
The recently certified Falcon 2000LX
claims a 5-percent performance advantage
over its predecessor, the Falcon 2000EX,
and Dassault Falcon was looking for an
opportunity to prove it. As a result, the
company let me fly a new green aircraft
from the factory in Bordeaux, France,
across the Atlantic to Teterboro, N.J., a
flight of about seven or eight hours. 

The Falcon 2000LX is the next evolu-
tionary airplane in the 2000 line, which
first took to the sky in 1994. Evolutionary
usually translates into larger and faster, but
the 2000 is an exception. The interior cabin
dimensions of a completed 2000LX are
precisely the same as those of the original
2000, offering a comfortable fit for as
many as eight passengers and a slightly
tighter cabin for 10. Dassault believes the
2000LX shines because it does more with
less, as in offering more overall range on
less fuel than a 2000EX, thanks to Aviation
Partners winglets that add about 3.5 feet of
wingspan to each side and clearly define
the LX to Falcon aficionados. 

The Falcon 2000’s cabin offers some
interesting comparisons to other large-
cabin business jets. The Gulfstream 450,
for example, has a slightly lower cabin

height than the 2000 (72 inches versus 74
on the Falcon), and the 450’s cabin is con-
siderably narrower than the 2000’s, (65
inches versus 75). However, the 450’s
cabin is longer (45.1 feet versus 26.3 feet)
and boasts a volume of 1,525 cu ft, some
285 cu ft more than the 2000’s 1,240 cu ft.

The powerplant on the 2000LX–a pair
of Pratt & Whitney Canada PW308C turbo-
fans developing 7,000 pounds of thrust
each at sea level–is an upgrade from the
original 2000 classic motors. The new
winglets considerably reduce overall drag
on the LX, translating into better perform-
ance for the same fuel burn. An original
Falcon 2000 with its 3,250-nm range would
have found a nonstop leap from the factory
in France to Teterboro–a distance of about
3,500 nm–impossible. The 2000LX claims
a range of 4,000 nm (with six passengers
and their bags), more than enough to make
the trip with room to spare. Another LX
advantage is its maximum landing weight
that is only about 2,000 pounds less than
its maximum takeoff weight; pilots can
tanker fuel and plan for intermediate stops
near their departure point.

In the front office, pilots will find the
Falcon version of the Honeywell Primus

Epic system–called the EASy flight
deck–tied to four 14-inch LCD screens
that are now standard on all Falcons. The
EASy system has truly integrated the idea
that each pilot should be aware of what
the other is doing. EASy uses a single
center map and data display that makes 
it simple to understand which pilot is
adding data at any point. 

The Flight Plan
I arrived at the Dassault factory delivery

center in Bordeaux on an early June morn-
ing ready to make the leap across the Pond.
I was lucky enough to fly with Dassault
Aviation’s chief test pilot, Philippe Dele-
hume and his first officer, Herve Laverne. 

Philippe and Herve filed the flight plan
for our aircraft–FWWGS (S/N196 in the
2000 line)–with JetPlan.com, a subsidiary
of Jeppesen. After a little data churning,
the JetPlan computer spit out a suggested
routing that would burn the least amount
of fuel. The numbers showed seven hours
and 52 minutes at Mach 0.80 and an
initial cruising altitude of FL400. After
burning off some fuel, we planned to
climb to FL430. 

All aircraft flying the Atlantic that are
CPDLC-equipped (controller pilot datalink
communications) are reporting outside air
temperature and upper-level winds back to
flight planning organizations hundreds of
times each day to maintain the accuracy 
of the flight planning process. I’d be watch-
ing those numbers closely to see how well
the 2000LX performed. Since the tradi-
tional North Atlantic tracks sandwich
airliners between FL310 and FL390, we
would be above that congestion and have
the freedom to take a more direct route.
Score another one for business aviation.

The flight plan took us west northwest
from Bordeaux to a point over the eastern
Atlantic where we’d enter oceanic airspace
for the longest portion of the flight. Be-
cause the forecast winds were light, our
course would take us unusually south 
for an oceanic crossing. I had originally
thought we might see the tip of Greenland,
but we wouldn’t pass even close. We’d be
carrying maximum fuel for the trip, just
over 16,600 pounds, and planned to land at
TEB with an hour’s reserve. 

Jetplan also computed our Equal Time
Points (ETPs), to help us decide where to
head if we experienced an engine failure or
other critical emergency. When one engine
quits, that is not the time to determine
which way to go. With only a single oper-
ating engine, the 2000LX would also be
unable to remain at FL400 and would
inevitably drift down to FL300 to complete
the trip. Should we experience a cabin
depressurization, we’d need to drop down
quickly to approximately 10,000 feet
because of the lack of oxygen. At 10,000
feet, flight planning in a jet becomes a seri-
ous challenge because fuel burns can easily
be double those at high altitude. Early in
the trip an engine failure or shutdown
meant a turn toward Shannon, Ireland. A
bit later in the journey, we would transfer
our option to Keflavik, Iceland, and farther
west, to Gander, Newfoundland. 

In the old days–or just a few years
ago–there was an art of manual arithmetic
needed to accurately calculate ETPs. Now
the JetPlan provides them as part of the
service. We all carefully examined the ETPs
before takeoff to be certain they made
sense. The weather said we’d see some
undercast along the way across the
Atlantic, but no convective activity of any
kind. The weather at Teterboro was forecast
to be slightly less than VFR for our arrival. 

The Dassault ground crew at Bordeaux
had already covered most of the major pre-
flight items, such as fuel and oil. About the
only job left for the pilots was the walk-
around. Since the aircraft was green and
unpainted, it was easy to see how all the
bits of metal were woven together to build
the 2000, especially the winglets. The instal-
lation and certification of the winglets
devolved for a time from a great idea into
one with a few sticking points that
emerged during flight testing. The winglets
added more twist to the wing than regula-
tors felt comfortable with, so much so in
fact that at the extremes of testing the
twist interfered with the operation of 
the leading-edge slats. The problem de-
manded a redesign of a portion of the
wing to more effectively handle the wing
flex issue. The new design is now also
standard on the 900LX, the Falcon 900
with Aviation Partner winglets. 

A Green Machine
Climbing aboard a green airplane, you

see plumbing and wires everywhere and
little else in the cabin. Turn left at the top
of the stairs and the cockpit is completely
outfitted, but look tailward and bare metal
and the potty way in the back are all there
is to see. Loaded on board FWWGS was a
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three-foot-square emergency kit with the
cold-weather immersion suits and a life-
raft, just in case. A closer inspection
showed flare guns and radios, all items we
hoped we’d never need. The cabin also
held a considerable amount of ballast–on
the order of 500 pounds–in the form of
22-pound lead plates placed just opposite
the main cabin door to adjust the cg for
the lack of an interior.

The 2000LX has the standard control
wheel and yoke, something I must admit I
frowned at slightly upon making my way
to the left seat. Sorry, Dassault, but you
spoiled me when you let me fly the side-
stick-equipped 7X. The Airbus A380 I
flew (see pilot report in July AIN) was
also sidestick controlled, and it is the only
way to fly. The 2000LX seats offer a wide
range of powered positions that even tall
folks should find comfortable. Philippe
took me through the flow checklists
before we lit the engines. 

On the Falcon everything works through
the center multifunction display (MFD),
although each pilot has a cursor control
device–the airplane version of a mouse–
and a multifunction keyboard to enter data
to the system. I found the 2000LX’s
uncluttered panel very pleasing, even as it
extends to the system’s layout on the
board above our heads. I’ve never been 
in a 2000 before and it was pretty simple
to figure out how things worked just by
looking at them.

The 2000 has a single start button just
below the center MFD that works for
both engines. We turned on the two bat-
tery switches and the APU master to
initialize the APU computer and automat-
ically open the system’s doors. The APU
provides the source of high-pressure air
to start the big Pratt & Whitney Canada
motors. We needed only to confirm our
position for the FMS before we started
the engines. Once we selected APU air,
engine starts were more or less a no-
brainer. Open the fuel cock and rotate and
hold the starter switch for about two sec-
onds. N1 settled in at about 22 percent
with N2 at 51 percent. 

On the ground we burned about 700
pounds total per hour. FWWGS was
equipped with two GPS and two IRS sys-
tems for the trip. Before departure, we also
ran through the FMS speeds page. Today
we set up for 200 knots initially, until we’d
leave low-altitude airspace, increasing dur-
ing the climb to 260 knots (Mach 0.76) up
through cruise altitude, where the tempera-
ture looked like it would be about 15
degrees C warmer than standard. 

We manually checked each point of the
flight plan from Bordeaux to Teterboro.
The large displays made adding waypoints
and visually verifying the route easy from
Bordeaux, like direct CAN (Cognac–yes,
like the drink) to UN470 (the first airway)
to SEPAL (the intersection where we would
enter oceanic airspace). Philippe typed as
Herve read the elements to make sure there
were no errors. It took about seven minutes
to enter the cyan-colored (not-activated)
data. Flight plan activation changed all
cyan data to white as confirmation.

The airplane’s basic operating weight
was 23,011 pounds, with a zero fuel weight
of 23,211 pounds. Our ramp weight was
39,500 pounds, well under the maximum
gross weight of 42,200 pounds. Bordeaux
temperature was 16 degrees C and the
wind was northeast at five knots. We
planned the Cognac 6 Bravo departure off
Runway 5 with a climb to 14,000 feet right
off the ground toward one of the clearest
blue skies I’d seen in quite awhile. 

The FMS said we’d need about 4,800
feet of the runway’s available 10,000 feet
at our current weight. We calculated V1 at
122 knots, VR at 129 and V2 of 132. Flaps

would come up at 142 knots and our
return speed in case of a problem just
after takeoff would be 132 knots. Before
takeoff, the FMS said we would arrive at
TEB with 2,000 pounds of fuel. Off to
the races with both engines humming
along nicely, I taxied to Runway 5
around a plethora of construction at
Bordeaux Airport. 

The Transatlantic Flight
The 2000LX is an easy aircraft to fly.

After a 15-second ground roll, we were air-
borne and headed toward Cognac and soon
northwestward out of France toward SEPAL,
where we’d join the oceanic track toward
the U.S. some seven hours west. We needed
to request the oceanic clearance 45 minutes
before reaching SEPAL, which meant Herve
was on the HF right after takeoff to request
the clearance from Shanwick since SEPAL is
only an hour out of Bordeaux. 

Flying in this part of France is nothing
like the U.S. We never stopped and climbed
in under 19 minutes to FL400 while burn-
ing less than 1,700 pounds of jet-A to
reach that altitude. Shanwick verified our
four-letter SelCal code, “FLRP,” before we
got too far, as this would be an alternate
method of grabbing our attention should

we lose radio contact. SelCal, which is an
acronym for selective-calling radio system,
can alert an aircraft’s crew that a radio sta-
tion on the ground wishes to communicate
with the aircraft.

I hand flew the airplane most of the way
to cruise altitude to get a feel for the con-
trols since the rest of the trip I’d be letting
the automation fly the route while Philippe,
Herve and I kept an eye on things. The
standard comment from Falcon pilots
sounds redundant, but it’s true. As heavy as
they are, Falcons fly like fighters. 

As it turned out, we would not fly
through a single cloud on the trip until we

began our descent into the New York area
later that day. We soon had our oceanic
clearance in hand and verified it before
we activated it in the FMS. A perform-
ance check when level at FL400 with just
over 3,100 nm left to run to TEB showed
us at a true airspeed of 444 knots and a
groundspeed of 448, confirming the lack
of wind. Outside air temperature was
showing ISA +11. Fuel flows settled at
about 1,700 pounds per hour total. The
visibility out the front office windows of
the 2000LX is superb, though there
wasn’t much to see: not a ship in sight
anywhere on the ocean below to the left,
right or out in front.

Now came the real fun. After an hour
and a half or so level at FL400, there was
little to do except make sure the airplane
was on course and that all systems were
normal. To keep ATC happy we wanted to
be certain we crossed our reporting points
within three minutes of the estimates the
JetPlan produced. We estimated 48N15W
at 1207Z. As the minutes ticked by and we

approached the first point I checked the
time. It was precisely 1207. Nice.

I soon had my first taste of the HF fre-
quency mess I’ve heard people talk about
for years. We began the flight on 5649
MHz. It sounded like a Citizens Band radio
to me. Imagine a half dozen people all try-
ing to talk on the same frequency at the
same time with lots of noise and squealing
on the frequency. 

I did manage to get up and walk
around the barren cabin during the flight
and learned something interesting. After
the first hour or so we had removed our
headsets in the cockpit and used the air-
craft speakers to hear ATC. Even so, the
noise level was tolerable. Walking through
the cabin toward the rear cargo area, I
noticed the noise was also tolerable. I shot
some video in the back and the camera’s
internal microphone picked up a slight
rushing noise but had no trouble hearing
my voice. I did try calling the guys up
front as I stood in the rear, but the noise
was too much for that little trick. What
made this amazing though was that there
was no sound-deadening insulation to
speak of in the cockpit or the cabin… no
padding, nothing. Just bare metal walls. I
imagined FWWGS, after leaving Das-
sault’s Little Rock completion facility
outfitted in a few months, would have a
significantly lower internal noise level
than what I experienced.

After about three or four hours in the
air, I did another performance check. True
airspeed had increased to about 460 knots
while our fuel burn remained at about
1,750 total per hour. We began to see the
crosswind component pick up to about 80
knots off the left wing, pretty much what
had been forecast. The FMS said we’d still
have about 2,100 pounds of fuel on arrival,
although our plan was to make some fuel
by climbing higher as soon as we started
talking to Gander. We passed about 650 nm
south of the tip of Greenland. 

I wondered about the correction card for
the standby “whiskey” compass, a small-
potatoes item in an airplane like the Falcon
2000 this when everything is working nor-
mally. The card said the compass could be
off by as much as 90 degrees with all the
electrics on, something I found hard to
believe. We turned off the windshield heat
for a moment and watched the compass
swing from 155 to the 245 degrees, the
course we were really flying. That’s some-
thing to keep in mind down the road. 

With 9,000 pounds of fuel remaining
and still three hours from Teterboro, we
requested a climb and headed for FL430.
True airspeed picked up to 465 knots and
fuel flows decreased by about 200 pounds
per hour. It was great fun as we crossed
well above the North Atlantic Tracks to
watch the airliners flying in trail of each
other like trains on the metro transit sys-
tem. We were headed where we wanted to
go, not where ATC needed us. Crossing the
coast of Gander, we saw ice in the water,
but no major bergs that we could clearly
define from nine miles above the water. A
check of the weather called for about 1000
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The Falcon 2000LX can be easily distinguished from
its older sibling by the Aviation Partners winglets
that add seven feet to the airplane’s wingspan and
750 nm to its nonstop range. 

Dassault claims the airplane boasts a 5-percent
performance improvement over its predecessor, 

the 2000EX, as a result of the winglets and 
7,000-pound-thrust P&WC 308C engines.



and three when we arrived at TEB with the
ILS to Runway 19 the preferred approach.

Fuel To Spare
For me, at least, the hours passed too

quickly and we were soon descending for
the approach into the New York area. I
planned the automated approach on the
ILS and listened closely as the level of

chatter on the Teterboro arrival frequency
picked up, especially when the controller
told us to watch out for a guy in the clouds
about 1,000 feet beneath us, whom he
didn’t seem able to contact. We were in the
clouds so we tried our best to keep him on
TCAS at least. Welcome to New York.

At 500 feet agl, I disconnected the 

autopilot and autothrottles. Despite the dis-
placed threshold on Runway 19, we landed
and easily made Taxiway Juliet, translating
to just under 5,000 feet to get it down and
stopped. The flight plan called for 7+52 
and a landing with 2,000 pounds of fuel.
The final numbers were scary to a guy who
still does some of the long-range navigation
in his head; the trip took 7 hours 52 minutes
exactly and we landed with 3,100 pounds of
fuel. Had we needed to, we could have eas-
ily flown for another hour and still had a
reasonable reserve. After just a shade under
eight hours of flying we burned about
13,500 pounds of fuel for an average of
1,687 pounds per hour for the entire trip. 

My long-range flight substantiated 
the claims of the Dassault folks, who say the
2000LX delivers a 5-percent performance
boost over the 2000EX and an additional
700 to 800 nm in range. After wringing out
the airplane over an eight-hour flight, I’d
say those are not simply claims, but more
like the honest truth. o
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Price (typically completed and equipped) $30.765 million
Engines (# of engines) P&W Canada PW308C (2)

7,000-lbs thrust each
Passengers (typical) 2 crew + 8-10 pax
Range (w/NBAA reserves, 200-nm alternate) 4,000 nm at Mach 0.80
High-speed cruise 460 ktas/Mach 0.80
Fuel capacity 16,660 lbs
Max payload w/full fuel 2,200 lbs
Ceiling (certified) 47,000 ft
Cabin altitude at ceiling 8,000 ft
Max takeoff weight 42,200 lbs
Balanced field length at mtow (sea level, standard) 5,878 ft
Landing distance 2,630 ft
Length 66.3 ft
Wingspan 70.2 ft
Height 23.2 ft
Cabin

Volume 1,024 cu ft
Width 7.7 ft
Height 6.2 ft
Length (seating area) 26.2 ft

Baggage capacity 130.6 cu ft
FAA certification FAR Part 25 June, 2009
Number built 400, includes all 2000 variants,

classic, EX, DX and LX 

Because the flight from
Bordeaux to Teterboro 
was the first transatlantic
crossing for AIN reporter
Rob Mark, Dassault
Aviation's chief test pilot
Philippe Delehume, center,
and first officer Herve
Laverne, right, spent 
a considerable amount 
of time explaining the 
flight-planning process.
The pilots filed the flight
plan with Jeppesen
subsidiary JetPlan, which
suggested a routing and
computed guidance for
where to land in case 
of an engine failure. 

Falcon 2000LX


