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Abstract—We compare a variety of Mars mission scenarios to assess the strengths and weaknesses of 

different options for interplanetary exploration.  We model the mission design space along two dimensions: 

propulsion system technologies and trajectory architectures.  The various combinations of technologies and 

architectures thus span the scenarios for Mars exploration and colonization.  We examine direct, semi-direct, 

stop-over, semi-cycler, and cycler architectures, and we include electric propulsion, nuclear thermal rockets, 

methane and oxygen production on Mars, Mars water excavation, aerocapture, and reusable propulsion 

systems in our technology assessment.  The mission sensitivity to crew size, vehicle masses, and crew travel 

time is also examined.  Our primary figure of merit for a mission scenario is the injected mass to low-Earth 

orbit (IMLEO), though we also consider technology readiness levels (TRL) in our assessment.  We find that 

Earth-Mars semi-cyclers and cyclers require the least IMLEO of any architecture and that the discovery of 

accessible water on Mars has the most dramatic effect on the evolution of Mars exploration. 
 

1. INTRODUCTION 

For millennia, Mars has held the imagination of humanity, yet only in the past 

century has it become feasible to send explorers to Mars and extend our presence to a new 

world.  To this end, mission designers have proposed a variety of scenarios for how humans 

could travel to Mars and return home safely [1]–[21].  However, there is still no definitive 

answer to how we shall explore Mars, despite decades of comparative analyses [22]–[34].  

Even in recent years, new trajectory architectures (e.g. Aldrin’s cycler [35]) and 

advancements in propulsion technology (e.g. Deep Space 1 [36]) have added to the already 

myriad options for human exploration of Mars.  To explore and characterize these options, 

we examine promising technologies and architectures and apply various combinations to 

achieve the same mission goals (i.e. crew size, payload, vehicles, Mars stay time, and 

interplanetary transfer times).  In this way, we develop a better understanding of the 

strengths and weaknesses of the available mission options to establish and sustain human 

exploration of Mars. 

When a new technology or architecture is applied to a given mission, the 

fundamental benefit is a reduction in mass.  (Provided the crew, payload, vehicles, and 

mission timeline are held constant.)  Thus, we calculate the injected mass to low-Earth orbit 

(IMLEO) to compare the strengths of the design options.  This reduction in mass is 

achieved through the development of a technology or sub-system to reliably (i.e. with low 

risk) perform at a required level.  We examine the technology readiness level (TRL) of a 

technology or architecture to estimate the additional investment required to accomplish the 

mission [37].  We note that both the IMLEO and TRL values play a significant role in 

estimating the dollar cost of a given mission; however, the exact role of each (combined 

with other cost drivers) is somewhat of an art and is not examined here [38]–[39].  Instead, 

we calculate the IMLEO so the benefit from developing a potential technology is known a 

priori to help direct the path of Mars exploration. 

 



2. MISSION ARCHITECTURES 

As shown in Table 1, we characterize Mars-mission architectures by the placement 

of the interplanetary transfer vehicle at Earth and Mars (e.g. the direct surface to surface or 

cycler flyby to flyby).  The transfer vehicle is the interplanetary habitat for the crew and 

provides life support, radiation shielding, artificial gravity (possibly), furniture, support 

structure, etc.  Because much of this mass is not required on the surface of Earth or Mars 

(assuming a separate surface habitat), considerable mass savings arise if the transfer vehicle 

captures into a parking orbit or performs a flyby at Earth or Mars instead of launching from 

the surface.  For example, in a direct mission the transfer vehicle launches from Earth with 

the crew, lands on Mars, then departs Mars (from the surface) to transport the crew back to 

Earth [15], [19].  However, in a semi-direct architecture (as in NASA’s DRM [20], [21]) 

the transfer vehicle is placed into a parking orbit at Mars where it remains until the crew is 

ready to return to Earth.  The crew performs the same mission in both scenarios, but the 

transfer vehicle remains at a different location during the Mars stay time. 

The crew travels from the transfer vehicle to the surface (and vice-versa) via a 

“taxi” vehicle.  The taxi is less massive than the transfer vehicle because it only supports 

the crew between the transfer vehicle and the surface and does not require as much life 

support, radiation shielding, or structure.  (In NASA’s DRM the taxi is called the Mars 

Ascent Capsule.)  A reduction in IMLEO occurs because the smaller taxi performs the ∆V 

from the surface to the parking orbit (instead of the relatively massive transfer vehicle 

performing the same maneuver).  We also examine stop-over architectures [40], [41], 

where the transfer vehicle enters and departs parking orbits at both Earth and Mars; Mars-

Earth semi-cyclers [42], with Earth flybys and a Mars parking orbit; and Earth-Mars semi-

cyclers [43], with a parking orbit at Earth and flybys at Mars.  The idea of limiting the 

maneuvers performed by a transfer vehicle is taken to the extreme with the cycler 

architecture where the transfer vehicle remains in heliocentric space and receives periodic 

gravity assists from Earth and Mars, but never stops at either planet [35], [44], [45].  Again, 

a taxi ferries the crew between the planet’s surface and transfer vehicle during the planetary 

flybys. 

The IMLEO for missions with libration-point stations (Sun-Earth or Earth-Moon) is 

comparable to stop-over missions, because the energy requirements for the transfer vehicle 

are similar [12], [46].  Thus, we do not include libration-point “gateway” stations as a 

separate architecture in our analysis. 

 



Table 1 

Placement of interplanetary transfer vehicle for different architectures 

Architecture Earth Encounter Mars Encounter Schemata 

 

Direct 

 

 

Surface 

 

Surface 

 

 

Semi-Direct 

 

 

Surface 

 

Parking Orbit 

 

 

Stop-Over 

 

 

Parking Orbit 

 

Parking Orbit 

 

 

 

M-E Semi-Cycler 

 

 

Flyby 

 

Parking Orbit 

 

 

E-M Semi-Cycler 
 

 

Parking Orbit 

 

Flyby 

 

 

Cycler 

 

 

Flyby 

 

Flyby 

 

 

 

3. TECHNOLOGY OPTIONS 

Another dimension to the Mars-mission design space is the application of upcoming 

technologies.  We have gathered several promising technologies in Table 2, and rank their 

current development (for a mission to Mars) with an approximate technology readiness 

level.  For example, chemical propulsion (with a TRL of 9) has been the workhorse for 

human space exploration, but the higher specific impulse of nuclear thermal rockets or 

electric propulsion can significantly reduce the required propellant mass.  (We place 

transfer-vehicle electric propulsion at a lower TRL than cargo-vehicle propulsion because 

of the considerably higher thrust required to achieve short interplanetary crew transfers.)  

Further mass savings are possible if the propulsion system can be reused, which reduces the 

hardware mass launched from Earth.  The atmosphere of Mars has been used to decelerate 

spacecraft for surface landing and to lower the energy of a parking orbit, but aerocapture, 

where the spacecraft is decelerated from the interplanetary transfer into a parking orbit, has 

yet to be attempted.  Mission architectures that rely on a parking orbit at Earth or Mars can 

benefit from aerocapture (which is currently at a mid-TRL) because a heat shield replaces 

the relatively massive propulsion system for orbit capture. 

We also examine the benefits of using the natural resources of Mars.  For example, 

a feedstock of hydrogen from Earth can be combined with the carbon dioxide in the 

atmosphere of Mars to produce methane and oxygen (in-situ propellant production), 

eliminating the need to launch the return propellant from Earth.  Moreover, the 

development of a reliable method to extract water from the Martian regolith would provide 

hydrogen and oxygen on Mars without the need of terrestrial feedstock. 



Other technologies that we consider in Mars-mission design are parking-orbit 

rendezvous and hyperbolic rendezvous at Earth and Mars.  Parking-orbit rendezvous is 

required to dock the taxi (carrying the crew) with the transfer vehicle in a parking orbit.  

Similarly, hyperbolic rendezvous transfers the crew to the transfer vehicle during planetary 

flyby (when the transfer vehicle is on a hyperbolic arc with respect to the planet).  The 

elements of hyperbolic and parking-orbit rendezvous are the same; however, hyperbolic 

rendezvous is critical to crew survival because there is only one opportunity for rendezvous 

as the taxi has already committed towards the next planet.  During parking-orbit rendezvous 

the crew could abort to the surface because the taxi is still captured about the planet.  As a 

result, additional development is necessary to reduce the risk of hyperbolic rendezvous 

when compared with parking-orbit rendezvous.  Finally, we examine the benefit of 

launching propellant (via a tanker) for Mars upper-stages to a parking orbit instead of the 

surface.  This option requires docking of the tanker with the upper-stage before refueling.  

There may also be some benefit from launching propellants produced at Mars (e.g. via 

regolith excavation) to Earth orbit for use by Earth upper-stages.  Here, we note that 

targeting Earth from the surface of Mars requires less ∆V than reaching LEO from the 

surface of Earth. 

 

Table 2 

Current and near-term technologies 

Technology 

Approximate 

Readiness Level Definition
a
 

Chemical Propulsion 9 System flight proven 

Parking Orbit Rendezvous (Earth) 9  

Parking Orbit Rendezvous (Mars) 8 System flight qualified 

Refuel in Orbit (Earth) 8  

Cargo Electric Propulsion (EP)
b
 7 Prototype in space 

Refuel in Orbit (Mars) 7  

Hyperbolic Rendezvous (Earth) 7  

Hyperbolic Rendezvous (Mars) 6 Prototype demonstration 

Nuclear Thermal Rocket (NTR) 6  

Reusable Mars Launch Vehicles 5 Component demonstration 

Aerocapture 5  

Transfer Vehicle Electric Propulsion
b
 5  

In-Situ Propellant Production  5  

Mars Launch Vehicle NTR 4 Component in laboratory 

Mars Water Excavation 3 Proof of concept 
a
For a more detailed definition of technology readiness levels see [37]. 

b
The TRL values correspond to nuclear electric propulsion, but the IMLEO values are applicable to both solar 

and nuclear electric systems. 

  

There is an important distinction between technology readiness and development 

cost.  The technology readiness level indicates the current state of a system, i.e. the 

investment already put into the system.  Of greater consequence (but harder to estimate) to 

the economy of a mission is the additional cost required to reliably apply that technology to 



the mission.  For example, NTR technology is at a higher TRL than in-situ propellant 

production.  However, it may be cheaper (and easier) to create methane on Mars than to 

develop human-rated nuclear thermal rockets.  In this case, the TRL does not explicitly 

rank the relative development costs.  While we rely on the TRL values to provide a basis 

for technology and system comparisons, the TRL itself does not determine the future 

investments required to explore Mars with a given system. 

4.  MARS MISSION SPECIFICATIONS 

We characterize a mission to Mars with five parameters: 1) the crew size, 2) the taxi 

capsule mass, 3) the transfer vehicle cabin mass, 4) the cargo mass, and 5) the maximum 

allowable time of flight (TOF) between Earth and Mars.  The crew size provides a good 

indication of how much work and exploration can be achieved on the surface (at the cost of 

higher IMLEO for larger crews).  The taxi mass, transfer vehicle mass, and interplanetary 

TOF are driven by risk mitigation.  The taxi and transfer vehicles must have sufficient mass 

to ensure the safety and comfort of the crew, yet smaller vehicles generally reduce IMLEO.  

For example, a large transfer vehicle may provide spacious living quarters, plentiful 

radiation shielding, and artificial gravity, requiring a larger IMLEO to ferry the additional 

mass between the planets.  The allowable TOF is determined by the permitted exposure to 

radiation and zero-gravity (if the transfer vehicle provides no artificial gravity).  Lowering 

the TOF reduces these deleterious effects at the cost of higher ∆V and IMLEO.  We also 

note that low TOF trajectories usually allow longer Mars stay times.  The cargo mass 

indicates the amount of resources available to the crew on Mars.  Cargo includes the 

surface habitat, power plant, scientific equipment, and any infrastructure for in-situ 

resource utilization.  Again, more resources generally lead to higher IMLEO. 

Once the crew, resources, vehicles, and timeline for a mission are established any 

combination of technologies and architectures may be applied to complete the mission.  For 

example, a crew of six on Mars for 550 days with 40 mt of resources provide the same 

scientific return whether they arrived using chemical or NTR propulsion or traveled along a 

stop-over or cycler trajectory.  The available technologies and architectures are a means by 

which a given mission is accomplished.  Further, we do not directly compare missions with 

different vehicle masses or TOF (e.g. a 20 mt stop-over transfer vehicle versus a 30 mt 

cycler transfer vehicle) because the difference in vehicle masses (and crew safety and 

comfort levels) would alter the IMLEO, obscuring any potential benefit from using one 

technology or architecture over another.  Thus, for our analysis we specify a given mission 

and compare how well the various sets of technologies and architectures complete the 

mission.  Should one set significantly reduce the IMLEO then it should be considered for 

sustained Mars exploration; conversely, if the development of new technology or 

architecture increases IMLEO, then it may be discarded as it provides no intrinsic benefit to 

establishing our presence on Mars. 

 

5.  MISSION ASSUMPTIONS 

 The following assumptions specify the IMLEO to sustain recurring missions to 

Mars. 

1.) A mission occurs during each synodic opportunity (i.e. every 2.14 years).  We do not 

include one-time costs (e.g. reusable transfer vehicle launches, Mars infrastructure, or 



technology development) in our IMLEO assessment; we instead focus on the mass 

required to sustain a human presence on Mars.  We judge the prudence of these one-

time investments by analyzing the resulting reduction in IMLEO. 

2.) There are four crew members.  (However, we note that the IMLEO is approximately 

proportional to the crew size.)  Moreover, we specify vehicle, consumable, and cargo 

masses in terms of mt/person so the IMLEO may be scaled for an arbitrary crew size. 

3.) The nominal taxi capsule mass is 1.5 mt/person (without the heatshield).  (The Earth 

Entry/Mars Ascent Capsule in NASA’s Design Reference Mission [21] is 4.8 mt for 

six people, and the Apollo Command Module was 5.5 mt [47] and returned three 

people to Earth.)  We also calculate the sensitivity of IMLEO to the taxi mass. 

4.) The transfer vehicle cabin mass is 6 mt/person.  (The Earth Return Vehicle in 

NASA’s Design Reference Mission [21] has a Habitat Element mass of 26.6 mt for 

six people and Zubrin’s Mars Direct [19] has an Earth Return Cabin of 11.5 mt for 

four people.  Our estimate is higher than these proposals because neither included 

substantial radiation shielding.) The cabin mass includes living quarters, life support, 

structure, power, radiation shielding, etc, but not consumables or the propulsion 

system.  The transfer vehicle mass is also varied from 1.5–15 mt/person to examine 

the cost of additional safety and comfort for the crew. 

5.) Cargo is varied from 0–10 mt/person.  Cargo includes the surface habitat, laboratory, 

power system, etc., but not consumables (food, air, water).  A mission with no cargo 

implies that there are sufficient resources on the surface of Mars from previous 

missions. 

6.) The crew requires 5 kg/day/person of consumables.  If in-situ resource utilization is 

assumed at Mars, then only 2 kg/day/person are required from Earth.  The remaining 

3 kg/day/person is water and oxygen produced at Mars (e.g. from a hydrogen 

feedstock or water excavation). 

7.) Stop-over, semi-cycler, and cycler architectures require reusable transfer vehicles.  

We do not include the one-time cost of launching these transfer vehicles from Earth; 

the initial launch is assumed to have occurred during a previous mission.  However, 

we include mass to completely refurbish each transfer vehicle every 15 missions (or 

6.67% of the transfer vehicle mass is launched each mission for refurbishments). 

8.) Direct and semi-direct scenarios require a new transfer vehicle for each mission.  

Stop-over and Mars-Earth semi-cyclers require two reusable transfer vehicles.  Earth-

Mars semi-cyclers and cyclers require four reusable transfer vehicles to complete a 

crew transfer every synodic period.  We note that there are scenarios that require 

fewer transfer vehicles, but the TOF or V∞ are usually undesirable and typically cause 

an increase in IMLEO.  We thus choose more vehicles with small propulsion systems 

over fewer vehicles that require relatively massive propulsion systems. 

9.) A new propulsion system is launched and attached to a reusable transfer vehicle each 

mission (i.e. the propulsion systems are modular).  If the propulsion system is 

reusable, then only propellant and tanks are launched. 

10.) Reusable upper stages return to low-circular orbit via aerobraking.  (Another option, 

which we do not examine here, is to return the upper stage to low-circular orbit via 

propulsive maneuvers.) 



11.) We assume that propellant tanks come with a cyrocooler [48], [49], so we do not 

explicitly account for propellant boiloff losses.  The cryocooler mass is included in 

the tank mass fraction tank propellantm m . 

12.) If in-situ propellant production is assumed, then 18 mt of liquid methane and liquid 

oxygen are produced for every 1 mt of hydrogen feedstock sent to Mars [19]. 

13.) The mass fraction for the heatshield is given by 

( )heatshield landed

15% if  V 5 km/s
   

15% V 5 km/s 2% km/s if  V 5 km/s
m m

∞

∞ ∞

≤
=  + − >

 

This heuristic equation accounts for additional thermal protection at higher entry 

speeds.  (In other studies a constant heatshield landed 15%m m =  is assumed [18], [21], 

[29].) 

14.) Heatshields are not reused. 

15.) A ∆V of 500 m/s is budgeted for a soft landing on Mars. 

16.) The crew, taxi, and transfer vehicle travel between Earth and Mars on constrained 

TOF trajectories.  The TOF is varied between 120 and 270 days, with a nominal 

mission TOF of 210 days. 

17.) The average V∞ as a function of TOF for each architecture is provided in [50]. 

18.) Cargo and surface consumables are sent to Mars on a minimum energy (Hohmann-

like) transfer. 

19.) The average surface stay for all architectures is assumed to be 

Staytime 740 days TOF= −  

 The total mission duration (from Earth launch to Earth arrival) is thus 

Mission duration 740 days TOF= +  

 We note that these staytime and mission duration values are approximate, but serve to 

keep the mission consistent among the different architectures.  (That is, we do not 

want to compare missions with different staytimes or durations.) 

20.) All parking orbits have a periapsis altitude of 300 km and a period of four days.  The 

allotted ∆V to reorient a parking orbit for proper departure V∞ alignment is 350 m/s at 

Earth and 180 m/s at Mars [51]. 

21.) The ∆V to dock the taxi with the transfer vehicle during hyperbolic rendezvous is 

150 m/s at Earth and Mars [52], [53].  To reduce the chance of failure during 

hyperbolic rendezvous we do not place the taxi into an intermediate parking orbit or 

use low-thrust propulsion after departure from low-circular orbit.  Both of these 

options introduce additional timing and phasing concerns during rendezvous. 

22.) We determine the number of stages for a maneuver from the mass ratio 0 paym m of a 

single stage.  If 0 pay 4m m <  then only one stage is used, and  if 0 pay 4m m ≥  then two 

stages complete the maneuver. 

23.) The altitude for low-circular orbits at Earth and Mars is 300 km.  Crew, vehicles, and 

cargo returning to Earth from Mars are first launched into a low-Mars orbit. 

24.) Only high thrust (impulsive ∆V) propulsion is used to transfer the crew from a low-

circular orbit to a high-energy (parking or hyperbolic) orbit (because low-thrust 



transfers would take several months and would increase radiation exposure through 

the Van Allen belts). 

25.) All hardware comes from Earth. 

 

The key propulsion system characteristics are provided in Table 3.  The parameters 

in Table 3 correspond to the technology readiness levels in Table 2 so that the various 

systems are compared on a known basis.  The inert mass inertm  for chemical systems 

includes the engine, tank, cyrocooler, and supporting structure, whereas the inert mass for 

NTR also includes a reactor and shielding.  The tank mass tankm  includes both the tank and 

a cyrocooler to store propellant.  The inert mass for electric propulsion (EP) is determined 

from hardware jetm Pα η = , where hardwarem  includes the reactor and shielding (or solar arrays 

and supporting structure for solar electric propulsion), power conversion, thrusters, etc, but 

excludes the tank mass.  The jet power jetP  is determined from the thrust T and specific 

impulse Isp via 

 jet sp 2P TgI=  (1) 

A relatively low value for α η  is required for transfer-vehicle EP to allow short (120 day) 

TOF transfers, placing this technology at a lower TRL than cargo EP which may require up 

to two synodic periods (1,560 days) from LEO to Mars arrival.  The transfer-vehicle-EP Isp 

varies linearly from 3,000 s at 120 days TOF to 5,000 s at 270 days TOF.  These values are 

determined from the heuristic optimization method presented by Zola [54], and agree to 

within a few percent with higher fidelity numerical optimization methods.  Lower Isp 

(≤  5,000 s) allows the use of lithium propellant, which is more storable than hydrogen.  We 

assume magnetoplasmadynamic thrusters for the EP systems because of their high thrust 

densities. 

 

Table 3 

Propulsion system parameters 

Propulsion System Isp (sec.) 
inert

propellant

m

m
 or 

α
η

 tank

propellant

m

m
 

Chemical (H2/O2) 450 0.16 0.12 

Chemical (CH4/O2) 380 0.12 0.08 

Nuclear Thermal (H2) 900 0.60 0.16 

Cargo EP (Li) 5,000 10–50 kg/kW
a
 0.04 

Transfer Vehicle EP (Li) 3,000–5,000
b
 10 kg/kW 0.04 

a
An α η  of 50 kg/kW has an approximate TRL of 7, while 10 kg/kWα η = is at TRL 5. 

b
The transfer vehicle EP Isp varies linearly from 120–270 days TOF. 

 

 The first stage of the Mars taxi achieves a low-circular orbit (LCO) about Mars 

from the surface.  We do not explicitly include drag, steering, or gravity losses nor the 

velocity due to planetary rotation in the launch ∆V; instead we add a 5% ∆V cost. 



 
2 1

V 1.05launch

surf LCO

GM
r r

 
∆ = −  

 
 (2) 

The ∆V required to reach the HPO from the LCO by an upper stage is 

 
2 1
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LCO HPO LCO

GM
GM

r a r

 
∆ = − − 

 
 (3) 

or, for a low-thrust transfer 

 VUS

HPO LCO

GM GM

a r
∆ = −  (4) 

 

Finally, the ∆V to achieve a given V∞ from the HPO is 

 22 2 1
V Vescape

LCO LCO HPO

GM
GM

r r a
∞

 
∆ = + − − 

 
 (5) 

 

The ∆V to escape or capture into a parking orbit via low-thrust is (from [54]) 

 V 1.5 Vescape

HPO

GM

a
∞

 
∆ = +  

 
 (6) 

 The initial acceleration a0 for low-thrust cargo and low-thrust LCO-HPO transfers is 

10
-7
 km/s

2
, which is approximately the lowest acceleration that allows cargo transfers with 

flight times less than two synodic periods.  The initial acceleration for low-thrust transfer 

vehicle trajectories is determined from the method of [54].  For trajectories that depart an 

Earth HPO and arrive into a Mars HPO (or vice-versa) with a powered arrival, the initial 

acceleration is 

 
sp sp

2
V V

2sp sp

0

V V V

3 1 2 1
TOF V

escape capture

gI gIgI gI
a e e

−∆ −∆

∆ = ∆ + ∆

  
= − − −  ∆    

 (7) 

The a0 for trajectories that employ atmospheric braking (direct entry or aerocapture) at 

arrival is  

 
sp sp

2
V V

2sp sp

0

V V

4.5 1 2 1
TOF V

escape

gI gIgI gI
a e e

−∆ −∆

∆ = ∆

  
= − − −  ∆    

 (8) 

This larger acceleration (than that determined by Zola’s method) allows us to limit the 

arrival V∞ for aerocapture trajectories. 

The rocket equation [55] is used to determine mass fractions for a single stage 

 0

f sp

V
exp

n
stage

m

m gI
µ

 ∆
= =   

 
 (9) 



where n is the number of stages to complete the ∆V.  The ratio of initial mass to the 

payload mass for an impulsive ∆V is thus 

 

( )
stage0

inertpay
stage

propellant

1 1

n

m

mm

m

µ

µ

 
=  
 − −
  

 (10) 

or with low-thrust 

 

( )
stage0

tankpay
stage 0 stage

propellant

1 1
2

sp

m

mm
a gI

m

µ
α

µ µ
η

=
− − −

 (11) 

The mission payload, heatshields, and propulsion systems may be combined and stacked to 

produce the IMLEO. 

 

6.  IMLEO RESULTS 

 We provide the mass that must be injected into low-Earth orbit from the surface of 

Earth for a variety of technologies and architectures in Table 4 and Table 5.  The tables are 

arranged so that technology readiness roughly increases from top to bottom and architecture 

complexity increases from left to right.  The nominal mission assumptions (crew = 4, taxi 

capsule = 1.5 mt/person, transfer vehicle cabin = 6 mt/person, consumables = 5 

kg/person/day, TOF = 210 days) are used to calculate the injected mass to low-Earth orbit 

(IMLEO) values in these tables.  Table 4 contains values where a substantial amount of 

cargo (10 mt/person) is sent to Mars to develop a permanent base; Table 5 assumes no 

cargo transfer to Mars and represents the IMLEO required for crew transfer only.  We note 

that the IMLEO values in Table 4 and Table 5 are for recurring Mars missions and are 

calculated assuming that the reusable transfer vehicles for stop-over, semi-cycler, and 

cycler architectures are already operating in space. 

 The four letters in the second column of Table 4 and Table 5 denote the propulsion 

system used by four Mars exploration vehicles.  For example, in row 5 the Earth upper 

stage uses an electric propulsion system, while the Mars launch vehicle, Mars upper stage 

and transfer vehicles all have liquid oxygen and liquid hydrogen propulsion systems.  When 

an EP upper stage is used, the crew taxi propulsion system is the same as the Mars launch 

vehicle system.  (Thus in row 5, cargo, consumables, and propulsion systems depart LEO 

via electric propulsion, but the crew departs LEO via LOX/LH2 chemical propulsion to 

avoid prolonged transfers through the Van Allen belts.)  We note that the Direct column of 

row 8 corresponds to Zubrin’s Mars Direct mission [19] where the Earth-return vehicle 

(transfer vehicle) lands directly on Mars and is fueled with methane produced at Mars.  The 

scenario corresponding to NASA’s Design Reference Mission [20] is found in the Semi-

Direct column of row 29. (The Design Reference Mission assumes a crew of six, while we 

assume a crew of four.)   This mission includes Earth upper stages that employ nuclear 

thermal rockets, Mars launch vehicles and upper stages that utilize in-situ produced 

methane and oxygen, and a transfer vehicle that aerobrakes into a parking orbit about Mars.  

Because we assume that the IMLEO is approximately proportional to crew size, our 

estimate of the IMLEO for a six-person crew would be about 1.5 times that of the values 

presented in Table 4 and Table 5.



Table 4 

Recurring IMLEO to transfer a crew of four with 40 mt of cargo every synodic opportunity 

(TOF = 210 days, taxi capsule = 6 mt, TV cabin = 24 mt, consumables = 20 kg/day) 

 Propulsion System
a
  Trajectory Architecture 

 UELMUMT
b
  

 
Direct 

Semi-
Direct 

Stop-
Over M-E S-C E-M S-C Cycler 

1 MMMM   1350 611 705 758 622 631 

2 HHHH   953 489 540 564 473 505 

3 MMMM TM  1090 570 665 698 503 510 

4 HHHH TM  807 465 516 530 404 429 

5 E50HHH   548 274 304 414 265 332 

6 NMMN   779 370 368 431 385 411 

7 HHHH A  953 455 442 486 444 505 

8 MMMM I  499 463 498 476 379 372 

9 E10HHE10   566 320 442 396 297 280 

10 MMMM ATM  1060 519 512 577 464 498 

11 HHHH W  386 375 367 352 308 314 

12 NNNN   495 319 318 353 285 300 

13 E50HHN   478 247 246 323 242 292 

14 E50MMM I  278 231 240 288 199 243 

15 E50HHH A  548 254 247 355 248 332 

16 E50HHH R  542 259 286 414 254 326 

17 NMMN I  330 275 273 295 229 237 

18 NHHN A  662 334 314 356 327 363 

19 NHHN R  592 305 289 318 305 315 

20 E50HHH W  253 220 215 235 185 221 

21 MMMM IR  417 424 412 397 347 338 

22 E10HEE10 R  525 275 298 327 273 282 

23 NHNN W  290 270 257 265 227 227 

24 HHHH WR  317 338 296 283 257 264 

25 E50HHH WTE  246 218 213 219 178 209 

26 NHHN WTE  294 278 265 262 231 227 

27 HHHH WTER  117 111 91.9 96.9 92.8 93.3 

28 E50NNN R  311 203 191 230 182 207 

29 NMMM IA  340 289 274 279 244 247 

30 NMMM IR  259 263 253 227 213 196 

31 NMMN IR  251 226 211 219 186 190 

32 E10HEE10 AR  514 267 251 304 251 281 

33 NHNN WTER  121 114 91.6 97.8 95.1 97.5 

34 MMMM IATER  403 371 340 364 314 338 

35 E50MMM IATER  222 179 166 179 154 168 

36 NMMN IAR  204 169 153 189 143 168 
a
A = Aerocapture, E10 = EP with α/η = 10 kg/kW, E50 = EP with α/η = 50 kg/kW, H = LOX/LH2, I = ISPP, 
M = LOX/CH4, N = NTR, R = Reusable propulsion systems, TM = Tanker to Mars, TE = Tanker to Earth, 
W = Mars Water 
b
UE =  Earth upper stage, LM = Mars launch vehicle, UM = Mars upper stage, T = transfer vehicle 



Table 5 

Recurring IMLEO to transfer a crew of four with no cargo every synodic opportunity 

(TOF = 210 days, taxi capsule = 6 mt, TV cabin = 24 mt, consumables = 20 kg/day) 

 Propulsion System
a
  Trajectory architecture 

 UELMUMT
b
  

 
Direct 

Semi-
Direct 

Stop-
Over M-E S-C E-M S-C Cycler 

1 MMMM   1170 435 530 582 447 456 

2 HHHH   801 337 388 413 321 353 

3 MMMM TM  918 395 490 523 328 334 

4 HHHH TM  655 314 365 379 253 277 

5 E50HHH   469 196 226 336 186 253 

6 NMMN   664 255 253 316 270 296 

7 HHHH A  801 303 290 335 292 353 

8 MMMM I  324 287 323 300 203 197 

9 E10HHE10   497 252 373 328 228 212 

10 MMMM ATM  888 344 336 402 288 323 

11 HHHH W  235 223 216 200 157 162 

12 NNNN   380 204 203 238 171 185 

13 E50HHN   400 169 168 245 163 213 

14 E50MMM I  200 153 162 209 121 165 

15 E50HHH A  469 176 169 277 170 253 

16 E50HHH R  462 178 205 332 174 244 

17 NMMN I  215 160 159 180 114 122 

18 NHHN A  547 219 199 241 212 248 

19 NHHN R  490 203 187 216 203 213 

20 E50HHH W  175 142 136 157 107 143 

21 MMMM IR  246 253 242 227 177 168 

22 E10HEE10 R  457 206 230 257 204 212 

23 NHNN W  175 155 142 150 112 112 

24 HHHH WR  168 189 147 135 108 116 

25 E50HHH WTE  167 140 135 157 99.3 140 

26 NHHN WTE  179 163 150 147 116 112 

27 HHHH WTER  61.7 55 36.2 41.2 37.1 37.6 

28 E50NNN R  231 122 111 159 102 137 

29 NMMM IA  225 174 159 164 129 132 

30 NMMM IR  157 162 151 125 111 94.1 

31 NMMN IR  149 124 109 117 84.5 87.7 

32 E10HEE10 AR  446 198 182 234 181 212 

33 NHNN WTER  62.9 56.2 33.6 39.8 37.1 39.5 

34 MMMM IATER  232 201 169 194 144 168 

35 E50MMM IATER  142 98.8 85.4 116 73.4 106 

36 E50MMN IAR  123 88.5 72.7 106 62.7 85.7 
a
A = Aerocapture, E10 = EP with α/η = 10 kg/kW, E50 = EP with α/η = 50 kg/kW, H = LOX/LH2, I = ISPP, 
M = LOX/CH4, N = NTR, R = Reusable propulsion systems, TM = Tanker to Mars, TE = Tanker to Earth, 
W = Mars Water 
b
UE =  Earth upper stage, LM = Mars launch vehicle, UM = Mars upper stage, T = transfer vehicle 



 Each IMLEO value in Table 4 and Table 5 represents a single design point for Mars 

missions; however, further insight is gained by examining how the IMLEO varies 

throughout the design space as illustrated in Fig. 1–Fig. 12 and in Table 6–Table 11.  The 

odd-numbered figures (of Fig. 1–Fig. 12) demonstrate how the optimal architecture 

changes for different transfer-vehicle masses and TOF.  The solid black lines demarcate 

regions where one architecture requires less IMLEO than all the others.  For example, in 

Fig. 1 cyclers require the least IMLEO for large transfer vehicles and short TOF; Earth-

Mars semi-cyclers are optimal for large transfer vehicles and long TOF; and the semi-direct 

architecture requires the least IMLEO with small transfer vehicles.   

 The dashed lines in these figures are contours of constant IMLEO and demonstrate 

how the optimal IMLEO varies with cabin mass and TOF.  For example, in Fig. 1, a 38 mt 

transfer vehicle traveling along a 240-day TOF Earth-Mars semi-cycler trajectory requires 

the same IMLEO (of 330 mt) as a 15 mt transfer vehicle traveling along a 180-day TOF 

semi-direct trajectory.  The point with 210-day TOF and 24-mt transfer vehicle corresponds 

to the lowest IMLEO found in row 2 of Table 5 (321 mt).  Because cargo transfers are 

independent of the trajectory architecture (cargo follows the same minimum-energy transfer 

regardless of the transfer vehicle trajectory) the IMLEO due to cargo is constant throughout 

the transfer-vehicle, TOF design space.  (In the case of Fig. 1 the cargo adds a factor of 

3.80 times the cargo mass to the IMLEO, thus 40 mt of cargo adds 152 mt resulting in the 

(321 + 152 = ) 473 mt found in row 2 of Table 4.  We note that the discontinuity in the 

420 mt contour line at 180-day TOF is due to the cycler taxi switching from two stages to 

one as the ∆V requirements decrease with increasing TOF (as determined by Assumption 

22.). 

 The even-numbered figures (of Fig. 1–Fig. 12) show how the IMLEO varies with 

TOF when the transfer vehicle cabin mass is held at 24 mt.  These figures represent a cut 

along the 24 mt line of the optimal transportation figures.  For example, in Fig. 2 the 

lowest-IMLEO architecture is a cycler for TOF < 180 days and is an Earth-Mars semi-

cycler for TOF > 180 days, as found along the 24 mt transfer vehicle line in Fig. 1.  On the 

other hand, if the TOF is held constant, then the IMLEO is only affected by mass values.  

Moreover, as demonstrated by Eqs. (10) and (11) the IMLEO is directly proportional to 

these mass values (the payloads).  The mass coefficients to calculate IMLEO for any 

vehicle size, consumable rate, and cargo amount for 210-day transfers are provided in 

Table 6–Table 11.  The values in these tables illustrate the sensitivity of IMLEO to the 

mission components.  For example, in Table 6 a 1-mt increase in transfer-vehicle cabin 

mass causes a 27-mt increase in IMLEO for direct architectures.  The IMLEO values in 

Table 4 and Table 5 may be reproduced by summing the product of the nominal mass 

values with the coefficients presented in Table 6–Table 11.   



 
Fig. 1  Optimal transportation architectures corresponding to row 2 of Table 5.  Contour 

lines are IMLEO in mt.  Cargo transfer adds 3.80 times the cargo mass to the IMLEO 

values.  (Taxi capsule = 6 mt, consumables = 20 kg/day.) 

 
Fig. 2  IMLEO a function of TOF for the six architectures in row 2 of Table 5.  Cargo 

transfer adds 3.80 times the cargo mass to the IMLEO values.  (Taxi capsule = 6 mt, 

TV cabin = 24 mt, consumables = 20 kg/day.) 



Table 6 

Sensitivity of IMLEO to mission masses for row 2 of Table 4 and Table 5 with 210-day 

TOF where ( ) ( ) ( ) ( )IMLEO TV cabin taxi capsule consumables cargoa b c d= + + +i i i i  

Architecture a, mt/mt b, mt/mt c, mt/(kg/day) d, mt/mt 

Direct 27.0 0 7.78 3.80 

Semi-Direct 5.48 21.7 3.84 3.80 

Stop-Over 7.15 22.7 4.08 3.80 

M-E S-C 5.25 32.3 4.65 3.80 

E-M S-C 2.73 31.5 3.31 3.80 

Cycler 2.09 37.5 3.85 3.80 

 

 
Fig. 3  Optimal transportation architectures corresponding to row 5 of Table 5.  Contour 

lines are IMLEO in mt.  Cargo transfer adds 1.96 times the cargo mass to the IMLEO 

values.  (Taxi capsule = 6 mt, consumables = 20 kg/day.) 



 
Fig. 4  IMLEO a function of TOF for the six architectures in row 5 of Table 5.  Cargo 

transfer adds 1.96 times the cargo mass to the IMLEO values.  (Taxi capsule = 6 mt, 

TV cabin = 24 mt, consumables = 20 kg/day.) 

 

Table 7 

Sensitivity of IMLEO to mission masses for row 5 of Table 4 and Table 5 with 210-day 

TOF where ( ) ( ) ( ) ( )IMLEO TV cabin taxi capsule consumables cargoa b c d= + + +i i i i  

Architecture a, mt/mt b, mt/mt c, mt/(kg/day) d, mt/mt 

Direct 15.9 0 4.45 1.96 

Semi-Direct 3.10 13.4 2.08 1.96 

Stop-Over 4.10 14.0 2.22 1.96 

M-E S-C 5.24 22.8 3.69 1.96 

E-M S-C 1.56 18.9 1.77 1.96 

Cycler 2.08 24.3 2.88 1.96 



 
Fig. 5  Optimal transportation architectures corresponding to row 11 of Table 5.  Contour 

lines are IMLEO in mt.  Cargo transfer adds 3.80 times the cargo mass to the IMLEO 

values.  (Taxi capsule = 6 mt, consumables = 20 kg/day.) 

 
Fig. 6  IMLEO a function of TOF for the six architectures in row 11 of Table 5.  Cargo 

transfer adds 3.80 times the cargo mass to the IMLEO values.  (Taxi capsule = 6 mt, 

TV cabin = 24 mt, consumables = 20 kg/day.) 

 



Table 8 

Sensitivity of IMLEO to mission masses for row 11 of Table 4 and Table 5 with 210-day 

TOF where ( ) ( ) ( ) ( )IMLEO TV cabin taxi capsule consumables cargoa b c d= + + +i i i i  

Architecture a, mt/mt b, mt/mt c, mt/(kg/day) d, mt/mt 

Direct 7.60 0 2.57 3.80 

Semi-Direct 5.35 7.78 2.40 3.80 

Stop-Over 4.95 7.95 2.45 3.80 

M-E S-C 3.18 11.0 2.91 3.80 

E-M S-C 2.98 8.18 1.99 3.80 

Cycler 2.07 12.5 2.56 3.80 

 

 
Fig. 7  Optimal transportation architectures corresponding to row 27 of Table 5.  Contour 

lines are IMLEO in mt.  Cargo transfer adds 1.39 times the cargo mass to the IMLEO 

values.  (Taxi capsule = 6 mt, consumables = 20 kg/day.) 
 



 
Fig. 8  IMLEO a function of TOF for the six architectures in row 27 of Table 5.  Cargo 

transfer adds 1.39 times the cargo mass to the IMLEO values.  (Taxi capsule = 6 mt, 

TV cabin = 24 mt, consumables = 20 kg/day.) 

 

Table 9 

Sensitivity of IMLEO to mission masses for row 27 of Table 4 and Table 5 with 210-day 

TOF where ( ) ( ) ( ) ( )IMLEO TV cabin taxi capsule consumables cargoa b c d= + + +i i i i  

Architecture a, mt/mt b, mt/mt c, mt/(kg/day) d, mt/mt 

Direct 1.89 0 0.806 1.39 

Semi-Direct 1.21 1.87 0.737 1.39 

Stop-Over 0.425 1.84 0.748 1.39 

M-E S-C 0.478 2.19 0.827 1.39 

E-M S-C 0.470 1.90 0.722 1.39 

Cycler 0.420 2.01 0.773 1.39 



 
Fig. 9  Optimal transportation architectures corresponding to row 31 of Table 5.  Contour 

lines are IMLEO in mt.  Cargo transfer adds 2.55 times the cargo mass to the IMLEO 

values.  (Taxi capsule = 6 mt, consumables = 20 kg/day.) 
 

 
Fig. 10  IMLEO a function of TOF for the six architectures in row 31 of Table 5.  Cargo 

transfer adds 2.55 times the cargo mass to the IMLEO values.  (Taxi capsule = 6 mt, 

TV cabin = 24 mt, consumables = 20 kg/day.) 

 

 



Table 10 

Sensitivity of IMLEO to mission masses for row 31 of Table 4 and Table 5 with 210-day 

TOF where ( ) ( ) ( ) ( )IMLEO TV cabin taxi capsule consumables cargoa b c d= + + +i i i i  

Architecture a, mt/mt b, mt/mt c, mt/(kg/day) d, mt/mt 

Direct 4.80 0 1.69 2.55 

Semi-Direct 2.80 4.53 1.48 2.55 

Stop-Over 2.09 4.70 1.54 2.55 

M-E S-C 1.70 6.52 1.83 2.55 

E-M S-C 1.16 4.93 1.35 2.55 

Cycler 0.978 5.55 1.54 2.55 

 
Fig. 11 Optimal transportation architectures corresponding to row 32 of Table 5.  Contour 

lines are IMLEO in mt.  Cargo transfer adds 1.73 times the cargo mass to the IMLEO 

values.  (Taxi capsule = 6 mt, consumables = 20 kg/day.) 



 
Fig. 12  IMLEO a function of TOF for the six architectures in row 32 of Table 5.  Cargo 

transfer adds 1.73 times the cargo mass to the IMLEO values.  (Taxi capsule = 6 mt, 

TV cabin = 24 mt, consumables = 20 kg/day.) 

 

Table 11 

Sensitivity of IMLEO to mission masses for row 32 of Table 4 and Table 5 with 210-day 

TOF where ( ) ( ) ( ) ( )IMLEO TV cabin taxi capsule consumables cargoa b c d= + + +i i i i  

Architecture a, mt/mt b, mt/mt c, mt/(kg/day) d, mt/mt 

Direct 15.0 0 4.23 1.73 

Semi-Direct 2.69 15.7 1.97 1.73 

Stop-Over 2.05 15.8 1.91 1.73 

M-E S-C 2.53 19.1 2.96 1.73 

E-M S-C 1.21 19.9 1.67 1.73 

Cycler 1.09 22.8 2.46 1.73 

 

7.  IMLEO COMPARISON 

 The first twelve rows of Table 4 and Table 5 provide the IMLEO savings of 

developing a single technology (excluding row 10, which considers two technologies).  

Electric propulsion (row 5, Fig. 3, Fig. 4, and Table 8) is effective when a substantial 

amount of cargo is transferred to Mars (as in Table 4), especially for semi-direct, stop-over, 

and Earth-Mars semi-cycler architectures.  The combination of NTR launch vehicles and 

upper stages (row 12) also produces low IMLEO values.  This combination is effective 

because the NTR Mars launch vehicles reduce the taxi mass while the NTR Earth upper-

stages reduce cargo vehicle mass.  Mars water excavation (row 11, Fig. 5, Fig. 6, and Table 

9) provides substantial IMLEO savings when the crew travels to Mars without cargo (as in 

Table 5).  Technologies that reduce Mars taxi mass, such as Mars water excavation, in-situ 



propellant production, and NTR launch vehicles are most beneficial to direct, Earth-Mars 

semi-cycler, and cycler missions as the Mars launch-vehicle requirements are greatest with 

these architectures.  In a direct mission the launch vehicle must inject the relatively massive 

transfer vehicle into orbit, while in Earth-Mars semi-cycler and cycler missions the Mars 

taxi must achieve a substantial V∞ to rendezvous with the transfer vehicle.  Another way to 

reduce the Mars launch-vehicle mass is to capture the upper stage into a parking orbit at 

Mars arrival (as in rows 3 and 4) instead of landing it on the surface and then launching it 

into a parking orbit.  Technologies that reduce transfer vehicle requirements, such as 

aerocapture, nuclear thermal rockets, and EP upper-stages are most effective on semi-

direct, stop-over, and (to a lesser extent) Mars-Earth semi-cycler missions as the transfer 

vehicle requires more ∆V capability with these architectures.  Electric propulsion for 

transfer vehicles (row 9) is effective for Earth-Mars semi-cyclers and cyclers because the 

∆V and acceleration requirements for these trajectories are relatively small.  On the other 

hand, stop-over trajectories require substantial ∆V and acceleration to travel between the 

planets with a limited TOF.  This additional acceleration requires more thrust, power, and 

system mass, which increases the IMLEO.  Finally, the development of reusable propulsion 

systems alone does not significantly alter the IMLEO from the expendable propulsion 

system scenario (rows 1 and 2).  This case is therefore omitted from Table 4 and Table 5.  

Based on the IMLEO values in these tables, the approximate rank order (from lowest to 

highest IMLEO) by developing a single technology is given in Table 12.  We note that 

Table 12 considers the IMLEO benefits of employing only one new technology in a given 

mission, and that substantial mass reductions are possible by combining technologies for 

Mars exploration. 

 

Table 12 

Lowest IMLEO by developing a single technology 

(averaged across the values in Table 4 and Table 5) 

Rank Technology TRL
a
 

1 NTR Mars launch vehicles 4 

2 Mars water excavation 3 

3 Cargo electric propulsion 7 

 4
b
 NTR upper stages 6 

 4
c
 In-situ propellant production 5 

 4
d
 Transfer vehicle electric propulsion 5 

 7
b
 Aerocapture 5 

 7
c
 Tankers to Mars 7 

9 Reusable Mars launch vehicles 5 
a
Table 2 contains descriptions of technology readiness levels. 

b
For semi-direct, stop-over, and Mars-Earth semi-cycler architectures. 

c
For direct, Earth-Mars semi-cycler, and cycler architectures. 

d
For missions with large cargo transfers. 

 

 Though less storable, hydrogen-based propulsion systems (row 2, Fig. 1, Fig. 2, and 

Table 7) require at least 100 mt (and up to 400 mt with direct missions) less IMLEO than 

methane-based systems (row 1).  Alternatively, methane propulsion systems must be 



supplemented by Mars tankers and aerocapture technology (row 10) to provide similar 

IMLEO values as LOX/LH2 systems with no other technology development.  Moreover, the 

lowest IMLEO scenarios (row 27, Fig. 10, Fig. 11, and Table 10) incorporate hydrogen-

based propulsion systems.  If a reliable process is developed to create LOX/LH2 from water 

found on Mars, then no propellant is required from Earth to depart Mars.  Moreover, if the 

propulsion systems (and propellant tanks) are reusable, then very little hardware must come 

from Earth for Mars departure.  Finally, if reusable tankers transport LOX/LH2 from Mars 

to LEO, then no propellant must be launched from Earth into LEO for Earth departure.  In 

this case, only the crew, taxi, transfer vehicle (or refurbishments), cargo, consumables, and 

heatshields are injected into LEO by Earth launch vehicles, hence the low IMLEO values in 

row 27.  The use of nuclear thermal rockets (as in row 33) reduces the amount of water that 

must be excavated at Mars, but typically increases IMLEO because more massive 

heatshields are necessary to reclaim the spent NTR stages (which have more inert mass 

than chemical systems) at Mars.  The use of hydrogen propellant in EP upper stages has a 

similar effect. 

 If water on Mars is not readily available, then the minimum IMLEO with methane-

based propulsion systems is found in rows 35 and 36.  In row 35, LOX/CH4 is sent to Earth 

orbit for use by the transfer vehicles and taxis, but not Earth-Mars cargo vehicles.  Mars-

produced methane is not used by cargo vehicles because the additional hydrogen feedstock 

(to create methane on Mars) results in excessive IMLEO.  (We note that no feedstock is 

necessary if water is available on Mars.)  In row 36, no methane is returned to Earth and 

nuclear thermal rockets carry the crew out of LEO.  The minimum methane-based IMLEO 

values vary from 1.5 times to over twice the minimum hydrogen-based values, as seen by 

comparing row 36 with row 27.   

 The IMLEO for the combination of electric propulsion with in-situ propellant 

production, aerocapture, or reusable propulsion systems is found in rows 14–16, and 

IMLEO for the combination of nuclear thermal rockets with each of these three 

technologies is provided in rows 17–19 of Table 4 and Table 5.  The combination of 

electric propulsion and in-situ propellant production is particularly effective, and requires 

less IMLEO than the combination of electric propulsion and nuclear thermal rockets 

(row 13).  However, the combination of nuclear thermal rockets and in-situ propellant 

production is also attractive when no cargo transfer is required (row 17 of Table 5).  

Moreover, a significant design trade arises when comparing electric propulsion and nuclear 

thermal rockets for cargo transfers, as EP may take up to four years to reach Mars from 

Earth whereas NTR require less than a year to transfer cargo to Mars. 

 The IMLEO for Mars missions that incorporate NTR upper stages, in-situ propellant 

production, and aerocapture is provided in row 29.  However, if reusable propulsion 

systems (including Mars launch vehicles) require the same development cost as aerocapture 

technology (e.g. heat shields and guidance algorithms for the transfer vehicles), then lower 

IMLEO values are possible with the same technology investment (as seen by comparing 

row 30 with row 29).  Moreover, if the NTR technology employed by the upper stages is 

adapted for use on the transfer vehicles (as in row 31, Fig. 9, Fig. 10, and Table 11), then 

even further reductions in IMLEO are possible.  Again, there is a significant trade between 

the higher performance of hydrogen-based propulsion systems (row 31) and the longer 

storability of methane-based systems (row 30). 



 In the odd-numbered figures of Fig. 1–Fig. 12, the minimum IMLEO architectures 

are usually Earth-Mars semi-cyclers or cyclers for large transfer vehicles, and semi-direct 

or stop-overs for smaller transfer vehicles.  (Fig. 7 is a notable exception, where stop-overs 

are optimal regardless of transfer vehicle mass for long TOF.)  Further, cyclers are IMLEO-

optimal for any combination of transfer vehicle mass and transfer TOF with in-situ 

propellant production (row 8); Earth-Mars semi-cyclers are always optimal assuming the 

technology development of rows 14 or 36; and the optimal-architecture plots corresponding 

to rows 12 and 17 have similar characteristics as the plot corresponding to row 31 (i.e. they 

resemble Fig. 9 with different contour values).  Indeed, the lowest IMLEO values in Table 

4 and Table 5 are predominantly Earth-Mars semi-cyclers and cyclers.   

 The coefficients presented in Table 6–Table 11 drive this trend.  The sensitivity of 

IMLEO to the transfer vehicle mass (column a of Table 6–Table 11) for Earth-Mars semi-

cyclers and cyclers is usually half the sensitivity for semi-direct and stop-over missions.  

Thus, as the transfer vehicle mass increases (to values that are increasingly safe and 

comfortable for the crew) the IMLEO increases at only half the rate for Earth-Mars semi-

cyclers and cyclers when compared to the other architectures.  However, if the taxi capsule 

mass is relatively large compared to the transfer vehicle cabin mass, then semi-cyclers and 

cyclers are at a disadvantage because the taxi must achieve a higher departure V∞ to follow 

the semi-cycler or cycler trajectory.  The corresponding ∆V is reflected in the higher 

coefficients for semi-cycler and cycler taxis in column b of Table 6–Table 11.  Hence, for 

smaller transfer vehicles (or larger taxis), the semi-direct and stop-over scenarios require 

relatively less IMLEO.  The direct transfer vehicle, semi-direct taxi, and stop-over taxi have 

similar coefficients in these tables because they all require about the same ∆V during a 

Mars mission.  The approximate ranking of the architectures based on the overall IMLEO 

values is provided in Table 13. 

 

Table 13 

Rank order of architectures from lowest to highest IMLEO 

(averaged across the values in Table 4 and Table 5) 

Rank Architecture 

1 E-M semi-cycler 

2 Cycler 

 3
a
 Semi-direct 

 3
b
 Stop-over 

5 M-E semi-cycler 

6 Direct 
a
For electric propulsion and Mars tanker technologies. 

b
For NTR, aerocapture, and reusable propulsion system technologies. 

 

 In the even-numbered figures of Fig. 1–Fig. 12, we see that the IMLEO becomes 

nearly constant for flight times longer than 170–220 days.  The IMLEO values reach a 

minimum at a shorter TOF (of around 170 days) in Fig. 7, because the propellant and 

propulsion systems for the transfer vehicles, which are most sensitive to the TOF, are not 

launched into LEO in this scenario.  (The propellant comes from Mars and the systems are 

reused.)  On the other hand, in Fig. 12 the IMLEO do not reach minimum values until 



longer TOF (of approximately 220 days), because the ∆V for low-thrust transfers continue 

to decrease as the TOF is extended beyond 270 days.  (The ∆V for impulsive transfers 

usually reaches a minimum value before 270-days TOF.)  Cycler architectures achieve low 

IMLEO values at shorter TOF because the cycler trajectories naturally follow short TOF 

transfers [45]. The Mars-Earth semi-cyclers reach minimum IMLEO values at longer TOF 

because their ∆V do not significantly decrease until after approximately 240-days TOF 

[42].  The IMLEO usually increase at long TOF because more consumables are required for 

the corresponding longer mission durations, and the transfer vehicle ∆V is no longer 

decreasing at an appreciable rate.  The minimum IMLEO is usually found at around 240 

days of TOF.  The effect on IMLEO due to TOF is also apparent in the odd-numbered 

figures of Fig. 1–Fig. 12.  In these figures, nearly vertical contours indicate significant 

reductions in IMLEO for increasing TOF, while nearly horizontal contours indicate little 

sensitivity to TOF.  Again, the transition from high to low sensitivity to TOF usually occurs 

between 170 and 220 days and the minimum IMLEO values occur around flight times of 

240 days. 

If water is unavailable on Mars, then Mars exploration will likely involve methane-

based propulsion systems to make use of the indigenous resources (namely, carbon 

dioxide).  However, we suggest that nuclear thermal rockets for Earth upper stages and 

transfer vehicles should be developed first.  This technology is better suited to establish a 

foothold on Mars than in-situ propellant production because it can be used to transport 

cargo to Mars.  Based on the architecture simplicity, the first few missions could be semi-

direct with LOX/CH4 chemical propulsion systems for the Mars taxis and NTR for cargo, 

Earth upper stages, and transfer vehicles.  For a crew of four with 40 mt of cargo the initial 

IMLEO will be 370 mt (from row 6 of Table 4).  During the first missions the transfer 

vehicle (and taxi) will most likely evolve over several design iterations, but at some point 

the design will be optimized and it will be appropriate to begin reusing the transfer 

vehicles.  Once a base on Mars is established, the IMLEO to transport a crew of four 

without any cargo is 253 mt with the stop-over architecture (from row 6 of Table 5).  Next, 

a system to produce methane and oxygen on Mars could be developed.  (For example, 

resources that were used to design and test nuclear thermal rockets may be switched over to 

ISPP development.)  With the construction of two more transfer vehicles (for a total of 

four), the Earth-Mars semi-cycler architecture provides an IMLEO of 114 mt (from row 17 

of Table 5).  Then, if reusable Mars launch vehicles and transfer vehicle propulsion systems 

are developed, the IMLEO is 84.5 mt (from row 31 of Table 5).  At this point, we may wish 

to double the crew size (to eight) and expand our capability to explore Mars.  To 

accomplish this, the four transfer vehicles may be combined into two larger transfer 

vehicles for use in a stop-over architecture.  Assuming 60-mt transfer vehicles (the 

combination of two 24-mt vehicles plus an extra 12 mt for added safety and comfort) and a 

crew of eight, the IMLEO is 243 mt with the stop-over architecture (from Table 10).  (Here, 

we also assume 12-mt taxi capsules and 40 kg/day of consumables.)  The IMLEO may be 

reduced to 183 mt with the construction of two more 60-mt transfer vehicles for use in the 

Earth-Mars semi-cycler architecture.  However, the IMLEO benefits must justify the cost of 

building two extra transfer vehicles.  We also note that the development of additional 

technologies such as electric propulsion and aerocapture can further reduce the IMLEO 



(e.g. compare row 31 with row 36 in Table 4 and Table 5).  Again, the cost to design and 

test these new technologies may outweigh the advantages of lower IMLEO. 

 

Table 14 

Possible scenario to establish and sustain Mars exploration without Mars water excavation 

Phase Technolgy Development Architecture IMLEO 

Develop infrastructure Nuclear thermal rockets Semi-direct 370 

Explore with crew of 4 Reusable transfer vehicles Stop-over 253 

Explore with crew of 4 Hyperbolic rendezvous and  

in-situ propellant production 

E-M semi-cycler 114 

Explore with crew of 4 Reusable propulsion systems E-M semi-cycler 85 

Explore with crew of 8 Advanced transfer vehicles 

(additional mass for safety and 

comfort) 

Stop-over 

or 

E-M semi-cycler 

243 

 

183 

 

If water is available on Mars, then we advocate the following scenario to establish 

and sustain human exploration of Mars based on the combination of IMLEO benefits and 

technology development.  Before the first mission to Mars, electric propulsion systems with 

thrust levels of around ten Newtons (at a specific mass of 50 kg/kW) should be developed.  

These systems will be used to transport cargo to Mars (to build infrastructure for 

exploration) and boost transfer vehicles from LEO to a high-energy elliptical Earth orbit.  

The first few missions should be semi-direct with electric propulsion for cargo and 

LOX/LH2 chemical propulsion systems for the taxis and transfer vehicles.  With a crew of 

four, the initial IMLEO will be 274 mt (from row 5 of Table 4).  Then, after the 

construction of four reusable transfer vehicles, the Earth-Mars semi-cycler architecture only 

requires 186 mt of IMLEO with no cargo transfer (from row 5 of Table 5).  The next step is 

to develop a method to collect and electrolyze water on Mars and store the LOX and LH2 

propellants.  With this technology, the IMLEO is reduced to 107 mt (from row 20 of Table 

5).  With the development of reusable Mars launch vehicles and transfer vehicle propulsion 

systems, the IMLEO becomes 108 mt (from row 24 of Table 5) and no more electric 

propulsion vehicles are required.  Moreover, we can reduce the IMLEO significantly by 

sending Mars-produced propellants to Earth.  Assuming 60-mt transfer vehicles to support 

a crew of eight, the IMLEO is only 77.5 mt using the stop-over architecture (from Table 9).  

With this architecture and technology base, Mars exploration can continue to grow in terms 

of crew number and vehicle size with the least impact on IMLEO as compared to other 

scenarios.  Only two transfer vehicles are required and no exotic propulsion systems are 

used.  Furthermore, only half as many launch vehicles are needed to transport twice the 

crew of the initial exploration missions.  Such a scenario can be a safe, economic, and 

reliable means to sustain a human presence on Mars. 

 



Table 15 

Possible scenario to establish and sustain Mars exploration with Mars water excavation 

Phase Technolgy Development Architecture IMLEO 

Develop infrastructure Cargo electric propulsion Semi-direct 274 

Explore with crew of 4 Hyperbolic rendezvous and 

reusable transfer vehicles 

E-M semi-cycler 186 

Explore with crew of 4 Mars water excavation E-M semi-cycler 107 

Explore with crew of 4 Reusable propulsion systems and 

phase out EP systems 

E-M semi-cycler 108 

Explore with crew of 8 Transport propellant from Mars 

to Earth 

Stop-over 78 

 

8.  CONCLUDING REMARKS 

 If only one technology is to be developed for Mars exploration, then NTR Mars 

launch vehicles and upper stages provide the lowest IMLEO.  However, electric propulsion 

for cargo transfers has a low IMLEO and is currently at a higher technology readiness level 

than NTR launch vehicles.  For a given technology base Earth-Mars semi-cyclers and 

cyclers usually require the least IMLEO of any architecture.  Moreover, the the IMLEO is 

about half as sensitive to the transfer vehicle mass with these architectures when compared 

to the alternatives.  If water is unavailable on Mars then the combination of NTR upper 

stages, in-situ propellant production, and reusable propulsion systems require little IMLEO 

and only three new technologies are required.  However, if water may be excavated at Mars 

then the required IMLEO can be half of the mass required with methane-based propulsion.  

In this scenario, traditional LOX/LH2 propulsion is used with the addition of Mars water, 

reusable propulsion systems, and propellant tankers that travel from Mars to Earth.  The 

discovery of significant quantities of accessible water on Mars would have the most 

dramatic impact on how humans travel to and explore Mars.  Thus the search for water on 

Mars via robotic missions is strongly indicated before humans embark on exploring and 

colonizing the planet. 

 

REFERENCES 

[1] Von Braun, W., The Mars Project, University of Illinois Press, Urbana, IL, 1953. 

[2] Stuhlinger, E., “Electrical Propulsion System for Space Ships with Nuclear Power 

Source,” Journal of the Astronautical Sciences, Part I, Vol. 2, winter 1955, pp.149–

152; Part II, Vol. 3, spring 1956, pp.11–14; Part III, Vol. 3, summer 1956, p.33. 

[3] Ehricke, K. A., Whitlock, C. M., Chapman, R. L., and Purdy, C. H., “Calculations on 

a Manned Nuclear Propelled Space Vehicle,” ARS Report 532–57, 1957. 

[4] Himmel, S. C., Dugan, J. F., Luidens, R. W., and Weber, R. J., “A Study of Manned 

Nuclear-Rocket Missions to Mars,” Aerospace Engineering, Vol. 20, July 1961, pp. 

18, 19, 51–58. 

[5] Breakwell, J. V., Gillespie, R. W., and Ross, S. E., “Researches in Interplanetary 

Flight,” ARS Journal, Vol. 31, No. 2, 1961, pp.201–207. 



[6] Gillespie, R. W., Ragsac, R. V., Ross, S. E., “Prospects for Early Manned 

Interplanetary Flights,” Astronautics and Aerospace Engineering, Vol. 1, August 

1963, pp. 16–21. 

[7] Dixon, F. P., “The EMPIRE Dual Planet Flyby Mission,” AIAA/NASA Conference 

on Engineering Problems of Manned Interplanetary Travel, Palo Alto, CA, September 

30–October 1, 1963, pp. 3–18. 

[8] Titus, R. R., “FLEM–Flyby-Landing Excursion Mode,” AIAA Paper 66-36, 

Aerospace Sciences Meeting, New York, NY, July 26–29, 1965. 

[9] Von Braun, W., “The Next 20 Years of Interplanetary Exploration,” Astronautics and 

Aeronautics, Vol. 3, November 1965, pp. 24–34. 

[10] King, J. C., Shelton, R. D., Stuhlinger, E., and Woodcock, G. R., “Study of a Nerva-

Electric Manned Mars Vehicle,” AIAA/AAS Stepping Stones to Mars Meeting, 

Baltimore, MD, March 28–30, 1966, pp. 288–301. 

[11] Bell, M. W. J., “An Evolutionary Program for Manned Interplanetary Exploration,” 

Journal of Spacecraft and Rockets, Vol. 4, No. 5, 1967, pp. 625–630. 

[12] Farquhar, R. W., “Future Missions for Libration-Point Satellites,” Astronautics and 

Aeronautics, Vol. 7, May 1969, pp. 52–56. 

[13] Mueller, G. E., “An Integrated Space Program for the Next Generation,” Astronautics 

and Aeronautics, Vol. 8, January 1970, pp. 30–51. 

[14] Cohen, A., The 90 Day Study on the Human Exploration of the Moon and Mars, U.S. 

Government Printing Office, Washington, DC, 1989. 

[15] Zubrin, R., Baker, D., and Gwynne, O., “Mars Direct: A Simple, Robust, and Cost-

Effective Architecture for the Space Exploration Initiative,” AIAA Paper 91–0326, 

Aerospace Sciences Meeting, Reno, NV, January 1991. 

[16] Ordway, F., Sharpe, M., and Wakeford, R., “EMPIRE: Early Manned Planetary-

Interplanetary Roundtrip Expeditions Part I: Aeronutronic and General Dynamics 

Studies,” Journal of the British Interplanetary Society, Vol. 46, 1993, pp. 179–190. 

[17] Ordway, F., Sharpe, M., and Wakeford, R., “EMPIRE: Early Manned Planetary-

Interplanetary Roundtrip Expeditions Part II: Lockheed Missiles and Space Studies,” 

Journal of the British Interplanetary Society, Vol. 47, 1994, pp. 181–190. 

[18] Donahue, B. B., “Mars Ascent-Stage Design Utilizing Nuclear Propulsion,” Journal 

of Spacecraft and Rockets, Vol. 32, No. 3, May-June 1995, pp. 552–558. 

[19] Zubrin, R. and Wagner, R., The Case for Mars, Simon and Schuster, Inc., New York, 

NY, 1996. 

[20] Hoffman, S. and Kaplan, D., eds., “Human Exploration of Mars:  The Reference 

Mission of the NASA Mars Exploration Study Team,”  NASA SP 6107, 1997. 

[21] Drake, B. G., ed., “Reference Mission Version 3.0 Addendum to the Human 

Exploration of Mars: The Reference Mission of the NASA Mars Exploration Study 

Team,” Exploration Office Document EX 13-98-036, June 1998. 

[22] Burgess, E., Rocket Propulsion: with an Introduction to the Idea of Interplanetary 
Travel, Chapman and Hall, London, 1952, pp. 172–179. 

[23] Irving, J. H. and Blum, E. K., “Comparative Performance of Ballistic and Low-Thrust 

Vehicle for Flight to Mars,” Vistas in Astronautics, Vol. II, Pergamon Press, 1959, 

pp.191–218. 



[24] Chovit, A. R., Callies, G. M., Cannon, G. W., and Simmons, L. D., “Manned 

Interplanetary Mission Modes for Nuclear Propulsion Systems,” AIAA Paper 68-588, 

AIAA 4
th
 Propulsion Joint Specialist Conference, Cleveland, OH, June 10–14, 1968. 

[25] Hoffman, S. J., Friedlander, A. L., and Nock, K. T., “Transportation Mode 

Performance Comparison for a Sustained Manned Mars Base,”  AIAA Paper 86-2016, 

AIAA/AAS Astrodynamics Conference, Williamsburg, VA, August 18–20, 1986. 

[26] Adams, A., Priest, C., Sumrall, P., and Woodcock, G., “Overview of Mars 

Transportation Options and Issues,” AIAA Paper 90-3795, AIAA Space Programs 

and Technologies Conference, Huntsville, AL, September 25–28, 1990. 

[27] Cothran, B., Tillotson, B., and Donahue, B., “Advanced Propulsion Options for 

Human Exploration of Mars,” AIAA Paper 90-3822, AIAA Space Programs and 

Technologies Conference, Huntsville, AL, September 25–28, 1990. 

[28] Braun, R. D. and Blersch, D. J., “Propulsive Options for a Manned Mars 

Transportation System,” Journal of Spacecraft and Rockets, Vol. 28, No. 1, 1991, pp. 

85–92. 

[29] Walberg, G., “How Shall We Go to Mars? A Review of Mission Scenarios,”  Journal 

of Spacecraft and Rockets, Vol. 30, No. 2, 1993, pp. 129–139. 

[30] Niehoff, J. C. and Hoffman, S. J., “Pathways to Mars: An Overview of Flight Profiles 

and Staging Options for Mars Missions,” AAS Paper 95-478, Science and Technology 

Series of the American Astronautical Society, Vol. 86, San Diego, CA, Univelt, Inc.,  

1996, pp. 99–125. 

[31] Donahue, B. B. and Cupples, M. L., “Comparative Analysis of Current NASA Human 

Mars Mission Architectures,” Journal of Spacecraft and Rockets, Vol. 38, No. 5, 

2001, pp.745–751. 

[32] Landau, D. F.  and Longuski, J. M., “Comparative Assessment of Human Missions to 

Mars,” AAS Paper 03-513, AAS/AIAA Astrodynamics Specialist Conference, Big 

Sky, MT, August 4–7, 2003. 

[33] Griffin, B., Thomas, B., Vaughan, D., Drake, B., Johnson, L., and Woodcock, G., “A 

Comparison of Transportation Systems for Human Missions to Mars,” AIAA Paper 

2004-3834, 40
th
 AIAA/ASME/SAE/ASEE Joint Propulsion Conference and Exhibit, 

Fort Lauderdale, FL, July 11–14, 2004. 

[34] Bounova, G. A., Ahn, J., Hofstetter, W., Wooster, P., Hassan, R., and de Weck, O. L., 

“Selection and Technology Evaluation of Moon/Mars Transportation Architectures,” 

AIAA paper 2005-6790, Space 2005, Long Beach, CA, August 30–September 1, 

2005. 

[35] Byrnes, D. V., Longuski, J. M., and Aldrin, B., “Cycler Orbit Between Earth and 

Mars,”  Journal of Spacecraft and Rockets, Vol. 30, No. 3, May-June 1993, pp. 334–

336. 

[36] Rayman, M. D., Varghese, P., Lehman, D. H., and Livesay, L.L., “Results from the 

Deep Space 1 Technology Validation Mission,” Acta Astronautica, Vol. 47, Nos. 2–9, 

2000, pp. 475–487. 

[37] Moorhouse, D. J., “Detailed Definitions and Guidance for Application of Technology 

Readiness Levels,” Journal of Aircraft, Vol. 39, No. 1, 2002, pp. 190–192. 

[38] Larson, W. J., and Pranke, L. K., Human Spaceflight: Mission Analysis and Design, 

McGraw-Hill, New York, 1999. 



[39] Hunt, C. D., and vanPelt, M. O., “Comparing NASA and ESA Cost Estimating 

Methods for Human Missions to Mars,” 26
th
 International Society of Parametric 

Analysts Conference, Frascati, Italy, May 10–12, 2004. 

[40] Niehoff, J., Friedlander, A., and McAdams, J., “Earth-Mars Transport Cycler 

Concepts,” International Astronautical Federation, IAF Paper 91-438, International 

Astronautical Congress, Montreal, Canada, October 5–11, 1991. 

[41] Penzo, P. and Nock, K., “Earth-Mars Transportation Using Stop-Over Cyclers,” 

AIAA Paper 2002-4424, AIAA/AAS Astrodynamics Specialist Conference, 

Monterey, CA, August 2–5 2002. 

[42] Aldrin, B., Byrnes, D., Jones, R., and Davis, H., “Evolutionary Space Transportation 

Plan for Mars Cycling Concepts,” AIAA Paper 2001-4677, Albuquerque, NM, 

August 2001. 

[43] Landau, D. F., and Longuski, J. M., “Mars Exploration via Earth-Mars Semi-

Cyclers,” AAS Paper 05-269, Lake Tahoe, CA, August 7–11, 2005. 

[44] Hollister, W. M, “Castles in Space,”  Astronautica Acta, Vol. 14, No. 2, 1969, pp. 

311-316. 

[45] McConaghy, T. T., Landau, D. F., Yam, C. H., and Longuski, J. M., “A Notable Two-

Synodic-Period Earth-Mars Cycler,” Journal of Spacecraft and Rockets, Vol. 43, No. 

2, March-April 2006, pp. 456–465. 

[46] Farquhar, R. W., Dunham, D. W., Guo, Y., and McAdams, J. V., “Utilization of 

Libration Points for Human Exploration in the Sun-Earth-Moon System and Beyond,” 

Acta Astronautica, Vol. 55, Nos. 3–9, 2004, pp. 687–700. 

[47] Boynton, J. H., Kleinknecht, K. S., “Systems Design Experience from Three Manned 

Space Programs,” Journal of Spacecraft and Rockets, Vol. 7, No. 7, 1970, pp. 770–

784. 

[48] Plachta, D. W., Tucker, S., and Hoffmann, D. J., "Cryogenic Propellant Thermal 

Control System Design Considerations, Analyses, and Concepts Applied to a Mars 

Human Exploration Mission," AIAA Paper 93-2353, AIAA, SAE, ASME, and ASEE, 

Joint Propulsion Conference and Exhibit, 29th, Monterey, CA, June 28–30 1993. 

[49] Plachta, D. and Kittel, P., “An Updated Zero Boil-Off Cryogenic Propellant Storage 

Analysis Applied to Upper Stages or Depots in an LEO Environment,” AIAA Paper 

2002-3589, AIAA, ASME, SAE, and ASEE Joint Propulsion Conference and Exhibit, 

38th, Indianapolis, IN, July 7–10, 2002. 

[50] Landau, D. F.  and Longuski, J. M., “A Reassessment of Trajectory Options for 

Human Missions to Mars,” AIAA Paper 2004-5095, AIAA/AAS Astrodynamics 

Specialist Conference, Providence, RI, August 16–19, 2004. 

[51] Landau, D. F., and Longuski, J. M., “Method for Parking-Orbit Reorientation for 

Human Missions to Mars,” Journal of Spacecraft and Rockets, Vol. 42, No. 3, May-

June 2005, pp. 517–522. 

[52] Friedlander, A. L., J. C. Niehoff, D. V. Byrnes, and J. M. Longuski, “Circulating 

Transportation Orbits Between Earth and Mars,” AIAA Paper 1986-2009, 

AIAA/AAS Astrodynamics Conference, Williamsburg, VA, August 18–20, 1986. 

[53] Penzo, P. A. and Nock, K. T., “Hyperbolic Rendezvous for Earth-Mars Cycler 

Missions,” Paper AAS 02-162, AAS/AIAA Space Flight Mechanics Meeting, San 

Antonio, TX, January 27–30, 2002,  pp. 763–772. 



[54] Zola, C. L., “A Method for Approximating Propellant Requirements of Low-Thrust 

Trajectories,” NASA TN-D-3400, 1966. 

[55] Tsiolkovsky, K. E., “Exploration of the Universe with Reaction Machines,” The 

Science Review, #5, St. Petersburg, Russia, 1903. 


