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I ds not often that an aircraft manufrcnrrer
I introduces new derivative models dug
I compared to t}eir predecessors, weigh
more vet climb and cruise faster. bum less
fuel and need less runway when departing
hot-and-high airports. But that's exacdy
what Cessna has achieved widr tlrc Gtaticxu
CJl+ and CJ2+.

There's no smoke and mirrors here. The
perforrnance improvements in these two
airplanes boil down to advances in engine
teclurology, consistendy tlrc moot important
element to better numbers during the past
100-plus years ofpowered flight. (See
"Wlliams FJ,l4-3 Tirrbofan Gchnology
Aboard the CJl+ and CJ2+' sidebar.)

The most noticeable improvement is
aboard the CJI+. MTOW iJinceased i00
pounds over the CJl's, to 10,700 pounds.
The booat enables typically equipped atucraft
to carry three passengers with firll tanks.
Nearly all the weight increase. however, is
consumed byoptional equipment now made
standard aboard dre new aircraft. so there's
very little change in tanks-full payload
compared to the older model.

The CJ1+, though, has slightly better
sea-level standard-day takeoff performance
because ofa 2 percent boost in flat-rated
tateoffdrwr The imorovement in akeoff
performance, versuJ the Cj1, b"co-es
progressively better at hot-and-high
airpors. The CJl+, for example, can depart
BdtCA's 5.ODD-foot elevation. ISA+20"C
airport at MTOW with no OEI climb
gradient limitation, The CJl, in contrast,
was limited to a akeoffweight of 10,,100
pounds by OEI climb requirements.

The CJ1+'s adranage in all-engine dimb
performance to cruise altinrde is impressrve.
The older model needed 48 minutes to
reach FL 410. The CJI+ soars to 41,000 feet
in 27 minutes. close to a 44 oercent
improvement. FADEC,s maLe possible set-
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and-forget thrust control during the climb.
The CJ1+ also burns 30-percent less fuel
during the climb, so maximum range is
increased by about 40 miles at high-speed
cnuse.

Once level at maximum cruise altitude,
tlre new model is uD to 22 lnos faster and
yet it ges slighdy 

-better 
frrel economy in

cruise. CJ1+ operators can plan on block
speeds that are 20 KTAS faster thaq the
iJ I ! and a touch more nngg if they opt to
cruise at FL 410. That can save up to 15
minutes on a 1.300 nm trio.

The performance improvement offered
by the CJ2+ is not as pronounced as that of
the CJ1+, but nonetheless it's substantial.
The aircraft ges a 125-pound boost in
MTOW to  12 ,500 pounds.  enab l ing
operators of qpically equipped aircraft to
oreserve its advertised nearlv four-
passenger, full-tanls payload. Bul a 180-
pound increase in thrust doesnt fullv offset
ihe incrcased maximum takeoffweight, so
tie newer model actually needs slighdy
more runway on typical missions when
departing landing facihties tp to BdrCA's
5,000-foot eloration, ISA+20'C airport At

equal takeoffweighs, though, the CJ2+
needs a little less runway than the CJ2
because ofis hieher takeof tirusr

But ifyou're iieparting Aspen, Colo., on
a warm day, the CJ2+ has a clear ruaway
performance admntage over is predecessor.
Assuming the outside air temperature is
30PC, you can depart at a takeoffweight of
11,500 pounds in the CJ2+, an increase of
500 pounds over dre CJ2.

All-engine climb performance, however,
is markedly better. Departing at MTO$
the CJ2+ can climb direcdy to FL 450 in 28
minutes, some 11 minutes faster than the
CJ2. Once level, it cruises six to 12 knots
faster than the older model and it burns
slighdy less fuel. CJ2+ operators will be
hard pressed to tog the subde improvement
in blo& speecls, fuel efficiency or maximum
range, compared to ttre CJ2, but the 125-
pound increase in MTOW and 2 percent
better specific range will allow them m fly
up to 100 nm farther with four to eight
passengers aboard.

Both of these aircraft also received
considerable upgrades to their Rockwell
C,ollins Pro Line 2l avionics paclages and a

Open the door a rl cllmb hra|,l€ elther Ue CJt+ or ay2+, en l you'I dltcowr denay ol tMada tur M,
prote an l passengerc con@rc.t to the ,'od€b they rcp/€c€'
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A n a l y s i s

8&CI Eqt plcd Prtce . . . . . . . . .$4,241,000

Cll8ncto|lr{cE

S e a t i n g  . . . . . . . . . . . . . . . . . . . . . . . . . .  1 + 7
W i n g L o a d i n g  . . . . . . . . . . . . , , . . . . , , . 4 4 . 6
P o w e r 1 0 a d i n 9 . . . . . . . . .  . . . . . . . . . . . . 2 . 7 6
Noise (EPNdB) . . . . . . . . . , .73.5/85.2/88.5

Dlnoftlom ('Vm)

lntemal
L e n g t h  . . . . . . . . . . . . . .  . . . . . . .  1 L O / 3 , 4
H e i 9 h t  . . . . . . . . . . . , . . . . . . . . . . 4 . 8 / 1 . 5
Width ([4aximum) . . . . . . . . . . . . .4.4/1.5
W i d t h ( F 1 0 0 0 . . . . , . . . . . . . . . . . . . 3 . 1 / 0 . 9

Powr

Seating . . . . . . . . . . . . . . . . . . . . . . . . 1+8/S
W j n g L o a d i n g  . . . . . , , . . . . . . . . . . . . , . 4 7 . 3
P o w e r l o a d i n 9 . . . . . . . . . . . . . . . . . . . . . 2 . 5 1
Noise  (EPNdB)  . . . . . . . . . . .  75 .5 /86 . t /89 .7

Dlmcnslonr (Vn)

Internal
Length . . . . . . . . . . . . , . . . . . . . . 13.6/4.1
H e i g h t  . . . . . . . . . . . . . .  . . . . . . . . 4 . 8 / 1 . 5
W i d t h  ( M a x i m u m )  . . . . . . . . . . . , .  4 . 8 / 1 . 5
Width (Floor) . . . . . . . . . . . . . . . . . .3.1/0.9

Porral

boadoad of new standard eouipment that
had been on the options list.- 

-

Largescale Cockpit lmplovements
Pilots of these new models will find fliEht
decks far differenr from those ofthe CJI and
CJ2. Gone is the rnix and match combo of
Pro Line 21, 1980s-vintage Honey'well
Bendix/King panel-mount radios and
miscellaneous equipment from other
venqots.

Following the lead ofthe CJ3, the two
smaller Ciation 525 fanily members have
moved into the avionics big leagtes with
complerely integrated Pro Line 2l avionics
q'stems. Standard equipment indudes left-
and right-side eight-by- l0-inch, actrve
maui LCD flat-panel PFDs arrd a left of
center eiEht-bv- l0-inch MFD.

The dlsplavs have excellent resolution
and they oifeia high contrast ratio in bright
ambient light. Vertical display control
panels are mounted just inboard of the
PFDs ard the flight guidaace connol panels
are positioned iust above the PFDs.

The truncated anitude indicators on the
PFDs, drough, are squeezed in between the
vertical tapes used to display air data. This
is a holdover fiom the dayrs of CRFbased
EFIS technology. We'd prefer edge-to-
edee attitude indicators with the air data
tapes displayed as windows, sirnilar to the
displays Cessna is irutalling in the Citation
Mustang. The top fifth of the MFD is
reserved for electronic enEine instrurnent
displals. (Cessna chose to reain a triple ro*
of Elareshield mounted annunciators for
crew alertins.) The remainder ot the MFD
screen area ian be used to display a variety
ofposition, weatheq terrain and traffic
awareness rmagery.

The CJ1+ and CJ2+ each come with a
single Rockwell C-ollins FMS-3000, which
is a true multi-sensor, multi-waypoint
VNAV FMS in the classic definition, not
just a simple GPS ruvigator. This box is in a
class with late-model Univenal LNS-1 and
Honey.well NZ-2000 qstems. The FMS-
3000 uses VOR, DME and GPS to ruvigate,
so it's not a sole source ruvaid. The FMS is
capable of providing waypoint \NAV and
3-D non-precision approach guidance. It
will have a firll abular performance database
enabling it to compute V speeds and akeoff
distances, but that feature was not yet
cenified as we went to press. Noably, FMS
navigation database updates are accom-
plished by means of a laptop computer and
data port. A Web-based data download
subscriotion is available.

The FMS-3000 also automatically tunes
the Pro Line 2l ruv radios and flight displays
for approaches, making possible seamless
transitions from FMS to ILS guidance, Just
lile folks fllng much larger businessjes,

SAO| EqulDp.d Prt€o

Chrlrcbtudcs

Engines . . . . . . . . . . . . . . . . 2 Wms FJ44-1AP
o u t p u t ( l b )  . . . . . . . , . . . . . , , . . . .  1 , 9 4 1  e a .
F I a t R a t i n g 0 A T " C . . . . . . . . . . . . . . .  I S A + 7 " C
r B 0 ( h r )  . . . . . . . . . . . . . . . . . . . . . . . . 3 , 5 0 0

rHdrtr lblkgl
M a x R a m p . . . . . . . . . . . . . . . .  1 0 , 8 0 0 / 4 , 8 9 9
MaxTakeoff . . . . . . . . . . . . . . . 10,700/4,853
M a x L a n d i n g  . . . . . . , . . . . . . . . 9 , 9 0 0 / 4 , 4 9 1
Zero Fuel . . . . . . . . . . . . . . . . . 8,400/3,810c
80w . . . . . . . . . , . . . . . , . , . . . .6,965/3,159
Llax Payload . . . . . . . . . . . . . . . . . 1,€51651
l l s e t u l  1 0 a d . . . . . . . . . .  . . . . . . 3 , 8 3 5 / 1 , 7 4 0
Executive Payload . . . . . . . . . . . . . 1,400/635
l M a x  F u e l  . . . . . . . . . . . ,  , , , , , . 3 , 2 2 0 / f  , 4 6 1
Payload With lrax Fuel . . . . . . . . . . . 615/279
Fuelwith Max Payload .. .. ....2,400/1,049
Fuel With Executr've Payload . . . . 2,435/ I,1,05

Unltr

Engnes . . . . . . . . . . . . . . . 2 wms FJ44-3-24
o u t p u t ( l b )  . . . . . . . . . . .  . . . . . . . . 2 , 4 9 0  e a
F l a t R a t i n g o A T " c . . . . . . . . . . . . . .  I S A + 1 3 " C
r B 0  ( h 0  . . . . . . . . . . . . .  . . . . .  . . . . 4 . 0 0 0

rHgtrts 0b/r€)
llfax Ramp . . . . . . . . . . . . . . . . 12,625/5,727
lMaxTakeof f  . . . . . . . . . .  . . . . .  12 ,500/5 ,670
[4ax Landing 11,525/5,224
Z e r o  F u e |  . . . . . . . . . . . . . . . . . 9 . 7 0 0 / 4 , 4 0 0 c
80w . . . . . . . . . . . . . . . . . . . . . .7,925/3,595
l \ 4 a x P a y l o a d . . . . . . . . . .  . . . . . . .  1 , 7 7 5 / 8 O b
U s e t u l  L o a d . . . . . . . . . .  . . . . . .  4 , 7 0 0 / 2 , 1 3 2
Execut ive  Pay load . . . . . . . . . . . . .  1 ,600/726
l \ 4 a x F u e |  . . . . . . . . . . . . . . . . . . 3 , 9 3 0 / 1 , 7 8 3
Payload With l\4ax Fuef . . . . . . . . . . . 770/349
Fue lWi th  [4ax  Pay load . . . . . . . .  2 ,925/1 ,327
Fuel With Uecuti!€ Payload . . . . 3,100/ 1,406

UmltE

MMo . . . . . . . . . . . . . . . . . . . . . . . . . . . 0.710

r y V M o  . . . . . . . . . . . . . . . . . . . . R 3 0 5 / 2 6 3
D C t  a E

Cllmb

M M o  . . . . . . . . . . . . . . . .  .  .  .  .  .  .  .  .  .  .  . 0 . 7 3 7

r y V M o  . . . . . . . . . . . . .  .  .  .  .  .  .  .  F L 2 9 1 / 2 7 4
PSr . . . . . . . . . . . . . . . . . . . .,. . . . . . . . . . 8.9

dltnb

T i m e t o F 1 3 7 0 . . . . . . . . . . . . . . . . . .  2 1  m i n .
FAR Part 25 oEl rate (lpm/mpm) . . . 596/182
FAR Part 25 oEl GEdient

( f f / n m ) / ( m / l n )  . . . , . . . . . . . . . . . 3 3 2 / 5 3

Colllndt (Vnl

cen i i ca ted  . . . . . . . . . .  . . . .  41 ,ooo/12 ,497
All-Engne Seruice ......... 41,OOO/12,497
Engneout Service . . . . . . . . .21,200/6,462
Sea Le,r'elCabin . . . . . . . . . . .22,027/6,714

Cor l i cs ton  . . . . . . . . . . .FAR Pan23,2005
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T i m e t o F 1 3 7 0 . . . . . . . . . . . . . . . . . . ' 1 7  m i n .
FAR Part 25 oEl Ete (fpm/mpm) . . . 611/186
FAR Pan 25 oElGradient

(t/nm)/(m/km) . . . . . . . . . . . . . . .316/52

Collln$ (fvnl

Cet i f i ca ted  . . . . . . . . . .  .  .  .  .45 ,000/13 ,716
Al l -Eng ine  Serv ice  . . . . . . . . .  45 ,000/13 ,716
Engine-out Service ..... . ...23,800/7,254
Sea Ler€lCabin ,. ..... , . . . 23,586/7,189

Cordf,cailm .. ....... ..FAR Pat23,2005
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CJ1+ and CJ2+ piloa will be able to couplc
the autopilot fi'om the start ofthe en route
cl imb from thc departure airport uuti l
r he l ' r e  on  ' ho r r  f i r r a l  a t  t he  de . t i r a t i on
airport solcly h1 prngrarnrning dre avionics.
adjusting rhrust anJ rnakirg configuration
changes. This is an inportantsafety feanrre
when flying a jet with one pilot because
workload is reduced and the pilot can spend
most of the tirne nakinS; strategic decisions
and monitoring the results rether than beurg
preoccupicd widr stick-and-mdder tasks.

.Iivin 
radio tuning units, stacked in t}le

panel to the right ofthe MFD in the center
panel, nanage the hrnctions ofthe Pro Lrne
2l CNS radios. The upper Kl'U, just right
ofdre solid-state L-3 Communicatrons inte-
g ra ted  s tandby  i ns t rumcn t  sys tem,  r s

powered by the emergcncy bus. Its flat-
panel display can function as a mini FISI
capable ofILS or VOR guidance, plus it can
displal radio nrning information and engrne
tnsmlnenG.

The FMS-1000 CDU also can be used for
radio tuning, although we'd prefer to not use
this feature unless the aircraft is equipped
with the optional second FMS 300Q available
for $59,225. Having dual FMS-3000s allows
6e pilot to use one FMS CDU for navigation
chores while the other can be used for non-
essential functions, such an altemate means
oftuning tJle radios. Most buyers, however,
are opting to equip their aircraft with a
Gannin GPS 500 ($19,500) as the optional,
second long-ralge nav slrstem.

Other options include an L-3 cockprt

Pro Line 21 Avionics
The fully integrated Pro Line 21 avionics suite aboard the CJ1+ and CJ2+ has features
and functionality on a level with far more expensive aircraft. Indeed, the Rockwell
Collins Pro Line 2l systems aboard the CE 525family of aircraft offer the most features
of any of the current production Citations, including Citations X and Sovereign.

Standard equipment aboard both the CJ1+ and CJ2+ includes three, eight-by-1G
inch, active matrix LCD displays, dual digitalflight guidance computers, a singlethree
ax is  au top i lo t ,  dua l  so l id -s ta te  a t t i tude-head ing  re fe rence sys tems,  dua l
R V S M - c o m p l i a n t  d i g i t a l  a : r  d a t a  c o m p u t e r s ,  d u a l  s e t s  o f  P r o  L i n e  2 1
comm/nav/surveillance radios controlled by instrument panel mounted radio tuning
units, a single full-function, multi-sensor FM93000with 12 channel GPS receiver, dual
audio control panels, soli+state 24watt Weather radar and XIV Radio data link weather
receiver, plus Skywatch HP TCA91, Integrated Standby Instrument System and
Landmark TAWS, all furnished by L-3 Communications.

What sets Pro Line 21 apart ftom competitive avionics systems in the light jet class
isthe availability ofoptionaldata link weather and electronic charts. Data link weather
enables Cl1+ and CJ2+ pilots to tailor their flight plans "on the fly" to avoid weather
hazards, even before they start the takeoff roll- Data link weather enables them to
view all potential weather hazards from departure to destination, right in the chocks.

The electronic chart capability is equally impressive. lt's linked to the Fl\4 S, so when
a speciflc airport, departure or approach procedure is selected for navigation, the assc
ciated electronic chart is nominated for selection on a drotrdown menu. Alternatively,
the crew can call up any chart in the database for reference, such as the whole series
of charts forthe destination airport or charts forthe allernate airport,

Eithet XM Radio ot Univercal Weathet dab link is
available as an ootlon. XM Ra.Io WeatheL
avallable In the contlnental Unftecl States, can be
ove ald on the flight plan nap. Univercal Weathel
is the better choice lot intemational onetations.

Welcone to Wichi6! lt's had to eet tost when
you've orclerccl the optional e-chatt package. fhe
chads arc geogaphlca y rcterence.l with a
movlng ahplane symbol .lepicting you prccise
location - on the e)round ot in the ah.

E4hatts arc caled up uslng a polnt-an.l-e ck
menu on the MFD. fhe FMS nominates the apprc-
p ate chatt mix fot oigin, destination and
aftemate. Howevet, you can manually call up any
other chatts you want to rcvlew or use.

BLri"e\\.:r O," tlr.tu|tt,i/niar a Abr 20A6 37www'AviationNow.com/acA



A n a l y s i s

These graphs are designed to illustrate the performance ofthe CJ1+ and CJ2+ under a variety of range, payload, speed and denslty altltude

conditions. Do not use these data forflight planning purposes because they are gross approximations of actual aircraft performance.

Time and Fuel vs. D'rstance - This graph shows the relationship between distance flown, block time and tuel consumption at high-speed

cruise and long-range cruise forthe CJ1+ and CJ2+.

Specmc Range (Mi+Range Weight, ISA) -This graph shows the relationship between cruise speed and fuel consumption for the CJ1+ and

CJ2+ at representative cruise altitudes for mid'weight aircraft, according to Cessna's performance engineers. B&CA believes Cessna's
performance estimates are accurate, if not conservative, based upon our demonstratlon ffight observations. Operators should have no
problems meeting or exceeding the numbers published in Cessna's flight planning guides, in our opinion.

Range/Payload Ploflo - The purpose of this graph is to provide simulations ofvarious trips under a variety of payload and two airport

density altitude conditions, with the goal offlying the longest distance at high-speed cruise. Each ofthe range/payload lines on the CJ1+

and CJ2+ chartswas plotted ftom multiple data points by Cessna's performance engineers, ending atthe maximum range foreach payload

condition. While both aircraft are type certificated in accordance with FAR Part 23, the takeofffield length numbers shown in the two

chartswere computed using Part 25 oneengineinoperative standards. Notably, neither aircraft encounters any OEI s€cond-segment climb

restrictions that would limit maximum allowable takeoffweight when departing 8&CA's 5,ooofoot elevation, ISA+20"C airport.

Time and Fuel Ys. Distance

nme fti)

Condltlons: 6001b payload,
zero wind,lSA, NBAA IFR

reserues (100 nm),single pilot

Condttions: 9,500 lb,
zero wind,ISA

Speed NA)

Range/Payload Plotile

Grcsg lal@off
wblght 0b)

Condltlons: NBAA IFR eserves (100 nm),
zerc wind,lSA, high-speed cruise,single pilot

Rang6 (nm)
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These graphs are designed to illustrate the performance ofthe CJ1+ and CJ2+ under a variety of range, payload, speed and density altitude
conditions. Do not use these data for flight planning purposes because they are gross approximations of actual aircraft performance.

Time and Fuel vs. Distance - This graph shows the relationship between distance flown, block time and fuel consumption at high-speed
cruise and long-range cruise for the CJ1+ and CJ2+.

Specific RanEe (MidRange Weight, ISA) -This graph shows the relationship between crujse speed and fuel consumption for the Cj1+ and
CJ2+ at representative cruise altitudes for mid-weight aircraft, according to Cessna's performance engineers. 8&CA believes Cessna's
performance estimates are accurate, if not conservative, based upon our demonstration flight observations. operators should have no
problems meeting or exceeding the numbers published in Cessna's flight plannjng guides, in our opjnion.

Range,/Payload Prcfile - The purpose of this graph is to provide simulations of various trips under a variety of payload and two airport
density altitude conditions, with the goal of flying the longest distance at highspeed cruise. Each of the rangelpayload lines on the CJ1+
and CJ2+ charts was plotted from multiple data points by Cessna's performance engineers, ending at the maximum range for each payload
condition. While both aircraft are type certificated in accordance with FAR Part 23, the takeofflleld length numbers shown in the two
charts were computed using Part 25 one€ngineinoperative standards. Notably, neither aircraft encounters any 0El secondsegment climb
restrictions that would limit maximum allowable takeoff weight when departing B&CA's 5,ooofoot elevation, ISA+20'C airport.

SL
tsA

3,360

Gruss rakeofi
Welglt (lb)

5,000 tt
ISA+20C

5,180

4,750

12,500

3,140

g

2,160 2,780

Time and Fuel vs. Distance

Ilne (hr)

l ,160nn I

Condltlons: 600-lb payload,
zero wind,lSA, NBAA IFR

reserves (100 nm), single pilot

Speed (lfiAs)

Range/Payload Profile

Rangb (nm)
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voice recordcr (S25,100), dual Euro-spec Thc standard svstem also i[cludes an XM
Mode S divcrsitv tr anspondcrs ($29,437) and Raclio *'eather rcceivet so operatorc onlv
Collins tIF-90d0 HF iransceiver ($60,'150). need to'rctrvatc dre subscription fbr $50 per

t he tr-o most popular big-ticket options month. 
'['herc 

is a u-icle varietv oflvcather
are likclv to be tlte elcctronic chalts package prcducts available through XrVI Radio ancl
($23 ,400 )  and  da ta  l i nk  t ex t : r nd  g raph i c  a l l  t he  g raph i cs  a re  geog raph i c r l l y
rveirthcr The electronic chart prckage uses rcferenced, thereby enabling thc * eather to

a single f i le servcr antl  -NIF I) for display be portrryecl in the contcxt of ai lcraft
Theie is no rcdundancy, so thc e-chart position ancl ilight plan route on the MFI).
oDtion docs not aual i fy as a Class 3 For use outside thc continental Unitcd
Eiectronic Flight Bag. Vru'Il still need to States, there is an optional tto wa,v VIIF

carry harcl cop1, charts as a backup, but clata l ink radio ($49,500), but none of ihe

vou' i l  only hare to use drem in the cvent of rveathcr ch:rrts aLe geographical l l

in c chari systern rnalftinction. referencecl to rircraft position or llight plan

Williams Fl'14-3 Turbofan Technology
Aboad the GJl+ and Cl2+

The CJ1+'s 1.965Doundthrust FJ441AP turbofans are far more advanced than the -1A

engines fltted to the CJ1 and Citationjet- The -1AP engines use several technology
elementstrom the FJ443, the latest and most advanced version of the FJ44 model family
The "1AP's widechord, damperless fan, for example, is based on the -3 design. lt has a
12-percent higher pressure ratio than the fan ofthe -1A. This enablesthe -1AP to generate

considerably higher hot-and-high takeoff, cruise and climb thrust. The fan and low
pressure, axial flow compressor are powered by the'3's twGstage, high work, low
pressure turbine. The -3's deep fluted mixer nozzle also is itted to the "1AP engine for
improved high altilude thrust outpr..tt. But the -1A

makes do with the gasgenerator section ofthe -2C

engine of the outgoing CJ2 because it 's plenty
robust enough for thisthrust class engine.

The resull is a highly derated engine, capable
of producing considerably more climb and cruise
thrust than the original -1A, plus one that squeezes
more thrust out ofevery pound offuel during high
altitude cruise. However, the -1AP's 2.58:1 bypass
ratio is Iower than the 3.3:1 bypass ratio of the -

1A. so it's not astuel efficient at low altitude. The'1AP is larger, taller and eight pounds

heavier than the -LA, sothetwo enginesare not interchangeable lnit ial maintenance
intervals are conservatively pegged at 1,750 hours for midlife inspection and 3,500
hours for overhaul.

l\y' eanwhile, the CJ2+ is fitted w ith a pair of 2,4gopound-thrust FJ 44924 turbolans,
essentially derated versions of the 2,T8opoundthrust -3As fitted to the CJ3. However,
there's no attempt to hold back the "3-24 engine at alt itude. lt produces so much
cruise thrust that the l ighter and slightly smaller CJ2+ actually can outrun the CJ3
under certain high altitude cruise conditions.

The-324turbofan has a 2.2:l bypass ratio, a l0percent increase overthe -2C filted
to the CJ2. But this engine has a considerably larger thermodynamic thrust ratang, so
it 's actually not as fuel efficient during low altitude cruise. The key to achieving
optimum fuel efficiency with either the -1AP or -324 is to use a high altitude cruise
profile, even for shorter trips,

Both engines are fitted with FADECs. The computers simpliry pilot workload and
they protect the enginesfrom many malfunctions. They also improve acceleration and
response, enabling ground idle rpm and residual thrust to be reduced as much as 18
percent compared to flight idle. That feature enables Cessna 10 remove the thrust
attenuators from both the CJlr and CJ2+.

Will iams carefully tailored thrust response to power lever movement with both
engines. Pilots will find it easy to control thrust throughout the flight envelope. And
mechanics are bound to smile at the reduced maintenance burden of the FADEC-
equipped engines.

4O tsunns l: Cotnraru/ Ari/1tr,] a tlPtil 20A6

routc. In addition, the rnonthll' charp;e asso-
ciated with this servicc is based upon the
number  o l  p roduc t s  o r  se l v i ces  down
loaded.'l'he actu:rl cost of the subscriptron,
. r ' , r  | esu l t .  i \  ( u lF l i n r ra l l y  more  e \pcn \ i ! c
than the XI{ Raclio weather serviccs.

lmproved Passenger Amenit ies
The crbins of the CJ I+ and CJ2+ are case
snrdies in etRcient space utilization. Belted
potty seats now are stantlard, along t ' i th
internal l l '  scrviced f lushing toi lcts. The
CJl+ has e iavatory privacy curtain that
r p a n .  t l r r  l i q h t  r u o  r h i r d s  o f r h . , a L , i n .
opening up the seatinEi arcir to dre rest of the
c a t r i n  f o r  t h e  o c c a s i o n a l  p a s s e n g e r
occupving the lav seat.

The centcr ot rh,,  rbirr h,r '  foLrr chrir '  i rr
club configrration, each xith track, s*.ivel
and rake acl justrnents. ' l 'he seats may be
r c c l i r r c , l  t u - l '  , l e g r e e . .  r h r r .  l i r n i t i n g
berthing cap.rbiJitics. Integral amrests only
are installed on the aisle sicles ofthe cha:rs.
The upholstcrcd sideqall rail ftrnctions as
the outboard arrnrest, making avai lablc
more elbow'room, especially when drc seats
are tracked inboerd drrring flight. Lcft- rncl
riEJht sidc foldout rvorktables ,rrc installed
in pockets in the sidewalls between pairs of
fecing seats.

Asingle, side facing seat nav be installcd
directly across fiom the entry door in lieu
oithc r iuhr- ' iJe gal lel r . ;  rro co't  ,rpriun.
\\ ' i rh rrt  arrrngernent. , .r  c"rnfar t  Bal ler is
instal led on the left  side, just behint l  the
pilot! seat and ahead of the enny cloor 1'he
result is a six-seat cabin ancl a seventh seat
in the cockpit. \Vith a single-pilot BOW of
6 , 9 3 5  p o u n d s  e n c l  a n  8 , ' 1 0 0  p o u n d
maximum zero lirel weight, CJI+ operators
can fill all chairs uith 200 pound occupants
and remain within max payload limia.

The left sidc galley ma1' be compact, but
i n ' i de  rhe re  .  c r t  r l l e r  t  . pa t  e  u t  i l i z r t  i on .
I  h e r c  r  r , ' , ' r n  f o r  r  h e a t e d  b c r  r r a g e

conrrinrr.  tr{ in ' l i 'po.,rble cup drlrcn'er ' .
canned beverage storagc, ice drawer with
ovcrboard dr:rin and small trash bin. Flach
of the seats in the cockpit and rnain cebin
has  tw in  beve rage  cup  ho ldc rs  i n  t he
sidc*all annrests.

Baggage  capac i t y  i s  ano the r  o f  t he
aircraft 's strong points. The CJ1+ has a
30 .2 -cub i c  f oo t  a f t  ex te rna l  baggJage
compartment, usefirl fcrr bulky iterns, and a
15-cubic foot nose bagliage conpartment,
capable ofstoring snaller items. \4rc like to
u'e rhc fnrurrJ iomprrtmenl for lrangirrg
bags because they f i t  better and usually
don't blockthe sight gauges on the fight aft
side of the cornpartrnert that must bc
inspected during prellight inspection.

Thc CJ2+ has r similar layout, althoug;h
its extra l1 inches of clbin lcngth maLes
ronrn f i  ' r  ru u rt tore for$ rrd f .r ,  ing , hairt
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between the lavatorv and nain club seat
section. The lavatory has s)'rnmetric left end
right bulkhceds on the cabin sidc because
the belted potq' seat isn't likel,v to be used
other than as a toilet seat. So, there's no
need to make the occupant feel like paft of
the crow'd in t}te main cabin.

The main reason for the enclosed l :rv
l ayou t  i s  t he  CJ2+ ' s  ava i l ab le  pay load
capacit',. Cessna upped the ZFW by 400
pounds, to 9,700 pounds. F)ven so, the
single pikrt BO\l ' .  norv is 7,925 pounds.
'l-hat 

rcsults in an available pa1'load of 1,775
pounds ,  j us  t  shy  o f  n i ne  2  00  -pound

occupants. The aircraft u-e fle*. lbr this
report,  for example, had a 7,975-pound
single-pilot IIO\{ so irs gross payload was
linitecl to 1,725 pounds. As a result, it's not
likely that a ninth seatwill be needcd often,
even ifit's certified for full timc occupanqr

'lhe 
CJ2+ has considerably mole baggage

capaciw than the CJ1+ because ofi ts 50-
c u b i c -  f o o t  a f t  e x t e r n a l  b a g g a g e
cornpatnent. Thc ali compaftrnent has a
600-pound capaciry', but iilling it will Jimrt
dre cabin load to five-plus passengers. Bodr
aircrafthave bccn fined rvith long lifc LED
overhead wash lights instetd offluorescent
r u b e ,  o r  i r r c a n d e s c e n r  b u l l ' r .  T h i .  i r  a

The hy.tnufic rcse|oit is located in the ght,
rcat wlng rcot fal ng tot easy Uellight inspection
and maintenance access. fhe tluld colot is MIL-*
560o bieht rcd, but it's actua y a welglttsaving

welcome reliabiJiq improl'emcnt. I Iolr'ever,
Cessna chose to retain incandescent bulbs
in the reading lights, so plan on changing
them at regular rntenals. \4rc prefer high-
intensity LIID rcading lights over the hot
and relativel-v shortJifc incandescents. (See
"LEl) I'here Bc Light," page 82.)

T h e  c a b i n  a n d  c o c k p i t  n o \ r ' c o r n e

Cessna CJ1+ Comparison Profile@
(Percent Relative to Average)

equipped rvith 110-\ lA.C pou,cr outlcts to
pouer laptops ancl othcr port:rblc gcm The
cockpit has mono-reil sun visors as part of
its redcsigncd or''crhced panel. AJI seats have
firc blockcd foan ancl upholstery

Flying lmplessions
llaving prer.iousll' reported on the CJI in
Bc,'Cl,s June 2000 issue (pagc 4ll) and the
CJ2 in Novenrber 2000 (rege 56), rve' l l
hiEJhlight somc offeenrres of dre nvo newest
525 farnilv memLers alcl lbcus on rvhat's
been chariged on the CJl+ rnd C.f2+. Both
r i r c ra f t  e r ' e  bu i l t  f r o rn  conven t i ona l
r luminum l l lovs, using a combination of
me  ch l  n i  ca  l  f l s t ene rs  and  s t ruc tu ra l
adhesives. ' l 'he wing has e narurel hninar
f l ow  a i r f o i l  t ha t ' s  cons i c l e rab l y  more
cfficicnt, has lou.er clrag and is smaller than
thc N:\C,\ 23000 airfoi ls f i t ted to f irsr
generation XIodel 500 frmil)' aircraft. It'.s
also plotected lrorn icc buildup bybleed air
heet lather thirn thc rubbcr cle-ice boots
f i t  t  ed  ro  f i  r . r  s cn ,  r , r r  i , , r .  \ r  r a  rgh l  - \ \  i n !
Cit:r t ion.. Tl 'c ,  r  rrf ,  nrr ' 'ue. thorrgh. retain.
boots for ice protection.

T ia i l i ng -  l i nk  l and ing  {ea l  make  fo r
smoo th  t ouchdo* .ns .  The  CJ2  had  a
number ofl,heel brake problerns, but three
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serwice bulletins appear to havc put thosc
concems to rest- 

'I he brakc accunulator has
Lreen re loc t tcd  to  rh r  r ig l r r  u  i rg  fa i r ing
aboard the CJ2+. Aiong u,idr other changes,
brake responsiveness has been improved,
according to Cessna oi{cials.

\Vc flcrl 'CJ2+ s.n. 525A-0i00 for this
repon. Itwas equipped with optional Airccll
ST:1100Iridirun satcom, Gannin GPS 500,
Honeyrvell Mk 8 liGP\lrS and FIF trans-
ceiver, plus the elcctronic c'hart paclcrge and
XM Radio wcadrer sen'ice. l{ith optional
equiprnent, the single-pilot BOWwas 7,975
pounds. Accompanied by factory demon
stration pilots David Bodlak and Mark
Zcrerer, the zero fue) weight u'as 8,375
pounds. \{lth 2,510 pounds offuel alxrard,
the ramp weight rvas 10,11i15 pounds.

Ir " a. chil ly t lat Fel'ruaq dr1 ir \\ ichita.
e l e v a t i o n  l , J J l  f r r r .  f h e  o r r r . i i d e  a i r
ternperaftrre u-as -4oC, the deu'point was
-15oC, dre baroneter was 30.59 inches and
the wind was 020 at 14 rnph. Bascd on a
computed trkeoffweight of 10,700 pounds,
we bugged takeoffVspccds at 95 Kl\S fbr
Vl, 100 KIAS for rotation and 110 KIAS for
the V: OEI takeoffsafcty speed. The no-
wind TOFL was 2,580 fcet ud adjusting for
the headwind, dre TOFL was 2,410 feet

30./.

TOvo
ovo

tovo

-300/"

-50%

The stanclarcl battery ls a nicad, but lea.tacicl
batteies will be ofrerccl as no4ost options.

Both the CJI+ and CJ2+ havc an cxtra
step in thc prc-start chccklist. Nov', drere's
a FADEC check item to make sure that
both computer channels are functional
prior to engine start. This aircraft *,as
equipped with a standard 44 AH nicad
battery, but a lead-acid battery will be rnade
a lo-cost opdoll.

EnE;ine stan is cluite conventional. 
'lbuch

the start button, advancc drc pou-cr lever at

Cessna CJ2+ Comparison Profileo
(Percent Relative to Average)

10 percent N2 rpm and the IADEC does
the rest. Engine acceleration during start
was quite rapid and ground idle stabilized
at just over 24 percent Nl fan speed. This
is considcrably lower than the idle rpm of
the FJ44-2 engincs fittcd to the CJ2, so
Cessna was able to eliminatc the thrust
attenuators fiom the engine nacelles.

Releasing the parhing brakes, we noted
very Jitde aircraft movement at grotnd idle,
even though tle aircraft was comparatively
lightweight. Advancing the power levers to
move out of the tanp, we experienced a
corsiderable lag in engine response antl then
an overshoot in rpm. After we snapped the
dltst levers back to idle, it took a few seconds
for the rpm to setde back to grourd iclle.

Nosewheel steering tlrough the bungee
linkage is responsivc. But even though the
CJ2+ has upgraded v'heel brakes comparcd
to the CJ2, we forud it dif6cult to modulate
the brakes smoothly during taxi and there
was noticeable bmke chatter. It reminded
us of the original brake by-wire system of
the  f i rs t -genera t ion  Gu l fs t ream IV ,
although the CJ2+'s brake systern isn't a
B B I V  d e s i g n ;  t h e  r u d d e r  p e d a l s  a r e
connectcd  mechan ica l l y  to  the  brake
control unit.
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Ca ns arc eE lppg.t wlth long:Ib LED wash llgh's ln the celllng panek. Newly rc.leelgre.t, matually
o86tert wl low sha.tes shouLl oflar Imprcve.l rcllablllty. Sturdy, toldout wo*|3bl€6 aft locate.l
between laclng palrs of seats In the club sectlon.

llN climb schedule in ISA-I0'C to -4'C
conditions, we reached FL 450 in 21
minutes, buming about 400 pounds in the
orocess. In three minutes. the aircraft accel-
erated and stabilized at,ru8 KIAS while
burning 690 pph at less than maximum
cruise thrust in ISA-3.C conditions, Pleasc
note: Cruise speed was limited by the
aircraft's 0.737 Mlrlo redline - not by the
la& ofavailable thrust. Irl Line with Cessru's
legacy of l1ight planning conservatism, the
book predicted 395 KII\S with a fuel flow
of688 oph in ISA conditions for that cnuse
weiehiand altitude.

Then we headed back to Wichita for

Cleared for takeoff, we advanced the
thrust levers fully forward to the takeoff
detent and the FADECs set maximum
thrust precisely. The CJ2+ has excellent
handling characteristics and it's a pleasure
to hand fly. After retraaing the landing gear
and flaps, we pulled back the thrust levers
to the climb detent. That rvas dre last time
we had to touch the levers until level-off.
The FADECs maintained the proper dimb
thrust with no pilot input required. We
olanned a direct climb to FL 450, but a
couple ofintermediate level-offs for AfC
and the use of ensine anti-ice in clouds
slowed our ascent. UsinE a 230 KIAS/0.56

oattern work. This is where the oower of
the FMS-3000 and the utility ofthe e-chart
package could be demonsnated, Based on
a landing weight of 10,000 pounds, our
cornouted Vwr soeed was 104 KIAS. lfwe
had been landing at the aircraft's 11,525-
pound max landing weight, Vref would
have been 112 KIAS.

We programmed the FMS for the ILS
Runway 0lL. along with the vectors-to-
final transition. The FMS automatically
tuned the NAV I radio to tlre 109.1 MHz
localizer frequency and pre-selected the
inbound course to 013 degrees. Using the
MFD control oanel on the console. we
activated the e-chart mode, causing the ILS
R u n w a y  0 1 L  a p p r o a c h  c h a r t  t o  b e
displayed. The chart is geographically
referenced, so the creri/ can track the
progress of the aircraft on the approach by
viewing a small airplane qFmbol t}tat moves
along the chart.'I[e e-chart qstem is an ercellent cockprr
resource management aid.Iftwo pilos are
flying the aircraft, the approach can be
briefed by pointing out the important data
as though the chart $'ere posted on the
nstnrment panel.

Arming t}re qntem for approach, the FMS
automatically made the transition from
long-range nav to shon-range ruv, handing
offthe suidarce chores to the NAV 1 radio.
This *is indicated by the course deviation
needle on the PFD changing color from
magenta Lo green, accompanied by rynching
the course selector to 013 degrees, the
inbound localizer course. Then it was just a
matter of flying the aircraft down the
gLideslope. We opted to fly the approach by
hand, noting that control and thrust lever
response both are nearly linear to inpus,

Nearing the pavement, we reurded thrust
to idle too late, causing the aircraft to float
excessively, We quickly learned that good
landing technique requires thrust to be
snapped to idle at 50 feet agl because ofthe
aircrafil )ow drag in the landing confrgu-
ration and generous grould effect.

After a touch-and-go, we requested
vectors for the RNAV (GPS) Runway OlL
approach. We prograrnmed the FMS for
the Drocedure. This time. we let the
autopilot fly the procedure, and it captured
the inbound course as smoothly and
precisely as a localizer, The FMS-generated
glidepath guidance worked.just as effec-
tively as an ILS glideslope.

This aporoach was florm hands-offto the
1,620-fd;MDA. We hand-flerv the aircraft
to touchdown. On t}re go, we pulled back
the right thrust lever just after liftoff to
simulate engine failure. Rudder pedal
pressure needed to check the skid was
moderate, with no need to trim out the
force because of the CJ2+'s rudder boost

goth drcrdt have geDemusly slzed, aft axternal bagg&e compartments, acc€€slue through IaEe
doo$ below the loft engtnes, fhe CJ2+, for Instence, has a St cublc'toot, N)Opound capacfty att
tuEEage c@rparam3/,t. fh.t6's anothet 75 cublc leet d space h the nos. for luggage, pl$ addltlonal
rcom In tho lavatory for cafi,y4n lte,n'.
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fhe compact, l€laaLle Edey accafinnodt et a
hot heve/€gp contahter, tco chc4 hot aN coLl
,€ver'ge cup€' beyer,fja storago end rcfitse
tucelacro.Ih6 Edrey ls ded ior short'rango
mlscton . totB'r td,6 wIlI rcqrhe sto ne lunch
lE.xea ln re lav ot In lp cabln.

system. We've flown many aircraft with
powered flight controls that required
considerably more pedal pressure to control
adverse 1aw than the CJ2+, which is fitted
with manual primary flight controls.

Our final approach was a visual to
Runway 0lR, next door to the Citation
factory We touched down smootl y, but
deliberately and selected maximum 55-
degree flaps. This also activated speed brake
extension as part ofthe lift dump firnction.
We aoolied maximum brakes. The new
brale-srntem indeed is powerfirl and tieret
virrualJy no hopping oi shpping with anti-

skid activated. Apparendy, the harder one
applies tlre brakes, the smoother and more
efrfective the brakinc action.

T?xiing bacL to eessna's ramp, though,
we still had problems modulating the brakes
smootlly at dow taxi speeds. Doubdessly,
we could have achieved smoodrer brakins
action with some practice in the airplane.-

Price and Valuo vs. thc Gompetltlon
Ces$la is the master ofproduct positioning,
as shown by the accompanying Comparison
Profiles. When compared to odrer light jes,
such as the CJ2+, the Sino Swearingen
SJ30-2 and the Raytheon Premier I, the
CJl+'s shorrcomings appea{ to outweigh its
strong points two to one. But the CJl+
reallv hss no direct competitors beqaue it's
the iowest priced lightlet available today.
Factor in the CJl+'s nearly 20-percent pnce
admntage orrr the composite arerage ofthe
four light jes, as shown by tJre daslred pnce
index line, and it comes out as the value
leader in the group although it's not the
oerformance chamoion.- 

The value eouation is different for the
CJ2+. As shovn by the dashed price index
line, the CJ2+ has only a 3-plus percent
price advanage over tlre composite average
of tire same group of light jes. But it's the
performaace leader in most categories. As
expected, runwayperformance is tle strong
suit of both Citations, particularly during
hot-and-high departures. The CJI+, for
instance, can depart Aspen on a 30'C day
and fly four passengers to San Francisco,
Houston or St. Louis. The CJ2+'s per-
lo rmance ls  even more  lmDless lve .
Departing Aspen at drat temperiture, it can
fly four folls to lllinois' PalwauLee Airporq
Pensacola, Fla.; or any place west of those
two locations.

Much improved c t imb and c ru ise
performance makes the CJ1+ and CJ2+
considerably more competitive in the light
jet class. Faster block speecls on typical 600-
nm trips enable them to arrive viithin threc
to eig6t minutes of dre speedy Premier I.

Docile handling is another advantage
offered bv the Gations. No comoetitors rn
the tjghtjetclass are more foqgivhg, easier
to fly or as simple in systems design.
Cessna! legacy for building "Simple

Citations" Eoes back more than three
decades to ihe oriEinal Citation 500.
O*'nerlooerators anci even some full-time
pilots juit feel comfortable flying most
straight-wing Citations and tlre marque!
outstanding safety record supports ther
faith in the goducr

The CJI+ and CJ2+ now have Pro Line
21 avionics suites virtuallv on oar with
Raltheon's Premier IA. The availibility of
e-chars and data lin.k weatlrer outs t}ese
three aicraft into a class with much laryer

A rEht sldc-lac@ chan bdffi the coplot's
seet, b 5iana,dnt ott the Cla+ enat ofrlond or,ha
Ct2+- fwo drawers on the dt slde ol aho chalt
atore bevea4:e cans '/tat Wht snadl"g'

and more expensive aircraft fitted with the
newest generation of large-formag flat-panel
disolals. Ids not certain when or even ifsudr
feairis will be available on t}re Primus Eoic
CDS slstem installed in the SJ30-2.

Product support long has been Cessna's
srrong suit- but RaJrheon now is offering its
crosstown rival strong competition in tlis
v i ta l  a rea .  An eva lua t ion  o f  Srno
Swearingen's product support will have to
wait until production deliveries begin,

Add up the improvements in engines,
avionics and interior features. plus
outstanding product supporg and it appears
that Cessna has created two potential big
winners in the light jet sales race. BtcA

t-oag.tav.I, fia lE nnk ndn fudhg gBa. m*.
hr gnooth landhrgd atf, a combrtabte dde on
rcudh tatlwa$- ma wheal brakes arc lnp@ved,
bttt wo ha.t .tfficdg mottu,aflng {tem snoothly
dud,'gitaxr,
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,locowhea, steedng; ht t<capltE wt{, logdcy
ehort-w@ C|'{on deeEn p.'ctlce, b aca/Ed€d
W ,meal'6 ol bn Eo6a throuEh t e ruataler pedala,
It wotlis |t,€t f,ne. Uary tlght t,r'/'a rcSuhe Be ot
dtfbrcndd thn6t and/or fuaktnE"
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