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by Capt David T. Clark
113th TFW

Night gunnery at first thought may seem a
frightening thing, whether on a controlled, lighted
range, or in the hills of South Vietnam. Most
fighter pilots have traditionally felt that night
time is for ... more natural pursuits. Certainly
not flying. This misconception can be overcome
to some extent with a thorough understanding of
procedures and safety practices. All the students |
have encountered confess after a couple of flights
that it “‘wasn’t as bad as | had expected.”

As with any night flying, night gunnery does
have some inherent hazards. One of the most
pronounced is vertigo. Let's look at some vertigo
inducers and see what we can do to reduce the
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probability of becoming disoriented. Loss of the
earth’s horizon is probably the most common
cause. However, this can be overcome by
constantly cross-checking the attitude indicator

Constantly turning your head causes the inner
ear to present incorrect attitude information to
the brain. Bending over, especially with head
turned, can really put you on tilt. At night it's
absolutely necessary to keep head movement to a
minimum. Use your eyeballs to look around and
remember, you're trying to prevent spilling some
very personal gyros.

Working with flares causes shadows
distorts the ground as a reference. Therefore
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night gunnery

Therefore, we recommend that join-up off the
range be made straight ahead. Be sure to keep
horizontal separation until even with your leader.
Then move in slowly after you have reached
co-airspeed. Other than keeping good horizontal
separation, airspeed is the most helpful tool to
assist in a good safe rejoin. Use a maximum of 50
knots overtake — bleeding it off as you reach line
abreast, because you cannot see your rate of
overtake from directly behind until too late.
Southeast Asia has proven that the enemy
moves at night. Therefore, night gunnery for
fighter pilots is here to stay. It requires that a
pilot be extremely alert and aware of what’s going
on. Consequently, it is essential that all pilots
establish good sound procedures and operating
techniques during ““Night Owl" training. That
way you can move freely and safely at

night . . . but Charlie won't. o

Captain Clark graduated from Kansas S
University in 1959 and entered pilot training the
same year at Malden, Mo. In July of 1960, he
graduated with Class 61-A at Webb AFB, Texas.
After receiving his pilot rating he attended
combat crew training in the KC-135 at Castle
AFB, Calif. Until being released from active duty
4 years later, he served as a C-135 co-pilot at
Turner AFB, Ga. After release from active duty in
1964, he joined United Air Lines and in May of
1965 the Air National Guard at Atlantic City,
N.J. There he became qualified as an F-100 pilot.
He remained with both the airlines and the Guard
until his unit was activated in January 1968.

The 119th TFS of Atlantic City is stationed at
Myrtle Beach AFB, S. C. A senior pilot with over
700 hours in the Super Sabre, Capt Clark
completed his F-100 IP checkout .in September
1968. He is presently providing both ground and
inflight training to students assigned to the 113th
TFW at Myrtle Beach AFB.
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corrosion control

metals used in modern aircraft. Galvanic
corrosion occurs when these dissimilar metals are
in contact and an external circuit is provided by
the presence of moisture. The current flow
between the metals carries particles from one
metal and deposits them at or near the other.
Galvanic corrosion is usually recognized by a
build-up of corrosion deposits at a joint.
Although galvanic corrosion is more troublesome
than chemical corrosion, it can be arrested if
detected early.

Exfoliation corrosion is not entirely a type in
itself, but rather a more advanced and severe
corrosion. It is a form of intergranular corrosion
and can occur as a result of either chemical or
galvanic corrosion. However, its unique
manifestation, that of “lifting up”’ the surface

grains of a metal, make it an important indicator
of advanced intergranular corrosion.

Other types of corrosions that cause trouble
are concentration cell, stress and fatigue. The
names are different, but the signs are similar to
the types

discussed above and the final
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Section of a 101 wing spar, where it passed through a fuel cell cavity, was saved by corrosion cont.

classification should be left to the experts. The
individual’s job is to recognize corrosion and
report it. So how about it guys? Look over your
birds and their supporting equipment. If they
aren't clean and properly painted — write them
up. On those few aircraft with bare skin showing,
watch for the white or gray powdery signs of
corrosion. Watch painted areas for bubbles,
cracks, and chipped paint because there is a good
chance corrosion is developing at that spot. Check
closed areas carefully for signs of trapped water.
Look at the cables in wheel wells, flap wells,
equipment bays, etc., to be sure corrosion
preventative compound is properly applied. Also
eyeball the lines, fittings, and aircraft structure in
these areas because corrosion can strit—
anywhere, or any piece of metal. When you 1
something wrong make sure you write it up to e
corrected.

Everyone, from the commander, the operator,
to the newest wrench turner, is essential in
controlling corrosion. It'smost important deterrent
is cleanliness and good paint. If the unfortunate
occurs and corrosion does develop, report it as
soon as possible. You can save the Air Force a lot
of money . . . and possibly grief. 5
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by Don Reynolds

That hook blade knife you've been carrying to
make a “‘4-line cut” during an unexpected
parachute descent will soon take its place with
the Bowie knife and broadblade sword. Back-pack,
chest-pack and seat-pack parachutes soon will be
modified by appropriate TCTOs with “Four Line
Jettisoning Lanyards,” antiquating the knife.

A pull loop and lanyard is being installed on
the inside of each rear riser. A firm tug on each
loop releases a daisy chain coupling, formed by
the lanyard at the riser and suspension line con-
nector link, jettisoning two lines from each riser.

Steering the chute after jettison is exactly the
same as after the old four line cut. i

Pull-loops and lanyards, installed
on the inside of left and right
risers, release two canopy lines at
each riser connector link. Lan-

5 are housed in flutes sewn T

, risers. To use, an escapee
“simply pulls on the loops, break-
ing four threads; one stowing each
loop to risers, and one tacking
each daisy chain coupling, shown
below. Hook blade knife, previously

Lanyard Loop
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installed on risers, no longer is
required and is not attached to

38.1/4 +1/4 in
For seat types

the system.

Riser and line coupler links are
the same as used in previous para-
chute systems, but installation of
two canopy lines on each coupling
has been changed. The two lines
are secured to link by the jettison
lanyard which forms a daisy chain
coupling. The coupling is a kind of
knot and will not release until the
lanyard is pulled, breaking the
daisy chain tack, and extended to
disengage the daisy chaincoupling.
Jettisoning lanyards are expected
be installed on back, seat, and
st pack parachutes.

Jettison lanyard daisy chain

«— Coupler Link

Lines to be jettisoned
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