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A 11 L-BUCD ‘Blue Bird’
Instructions / Navod

@ In the 1920s, the Czechoslovak air force operated only one fighter plane type produced by the Aero aircraft company, the Aero A-18. Much
greater success the company enjoyed in the field of heavier aircraft types. In early 1923, Aero started working on a two seat observation and
reconnaissance biplane which could also operate as two seater fighter plane. The Ministry of Defence (MNO, Ministerstvo narodni obrany) received
Aero's proposition and placed an order for 35, later increased to even 50 airframes. A year later, the Ministry ordered another 44 examples, now of the so-
called IL.serie. The type was designated Aero A-12 and was of mixed construction, the fuselage was made of welded thin-walled tubes covered with wood
and fabric. The all-wood wings also had fabric covering. The plane was powered with a German Maybach Mb IVa engine, originally built to be used on
airships. This powerplant was required by the Ministry as they had large stocks from war reparations. Despite the initial issues with the fuselage safety
factor, resulting in a strenghtened fuselage structure, and cracking fuselage side-mounted, slat-type radiators (replaced by more common radiator type
mounted forward of the upper wing) , the A-12 biplanes served reliably both in the air force and (later) in aeroclubs. Even though the type was of important
significance for the Czech military, it was owershadowed in service by the type that had been built on the basis of its airframe and known as AeroA-11. And
although built later, the new type received earlier type number, paradoxically. At first, the A-12 airframe was tested with the Walter W-IV engine (the
originally German BMW IV manufactured in the Walter engine factory in Prague), later three prototype proof-of-the-concept aeroplanes were built, A-
11.1 to A-11.3, powered by Walter W-IV engines with side-mounted radiators. During the trials these radiators were replaced by the more common ones
placed at the nose — these later becoming the characteristic feature of the type fitted to almost all A-11 versions. Following a series of thorough flying tests,
the Ministry ordered serial production which at first gave a batch of the standard A-11 airframes, later followed by an improved Aero Ab-11 version
equipped with a Perun II engine, a different style of the nose radiator and also a larger centre-wing section fuel tank. As these Ab-11s were mainly intended
for the bombing role, they also had bomb racks under the lower wings. A batch of eight A-11HS airframes was built for the Finnish air force powered with a
Hispano-Suiza 8Fb engine. The flight tests of the first built A-11HS.1 were conducted by the crew of the Aero's chief test pilot Josef Novak and the chief
designer Antonin Husnik sitting in the rear, observer's cockpit. During such one flight, in the course of one hour and four minutes, they did 225 loopings,
setting a Czechoslovak record.

A few test versions were built but did not reach the production, such as the A-11C or A-11LD, the majority of the airframes, however, was built in the A-
11N, Ab-11N and A-111 night bomber versions, the A-25, A21 and A-125 trainers with dual controls. The Aero A-11 also became the basis for the first
indigenous designed and built seaplane, the Aero A-29 which was fitted with a pair of floats. The development line based on the Aero A-11 also gave the
much improved Aero 32 and 211 series with radial engines.

The Czechoslovak A-11 biplanes served with all air force regiments and became the main piece of armament of observations squadrons, and and their
service was long and trouble free. When they eventually got obsolete, the A-11 were gradually re-assigned to training units to join the dual-control
versions already flying there. In combat service, the A-11 were replaced by the new Letov $.328 biplane and the last ones of them fell into the hands of the
Germans, the Luftwaffe however soon rid of them because of their rather old age. The three last examples of the A$-11 trainer plus one A-25 continue to fly
with the Slovak State military until 1944.

Span: 12.80 m, length: 8 m, max.speed: 215 km/h, cruise speed: 190 km/h, range: 750 km, ceiling: 7,200 m, rate of climb: 5,000 min 21 min 50 sec.

@ Ve dvacatych letech minulého stoleti dodala firma Aero Ceskoslovenskému vojenskému letectvu jediny typ stihaciho letadla, Aero A-18.
Mnohem vétsi uspéchy slavila s t€Z§imi typy letadel. Zacatkem roku 1923 zahéjila firma Aero vyvoj dvoumistného dvouplosniku, uréeného k plnéni
pozorovacich a prizkumnych tkoli. Letoun mél byt schopen nasazeni i jako dvoumistna stthatka. MNO (Ministerstvo narodni obrany) na nabidku Aera z
bfezna 1923 zareagovalo objednavkou na 35 letadel, pozdé&ji navySenou na 50 letadel. O rok pozdgji byla objednana II. serie, celkem bylo vyrobeno 94
kust. Typ, nesouci oznaceni Aero A-12 byl smiSené konstrukce, trup byl svafen z tenkosténnych trubek, na ktery byla ptimontovana dievéna karoserie,
potaZzena platnem. Platény potah méla i celodfevéna k¥idla. Pohon zaji§toval némecky, piivodné vzducholodni, motor Maybach Mb I'Va. Tento motor
pozadovalo MNO, mélo jich velkou zdsobu z vale€nych reparaci. Pies pocatecni obtiZe s nizkym bezpecnostnim nasobkem trupu, ktery musel byt zesilen
a problémy s praskanim lamelovych bo¢nich chladi¢t (u ¢asti letadel byly nahrazeny ¢elnim chladi¢em pfed hornim k¥idlem) slouzily Aera A-12
spolehlivé v armadé i pozdgji v aeroklubech. I kdy2 mély pro Ceskoslovenské vojenské letectvo velky vyznam, byly ve sluzbg zastinény typem, ktery z
Aera A-12 ptevzal konstrukci draku. Paradoxné, i kdyZ vznikl pozdé&ji, nesl oznaceni Aero A-11. Nejprve byl do draku A-12 zkuSebné zastavén motor
Walter W-IV (ex BMW IV, vyrabény tovarnou Walter v Praze), poté byly postaveny tfi oveéfovaci prototypy A-11.1 az A-11.3. VSechny byly pohdnény
motory Walter W-IV a zpocatku mély postranni chladice. V prib&hu testii byly ale chladi¢e zaménény za Celni. Ty se staly charakteristickym rysem
prakticky vSech variant Aera A-11. Po dikladnych zkouskach objednalo MNO sériovou vyrobu. Po standardnich A-11 pti§ly do vyroby vylepSené Aera
Ab-11, lisici se motorem Perun II. Ab-11 se kromé motoru liily chladi€em, zvétSenou nadrzi v baldachynu horniho kfidla. ProtoZe byly uréeny k
bombardovani, pod kiidlem nosily bombové zavésniky. Pro Finsko byla vyrobena série osmi letountt A-11HS s motorem Hispano-Suiza 8Fb. Béhem
zkousek prvniho A-11HS.1 kvalitu letounu otestoval $éfpilot Aera J. Novak, spolu s §éfkonstruktérem A. Husnikem na sedadle pozorovatele. Béhem
jedné hodiny a éty¥ minut vykrouZili 225 pfemeti. Tento vykon byl uznan jako Ceskoslovensky rekord.

Vedle né€koliky pokusnych verzi s riznymi motory, jako byla A-11C nebo A-11LD, které se do vyroby nedostaly byly vyrabény sériové noéni
bombardovaci A-11N, Ab-11N a A-111 &i cviéné A-25, A-21 a A-125 s dvojim fizenim. Aero A-11 se stala i zdkladem pro prvni ¢eskolovensky plovakovy
letoun Aero A-29. Vyvojovatada vychazejici z konstrukce Aera A-11 pak pokracovala znaéné upravenymi Aery fady 32 a 211, s hvézdicovymi motory.

Ceskoslovenské A-11 slouily u viech leteckych plukd, staly se hlavni vyzbroji pozorovacich letek. Slouily spolehlivé, velmi dlouho. Kdy? zastaraly,
tak byly postupng ptetazovany k vycviku, kde jiZ slouily cviéné varianty jedenactky. V bojové sluzbé je nahrazovaly Letovy S.328. Posledni stroje padly
do rukou némeckych okupantt, ale Luftwaffe je brzy vyfadila jako zastaralé. Tii cvicné stroje AS-11 a jeden A-25 pak pouZivalo letectvo Slovenského
Statuazdoroku 1944.

Rozpéti: 12,80 m, délka: 8 m, max. rychlost: 215 km/h, cest. rychlost: 190 km/h, dolet: 750 km, dostup: 7200 m, vystup do 5 000 m za 2 1min 50s.
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STEP 18
Upper wing
omitted for clarity
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rudder control cable

7)) all incidence wires and undercarriage

wire brace /) : ; .
(blue as the entire - bracing wires are singles
airframe) (note: different arrangement is used on the museum replica of L-BUCD!)

Rigging diagram - Front view

| allflying and landing wires are doubles
H and with leather covering (brown)
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Some details
omitted for clarity







General Vilem Stanovsky

I Know Who You Are, General,
And I Know What You Have Done

The future Divisional General Vilem Stanovsky was born in
Moravska Ostrava, then in Austria-Hungary, on 27 March 1896.
After finishing two grades of the higher elementary school, he
trained to become a carpenter. When he turned eighteen, he set out
in the world to gain some life experience. And then, Paris was the
very centre of the world. He found a job there and after the war
broke out, he took part in anti-Austrian demonstrations of the
Czech people —which in turn led to the Czechs being considered a
friendly nation and not being treated as hostile nationals of
Austria-Hungary. Vilem Stanovsky along with his friends
volunteered for the Foreign Legion to fight for the creation of the
Czechoslovak Republic, a state which had not yet existed. As a
part of the Nazdar volunteer company, he fought in the Battle of
Arras in May 1915 where he was severely wounded, the
consequences of which he was to bear for the rest of his life.

After a long convalescence, Stanovsky met Milan Rastislav

Stefanik who inspired him for aviation. Stanovsky, however,
went on fighting in the trenches as a mere infantryman until
November 1917.
Then he entered aviation training and in 1918, he became a
member of Escadrille SPA 23 where he fought almost until the
end of the war. Shortly before the war ended, Stanovsky was shot
down and wounded on crash landing. After recovery, Stanovsky
became the commanding officer of the Czechoslovak Aviation
Unit at Istres and trained Czechoslovak airmen. He did not return
to the new Czechoslovak Republic, which we had been fighting
for long time, until the autumn of 1919 in the rank of the
lieutenant of the aviation. Then he became the commander of the
Kbely air base and pilot school. In 1922, he took over the
command of the Aeronautical School at Cheb.

To promote both Czechoslovakia and the Czechoslovak aircraft

design, Stanovsky in cooperation with the Aero factory planned a
long-range flight around Europe, North Africa and Asia Minor.
They chose the new Aero Ab-11 biplane powered with a Perun
engine. The aeroplane was painted in light blue overall which got
her the nickname Blue Bird. Stanovsky and his mechanic
Frantisek Simek took off for the flight on 25 May 1926. In fact,
they had first taken to the air during a ceremony on 21 May. Due to
foul weather, they had to return after only a few miles, reaching
only the nearby town of Beroun. Aero's chief designer Antonin
Husnik was very upset because of their premature return, but the
crew was right in responsibly deciding not to jeopardize the
whole undertaking.
Between 25 May and 23 June 1926, the airmen covered the range
of 15,070 km achieving an average speed of 164 kmh, they made
stops at 23 countries in Europe, Africa and Asia, using only maps
available at the time which were sometimes of dubious quality,
sometimes they even did not have any. En route, the crew had to
make two emergency landings, in Potugal they landed in a terrain
so very rough that they severely damaged their aeroplane. In
Greek, when flying over the sea, the engine stopped working and
they only just reached the land and land on a meadow where
mechanik Simek managed to fix the magneto which proved to be
the cause of the engine failure. The final leg led the from Rome
back to Prague where the crew received enthusiastic welcome.
The successful flight did not only made Stanovsky a famous
person, both Czechoslovakia and its aviation industry became
famous overnight —resulting also in Finland placing an order for a
batch of the Aero A-11HS aeroplanes. For Stanovsky himself, the
flight had one more and quite pleasant consequence — when he
was sent to a leave in the Tatra mountains, he met there his future
wife, painter Ludmila Celakovska (a great-granddaughter of poet
F.L.Celakovsky, a famous character of the 19th Century Czech
National Revival).

Vilem Stanovsky became a well-known personality,
complemented his education by hard self study and by attending
military schools and among other things, he fell in love with
classical French literature. He also befriended Czechoslovak
presidents Masaryk and Benes. Started to publish the magazine
Letecke rozhledy — Aeronautical Horizons, and also rose in the
military ranks, in 1920 was promoted to Captain, three years later
to Staff Captain and to Major in 1927. And when already in the
rank of Colonel, he took the command of the 6th Bomber
Regiment in Prague which had recently been equipped with the
new SB-2 type bombers. Stanovsky himself also led the secret
operation to ferry the Soviet Union-built SB-2 bombers to
Czechoslovakia. He and his airmen were ready to defend
Czechoslovakia against the enemy, the Munich Agreement
prevented them from doing so though.

After the occupation of Czechoslovakia, Col. Stanovsky joined
the resistance as a member of the Obrana Naroda (Defence of the
Nation) military organisation. On 14 December 1939 Stanovsky
was arrested by the Gestapo. First he was held in detention in the
Pankrac Prison, then in solitary confinement in Brno for almost a
year. Then he was sent to the Dachau concentration camp where
he was imprisoned until the liberation of the camp by the US
army.

After his return to Czechoslovakia, Stanovsky (promoted to the
rank of Brigadier General in October 1945) begun working as
chairman of the commission recruiting ex-air force officers into
the army. He checked the officers' attitude during the German
occupation. On doing so, Stanovsky several times got into
conflict with Colonel B.Reicin, a communist apparatchik and
also an agent of the NKVD - Soviet Interior Ministry. In 1946,
Stanovsky had to start working for the Ministry of Transport as
the head of the aviation department. The Communists however
wanted to get him out of the army. As he was not a member of the
Communist party, he remained in the ministry only until his
dismissal in 1951 at which time other ex-RAF airmen were forced
to leave, mostly those who had Stanovsky's support. Even before
1948, Stanovsky had been under surveillance of the communist-
controlled secret police. He had to withstand this as well as
various provocation until 24 October 1952 when he was
eventually arrested during one such communist provocation.

General Stanovsky was held in custody for 18 months and was
both physically and mentally tortured, which did not broke him
and the communist interrogators never got any confession off
him. Stanovsky himself considered the communist captors much
more brutal and ingenious than the Nazis had been. Eventually,
Stanovsky was convicted in a fabricated trial on 2 June 1954. He
was sentenced for 17 years for high treason and attempted
espionage, his entire property was confiscated and he also lost his
civil rights and during the imprisonment, he was held at Prague
Ruzyne, Mirov and Leopoldov. He became seriously ill in prison
and almost died. For two years, he had to walk using crutches. He
was also diagnosed with a brain tumor. It was not until May 1960
that Gen.Stanovsky was finally released.For the rest of his life,
Gen.Stanovsky fought for his rehabilitation and the abolition of
unjust conviction. His requests were rejected several times and
only on 10 October 1969, General Stanovsky was eventually
cleared of all charges. The verdict, however, did not come into
force until June 1972 and a couple of weeks later, on 11 July 1972,
Gen Stanovsky died. His property, including the villa in Prague
Barrandov, was never returned by the state, not even after the fall
of the communismus in 1989.

Beside fighting for his judicial rehabilitation, Gen.Stanovsky
also had to continue work as an ancillary workman due to his
ridiculously low pension. At the same time, as the chairman of the
aviation branch of the Military History Club, he was involved in
the preparation of th Aviation Exhibition, which later formed the
basis of the Kbely Aviation Museum in Prague. It was a huge
injustice for him not to be allowed by the state to travel to France
to take part in the celebrations of the 50th anniversary of the
Battle of Arras despite him receiving an official invitation. In
1967, the communist judicary gave Gen.Stanovsky back his



passport and eventually allowed him to fly to France on the state
invitation. The captain of the acroplane Stanovsky was travelling
by reported to him in front of the boarded crew and invited him to
sit at the controls of the plane and fly it with him. At the French
border, an honorary escort of Armée de'l Air fighter planes joined
the airliner. On the eve of the parade, Stanovsky as the very first
foreigner, was allowed to re-lit ceremonially the fire on the grave
of an unknown soldier. The next day, General de Gaulle himself
approached Gen.Stanovsky, shook his hand and said: 'T know
who you are, General, and I know what you have done.'

General Vilem Stanovsky was the recipient of the following
awards:

Knight's Cross of the Legion of Honor
French Commemorative Medal
Czechoslovak War Cross 1918
Czechoslovak War Cross 1939
Czechoslovak Revolutionary Medal
Victory Medal

French War Cross 1918, 2x

Officer's Cross of the Legion of Honor
Verdun Medal

Honorary Legion Commander's Ribbon
French War Cross 1939-1945 with Palm
Medaile Vieilles tiges

Medal of the City of Paris

Czechoslovak Medal of Bravery 1946
Czechoslovak Medal of Merit 1946
Order of the White Lion Il class (in memoriam 2000)

Vilém Stanovsky and Frantisek Simek (in the middle / uprostred)

general Vilém Stanovsky
VIM, KDO JSTE, GENERALE, A VIM, CO JSTE VYKONAL

Budouci divizni general Vilém Stanovsky se narodil v
Moravské Ostrave 27. 3. 1896 v tehdejsim Rakousku-Uhersku.
Po absolvovani dvou tfid méstanské skoly se vyucil se truhlafem.
Cerstvé osmnactilety, pak vyrazil na zkuSenou do svéta. A
sttedem svéta byla Patiz. Zde si nalezl praci a po vypuknuti valky
se zapojil do ¢eskych protirakouskych demonstraci. Ty vedly k
tomu, Ze Cesi byli povazovani za pratelsky narod a nebyli brani
jako nepftatelsti statni pfisluSnici Rakousko-Uherska. Spolu se
svymi ptateli se dobrovolné ptihlasil do cizinecké legie, aby mohl
bojovat za vznik Ceskoslovenské republiky, statu, ktery jeste
neexistoval. V ramci dobrovolnické roty Nazdar se zucastnil
bitvy u Arrasu v kvétnu 1915, ve které byl téZce ranén. Nasledky
zranéni nohy nesl az do konce Zivota.

Po dlouhé rekonvalescenci se setkal s Milanem Rastislavem
Stefanikem, ktery ho nadchl pro letectvi. Ale az do listopadu 1917
valcil v zakopech jako pésak. V listopadu 1917 zahajil letecky
vycvik a v roce 1918 se pod vale¢nym jménem René Renaud stal
¢lenem Escadrille SPA 23. V jejim ramci bojoval témét do konce
valky. Pfed jejim koncem byl totiz sestielen a nouzové piistani
prezil se zranénim. Po uzdraveni cvicil Stanovsky, jako velitel
Ceskoslovenského leteckého oddilu, ¢eskoslovenské letce v
Istres. Do nové republiky, za kterou tak dlouho bojoval, se vratil
azna podzim 1919 jako porucik letectva. Stal se velitelem letiste
a pilotni Skoly ve Kbelich. V roce 1922 pievzal veleni
Vzduchoplavecké skoly v Chebu.

Pro propagaci Ceskoslovenska a konstrukce ¢eskoslovenskych
letadel naplanoval ve spolupraci s tovarnou Aero okruzni
dalkovy let Evropou, severni Afrikou a malou Asii. Pro let vybral
novy letoun Aero Ab-11, pohanény motorem Perun. Pro let byl
letoun nastiikan svétlou modrou barvou a dostal piezdivku
Modry ptak. Spolu s mechanikem Frantiskem Simkem
odstartovali 25.kvétna 1926. Slavnostni start sice prob¢hl jiz
21.kvétna , ale pro $patné pocasi se Stanovsky od Berouna vratil.
Zodpovédné nechtél riskovat netspéch, 1 kdyz tim velmi rozladil
Ing. Husnika, $éfkonstruktéra firmy Aero. Mezi 25. kvétnema 23.
Cervencem 1926 oba letci uletéli 15 070 km, primérnou rychlosti
164 km/h, piistali ve 23 statech Evropy, Afriky a Asie. To vSe za
pouziti map, které byly k dispozici, obCas nevalné kvality ¢iibez
map. Cestou dvakrat nouzové pristali. V Portugalsku v tak
t&zkém terénu, Ze doslo k vaznému poskozeni letadla. V Recku
pak pii preletu mofe zacal zlobit motor. Stanovskému se podafilo
doletét nad pevninu a pfistat na louce, kde mechanik Simek
opravil magneto, pfi¢inu poruchy. Kdyz po letu z Rima piistali v
Praze, dostalo se obéma letcim nadSeného uvitani. Uspésny let
proslavil nejen Stanovského, ale hlavné Ceskoslovensko a jeji
letadla. Finsko dokonce objednalo sérii letadel Aero A-11HS. Pro
Stanovského mél uspésny dalkovy let jesté jeden pfijemny
disledek. Odjel na dovolenou do Tater, kde se seznamil se svou
budouci zenou, malitkou Ludmilou Celdkovskou (pravnuckou
basnika F.L. Celakovského).

Stanovsky se stal zndmou osobnosti, doplnil si usilovnym
samostudiem i studiem vojenskych Skol vzdélani (mj.stal se
velkym milovnikem a znalcem francouzské literatury), stal se
pritelem presidentti Masaryka a BeneSe. Zacal vydavat ¢asopis
Letecké rozhledy. Postupoval i ve své vojenské kariéfe, postupné
byl povysovan, v roce 1920 na kapitana, v roce 1923 na §tabniho
kapitana. Na majora byl povySen v roce 1927. Jiz jako plukovnik
velel 6. bombardovacimu pluku v Praze, ktery dostal nové
bombardéry SB-2. Vedl tajnou akci, pteletu v Sovétském svazu
vyrobenych SB-2 do Ceskgslovenska. S témi byl Stanovsky a
jeho letci pripraveni branit Ceskoslovensko. Mnichovska dohoda
jimv tom ale zabranila.

Po obsazeni Ceskoslovenska se plukovnik Stanovsky zapojil do
odboje jako ¢len vojenské organizace Obrana naroda. 14.
prosince 1939 byl zatéen Gestapem. Po vySetfovaci vazbé v
Pankracké véznici byl drzen skoro rok v samovazbé¢ v Brné. Poté
byl poslan do koncentraéniho tabora Dachau. Tam byl véznén az
do osvobozeni americkou armadou.

Po navratu do Ceskoslovenska za¢al Stanovsky, v fijnu 1945
povyseny na brigadniho generala, pracovat jako predseda komise
pro pfijimani distojnik letectva do armady. Provéroval chovani
dastojniktt béhem okupace. Pfi tom se nékolikrat stietl s
plukovnikem B. Reicinem, komunistickym aparatéikem a
agentem NKVD. V roce 1946 musel zacit pracovat na na
Ministerstvu dopravy, jako ptfednosta leteckého odboru.
Komunisté ho chtéli dostat z armady. Jako nestranik na
ministerstvu pracoval az do roku 1951, kdy byl propustén,
spolecné s letci slouzicimi za valky v RAF, kterych Stanovsky
zastaval. Uz pred rokem 1948 ho sledovala tajna policie, fizena
komunisty. Sledovani a provokace komunistické policie trvaly az
do 24.10. 1952. Ten den byl general Stanovsky zatcen na zaklade
provokace komunistické policie.

General Stanovsky byl drzen 18 mésict ve vySetiovaci vazbé.
Béhem vazby byl fyzicky i psychicky mucen. Jeho vysetfovatelé



z n&j zadné priznani nedostali. On sam povazoval své
komunistické véznitele za v muéeni mnohem vynalézavéjsi a
krutéjsi nez nacistické véznitele. Odsouzen byl az 2. Cervna 1954
ve vykonstruovaném procesu. Trest 17 let za velezradu a pokus o
vyzvédacstvi byl spojen i se zabavenim majetku a ztratou
obcanskych prav. Véznén byl na Ruzyni, Mirové a Leopoldové.
Ve vézeni téZce onemocnél a malem zemfel. Dva roky chodil o
berlich. Posléze mu byl diagnostikovan i mozkovy nador.
Propustén byl v kvétnu 1960. Az do konce zivota bojoval za svou
rehabilitaci a zruseninespravedlivého odsouzeni. Nékolikrat byly
jeho zadosti odmitnuty. Az 10. fijna 1969 byl general Stanovsky
zbaven vSech obvinéni. OvS§em pravni moci nabyl rozsudek az v
cervnu 1972. 11. Cervence 1972 general Stanovsky zemfel.
Majetek, véetné vily na Barandové ale stat nikdy nevratil a to ani
poroce 1989.

Kromé boje za svou rehabilitaci musel general Stanovsky,
vzhledem ke smé&$né nizkému dichodu, pracovat jako pomocny
délnik. Zaroven se zapojil, jako predseda letecké sekce Klubu
vojenské historie do ptipravy letecké vystavy, zakladu
pozdéjsiho expozice Leteckého muzea ve Kbelich. To Ze nesmél
odcestovat do Francie na oslavu padesatiletého vyro¢i bitvy u
Arrasu, kam dostal statni pozvani, povazoval za velkou kiivdu. V
roce 1967 vratila komunistické justice generalovi Stanovskému
pas a bylo mu umoZznéno na statni pozvani vycestovat do Francie.
Kapitan letadla, kterym general Stanovsky cestoval, mu pred
nastoupenou osadkou podal hlaseni a pozadal ho, aby s nim
letadlo pilotoval. Na francouzské hranici se k letounu pfipojila
Cestna eskorta stihacek. V predvecer prehlidky, jako prvni cizinec
viibec,mohl slavnostné obnovit ohen na hrobé neznamého vojina.
Druhy den, béhem vojenské prehlidky, ke generalu Stanovskému
pristoupil general de Gaulle, podal mu ruku a fekl mu: “Vim, kdo
jste, generale, a vim, co jste vykonal”.

Generadl Vilém Stanovsky byl nositelem téchto vyznamenani:

Rytirsky kiiz Cestné legie

Francouzskd pamétni medaile
Ceskoslovensky valecny kiiz 1918
Ceskoslovensky valecny kiiz 1939
Ceskoslovenskd revolucni medaile

Medaile vitezstvi

2x Francouzsky valecny kiiiz 1918
Diuistojnicky kiiz Cestné legie
Verdunskdamedaile

Stuha komandéra Cestné legie
Francouzsky valecny kriz 1939-1945 s palmovou ratolesti
Medaile Vielles tiges

Medaile de la Ville de paris

Ceskoslovenskd medaile ze chrabrost 1946
Ceskoslovenskd medaile za zdsluhy 1946
Rad bilého Iva Ill. tFidy (in memoriam 2000)

Mechanic Frantisek Simek

In many cases, only the other one on the back seat, the one
whose name was not in the newspapers headlines, and yet often
mentioned alongside famous pilots' names in the articles.
Mechanic Frantisek Simek was a very important person with a
vital significance not only for Stanovsky's lfight around Europe.
Simek was born in Regen, Bavaria on 2 January 1898, the place
where his Czech parent had gone to for work. At the age of 12, the
family settled in the small Czech village of Hory Matky Bozi near
Susice. After training as a locksmith, Simek began studying an
evening courses at an secondary school of industry. Having
finished these studies in 1916, he had to enlist and served with the
military as a aircraft mechanic at Vienna and Thalerhof. For going
awol, Simek was sent to the front and was assigned to Flik 41J
unit. There he become a personal mechanic of the unit's CO,
Hauptmann Godwin Brumowski. At the unit, Simek met a Czech
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V. Stanovsky (middle / uprostied) and F Simek (R / vbravo)

pilot named Josef Novak. When the front collapsed, Simek got
back home and joined the Czechoslovak Army Air Corps and
because of his high professional skills, he became the chief
mechanic at the air corps training base at Cheb. In 1921, Simek
left the military and found himself a new job at the Aero aircraft
factory where he reunited with his friend from the war, pilot Josef
Novak who worked at Aero as a chief pilot at the time . Simek's
professional skills were once again rewarded and he was usually
entrusted with important tasks at air races or show or
demonstration flights. The around Europe flight of Vilem
Stanovsky became a huge success also due to Simek's diligent
care of the engine and the airframe. It was not just that flight, a
year later, Simek and Josef Novak found themselves racing in the
cockpit of an Aero A-30 in the race across the Little Entente
countries. During the war year, Simek remained working for Aero
in the position of a foreman. In 1948 he baceme a techical office
worker at the Ministry of Transport, later he also worked for the
Doslet defence organisation, later renamed to Svazarm where he
worked as the head mechanic of Svazarm's Prague central.
Eventually, Simek also took part in the development and
introducing the L-29 jet trainer to mass production. After retiring,
Simek joined the Kbely Aviation Museum to work there as a very
knowledgeable guide. Frantisek Simek died on 29 July 1974.

Ing. Antonin Husnik

It was on 18 November 1894 that Antonin Husnik was born in
Kukleny near Hradec Kralove. After finishing his secondary
studies at a realgymnasium in Prague-Zizkov, he went on to study
at K.uwk. Technical University in Prague where he became
interested in aviation. Like many other aviation enthusiasts,
Husnik was involved in making aeroplane models and promoting
the idea of aviation. He became one of the founders of the
Czechoslovak Aviation Club, and here an analogy can be seen
with two other aviation enthusiasts, ing.Benes and ing.Hajn.
Unlike them, however, Husnik did not finish his academic
studies. In the autumn of 1914, Husnik suspended the studies,
enlisted to the army and until the end of the war, he served in
artillery reserves where he reached the rank of second lieutenant
(res.). He did not finish the studies even after the war but in
compliance with the law, he was in 1931 appointed the degree of
engineer (abbreviated ing.) because of his outstanding merits in
his line of work. In the autumn of 1918 when the independent
Czechoslovak state was born, Husnik joined the Air Corps and re-
established the Aviation Club. In early 1919 Husnik was
demobilised but due to the increased tensions in Slovakia, he was
called back to service in mid 1919. He left the army for good in the
spring of 1920 and on 1 April 1920 he started working for Aero as
a designer at first and cooperated with the Aero's chief designer
Vlasak. Soon, however, Husnik replaced Vlasak at his position
and later he even became the technical director of the company.



Not only did Husnik overflow with new technical ideas and
concepts, he was also good at communicating with people and
leading his employees. Except for the very first Aero's projects,
Husnik was behind each and every project to emerge from Aero
until WW2 broke out. He also led rather wild personal life and in
the 1920s, he divorced his first wife.

After the German occupation of Czechoslovakia, Husnik was
forced to accept Aero was to work for the Luftwaffe. Because of
his position at the company, he very often had to negotiate with
German authorities. And also often so just to protect the Czech
employees. He never betrayed his national identity. Even so, after
the liberation from the Germans in 1945, Husnik had to leave the
company. As early as in 1945 when the Factory Revolutionary
Comittees and similar institutions were established, incompetent
people began to muscle in, mostly with communist ideology
background to start impose their ideas on all others. After leaving
Aero, Husnik was employed as a head of the Aviation Section of
the Ministry of Engineering. He immersed himself into the new
job as was always usual for him. His personal life also started to
develop in rather better direction and on 30 June 1948 he got
married again. His good luck did not last long, though. On 20
August 1948 he went on a business trip, flying in a D-44 transport
(Siebel Si 204D). In heavy fog, the aeroplane crashed into the
trees in the north-western slope of the Jested range, broke into
several pieces and exploded. Most of the crew and the passengers
died in the crash, only ing. Vaclav Brabec and severely injured
Husnik got out of the wreck. Husnik, even though being badly
burned and with fractured bones, pulled unconscious Brabec out
of the plane as well as the bodies of the other airmen. Husnik
managed to stumble to the nearest road for help, but unfortunately
died at Liberec hospital six days later.

Mechanik Frantisek Simek

V mnoha ptipadech ten druhy vzadu, ten co se vezl, jehoz jméno
nebylo v novinovych titulcich, ale v novinovych ¢lancich
doplitovalo jména slavnych piloti. Mechanik Frantisek Simek
byl ale velmi dilezitou osobou, ktera méla nejen pro okruzni let
Viléma Stanovského velky vyznam. Narodil se v Regenu v
Bavorsku 2.1. 1898, kam jeho ¢esti rodic¢e odesli za praci. Kdyz
mu bylo 12 let, jeho rodice se odste¢hovali do Hor Matky Bozi u
Susice. Po vyuéeni zdmecénikem studoval vecerné primyslovou
Skolu. Po ukonceni studii v roce 1916 musel narukovat a slouzil
jako letecky mechanik ve Vidni a Thalerhofu. Za kazensky
prohfesek, opusténi jednotky, byl za trest poslan na frontu.
Zatazen byl k jednotce Flik 41J. Byl ptidélen piimo k letounu
velitele jednotky Hauptmanna Godwina Brumowskiho. U této
jednotky se spratelil, mimo jiné, s Ceskymi pilotem Josefem
Novékem. Po zhrouceni fronty se dostal domti. Vstoupil do
Leteckého sboru ¢eskoslovenské armady a diky své odbornosti se
stal hlavnim mechanikem na letisti v Chebu, tehdejsi vycvikové
zékladng Ceskoslovenského letectva. V roce 1921 odesel do
civilu a stal se zaméstnancem letecké tovarny Aero. Jako §éfpilot
zde pracoval jeho piitel z Velké valky J. Novak. Vzhledem ke své
vysoké odbornosti mu byly svétfovany dulezité ukoly pfi
leteckych zavodech nebo pfedvadécich letech. Let, ktery
uskute¢nil se Stabnim kapitinem Vilémem Stanovskym byl
Gsp&sny také diky Simkové pééi o motor a letadlo. Nezistalo jen
u tohoto letu. O rok pozdéji zavodil v Aeru A-30 spolu s Josefem
Novakem v zadvod¢ zemémi Malé dohody. V Aeru pracoval i
béhem okupace Ceskoslovenska, jako dilovedouci. V roce 1948
se stal technickym tfednikem na Ministerstvu dopravy. Pozdéji
pracoval v letecké branné organizaci DOSLET, posléze
pfejmenované na SVAZARM, kde se stal hlavnim mechanikem
prazského ustfedi. Nakonec se podilel na vyvoji a zavadeéni
sériové vyroby proudového cviéného letounu L-29 Delfin. Po
odchodu do dichodu se zapojil do prace Leteckého muzea ve
Kbelich, kde pracoval jako velmi zasvéceny privodce. Frantisek
Simek zemiel 29. &ervence 1974.

Ing. Antonin Husnik

18. listopadu 1894 se v Kuklenach u Hradce Kralové narodil
Antonin Husnik. Vystudoval realné gymnasium na Zizkové a v
letech 1913 a 1914 studoval C.K. Vysoké uceni technické. Jiz
béhem studii se zacal zajimat o novy obor techniky, letectvi.
Podobné jako jini nad3enci se v€noval stavbé modelii a propagaci
letectvi. Stal se jednim ze zakladateli Ceskoslovenského
aviatického klubu. Zde se nabiz’paraela, s jinymi leteckymi
nadSenci, ing. BeneSem a ing. Hajnem. Na rozdil od nich ale
studia nedokonc¢il. Na podzim 1914 studium pierusil, narukoval
a az do konce valky slouzil jako zalozni distojnik délostrelectva
(dosahl hodnosti zalozniho podporucika). Studia nedokon¢il ani
po valce, ale dle tehdej$iho Ceskoslovenského zakona byl
jmenovan inzenyrem za vynikajici zasluhy v oboru. Stalo se tak v
roce 1931. To ale pfedbihame sled udalosti. Na podzim 1918, po
vzniku Ceskoslovenska, vstoupil na ¢as do Leteckého sboru,
obnovil ¢innost Aviatického klubu. Demobilizoval na zacatku
roku 1919, ale vzhledem k situaci na Slovensku byl v 1été 1919
znovu povolan do armady. Armadu definitivné opustil na jate
roku 1920. Od 1.4.1920 nastoupil k firm¢é Aero, nejprve jako
konstruktér. Nejprve spolupracoval s §éfkonstruktérem
Vlasdkem. Brzy jej vSak vystiidal a pozdéji se stal technickym
feditelem firmy Aero. Nejenze hyfil technickymi napady, ale
dokazal skvéle komunikovat s lidmi a fidit zaméstnance. Kromeé
prvnich konstrukei firmy Aero fidil vS§echny projekty letadel Aero
az do zacatku druhé svétové valky. Zaroven ale zil i bouflivym
osobnim Zivotem. Po rozvodu s prvni manzelkou ve dvacatych
letech Zil bohémskym Zivotem.

Po zabrani Ceskoslovenska Némeckem musel akceptovat
diktat vyroby pro Luftwaffe. Ze své pozice musel ¢asto jednat s
némeckymi kontrolnimi organy. Casto i proto, aby ochranil deské
zameéstnance firmy. Nikdy se ale nezproneveéfil svému ceSstvi.
Presto byl donucen po osvobozeni v roce 1945 z firmy Aero
odejit. Uz vroce 1945, se vznikem revolu¢nich zavodnich vybort
a podobnych instituci se do jejich vedeni zacdali drat
nekompetentni lidé, zejména komunisté a zacali fidit zivoty
jinych dle svych ideologii. Ing. Husnik se, po odchodu z Aera, stal
vedoucim letecké sekce ministerstva strojirenstvi. Ponofil se do
nové prace, tak dynamicky, jak byl zvykly. Zacalo se mu dafitiv
osobnim zivoté. 30. ¢ervna 1948 se podruhé ozenil. Jeho $tésti
bohuzel netrvalo dlouho. Sluzebni cesta letadlem z Prahy do
Liberce 20. srpna 1948 se mu stala osudnou. Dopravni letoun D-
44 (CS oznaceni némeckého Siebelu Si 204D) zachytil v mlze o
stromy na severozapadnim uboci Jestédského hiebene, zfitil se,
rozlomil na nékolik kusi a explodoval. Vétsina osadky a
cestujicich zahynula pfi explozi. Prezil pouze konstruktér Ing.
Vaclav Brabec a téZce zranény Ing. Antonin Husnik. Ten, a¢ tézce
popalen a se zlomeninami, vytdhl Ing. Brabce, ktery byl v
bezvédomi a téla dalsich letct z vraku a dopotacel se k silnici pro
pomoc. Bohuzel o Sest dni pozd¢ji zemfel v Liberecké nemocnici.
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