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The Fairey Battle. 
Sounds like a weird name for an aircraft, but there you 
have it! Wikipedia states that the Fairey Battle was a  
British single-engine light bomber that was designed and 
manufactured by the Fairey Aviation Company. It was  
developed during the mid-1930’s for the RAF as a mono-
plane successor to the Hawker Hart and Hind biplanes. 
The Battle was powered by the same high-performance 
Rolls-Royce Merlin engine that powered various contem-
porary British fighters like the Harker Hurricane and  
Supermarine Spitfire. The Battle was much heavier, with 
its three-man crew and bomb load. Though a great improvement over the aircraft that preceded it, 
the Battle was relatively slow and limited in range. With only two .303 machine guns as defensive 
armament, it was found to be highly vulnerable to enemy fighters and anti-aircraft fire. 
The Fairey Battle was used on operations early in the second World War. During the “Phoney 
War”, the type achieved the distinction of scoring the first aerial victory of an RAF aircraft in con-
flict. In May 1940, the Battles of the Advanced Air Striking Force suffered many loses, frequently in 
excess of 50% of aircraft sorties per mission. By the end of 1940 the type had been withdrawn 
from front-line service and relegated to training units overseas. As an aircraft that had been con-
sidered to hold great promise in the pre-war era, the Battle proved to be one of the most disap-
pointing aircraft in RAF service. 
Specifications : 
Length : 12.85 m  Wing Span : 16.46 m  Height : 4.72 m 

Cruise Speed : 182 kts.  Range  : 1,600 km (890 nm) 
Crew : Pilot, Gunner, Bomb Airmer 
Armament : .303 Browning machine gun in starboard wing, .303 Vickers machine gun in 
rear cabin. 4 X 250 lb bombs in the wing. 
 

And  -  There’s a Fairey Battle Right Here in Adelaide! 
The South Australian Aircraft Museum has a Fairey Battle under restoration; its registration is 
N2188. This aircraft was delivered to the RAF in May, 1939 and was sold to the RAAF on the 25th 
May, 1941.It was used for aircrew training, particularly air gunnery training, at Port Pirie. On 7th 
May, 1943, it crash-landed into mangroves north of Port Davis, just west of Port Pirie aerodrome. 
The site was so swampy, the aircraft was not recoverable. The engine, front cockpit and tail were 
salvaged and the rest abandoned. The remains were rediscovered by local aircraft enthusiasts in 
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June 1974. The fuselage 
was recovered during sever-
al trips over two years. The 
aircraft eventually came to 
the Museum in September, 
1987. Later a set of wings 
was donated by the RAF  
Museum at Hendon, UK. 
Restoration, which com-
menced in 1999, has been 
made possible by a generous grant of $26,000 from the SA Division of 
the RAAF Association to cover the cost of machinery, tools and materi-
als, The aircraft is one of only four surviving Battle aircraft in the world. 
Components for the restoration of N2188 have been acquired from the 
UK, Canada, Belgium and locally. 
 

Editor’s Note. 
The Fairey Battle gets a mention in a book, “The Last Navigator”, a biography of Gordon  
Goodwin, a Queenslander who flew them whilst training in Canada for duties with the RAF in 
WWII. He was a pilot but specialised in navigation. He undertook 32 Pathfinders missions, includ-
ing nine over Berlin, and 65 missions over enemy territory with Bomber Command.  
In the book, he describes the Fairey Battle as the first all-metal bomber to serve in the RAF but 
by May 1940, it had become an underpowered, defenceless aircraft, easy prey for the Luftwaffe 
and enemy ground gunners. This ancient craft had well and truly passed its prime and was  
retired from front-line service. Nevertheless, we came to respect its remarkable strength and  
resilience. In trouble, the Battle could land “wheels-up” on any part of the countryside and then be 
taken back by a recovery truck, the wheels jacked down and the mud wiped off the underside. 
Ready to go, good as new! 
 

Know Your Fellow Member  -  Ray Newman   (Part One) 
From time to time, Go-round solicits and publishes a club member’s “aviation story”, giving  
details of how, when & why they became interested in aviation. In this month’s issue you can 
read about one of our newer member’s aviation journey  -  Ray Newman. 
This is his story  - 
 

I was born in the Solomon Islands and, at the age of 6, we transferred to Wau, a famous WWII 
site and heart of early gold rush history in PNG. The first time I flew in an aircraft was a few 
months later when we flew in an Auster to Wabag, which was then the frontier of Australian  
government-controlled territory. The airstrip was at 6,500 feet in a densely populated highland 
valley. Expatriates were not allowed to venture more than 20 miles to the west as their safety was 
not assured. 
The valley was then accessible only by foot or air. The main aircraft from my memory were 
DC3’s, Junkers and Norseman’s which, I recall, crashed regularly. After three years in Wabag, 
we transferred to Mt. Hagan, flying in a Junkers which the indigenous people called a “flying 
house copper”, because of the corrugated aluminium. Our house had a corrugated aluminium 
roof because it was lighter and everything came by air. The timber for the house was all pit-sawn. 
I have memories of indigenous guys creating timber for bridges in this manner. Pretty hard going! 
In those days all the bridges had a grass roof in an attempt to slow rotting of the timbers. One of 
my vivid memories is of heaps of guys pulling great logs from the mountains to use as bearers for 
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these bridges. The fast flowing main river required huge logs to span them. Later on, these were 
all replaced by bailey bridges and swing bridges. I remember it as a very exciting but dangerous 
exercise pulling those logs as, suddenly, they could career out of control and people had to  
scatter. They would get a chant going when struggling to get them moving so they could all pull in 
unison. 
Cessna aircraft began to be more common and my dad shouted me a trip in one to a place called 
Tari, a big valley a couple of mountain ranges away. All these valleys were densely populated by 
people who dressed differently and spoke different languages. Because aeroplanes were central 
to our life, I developed a fascination for them. Travelling to Australia was a “big deal”. I remember 
a DC4, then a DC6 and, later, a Super Constellation. They were very long flights from Port  
Moresby to Sydney! Flights from the regions to Port Moresby were mainly in DC3’s. These were 
very reliable. 
We left PNG when I needed high school and  
relocated to WA. During my later college years, I 
did a very little training in a Cessna 150 at  
Cessnock. My employment then took me to 
Auckland NZ where I continued learning to fly at 
Ardmore in Cessna 150’s and Victa Airtourers. 
The rate was $10/hour, but I only earned  
$55/week. Having got my PPL there, I did quite a 
bit of flying with anyone who would come with 
me, mainly in a Piper PA28 aircraft, some in 
Cessna 172’s. I then transferred to Palmerston 
North where I did my CPL. Most of this was in a 
Bolkow 208 Junior (pictured), made in Germany. 
I think, just two of them made it to NZ. It had a 
MTOW of 640 kg, so it was a pretty close thing to 
a Light Sport. The rate for training had gone up a little to $13/hour! 
Once I got my CPL I did quite a bit of flying in a 
PA23 Piper Apache. The aero club had a “bank 
run” from Palmerston North to Gisborne and return. 
Some passengers, but the bank tapes were 

 the main item. I then got a full-time job in PNG, 
transferring to Lae. It was for a Mission, so there 
were not many dollars. The aircraft was a Cessna 
207, great people mover but normally aspirated and 
really struggled in the highland airstrips. We also 
had two Cessna 180’s and I found them really fun 
to fly. We soon changed one for a C185 with a pod 
underneath. I am on the right, my good friend Bruce  
Roberts on the left. We were at Laiagam, 7,200 ft  
altitude. The C185 was a great aircraft as we could 
fit so much more on board. Temperatures at night could drop to single digits at that altitude but 
rise to mid 20’s during the day. 
In an unfortunate accident at Goroka, the main highlands town (5,000 ft altitude), the C207 be-
came ‘history’. As we were doing a lot of overwater flights to the PNG islands, we replaced it with 
a Piper Aztec. I also became the Senior Pilot for the group, responsible for check and training  
We traded the remaining C180 in on a C206. I flew the C180 south to Bankstown and the C206 
back. The C206 had just had an engine change. It flew great for about 30 hours but then, after 
departure from Rabaul for Kieta on Bouganville, well out over the sea, the engine lost all power. I 
tried purging the lines but they wouldn’t clear properly. The engine would come to life and then 
die again. I was well out of gliding distance from land. I turned back for Rabaul and this scenario 
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kept up as, gradually, I got lower and lower. I was about 5,000 ft from memory. Changing tanks 
was no help! But I was really lucky and got almost to Rabaul when it seemed I would have to 
ditch and then, at 20 ft above the water, it roared back to life and we landed ok. Phew! Exhaus-
tive checks failed to find the problem. Eventually I resumed my flight but climbed to 9,000 ft 
and everything was ok. I flew to Bougainville and back to Lae. Two weeks later, the engine 
stopped again in the circuit at Wabag. I wasn’t flying and the pilot landed successfully. Again it 
was checked and it was discovered that the fuel lines were fitted incorrectly. Injected engine, 
but “excess line” was fuelling the engine and the “main line” was going back to the tank!. 
 

(Part 2 of Ray’s story next month) 
 

Our June Club Meeting. 
Our scheduled comp for Sunday 6th June   -   glide approach to land from 5 nm  -  was more of 
a “blow out” than a “wash out”. The gusty 20 kt westerly made the exercise just a little too risky 
to proceed. However, Club President David (who had devised and planned it) decided to “give 
it a go” and took to the air in his trusty Jabi, accompanied by Steve McGuiness.  
Happy to report that the aircraft, David and Steve all ‘made it back’ despite their (simulated) 
engine failure and joined a small turn-out of fellow members for the usual BYO BBQ lunch. 
 

Nano Tech Will Let RAAF Aircraft Spot Fast-Moving Drones. 
The University of Sydney has developed a prototype  
sensor for the RAAF that allows aircraft to detect fast-
moving drones. The MANTIS -  mutual-axis neuromorphic 
twin imaging system  - uses technology that mimics the 
human brain. 
Air Vice-Marshal Cath Roberts says the level of detail the 
four-kilogram device provides is very impressive and has 
really strong potential. Its neuromorphic sensors have “ 
exquisite sensing capabilities” allowing it to see what can’t 
be seen with traditional cameras.  
“Neuromorphic” refers to a large-scale system of integrat-
ed circuits that mimic neurobiological architectures present 
in the nervous system. 
 

Outback Air Race Postponed. 
The 2021 Outback Air Race has been postponed to 29th  
August, 2022, amid recent news of COVID scares across 
three states sparking the risk of border lockdowns. The trien-
nial charity event, raising funds for the RFDS, was set to 
start 30th August, 2021 with 100 competitors in 40+ aircraft 
geared up to fly a total of 3,900 kilometres across three  
different states. It was forecast to raise $600K to add to the 
$3.1 million the Race has raised since its inception in 1996. 
 

Diary Dates. 
Sunday 4th July  -  “Top Hook”  competition in which our pilots are tasked with performing a 
successful landing on a (simulated) aircraft carrier. Pilot briefing at 1000 hours. BYO BBQ 
lunch from 1200 hours. 
Sunday 1st August  -  Fly-Away for lunch at Kadina. Details TBA. 
Wednesday 11th August  -  Committee meeting @ the club commencing 1930 hours. 
Sunday 15th August  -  Complimentary lunch for members, followed by AGM. 
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