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3 INTRODUCTION 

INTRODUCTION 

 

Since the advent of the rocket, rapid point to point (RP2P) passenger transportation1 has been a 

persistent dream of many space enthusiasts.  By 1947, just a few years after the first V2 rocket flights, 

famed space artist Chesley Bonestell had already published a series of paintings depicting a 

transcontinental passenger rocket (Scheuetz, M 1999). Although it is undeniably a beautiful work, 

Bonestell’s “Coast to Coast in 40 Minutes” proved to be far ahead of its time. The dream of travelling 

from any point on the Earth to another in just a few hours has remained exactly that.  It may seem 

counterintuitive to the general public that we have landed robots on distant planets, constructed a 

station in Earth orbit and even landed men on the moon yet the prospect of RP2P remains years away 

from implementation. The reasons for this are multivariate; certainly part of the problem is one of 

technological development.  The aerospace industry simply has not pursued this advancement as 

aggressively as they might.  Materials required to meet the rigorous challenges of hypersonic flight 

have also been slow to develop.  However, progress in technical aspects of hypersonic flight has been 

relatively steady.  Richard Hallion (2005) has highlighted the “steady progression and expansion of 

hypersonic capabilities” in technical terms.  This suggests that the blame lies elsewhere.   It would 

appear that the development of RP2P has suffered from both a lack of risk taking on the part of 

industry, and belief among the public that private enterprise has no place in such technologically 

advanced forms of flight.  Gregg Maryniak lamented this very point when he compared the evolution 

of the aviation industry to that of spaceflight, suggesting that the difference lay in the public’s 

expectation that spaceflight belonged in the realm of government (2005).  

To be sure, there have been halting steps toward commercial RP2P, such as the Concorde supersonic 

passenger jet.  Indeed, the Concorde remains the fastest commercial transport ever, with a cruising 

speed of Mach 2.04 (Aerospatiale Concorde, 2000).  However, as Norris (2007) notes, the retirement 

of the Concorde “represents the first time in human history that progress in travel time has gone into 

reverse.” Moreover the Concorde, while fast, did not really represent a complete paradigm shift in 

commercial transport.  For that to occur, we must achieve what Mark Lewis refers to as the “Holy 

Grail”, a vehicle capable of flying at Mach 10 which “travel between any two locations on the globe in 

under two hours” (2003). 

                                                                 
1
There exists no exact consensus definition of Rapid Point to Point Transportation (RP2P), but for the purposes of this 

paper, it is defined as a “system capable of transporting humans safely from one point on the Earth to another, at speeds 

equivalent  to Mach 5.0 or greater.”  The author is reluctant to further define this concept in order to avoid placing 
conceptual restraints on potential designs for competition. 
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Figure 1 Chesley Bonestell print from the series "Coast to Coast in 40 Minutes" 

The aim of this paper is to spur innovation in the field of rapid point to point commercial 

transportation.  The time may finally have arrived where desire, technology and market have 

converged sufficiently to make RP2P viable.  What is now required is a sustained, substantive effort to 

create a reliable vehicle and associated infrastructure.  Building upon the recent successes of 

competitions in encouraging innovation (which will be discussed in further detail  later in the paper), it 

is proposed that a competition for the development of a human-rated rapid transportation system be 

initiated.  This paper will explore: 

 The rationale for RP2P 

  A justification for a prize methodology and  

 An examination of proposed rules for the contest 

This paper will demonstrate that the creation of a competition for RP2P passenger flight is not only 

feasible in the near future, it is in fact quite possible and desirable. 
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WHY RAPID POINT TO POINT? 

Aside from the obvious appeal of convenience, several other benefits have been cited as reasons for 

pursuing RP2P. Patrick Collins in particular has been active in this area, asserting that this activity 

would serve to lower overall launch costs through economies of scale (1991), to spur growth in 

economic development (2002) and to the wrest control of commercial space flight out of the hands of 

government (2003).   It is Collin’s contention that an increase in all commercial space activity is 

required in order to achieve these objectives.   Additionally, it has been suggested that commercial 

space flight and RP2P could serve to revive a stagnating aviation industry (Michalopoulos, A 1999).  

The emerging sub-orbital tourism market has been seen by many as an intermediate step toward 

RP2P.  It is widely speculated that White Knight III, the third iteration of Virgin Galactic’s spaceship will 

focus on some form of RP2P (Anon, 2008). This is hardly surprising, as there is no guarantee that the 

single point suborbital tourism market will be able to sustain a viable revenue stream in the long 

term.  Whereas scaling that same technology to eventually provide a more practical service would be 

a more promising way of ensuring growth.  On March 17, 2008 Robert Laine, chief technical officer 

(CTO) of EADS, told BBC News: 

"Today we don't know how to go to space cheaply. Being able to climb on a regular basis to 
100km will give us the motivation to develop the plane that goes, not just up and down to the 

same place, but from here to the other side of the Earth. When the Ariane 5 takes off, 15 
minutes later it is over Europe; and 45 minutes later it is over the Pacific. The fastest way is to 
go outside the atmosphere and that will be the future” (Amos, J 2008) 

 

Further market research needed, but the appeal of reducing travel times to mere fractions of current 

methods seems self evident.  The European Union appears to share this view, and has begun funding 

a program to research the development of technologies intended to reduce travel time, “e.g. Brussels 

to Sydney in about 2 to 4 hours” (Anon, 2005).  The EU’s Long-Term Advanced Propulsion Concepts 

and Technologies (LAPCAT) has thus far produced one potentially viable design, the A2 passenger 

liner by Reaction Engines.  However the plan calls for a twenty five year lead time before going into 

production.  This may not be surprising, given the relatively slow progress of hypersonic 

transportation in general.  Nonetheless, this timeline could conceivably be shortened in the presence 

of a sustained development effort and a more favorable regulatory regime.   
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Figure 2 the LAPCAT A2 Hypersonic passenger vehicle configuration (Reaction Engines UK) 

The technical reasons for RP2P’s slow development were highlighted in the Hypersonic Technology 

Status and Development Roadmap (Bowcutt, K. et al. 2003):   

 
 Platforms get canceled due to impatience with rate of technology 

maturation - lack of sustained focus on “critical path” technologies 
 

 Critical technology development and knowledge base evaporate when  
Platform development is canceled 

  

 Current resource-limited funding environment leads to program instability – frequent starts, 
stops and redirections  
 

It should be noted that a detailed examination of the numerous attempts made to develop a 

hypersonic vehicle is beyond the scope of this paper.  Readers seeking a more thorough overview of 

technical advances in this field and previous projects are directed to NASA’s invaluable online 

document archives and Ajay Kumar (2001) et al’s excellent paper “Research in Hypersonic 

Airbreathing Propulsion at the NASA Langley Research Center.”  

 

Of course, it is not only the pace of technical development that has slowed progress.  As Wollersheim 

(1999) aptly put it “With space tourism and law it is a typical situation. Every time somebody develops 

a vision and plans to make it feasible, it is just a question of time until lawyers show up to complicate 

the situation.”  In addition to lawyers, politicians and policy makers have often played a part in 

hindering the rate of progress.  The Concorde program is a prime example of a comparable effort that 

was severely disrupted not by technical setbacks but by political infighting  and interference (Gillman, 

P. 1977).  Creating new agreements on international flight will be needed for any commercial 
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applications of RP2P.  Fortunately, the bureaucratic process for testing experimental aircraft should 

be less challenging and may not require any new agreements at all.  

The experience of the original X-Prize has taught us that successful competition flights can do a great 

deal to ease regulatory concerns and compel regulatory bodies to quicken the pace of policy 

development (Harwood, W. 2004).  

The creation of a RP2P industry will clearly require new technologies and new infrastructure, but by 

no means is it an impossible task.  Much like the advent of private spaceflight, RP2P can be 

successfully advanced provided a sufficient impetus is given for its development.  The continued 

growth of the commercial aviation industry risks reaching a plateau if it cannot create a new product 

that reduces travel time and the associated miseries of long distance flight.  An honest assessment of 

the aviation industry points us to one conclusion; RP2P is the logical next step in human 

transportation.  

 

 

WHY A PRIZE? 

There are two distinct types of innovation prizes: ex ante and ex post.  Ex ante refers to prizes offered 

in recognition of an accomplishment.  The Nobel Prize, for example, is an ex post prize.  On the other 

hand, ex ante is a prize promised before the achievement, and in relation to an explicitly stated task.  

The X Prize was ex ante, where a prize was offered for a specific and clearly delineated challenge, and 

presented once it had been achieved.  It is the ex ante prize format that we are concerned with in 

relation to a RP2P challenge. 

Developing a RP2P vehicle is uniquely suited to the prize model.  It is a technology which has failed to 

gain a foothold despite many technical demonstrations and projects over several decades. Many of 

the required segments have been proven independently, but there has yet to be a serious effort to 

integrate those segments into a commercial application.  There are a number of reasons for the lack 

of progress.  First and foremost, the development cost of a commercial RP2P vehicle is considered 

excessive.  This view stems from the project costs associated with military hypersonic applications.  

However, much like with launch systems, this fails to take into account the lack of motivation for cost 

control in government and military applications.  A commercial venture would certainly be more 

inclined to strive for effective cost controls.  Second, doubts about the viability of the concept tend to 

preclude firms from investing in research, since a return on that investment is far from certain .   

When a large cash prize for innovation is on offer, more firms will be willing to attempt to design and 

manufacture a vehicle.  The benefits to participating firms go beyond the possibility of winning the 

prize for themselves.  Newell & Wilson (2005) note: 
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“By offering a prize of a given amount for the development of the innovation, the prize 
sponsor changes the profit maximization problem that research firms face. A competitor’s new 

expected returns would be a function both of the overall likelihood that the innovation will be 
developed and of their unique probability of being the innovator.”  

 
Prizes are not always the best approach to spurring innovation, but they are particularly well suited to 

challenges where there is no clear means for achieving the assigned goal.  They are also valuable for 

challenges which “are too speculative to be reasonable for a traditional research program or 

procurement” (Kalil, T. 2006).  A contest for hypersonic flight has recently been announced by the V-

Prize organization, but to date no purse has been announced and no rules for the contest have been 

released. 

 

The historical record for prize competitions is excellent.  Where the challenges have been met, the 

outcome has been innovative solutions to previously unsolved problems.  Failed efforts generally 

have little negative impact since, as Davidian (2005) pointed out, there is generally a low associated 

cost and no prize payout. For the appropriate purpose, prizes can be more useful instrument than 

traditional methods such as contracts and grants. 

Table 1 Newell & Wilson's Comparison of Alternative Technology Policy Instruments 

 Prizes Contracts and Grants 

Pros   Prizes solve information problems by 
devolving risk onto researchers . 

 Prizes reward outputs 
 They require less of a  governmental  

investment than do direct contracts 

 Prizes leverage considerable non-
financial incentives . 

 They encourage small, innovative 
players  to participate by lowering 

barriers  to entry. 

 

 Contracts  and grants  avoid duplicative 
research. 

 In case of basic research, mutually aligned 
incentives reduce informational 
asymmetries . 

 Modifications  (e.g., use of a  pre-proposal 
process) can reduce principal-agent 

problems 

 Contracts  and grants  are able to encourage 
high-cost research. 

 

Cons  Prizes can lead to excessive 
duplication of effort. 

 They are less sui ted to high-cost 
projects where researchers  cannot 
bear all risks . 

 Up-front liquidi ty constraints  of 

prizes could lower participation. 
 

 Participants  are susceptible to shirking 
 because of information asymmetry 

problems. 

 There are high non-financial barriers  to 
entry. 

 Contracts  and grants  are less appropriate 
for applied technology research 

 

 

The ex ante prize concept has been re-popularized by the success of the X Prize.  Prizes for have been 

established for ant-aging methods, low-cost vaccines, green house gas reduction, and 

environmentally friendly cars, to name a few.  These prizes represent attempts to provide incentives 

to innovation which are lacking in the marketplace for one reason or another.  In the absence of a 
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sustained, large scale effort at developing RP2P vehicles, an ex ante prize represents our best 

opportunity to introduce this technology in the near to long term future.  

 

THE RULES 

The following chapters contain a preliminary outline of potential rules for an RP2P contest.  The rules 

have been designed to encourage the development of certain specific capabilities.   Alert readers will 

notice that matters such as rules for team composition, public relations obligations, intellectual 

property rights, etc. have not been dealt with here.  The omission is one of brevity, rather than 

neglect. Methodologies for the formulation of these prizes have been ably developed by the X Prize 

Foundation, and suggested improvements for such are beyond the scope of this paper.  The rules 

delineated within deal only with the performance requirements of the contest and their rationale.  

Space constraints have limited the selection for rules to a high level examination.  It is the hope of the 

author that the ideas contained within this paper may be further expounded upon, free of space 

considerations, in the fullness of time.   

 Moreover, as with the X Prize rules, these stipulations are to serve as a “jumping off” point for 

further discussion, rather than the final word on rule design.  For that reason, highly specified rules 

have been eschewed in favor of broad requirements which can then be discussed and negotiated 

upon by participating teams.   

 

THE PRIZE 

“€100 Million shall be awarded to the first registered team to successfully complete the 

objectives outlined below.  The prize will be available until December 31st 2008, at which time 

the prize offer will be withdrawn.” 

The proposed €100 Million prize is  far below the average development cost of hypersonic vehicles , 

but many of those programs fell victim to the cost overruns that are so often symptomatic of 
government sponsored initiatives.  The value of the prize is intended to achieve a balance between 
three key factors:   

 

 The prize must be valuable enough to encourage participation  

 It must be small enough that the contest could realistically be financed 

  It must not be so large that incentive to use more cost effective methods may be diminished.  
 

This raises the question of who will provide the purse for this contest.  Given the size of the purse, it 
may only be feasible for governments to provide it.  This is not necessarily so however, since Robert 

Bigelow has already demonstrated that private individuals are prepared to pay up to $50 Million for a 
private contest (Shiga, D 2007).  A “hole in one” insurance policy against the prize being awarded 
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could probably be secured using far less money than that.  A major airline, or an alliance between 
several airlines could comfortably finance the project as well. 

 

THE TIMELINE 

 

“The prize will be offered until 2018, at which time the offer will be withdrawn if it is not won.” 

The essence of the rule is to make a prize available for 10 years.  The challenge is intended to serve as 

a catalyst for commercial RP2P, so the timeline is meant to quicken the pace of development.  Of 

course, it is also important to make sure that the deadline realistically allows enough time for a 

successful vehicle to be flown.   

 

 

THE TRIP 

 

“The vehicle shall make the journey between Sydney, Australia and Singapore in 1 hr or less.” 

 

The great circle distance between Singapore and Sydney is approximately 6305km.  The average 

speed of the vehicle will therefore need to average at least 1760 meters per second, just above Mach 

5.  This puts it at the very edge of hypersonic speed, which is generally considered to be anything 

above Mach 5.0.  At hypersonic speed the air surrounding the vehicle will begin to heat up 

considerably.  This will necessitate extensive thermal protection and novel approaches to propulsion.  

At more than twice the fastest previous speed ever for a commercial aircraft, RP2P would 

revolutionize travel, but will require tremendous engineering feats to accomplish.  

 

Figure 3 Great circle flight path between Singapore and Sydney, Australia 

Sydney and Singapore have been selected for Singapore’s role as a regional hub for aviation and the 

rising level of business flights between Australia and Asian destinations. 
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Landing considerations will come into play as well.   For example, assuming a horizontal landing, the 

vehicle will probably need to land at a runway less than 4000 meters in meters in length in order to 

use the longest runways available at major international airports.   There is no rule requiring a landing 

method or distance, but a vehicle requiring an entirely new ground operations infrastructure may be 

of little use or appeal to potential investors.   

 
 

PASSENGER CAPACITY 

“The winning vehicle shall demonstrate an ability to carry a minimum of 10 passengers (or 

1350kg in equivalent weight) on a return flight between the selected destinations.” 

 

This may prove to be the most challenging requirement of the contest. The technical challenge of solo 

human flight at hypersonic speed has already been met.  Scaling that technology into a vehicle large 

enough to carry 10 passengers will be the first step required to developing practical applications for 

RP2P. 

 

TURNAROUND TIME 

 

“The winning vehicle shall demonstrate an ability to make a return trip within 36 hours of 

landing at its destination.”   

 

The expression “Time is money” is particularly apt in commercial aviation.  Turnaround time (TAT) is a 

critical aspect of operations, with standard TATs of 3 hours for a wide-bodied passenger craft.  Failure 

to maintain that average or better can be costly. In 2006, delays in turnaround time in the United 

Kingdom alone cost airlines there €837 Million (Thorne, A. et al 2007).  Clearly, a commercial service 

that cannot be redeployed in a timely manner will provide limited benefit to its operators.  The 

amount of time spent being serviced, as opposed to serving customers, will be a key factor for 

operators when determining whether a new system is credible. 

 

However, the highly complex task of keeping a large fleet of aircraft properly maintained and ready to 

fly again has evolved over time and cannot be easily transferred to new vehicle types.  It would 

probably be unrealistic to expect TATs on par with the rest of the aviation industry in the initial phase 

of commercial development of a RP2P system.  On the other hand, early RP2P flights will most likely 

be serving a niche market and can afford slightly extended times, as flights will be less frequent than 

the commercial average. 

 

The 36 hour time span is a very aggressive yet achievable goal that will demonstrate the vehicle's 

potential us for commercial flight, while ensuring that the competitors are not forced to meet an 
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impossible goal.  

 

NOISE STIPULATIONS 

“The VEHICLE shall have a noise signature no greater than that of an average commercial 

passenger aircraft, and must be capable of meeting all relevant noise ordinances for major 

airports.”  

Noise levels of aircraft and at airports are monitored in order to mitigate the amount of “noise 

pollution” in surrounding areas.  For example, in the United States, this is regulated via the 

Environmental Protection Agency (EPA) under the mandate “Noise Control Act” of 1972 and the 

“Quiet Communities Act” of 1978 (Wells & Rodrigues, 2003). 

 

Aircraft noise is measured by EPNdB, or Effective Perceived Noise dB. This metric is specifically geared 

toward assessing the range of noise caused by commercial aircraft (Manuel, 2005).   All major airports 

have an established maximum EPNdB, though this number varies from airport to airport. Maximum 

EPNdB regulations exist for several key reasons, all of which will be relevant for commercial RPP: 

 

 Safety concerns for airport employees (Manuel) 
 Property value of surrounding land (Bluck, 1998) 

 To protect the health and welfare of local residents (Black et. al, 2007) 
 

Black's study of the health impacts of continuous exposure to airport noise on local residents 

established a positive link between ambient airport noise and stress levels. This is hardly a surprising 

finding, given the amount of noise complaints common to most airports. It seems quite likely that any 

new vehicle systems which exceed current noise guidelines are highly unlikely to gain regulatory 

approval for mass use. Additional concerns about property value decreases only exacerbate the 

situation.  

 

The Concorde supersonic jet was especially vulnerable to noise complaints due to the booms created 

as it passed the threshold of the speed of sound (Mach 1). Unfortunately for the Concorde some of 

the noise issue was exacerbated by public perception as FAA evaluations demonstrated that, while 

undeniably loud, it actually operated with a lower noise signature than anticipated (Owen, 2001). 

Nonetheless, the Concorde was found to violate noise requirements on 75% of its takeoffs, and 

remains the loudest commercial airliner ever built (Gillman, 1977). Indeed, the Concorde program 

was in many ways actually detrimental to the development of super/hypersonic commercial flight. 

The tremendous sonic booms associated with Concorde flights eventually led to a ban on supersonic 

flight over inhabited land (Henne, 2005).  
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In order to maximize the efficiency of vehicles, sonic booms must be suppressed to an extent which 

will allow for overflight of populated areas with a minimum of disturbance. There has been extensive 

work done on noise suppression for supersonic flight, so this is a reasonable stipulation. This strategy 

requires significant technological development, but is within the means of current engineering 

methods. Gulfstream in particular has made significant progress with Quiet Spike technology to 

reduce the intensity of the booms (Henne). By altering the configuration of the body of the airc raft as 

it accelerates to supersonic speed, the Gulfstream QSJ proposes to alter the frequency of the sonic 

boom to a range inaudible to human ears.  

 

 

 

 

 

 

 

 

 

 

 

 

This requirement will force competitors to demonstrate that their vehicles will be capable of 

maximizing their speed potential during normal operations during normal commercial operation.  

 

ENVIRONMENTAL IMPACT 

“The vehicle shall comply with all internationally agreed upon regulations for commercial 
aviation emissions.”  

Due consideration must be given to environmental concerns, particularly - though not limited to - 

during the in-flight portion of operations.  Baskar Nath (1999) has contested that the “spectacular” 

growth of civil aviation since 1970 came at the expense of rising environmental harm.  It is projected 

that the period from 1995-2050 will see a jump of 300-600% in aviation related CO2 emissions 

(Olsthoorn, A. 2001). As with all transportation industries, we can expect to see growing anxiety from 

the general public about emissions from commercial aviation.  Continued growth in this industry will 

require careful management, and it is a virtual certainty that particular attention will be paid to 

paradigm-shifting technologies such as RP2P.  

Figure 4 Subsonic (left) and Supersonic configurations of Gulfstream QSJ design, with 

Quiet Spike Source: Gulfstream 
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Figure 5 Emissions levels from the European Union, one of the fastest growing aviation sectors in the world.  Source: Anderson et. al, 2007 

There is no realistic way forward for RP2P that doesn't take into account the need for sensitivity 

about environmental issues.  Any new design that fails to do so is surely destined to be relegated to 

the scrap heap long before it becomes operational.  There simply is no room for an RP2P program 

that exceeds the current emissions levels of commercial aviation.  In fact, it is quite conceivable that 

even a vehicle which merely matches, rather than betters, current systems will face stiff opposition 

from a public that grows more environmentally conscious by the day. With this in mind, entrants will 

be held to an extremely high standard in regard to all potential environmental impacts, not just 

emissions.   

The agreement framework for international aviation emissions is actually quite limited, but we can 

reasonably anticipate that these standards, once finally ratified, will mandate emissions levels below 

current levels.  This should provide competitors with a basic outline to start with. The Kyoto protocol 

does not include stipulations regarding international aviation, focusing instead on domestic emission 

levels.  However, the Kyoto protocol does charge the International Civil Aviation Organization (ICAO) 

with formulating a new emissions standard, to be negotiated on in the next few years (ICAO, 2007).  It 

is widely expected that a broad outline of these regulations will be formulated soon.  Ratification of 

the recommendations may take several more years, which is untenable for this contest.  Therefore, in 

the absence of ratification, the proposed ICAO standards will serve as the reference for competitors.  

Ideally, entrants will choose to use more environmentally friendly fuels, such as liquid hydrogen.  This 

nearly- limitless fuel remains “virtually untapped” and has negligible environmental impact, in stark 

contrast to current aviation fuels (Afgan & Carvahlo, 2007).  A vehicle which runs on liquid hydrogen 

will do much to alleviate concerns about the potential environmental impact of RP2P. This has been 
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the approach of Reaction Engines for their proposed A2 plane (Anon, 2008).   The competition 

organizers may do well to add a bonus prize for vehicles that can run entirely on liquid hydrogen, or a 

similarly clean fuel.  

 

Figure 6 The LAPCAT A2 design from Reaction Engines is designed to operate on hydrogen fuel 

 

SHIRTSLEEVES ENVIRONMENT 

“The winning vehicle must safely carry at least 10 passengers (or their equivalent weight) on 

both legs of the journey.  The cabin interior shall provide a ‘shirtsleeves’ environment for the 

passengers.”  

 

The main cabin must be capable of providing a "shirtsleeves environment" to passengers.  In other 

words, passengers shall not be required to don special suits or equipment in order to travel in the 

vehicle.  Life support systems will need to be completely integrated into the vehicle itself, which will 

add significant complexity to the design. This rule exists in order to demonstrate an ability on the part 

of the team to produce a vehicle that could be used as a replacement for commercial airplanes.  The 

aim of the contest is to create a faster version of passenger flight.  Therefore, the experience must be 

one that the average commercial passenger could undergo with a minimum amount of discomfort.  

Early commercial RP2P flights will probably focus on business executives and VIPs.  With such a client 

base, there will be the expectation that passengers will be able to work during the flight.  Wearing a 

pressure suit or oxygen mask would obviously inhibit a passenger’s ability to use a laptop, for 



 
16 THE RULES 

example. 

 

The speeds required to meet the travel time criteria dictate that there will probably be no windows in 

the passenger cabin.  Material considerations preclude windows, s ince the glass would most likely 

melt at the temperatures experienced during flight, or be so thick that they would be cost-prohibitive.  

The cabin experience in future RP2P vehicles will inevitably be focused entirely on the interior.  This 

will probably not be a significant for competition vehicles, but it will be a significant design 

consideration for future iterations.   

 

PASSENGER SAFETY 

 

“The winning vehicle shall include methods to maintain continuous intact abort capability.  
There must be no portion of the flight during which rescue of the vehicle is not possible.” 

 

Safety will be the primary concern for the development of RP2P. It is doubtful that a rapid 

transportation industry could gain acceptance, regardless of convenience, if it is not deemed 

sufficiently safe.  The most pressing immediate need to a RP2P design lies in its ability to safely abort 

a flight and land intact.   

 

While it would be preferable to include reliability rule for the contest, such stringent standards would 

quite likely preclude awarding a prize.  It may well be the case that the rule requiring the vehicle to be 

reusable contributes significantly to this reliability anyway.  In any case, it is unlikely tha t a reusable 

vehicle would be designed with a lower reliability than that of an expendable, which fails about 1% of 

the time (Ashford, D.  2007). Nonetheless, RP2P must eventually develop reliability rates at least 

approaching that of the aviation industry before it can realistically become a commercial venture. 

(Torikai, T. 1993) 

 

One of the earliest concerns for the suborbital tourism industry was certifying passengers’ health 

before flight.  There was a great deal of worry that the rigors of a brief flight would be too much for 

the average passenger.  However, these concerns have eased significantly in the light of the FAA’s 

release of guidelines for passengers, which included no “no specific health or fitness requirements for 

passengers” in light of the very short duration of any extreme conditions which may be endured. 

(Futron, 2006) 
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CONCLUSION 

Developing a rapid point to point transportation system may be the next major evolution of travel.  

Progress has been slow to this point, despite myriad potential benefits and applications.  The reason 

stems from the lack of persistent development efforts.  Ex ante prizes have proven to be effective for 

encouraging innovation in similar situations, and may work again in RP2P.  

Rules for a RP2P contest should include considerations of economic and environmental factors in 

order to stimulate design of a vehicle with practical applications.  Safety will also be a factor and must 

be clearly demonstrated. 
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