addition, 
75 percent of exterior wall space could be devoted to windows, providing maximum 
light and ventilation. 

Historical Description 

The exterior was originally finished with thin asbestos cement sheets mounted on 
diagonal wood sheathing. The windows, both fixed and pivoting, were wooden sash. 
Diagonal sheathing resting on the rafters supported the roof. Roofing materials 
consisted of asphalt felt covered with hot pitch and stone chips. Most interior 
partitions were originally gypsum board; other walls were unpainted cypress siding. 
Ceilings were sprayed asbestos and floors were covered with black marbleized 
asphalt tile on the concrete slab. 

The administrative and operations sections of the combined terminal/ operations 
building were designed to respond to the "sequence of their busmess flow," 
according to a contemporary description.14 The plan of the terminal was also 
apparently based on a functional flow chart developed to meet the processing 
requirements of arriving and departing passengers and baggage. The central space 
of the highly irregular plan was devoted to a large waiting room. Passengers entered 
into and departed from this space through two enclosed entryways leading to the 
roadway and parking areas on the west of the building. Enclosed spaces on the west 
side of the waiting room housed such secondary passenger services as restrooms, 
public telephones and telegraph, motor pool and rail transportation information. 
The ticket and baggage counters were located under the windows lining the east side 
of the waiting room. Persons using the waiting room could not see out to the 
airfield because the glass in the windows was opaqued. To provide additional light, 
clerestory windows were created by a raised section extending down the center of 
the waiting room. East of the waiting room was a long concourse, partitioned into 
sections for international arrivals, domestic arrivals and departures. Double doors 
opened from the concourse onto the apron. Traffic control and priorities offices 
were located to the east of the concourse in approximately the center of the 
building. 

13Lynn Fallon, "Streamlined Terminal," Air Transport, Vol. 3 (June, 1945), p. 
121. 

14Fallon, "Streamlined Terminal," p. 124. 
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The north wing of the building housed offices to :process arriving international 
passengers, including foreign detention, medical exammation, immigration, customs, 
mtelligence, and censorship. Immediately to the south of the waiting room was a 
briefing room for departing passengers which housed a sophisticated audio-visual 
presentation, "Life on a Raft," giving information essential in case of an emergency 
landing in the ocean. 

The operations building, the "nerve center of the base," and actually the south wing 
of the combined structure, housed administrative and maintenance offices, as well 
as the radio, cryptography and weather rooms, a pilots lobby, fli§ht preparation 
area, and facilities for the control of arriving and departing aircraft.1 

The second floor of the terminal provided a special waitin~ room with lounge 
facilities for "high ranking military, naval and diplomatic officials of all the Allied 
nations, members of Congress, etc."16 Separate staircases leading directly to this 
space from both the land approach road and from the apron provided private access 
for persons whose presence at the airport was not to be publicized. The upstairs 
lounge commanded an unobscured view of the airfield, in contrast to the main 
waiting room. 

A small separate building immediately adjacent to the terminal on the west housed 
a lunch bar, open 24 hours a day, with stools arranged around a long angled counter. 

History of the Military Occupancy of the ATC Structures 

Although an informal agreement had existed between the War Department and the 
Civil Aeronautics Authority with regards to the former occupying space at 
Washington National Airport during WW II, the first formal arrangements were 
made for construction of a separate ATC terminal at the airport on January 22, 
1944. The agreement stipulated which buildings were to be constructed. These 
plans were based on an attached conceptual plan dated December 24, 1943, which 
had been prepared by the US Engineers. The agreement further permitted ATC 
occupancy of the structures throughout the war, and six months thereafter, at which 
point all buildings were to be transferred to the CAA at no cost, or removed 
entirely, depending on CAA preference. The War Department was required to 
maintain the buildin~ during its occupancy and to provide for all utilities 
connections and costs. 

The ATC did not, however, vacate or demolish the structures as planned. The 
continuing military presence at National was a source of considerable friction with 
civilian airport officials. The original agreement was finally updated in July 1949 to 
reflect the Air Force's wish to remain in some of the ATC facilities and the CAA's 

15"Terminal at Washington Airport Embraces Advanced Designs," p. 18. 

16Ibid. 

17MW AA Archives, File V A-43 56, Tempos, WNA. 
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(now the Civil Aeronautics Administration rather than Authority) desire to return 
Washington National Airport to strictlx civilian use. The new agreement transferred 
the passenger terminal/ operations bmlding, mail and air freight building, and crash 
station to CAA ownership. However, the terminal and freight buildings were to be 
jointly occupied, with the CAA using the northern portion of the terminal and the 
southern half of the freight building. The Air Force ATC (now the MATS) would 
use the operations portion, or southern section, of the terminal, including the 
upstairs lounge, and the northern half of the freight building. The Air Force 
retained ownership of the portable hangar for stora~e and maintenance of the 
Presidential aircraft. Furthermore, in an effort to hmit military air traffic, the 
agreement stipulated that the only allowable military aircraft were those carrying 
the President, VIPs and military officers above the rank of major general and rear 
admiral, those on regularly scheduled military flights temporarily unable to land at 
nearby military airfields, and those on flights requiring the use of customs and 
immigration services. The Air Force MATS was responsible for maintaining the 
portions of the buildi~s it was occupying, including the payment of utilities and 
other related charges.1 

That agreement was intended to stand indefinitely, but actually lasted until 1951, 
when a new contract dated June 20 superseded it. The updated agreement, 
however, did not contain any changes in regards to ownership or occupancy of the 
facilities but instead affected other World War II-era structures at the airport still in 
use by the Air Force. No real change in the relative civilian and military occupancy 
of the MATS terminal structures occurred until 1952 when the Air Force 
relinquished its usage of the mail and air freight building to the CAA except for one 
room which contained training equipment. In 1953, that area too was turned over to 
the CAA so that the entire freight structure was in civilian use. Hangar No. 10 was 
apparently owned by the Air Force throughout the 1950s, but by the mid-1950s was 
also used by the CAA and the Coast Guard. Records do not indicate whether the 
MATS still used the structure at this point or another Air Force division.19 

The 1960s brought additional changes to the location of military operations at 
Washington National Airport. A June 1, 1960 agreement between the Air Force 
and the Federal Aviation Authority (FAA), formerly the CAA and subsequently the 
Federal Aviation Administration, stated that the Air Force intended to eventually 
remove all of its operations elsewhere, except for those relating to Presidential air 
traffic, as soon as space was available. Hangar No. 10 was clearly owned by the 
FAA by this point, but was leased to the Air Force. By 1962, Hangar No. 10 was 
used strictly for FAA purposes, but the Air Force still occupied the southern 
(operations) portion of the terminal, the northern :{>Ortion of which was referred to 
as the International Terminal by this time. Sometime between February 1962 and 
July 1963, the Air Force vacated the MATS terminal and moved into quarters in the 
Main Terminal. The space in the MATS terminal formerly occupied by the Air 

18Jbid. 

19Ibid. 
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Force wa~taken over by the Installation and Materiel Division, Eastern Region, of 
the FAA. 

A wide variety of civilian aviation related operations have leased space in the 
GAT/CAT terminal since the military vacated the building. The present main 
tenant of the GAT is Butler Aviation. Other tenants in this section are Class 1 
Aviation and US Jet Aviation. The CAT is entirely vacant except for one office 
occupied by an official of the Metropolitan Washington Airports Authority. The 
most recent tenants in this portion of the structure included Henson/Piedmont and 
Federal Airways Corporation. 

Site Evolution 

The earliest plan for the ATC terminal and associated structures is dated December 
24, 1943. It included locations north of the Main Terminal for a crash station, 
passenger terminal/ operations building, lunch bar, portable hangar, portable 
warehouse, and a proposed mail building, all of which were located on Thomas 
Avenue from south to north, although not strictly adjacent to one another in all 
cases. This northern portion of the airport, between the parking areas to the west 
and the airfield to the east was almost entirely vacant at the time, making it a logical 
location for the ATC terminal. One benefit of the distance was the physical 
separation of military and civilian operations. In addition, the location was 
convenient to other World War II-era temporary structures already in use by the 
military which were located across Thomas Avenue and Smith Boulevard to the 
west.2l 

The ATC facility was built largely as planned. A few changes were made, however, 
probably in the interests of saving money and minimizing the amount of space 
occupied. The mail and warehouse operations were consolidated into one building 
which differed in configuration from either of the two proposed facilities. This 
warehouse/mail building was located between the passenger terminal/operations 
building and the crash station. The portable hangar was built in its proposed 
location but was oriented differently than planned. Instead of having the shops 
sections placed to the east and west, they were placed to the north and south which 
left the hangar doors opening east onto the airfield.22 

All of the buildings have survived to the present, with the exception of the mail and 
warehouse building, which was demolished in 1964.23 

WJbid. 

21MWAA Archives, File VF-43 56, Tempos, WNA. 

22Ibid. 

23Ibid. 
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ARCHITECTURAL INFORMATION 

General 

The GAT /CAT is a basically one-story structure with a second floor loft extension 
over one south-central port10n. It has very irregular massing but is roughly "L"
shaped in overall configuration. The indentation of the "L" faces to the west, or 
landside, and contains a parking area in its southern two-thirds and the cafeteria in 
the northern one-third. The structure's original low-lying aspect and horizontality 
seem even more pronounced today because of its location south of the more 
monumental Hangar No. 8. 

Structure of GAT/CAT 

The buildin~ has a 5-inch thick concrete slab foundation. Steel-reinforced concrete 
piles extendmg below the foundation support the wooden posts of the frame, which 
was constructed in 16-foot modules. The posts measure 6 mches by 6 inches square, 
except under the two story section, where they are 8 by 8. The posts support a 
wooden rafter system spanning 16 feet. The corners of the posts and rafters are 
reinforced with steel plates, and the exterior divisions of the walls are further 
strengthened with standard length two-by-fours set diagonally. 

Exterior of GAT/CAT 

The sheathing material of the building is rather deteriorated panels of asbestos 
cement sheets. These one-quarter-inch thick panels are mounted on wooden 
sheathing set diagonally. Many of the original wooden sash fixed and awning 
windows survive, although most have been painted or filled with air-conditioning 
units. The few surviving original wooden doors are found on the southern portion of 
the airside. 

The view from the west of the exterior of the building and the cafeteria located 
immediately adjacent to the north wing of the structure is obscured by a 
freestanding, steel panel, screen wall or false front which projects approximately six 
feet from the west and the west part of the south elevations. The screen wall 
consists of fluted metal panels approximately 10 feet high, with rounded corners and 
top. The streamlined contours of the screen are apparently designed to mask the 
irregularity of the original building and to make the detached lunch bar appear to 
be part of a unified structure. Cutouts in the screen wall provide access to the 
entrances to the building; a single large cutout gives a full view of the enclosed 
stairway leading to the two story portion of the building. Large red lettering 
mounted on the screen wall identifies the Cafeteria (lunch bar), GAT (the north 
part of the building, or former passenger terminal), and the CAT (the south part of 
the building, or former operations building). 

Behind the screen wall, much of the original building remains. The main entrance is 
located under a canopy attached to the screen wall at the northeast corner of the 
adjacent parking lot. However, the electric sliding doors are replacements. The 
northern section of the west elevation, behind the lunch bar, extends farther to the 
north. It is largely unchanged, and partially unblocked by the screen wall which 
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covers the southern part of this elevation. The wooden sash windows remain, but 
have been painted over on the exterior and blocked by panels on the interior. To 
the south of the main entrance, the wall behind the false front is also largely 
unchanged. An open courtyard, visible through the large cut-out in the screen wall 
referred to above, partially delineates the GAT, to the north, from the CAT, to the 
south. To the rear of the courtyard, the original staircase to the upper level is still 
visible behind a two story window wall, unchanged except for the replacement of the 
original door at the foot of the stairs. A glass walled entry into the CAT is located 
on the south side of the courtyard; it is accessible through another cutout in the 
screen wall. The north wall of the south wing, behind the screen, has been modified 
only by the replacement of some of the original windows with doors. The same is 
true of the west wall of this wing. 

The present north elevation is infilled with wall panels, and contains only a sin~le 
pedestrian door. The east (airside) elevation of the building is highly irregular, with 
many projecting sections and many alterations and replacements of original fabric. 
A low, concrete block wall placed about 10 feet away from the building separates 
much of the terminal from the airfield. 

Most of the building has a very slightly gabled roof. The roof of the two story 
section is a shed roof sloping steeply from east to west. The eaves of this section 
project well beyond the east exterior wall of the building. All roofs are covered with 
built-up roofing materials. 

Interior of the GAT/CAT 

The northern two-thirds of the combined GAT/CAT building is now occupied by 
the General Aviation Terminal. The main lobby is the central operating space to 
which all other portions of the GAT communicate. It has four primary means of 
access and egress. These are the main entrance on the west from the parking lot, an 
entrance to a hallway at the northwest corner which leads to the northern portion of 
the structure, doors to the airfield at the northern end of the eastern wall, and an 
entrance to a hallway at the southeastern corner connecting to the CAT. 

The lobby is a rectangular space bisected along its length by a series of columns, all 
but one of which (the northernmost one) is encased in bri~htly polished stainless 
steel. The main entrance from the west, or landside elevat10n, is at the northwest 
corner of the room; the access is through electric sliding glass doors. Moving 
clockwise around the room, the north wall is largely unfenestrated, except for a 
doorway at the west end which connects via a corridor to the northern part of the 
terminal, and a mirror at the eastern end ( actually a one-way glass window which 
looks out from the adjacent pilots lounge). The painted wall has black plasticized 
wainscoting. Continuing clockwise, the main gate to the airfield is at the northeast 
corner of the room, so that entries to the lobby from landside and airside are in 
opposite corners. Electric sliding doors of the airside entry provide access to a small 
glass enclosed vestibule which opens directly onto the airfield via another set of 
electric sliding glass doors. 

A diagonal dispatch/ticket counter/information center is located in the lobby to the 
south of this airside door. South of the counter is a set of four partitioned offices 
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and a conference room which extend to the eastern exterior wall and are used by 
Butler Aviation. The offices are flanked to the south by a public telephone alcove. 
The remainder of the east wall of the lobby is unfenestrated except for the opening 
to the hallway connecting the GAT with the CAT. The south wall of the lobby is 
formed by the partitioning of office spaces for US Jet Aviation (to the east) and 
Class 1 Aviation (to the west). Class 1 Aviation has an exterior door on its west 
wall. The west wall of the lobby, from south to north, houses restrooms flankin~ a 
storage space, a bank of public telephones flanked by glass display cases holdmg 
model planes, and an electrical closet. 

Most of the floor in the lobby and office areas is covered with carpeting. Areas 
around the entrances are floored with ceramic tile. The east, west, and south walls 
are covered with plasticized wallpaper. The north wall is painted plaster. The 
dropped ceiling over the central lobby waiting area, which is furnished with chairs 
and tables, is made of metal panels pierced with round lights and four skylights. 
The ceiling elsewhere is made of dropped acoustical tile. 

The narrow corridor opening from the northwest comer of the lobby leads into the 
north wing of the building. The exterior wall which forms the west wall of the 
corridor is covered with wallboard, blocking the original windows which are visible 
on the exterior. What are probably original fin-type radiators are located on the 
lower part of this wall. All spaces in this part of the building have been remodelled, 
typically with dropped acoustic tile ceilings with inset flush fluorescent light fixtures, 
wallboard partitions, and carpeting on the floors. The first opening on the east side 
of the corridor leads past two alcoves with telephones and computer terminals into 
the pilots lounge and television room, both of which have large fixed light 
replacement windows looking out onto the airfield. The next openin~ leads to the 
"Skylite Club," the VIP lounge, which is an irregularly shaped space which includes a 
bar and a separate conference room. Again, large fixed light replacement windows 
look out onto the field. Beyond this loun~e, a door closing off the corridor leads 
into the administrative areas of the terrnmal. A door to the right leads to the 
storage room behind the bar of the Skylite Club. A short distance beyond this door, 
the corridor turns to the right. Another door on the east leads into the 
administrative offices, which have been divided into a number of individual spaces. 
The corridor again turns north, with men's and women's restrooms on the left and a 
mechanical and utility room on the right near the north wall. An exterior pedestrian 
door is located at the end of the corridor. 

The hallway which opens from the southeast corner of the main lobby leads to the 
CAT and a staircase to the second floor offices of US Jet Aviation. The hallway is 
flanked by partitioned offices and storerooms on both sides for approximately one
third of its len$th. The eastern wall of the hallway is indented by a vendin$ machine 
alcove approximately halfway down to the south. More office space 1s located 
beyond. The western wall has offices extending approximately three-quarters of its 
length to the south. The southernmost one-quarter is pierced by two wooden sash, 
rectangular, fixed light windows approximately 2 feet high and 4 feet wide which are 
situated approximately 4 feet above the floor. The hallway is floored with linoleum 
bordered with plastic baseboard coving. The walls are covered with plasticized 
wallpaper. The dropped ceiling is formed of acoustical tile. 
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The southern end of the hallway is partially blocked by a partition which opens into 
the CAT, which was physically inaccessible but could be examined in places through 
windows. The area 1s now closed to the public and almost entirely vacant. To the 
right of the corridor leading from the GAT is a glass enclosed corridor at the inside 
corner of the "L." The original main entrance to the CAT was through this entry. 
The corridor from the GAT leads directly into a baggage claim area with freight 
doors cut directly through the exterior wall to the airport apron. To the south is a 
large lobby area. A lar~e departure lounge occupies the southwest comer of this 
part of the building. This room extends into the eastern portion of the addition on 
the south end of the building. A long, narrow corridor leads west from the lobby to 
an exterior door. This corridor is largely unchanged, although the office spaces 
located on either side of it have been reconfigured. The corridor walls are sheathed 
with what is probably the original cypress panelling but the wood is now painted. 
The office spaces have carpeted floors, dark wood panelled walls, and dropped 
acoustical tile ceilings. 

To the west of the corridor leading into the CAT, just before the glass-enclosed 
entry, is the two-story stairhall leading to the second floor. There is an exterior door 
at the foot of the stairs leading to the flagstone courtyard. The closed-string 
staircase, which is original, has two runs, each of which has nine steps. The stair 
treads are carpeted. The rounded wooden handrail and flared balusters are joined 
with round wooden pegs. 

The north and south walls of the stairhall are sheathed with 4-inch wide panelling 
which is probably original, although it is now painted. The ceiling is covered with 
the same panelling and has rounded, flush inset lights. The east wall is 
unf enestrated, except for the doorway from the hall below and the door to the upper 
floor above. The west wall is almost entirely composed of a floor-to-ceiling bank of 
28 wood sash windows. Each window is approximately 2 feet high and 4 feet wide, 
as are the windows on the first floor below. The windows are infilled with wire
reinforced glass. Most of the windows are fixed, but some are awning sash. 

The stairs open onto the second floor, which was originally the VIP lounge and now 
serves as executive offices for US Jet Aviation. On the second floor, a north-south 
corridor running approximately halfway down the western wall opens onto a series 
of three offices which extend out to the eastern exterior wall, and comprise 
approximately one-half of the floor space. The north-south corridor intersects an 
east-west corridor beyond the offices, takes a slight jog to the east, and continues for 
a few more feet. The northern portion of the floor 1s subdivided into one large work 
space to the east and north of the corridor with storage space and restrooms to the 
west. The east-west corridor bisects the second floor. It leads to a non-original 
exterior door and metal stairwax to the apron on the eastern ( airside) elevation. All 
floors are carpeted and the ceiling is made of dropped acoustical tile. The south 
wall has a window which has replaced the door which led to the original stair to the 
airfield, now gone. The east ( airside) wall largely consists of a bank of original 
wood sash windows. The single window on the north elevation is not original. 
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The flexibility of the original design intent for the GAT/CAT has been proven many 
times over the years through a number of renovation projects. Overall, the building 
has remained largely intact. However, the northernmost portion of the structure, 
which had originally contained a detention room, restroom facilities, a doctor's 
office, and medical mspection room, no longer exists, presumably demolished when 
Han~ar Nos. 8 and 9 were built in 1947. In 1970, the GATwas damaged by fire but 
repaired afterwards. By 1965, the interior of the terminal had been almost 
completely altered from its original configuration. Today, the only spaces which 
remain essentially in their original locations are the main lobby of the GAT, some 
restrooms, the interior stairwell, part of the main hallway connecting the GAT and 
the CAT, and the main corridor of the western wing of the southern portion. 
Original materials are frequently visible on the exterior but are largely obscured on 
the interior, except for the locations noted in the description. 

General interior modifications which have occurred throughout the facility include 
the reconfiguring of interior spaces, and the installation of new flooring, carpeting, 
wall covering materials, lighting, and dropped acoustical tile ceilings. 

Minor exterior modifications have included the rectangular addition to the 
southeast corner of the building in 1979 which added departure lounge space for the 
tenant, and the addition of a metal staircase from the upstairs office areas to the 
airfield, which occurred at an unknown date. 

Major renovation projects include the following. The primarily interior renovations 
which occurred in 1976 at the behest of Page Airways, Inc. were designed by 
Giuliani Associates, and also included the construction of the screen wall. The 
interior of the southern portion of the building was rehabilitated circa 1979 by Mintz 
and Easter, AIA, to provide facilities for Ransome Airlines. 

In 1980, James D'Auria, PC, Architect, Jack Green Associates, and Lev Zetlin 
Associates prepared renovation plans for the interior of the north portion of the 
terminal for Butler Aviation. The renovation based on those plans was completed 
in 1981. 

The many alterations, both structural and cosmetic, which have taken place on the 
interior clearly reflect the inherent flexibility of this type of structure in terms of 
design and materials. Since none of the interior partitions was loadbearing, inside 
spaces could be rearranged ad infinitum to suit the needs of the moment. 
Furthermore, wartime restrictions on building dictated the use of wood and ersatz 
materials which were generally lightweight and movable with a high degree of ease. 

Such flexibility was an absolutely essential feature of a building which had to serve 
diverse functions in uncertain times and beyond in peacetime. The building was 
designed to accommodate its initial dual use as an air terminal and office space, and 
also offer adaptability to its foreseeable postwar use as a civilian international 
terminal. The alterations which have occurred over the years demonstrate the 
manner in which the building could be adapted to suit the needs of subsequent 
tenants, just as its original configuration fitted the needs of the ATC. 
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The cafeteria is a one-story, wood frame, generally rectangular building located 
slightly west of the northern portion of, and at a right angle to, the GAT. Rising 
from a concrete foundation, the cement and asbestos walls support a very slightly 
gabled roof. Wooden sash, rectangular windows measuring approximately 2 feet 
high and 4 feet wide are found on all elevations but those on the eastern elevation 
have been boarded over. 

The main entrance is located at the eastern corner of the south elevation, 
convenient to the terminal. The entrance has a fixed light, metal sash door. A 
metal door, essentially an emergency exit, is set into the southern portion of the west 
end. A service entrance is located near the eastern end of the northern elevation. 

Interior of Cafeteria 

The interior is divided into lobby, (near the main entrance) seating (to the west), 
kitchen (to the northeast), and counter (between the lobby and kitchen) areas. The 
walls are panelled with dark wood. The floor is carpeted. The dropped ceiling is 
formed of acoustical tile over the lobby and kitchen areas. The dark dropped 
ceiling over the seating area has a false, stained glass skylight set into the center. 
Patron seating consists of tables and padded booths. 

Alterations to Cafeteria 

Similarly to the ATC terminal, the lunch bar originally had a large amount of wall 
space devoted to windows. Today, most of the windows are gone. The doors are all 
replacements, but the entrances remain largely in their original locations. 
Additional kitchen storage space has been appended to the eastern elevation. The 
southern and western elevations are visually obscured by the same freestanding, 
steel framed, screen wall which surrounds the landside elevations of the GAT /CAT. 

The interior has been greatly altered in terms of fixtures and decoration, but the 
kitchen, lobby, and seating areas are generally in the original locations. 

SUGGESTIONS FOR FURTHER RESEARCH 

Additional information on the day-to-day operations of the ATC at Washington 
National Airport can be found at the Air Force Historical Office at Bollin~ Air 
Force Base in Washington, DC. Month by month histories of each ATC umt are 
available there on microfilm. Researchers may also wish to consult with the Air 
Force History Research Center, Maxwell Air Force Base, Alabama, 36112-6678, 
(205) 293-5344, which has historical information on all units of the Air Force. 

Excellent photographs of the ATC terminal complex dating from January 1945 can 
be found in the FSA-OWi Collection, lot number 2239, at the Prints and 
Photographs Division of the Library of Congress. The photographs included with 
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the journal articles listed in the bibliography also provide additional information on 
original details. 
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