BROAD AGENCY ANNOUNCEMENT 
No. DTFH61-08-R-00034

“EXPLORATORY ADVANCED RESEARCH PROGRAM”
UPDATED June 6, 2008
General Information

Technical POC:  David Kuehn, FHWA, (202)493-3414; David.Kuehn@dot.gov, or

Terry Halkyard, FHWA, (202)493-3467; Terry.Halkyard@dot.gov
Contracting Officer:  Jodi Condes, FHWA; (202) 366-6991, Jodi.Condes@dot.gov
THIS 6/11/08 REVISION TO THE BAA REFLECTS CHANGES RESULTING FROM PUBLIC AW 110-244, WHICH WAS SIGNED ON JUNE 6, 2008.  This technical corrections bill changes the match requirement for cooperative agreements under SAFETEA-LU Title V, which includes the FHWA’s Exploratory Advanced Research Program.  Accordingly, proposals under this BAA that include between 20 percent non-federal matching funds and 50 percent matching, as well as those with over 50 percent non-federal matching funds, may be awarded as cooperative agreements.  Please note the updated special instructions for cooperative agreements in the Proposer Information Package. Changes are highlighted in red text for ease of reference.

Note that there is no change to the evaluation criteria including partnership and cost realism.  Other elements being similar, proposals with a greater amount of partnership funding will receive higher evaluations.

SUMMARY OF IMPORTANT DATES

The FHWA anticipates that the proposal, evaluation and award process for this BAA will proceed generally in accordance with the following schedule:

BAA Opens (FBO publication)
May 23, 2008
Proposals Due 4:00 pm EST 

June 26, 2008
Anticipated Contract Awards Date 
September 12, 2008
PROPOSAL SUBMISSION

Proposals shall be sent by electronic transmission to:  FHWAadvancedresearch@dot.gov
OBJECTIVES AND DESCRIPTION: The Federal Highway Administration (FHWA) is soliciting for proposals under its Exploratory Advanced Research Program (EARP) for research and development projects that could lead to transformational changes and truly revolutionary advances in highway engineering and intermodal surface transportation in the United States. The objective of this Broad Agency Announcement (BAA) is to stimulate research and development in high risk, high payoff projects that address technology and knowledge gaps identified through FHWA Exploratory Advanced Research Scanning and Convening activities.
NOTE:  This BAA must be read in conjunction with the Proposer Information Package which is also attached to this FedBizOps notice.
PROGRAM SCOPE: Though the overall program scope is intentionally ambitious and broad to address the wide spectrum of topics and objectives that funded investigations will strategically support, this solicitation is intended to address specific technology and knowledge gaps, identified through scanning and convening activities, that will help the FHWA improve highway safety, reduce congestion on the nation’s highways, reduce environmental and health impacts of the nation’s highways and reduce the long term costs and improve the efficiency of the nation’s highways.
FHWA expects to make one award for each of five specific topics. The following sections provide a description of each topic:
1.  Understanding of Empirical Decomposition Mode Analysis and Development of a New Data Analysis Method in support of Integrated Safety System for Highway Safety – 

Funds Available:  $700,000

Description of Proposed Activities:   Safety is one of the most important concerns for highway system, yet the present safety statistics is still far below our expectation.  Efforts for improving the safety of the highway safety have increasingly pointed to Intelligent Transportation System (ITS) as possible solutions.  The recent innovative and far-reaching approach to address this problem cumulated in the concept of a comprehensive and completely coordinated Integrated Safety System.  For this new approach to be successful, it will need real time and continuous assessment of infrastructure performance, operations/traffic, vehicle capacity, and driver performance.  The sum and total of this information would result in real-time assessment of safety performance, which would generate appropriate driver warning or vehicle actions to ensure safety, as well as to provide real-time information for individual vehicle movements in support of system operations.  The critical element here is real-time assessment of the comprehensive information.  As the related data are all nonstationary and nonlinear, this task calls for drastic new approach in information management and data analysis.
 

The last fifty years have seen a constant push towards efficient data representation. Information theory, first proposed by Claude Shannon, showed that whenever there are patterns, i.e., structures embedded in data, they can be exploited to compress the data, a sure sign that the format in which the data are first observed or registered is wasteful. Many developments have taken place since the start of information theory, leading to specially constructed bases that are particularly effective, computationally as well as compression-wise, for special classes of data. For instance, 1) Fast Fourier Transform-based transforms are ideally suited for stationary signals; 2) piecewise stationary or harmonic signals can be dealt with effectively by local trigonometric bases; and 3) signals that have both smooth components with long-range correlations, as well as sharp transients, are compressed very effectively by wavelet bases. More recently, effective algorithms as well as mathematical theory have been developed to make possible expansions of signals in “dictionaries,” which are often a collection of several bases (such as Fourier bases and wavelet bases together). This development is already an implicit admission that each of these bases in itself comes up short in dealing effectively with rich, complex structures or signals.


Working with linear representations by using bases that are constructed a priori, albeit for certain classes of signals, is very useful when one wants to use the same tool to decompose or represent many different signals (from the particular class under consideration). On the other hand, the goal of the Empirical Mode Decomposition (EMD) methodology seeks to decompose a particular signal, or maybe several physically linked signals, in an adaptive way, with the objective of revealing specific properties or anomalies of that particular signal to produce instantaneous frequency and energy density. This information is critical for the success of the futuristic highway systems.

This study consists of two broad fronts of studies: to improve the presently available EMD algorithms and to establish a rigorous mathematical foundation for the generalized adaptive data analysis methodology.  The success of the first will enhance immediate improvement of information management in a complex or significantly rich signal data system, such as the Integrated Safety System (ISS) being considered by FHWA or for full scale traffic control systems. The success of the second research area would enable drastic improvement of robustness and reliability of the algorithm and guarantees its further applications.
Why is This Advanced Research?   Already the EMD is being used in a wide range of investigations from ocean science to medicine, from exquisitely detailed physics observations to the testing and monitoring of machinery. When EMD was first proposed, NASA lauded it as ‘one of the most important applied mathematic discoveries in the history of NASA’.  EMD is a paradigm shifting method providing adaptive decompositions that accommodates a wide range of variability in instantaneous frequencies and energy density of the components, as well as giving remarkably sparse representations EMD has led to essential and novel insights in a wide range of scientific and engineering fields, and contributed to important applications.  FHWA is pushing the frontier of data analysis with the following tasks as a process of this research: 
 
(i) Define the optimal spline:  Spline functions play a crucial role in EMD, since every intrinsic function component is built by spline functions. The research shall study, on a wide class of synthesized signals, what the best spline choice is for each; in particular, whether there exists a spline method that is optimal for EMD independently of the signal. 
 
(ii) Better Definition of Instantaneous Frequency:  A standard technique to determine the instantaneous frequency is through the Hilbert Transform. However, this can be justified only under some very restrictive assumptions.  The research project proposes to find methods for more general type of signals.  
 
(iii) End effects: End effects often plague data analysis methods.  The study is intended find a better method to salvage the data to the last point that are usually masked by windows in traditional data analysis.  
 
(iv) Improve the Ensemble EMD:  Ensemble already made the EMD much more robust and also avoids the troublesome mode mixing.  Yet the decomposed components from EMD are not necessarily Intrinsic Mode Functions, a critical elements needed to be rectified.  All these tasks are totally new to analyze nonlinear and nonstationary data.  Collectively, they represent a revolution in data analysis.


Furthermore, the study will also concentrate in establishing a mathematic foundation for EMD.  The EMD resembles the classical Sturm-Liouville (SL) type expansion in terms of eigenfunctions of a second order differential operator. The approach of this study, however, is more general than SL. The research does not decompose with respect to a fixed eigenfunction basis, but adapts the operator (or the differential equation) at every step, for every component. The definition of this study will have to be supplemented with an additional criterion to ensure uniqueness. The goal of this research is to use this freedom to find a condition leading to an algorithm that will automatically provide a sparse representation, i.e., the data f(t) are decomposed into just a few intrinsic mode functions with well defined instantaneous frequencies essential to represent nonlinearly distorted wave forms.  Thus, this research will provide solid mathematical foundations for future improvement of the whole adaptive data analysis methodology.
2.  Development of methodologies to evaluate the nighttime safety implications of the roadway visual scene under varying cognitive task loads – 
Funds Available:  $700,000

Description of Proposed Activities: While there is general agreement that reduced visibility is a causative agent in the rate and severity of nighttime crashes, previous research has not been able to provide a definitive correlation between visibility issues and roadway safety.  There is a lack of knowledge regarding the quantity and quality of the visual parameters that will insure that drivers and other road users obtain the necessary information to make appropriate decisions.  This is especially true regarding the required luminance of pavement markings and highway traffic signs.  It is also not possible at this time to provide reliable crash modification factors (CMFs) for signage and markings with higher levels of retroreflectivity, or for fixed roadway and intersection lighting.  An innovative and far-reaching approach to significantly improve highway safety can be achieved through development of more basic understanding of Road User Acquisition of Visual Information under varying task loads.  

This new approach makes no assumptions regarding the constancy of information acquisition: it is designed to develop probability functions regarding the availability of visual information, successful acquisition of the information under varying conditions – which include weather, road classification and geometry, competing signals (distractions), traffic conditions, and the physical and psychological conditions of the driver – processing and comprehension of the information, and finally subsequent actions taken by the driver. 
This Advanced Research project would consist of several phases.  The first phase would assess the feasibility of quantifying the level of available visual information and measuring the acquisition of that information under real-world conditions.  This would include developing the theoretical framework, measurement protocols and analytical methods to determine if visual information is actually acquire by the road user.  If results of the first phase demonstrate initial feasibility, a second phase would procure additional expert examination into all critical research fields to more fully develop or refine the research components.  The first two phases would be funded as part of this advanced research project.  Later phases would be decided based on the results of the first two phases; future efforts would be prioritized and incorporated into appropriate R&D programs (advanced, government applied, industry, academia, etc.).
This project seeks to develop fundamentally new information regarding the manner in which road users (primarily drivers of motor vehicles) acquire and process visual information, by examination of the quantity and quality of information available and the consequent actions taken.  The major break from traditional applied research and technological innovation involves the need to measure the available visual information under dynamic conditions on the road, and correlate that data with driver responses.  It constitutes an opportunity for theoretical changes to the current understanding and prediction of safety through the analysis of more complex and instantaneous information, with potential for modifications to roadway and traffic control design and legislative control of off-road lighting and signing.  

What is the research objective? What is the payoff potential?  This research will develop a system to determine the quantity and quality of visual information required for a high probability of information acquisition by road users in a manner that permits appropriate actions to improve safety.  Completion of the research program will provide a means for agencies to thoroughly evaluate the inherent safety of any given facility under a variety of environmental conditions and for drivers with different visual and cognitive capabilities.  This capability will permit agencies to make a multi-parameter assessment for potential improvements, providing the best benefit to cost ratios.
3.  Making Driving Simulators More Useful for Behavioral Research – 
Funds Available:  $900,000

Description of Proposed Activities: Conducting research on driver behavior and providing the findings to highway and traffic engineers in a suitable manner for application on real roads can be costly and complex.  Driving simulators can help to reduce both the expense and difficulties involved in this process.  This is especially true in investigating roadway issues which pose potential risks to the participant (e.g., imminent collision scenarios), and in examining novel roadway designs which have not yet been built (e.g., diverging diamond interchange design).  

Despite the significant advantages of driving simulators, they are not used to the extent that they could or should be.  This is primarily due to two reasons.  First, the results of driver simulator research do not always agree with real-world experience, or with results from field studies.  Second, behavioral results from two different driving simulators may produce different results.  These latter differences may be due to the physical differences between the two simulators.  For example, simulator A may have a motion base, while simulator B does not.  Simulator B may have sophisticated graphics, while simulator A does not.  Roadway engineers would be more inclined to use driving simulators if the findings of results could be transformed to take into account the characteristics of the driving simulator.  Such transformation functions, if they can be derived, would more accurately predict real-world driving behavior from driving simulator behavior, and would make it possible to more readily integrate results from different driving simulators.

The proposed exploratory research will evaluate issues related to the use of interactive driving simulators in highway safety and operations research.  Driving behavior in simulators will be correlated to driving behavior in the real world. Also, the influences of simulator characteristics including visual, auditory, and haptic fidelity will be investigated in terms of their affect on predicting real-world. The proposed research will develop a theoretical model of the relationship between driver performance in interactive driving simulators and driving performance in real vehicles on real roads. The proposed research responds to research needs identified at the Boston, MA Advanced Research Think Tank regarding development of enabling technologies, such as simulators.  Also, this effort will solicit at least two or three driving simulator research teams to participate in the research. The proposer should also specify the level of participation (type and hours) that would be expected of the FHWA's human factor and simulation staff and contractors on-site at the Turner Fairbank Highway Research Center. The extent of participation by existing on-site contractors will be considered, arranged for, and facilitated by FHWA under separate procurement actions. 

For more information about human factor and simulation research taking place at Turner Fairbank highway Research Center, go to http://www.tfhrc.gov/humanfac/hf.htm and http://www.tfhrc.gov/about/hcs.htm
What is the research objective? What is the payoff potential?  The research objective is to develop a set of mathematical transformations which will allow scientists and engineers to better predict the behavior of drivers in real environments based on the results of experiments conducted in driving simulators.  These transformations will be of two kinds: those which are generally applicable across a wide variety of simulators, and those which represent correction factors which need to be applied for a particular type of simulator.  If successful the potential payoffs for such research could include:


•
A shift in the fundamental behavioral transportation research paradigm, changing the way highway engineers think of and conduct behavioral research;


•
A complementary family of driving simulators, each with different capabilities, could be developed worldwide, to efficiently fill the needs of a wide variety of potential research users;


•
Engineers would use driving simulators more and be able to better communicate results;


•
It will be easier to identify behavioral research projects which can benefit from using a driving simulator, because we will know what type of variables are amenable to transformation; and


•
In addition to being useful for highway safety and operations research, findings should also be applicable to the use of driving simulators in training and driver assessment.

Why is This Advanced Research?  Technological advances in infrastructure and vehicles pose challenges to developers and implementers in terms of driver performance and acceptance.  Driving simulators can be of significant help to both, if there were a way to compare results from different simulators, and how they relate to the real-world.  Even though driving simulators are used around the globe by government, industry, and academia, there is still a lack of fundamental understanding as to how they actually work.  It is not certain whether transformation functions of the type described above can be derived.  To maximize the probability of success, this effort will employee a multi-discipline approach involving traffic engineers, highway design engineers, human factors psychologists, simulator engineers, graphics specialists, statisticians,  modelers, and technicians.  
4.  Greatly Increased Use of Fly Ash in Hydraulic Cement Concrete (HCC) for Pavement Layers and Transportation Structures –
Funds Available:  $525,000

DESCRIPTION OF PROPOSED ACTIVITY:  Use fly ash as 50% or more of the cementitious material in concrete.  A new long-range, high-risk look is needed at how fly ash resources in the US – now mostly land-filled – can be utilized in much greater quantities at their highest and best potential – as cementitious material in HCC pavements and structures.  Much fly ash is current used in concrete – but only at the 10 to 30 percent level for reasons of economy, reduction heat and cracking, or ASR control. Specifications and practice limit fly ash to Class F or C, as well as to favored sources.  Fly ash is mostly added at concrete batching.  There is a little use of blended cements containing minor amounts of fly ash.  Many fly ashes are passed over that do not meet current standards or practices and some have been made less desirable due to air-pollution controls on coal-burning power plants – leading to elevated sulfates and carbon.  This EAR would examine characteristics of the full range of fly ashes in the US and explore how they might best be used in cement and concrete.  Fly ash can be added at a number of places during the production of cement and/or concrete – to the:
1)
Raw feed going into the cement kiln (Previous heat treatment of fly ash is lost.)

2)
Clinker in the grinding operation at the cement mill (Makes the fly ash finer.)

3)
Blend with portland cement after grinding at the cement mill (Cement-maker QC.)

4)
Blended cementitious materials at a terminal or intermediate location (Better QC.)

5)
Concrete batch separately by contractor; RMC or precast producer (Less QC)

The proposals are expected to be structured as three-phase investigations of high volume fly ash use:
1)
Study literature on use of all types of fly ash in cement-making and in concrete.

2)
Conduct laboratory investigations of high volume use in cement and concrete.

3)
Validate needed tests, performance prediction models, and construction methods.
WHAT IS THE RESEARCH OBJECTIVE? WHAT IS THE PAYOFF?  To more than double the use of fly ash in HCC and halve the use of portland cement.  The high payoffs are decreases in energy content of the cementitious phase, amount of CO2 given off, and amount of fly ash land-filled – also elimination of the need for more cement production and imports and the productive use of an otherwise wasted material.  Once technology is in place initial costs may be lowered in those areas where fly ash haul distances are less than portland cement and due to energy and disposal savings.  Extended service life is also a realistic objective due to the recognized quality of fly ash in making concrete better – with less permeability, porosity, and microcracking, and the potential capability to heal due to extended hydration reactions.

WHY IS THIS ADVANCED RESEARCH?  The dramatic breakthrough is to identify technology and innovations to allow the massive use of fly ash from coal-burning that either does not meet current concrete materials specifications – or is not used because of practical technical concerns.  Why can’t we use much more fly ash in making low-energy blended cements or as a major cementitious material in concrete? The fly ash drawback is the slower set and strength gain.  Advanced research is needed to find acceleration techniques or construction methods to make it practical and to assure the empirical testing and performance prediction models for these uses.  Are there chemical activation methods that can be used?  Can we eliminate use of any metal that will corrode in concrete so that more efficient chloride accelerators can be used?  Use of higher fly ash quantities may eliminate ASR concerns and cracking due to heat generation, as well as making more dense and long-lasting concrete with lower modulus and cracking tendency at early age – but improved service properties at later ages in outdoor moist locations.
5.  Sustainability of Freight Movements: Methods to Measure and Reduce the United States Carbon Fuel Emissions Associated with Freight Movements –
Funds Available:  $450,000

DESCRIPTION OF PROPOSED ACTIVITY:  Background:  Although recently passenger vehicle miles traveled (VMT) has slightly decreased, the VMT associated with freight movements in the United States is expected to continue increasing.  Overall volumes of freight are expected to grow 75 percent between 2006 and 2035, and in some corridors growth will be faster.  Associated with the growth in freight will come increases in the Greenhouse Gas Emissions.  Approximately 30 percent of the U.S. Greenhouse Gas Emissions are generated by transportation.  Of that percent, almost 50 percent is associated with freight movements - freight trucks, marine, locomotives and aircraft.  The U.S. has made some efforts to reduce the Greenhouse Gas Emissions associated with freight shipments but more policy changes and innovative leveraging of public funding is necessary to decrease the carbon impact of freight movements in the future.  Freight movements arise from productive economic transactions but the costs of increased greenhouse gas emissions (and other negative environmental consequences) are external to the private market transaction.  In areas where the private market place produces negative externalities there is a purpose and need for public policy to assist the market to achieve economic efficiency.  

Currently there are emissions models segmented by mode but there is not a framework or model to systematically understand the environmental impact of freight shipments across modes.  For example, an intermodal container arrives at a port, moves by railroad to an inland destination, moves by dray truck to a warehouse, finally by truck to the retail store.  Alternatively the same shipment could use truck for the inland move or could arrive at port ready to move the retail store, eliminating the need for the warehouse transportation move.  This is just one of many examples that can be defined and examined by a complete Benefit-Cost Model. As Federal, State and local transportation planners examine investment options that shift freight between modes, advanced tools are necessary to examine the potential impact for reducing greenhouse gas emissions. 

Purpose:  This research will examine a full range of potential methods to reduce freight-related Greenhouse Gas Emissions and the federal programs and policy options to promote the adoption of the most promising strategies.  This research will evaluate current and emerging vehicle technologies that can be further developed to facilitate freight movements.  This research will examine policy changes directed at reducing Greenhouse Gas Emissions including, modal shift incentives, congestion mitigation strategies and designing incentives for implementation of current technologies and operations.  In addition, the research will examine broad-based changes including carbon tax, cap-and-trade, industry regulation and other systemic changes.  The research will evaluate the impact on the industry of these broad changes in addition to evaluating the impact on Greenhouse Gas Emissions.  Using standard benefit-cost analysis the research will provide tools and analysis to compare a wide variety of policies directed at reducing Greenhouse Gas Emissions associated with freight movements.  The benefit-cost analysis will examine alternative shipping scenarios from origination to destination.  This will include not only the line-haul portion of the trip but also port or rail intermodal yard. The research will explicitly address issues of enforcement and the impact of the various transportation market structures for implementing innovative technologies and policies.  Some of the innovative solutions will come from Metropolitan Planning Organizations and States that have already invested in local solutions. This research will identify and expand those efforts, utilizing benefit-cost analysis and policy tools for reducing greenhouse gas emission associated with freight shipments. 

This research will be enhanced with transportation industry partners and a successful proposal will directly address the inclusion of multimodal industry partners.  

Tasks:

Task 1 - Review and catalog policies to reduce greenhouse gas emissions from freight movements.  The catalog will rate the current implementation of the strategies from embryonic to mature.  The methods must assess impacts across the full multi-modal freight systems;

Task 2 - Review, catalog and evaluate benefit-cost techniques and create a systematic method for evaluating alternative policies so one can compare across different policies options.  The tools will include those developed by the Environmental Protection Agency, international standards organizations and researchers.  This tool will be codified, documented and provided as a tool to national, state and local decision makers;

Task 3 - Organize and convene a multi-modal freight forum on greenhouse gas emissions to examine outputs from Tasks 1 and 2.  The goal is to bring together a discussion of the policy options and evaluation techniques.  Following the conference the researcher will revisit the products of tasks 1 and 2 for enhancement and refinement;

Task 4 - Evaluate selected policies for reducing the Greenhouse Gas emissions associated with freight across the multi-modal freight system;

Task 5 – The Final report will contain: A benefit-cost analysis tool for cross modal comparisons of alternative policies associated with the reduction of Greenhouse Gas Emissions, outcomes of benefit cost analysis of identified policy options and provide substantive solutions to improve the sustainability of freight shipments in the United States.

WHAT IS THE RESEARCH OBJECTIVE?  WHAT IS THE PAYOFF POTENTIAL?  This research will evaluate alternative policies for reducing the greenhouse gas emissions of freight movements.  This analysis will determine industry innovation needs, and highlight best practices and recommendations for the next generation of transportation investments.  This high-payoff advanced research will result in a better understanding of current freight systems and recommend transformational improvements to develop the future of the freight delivery system.  The policy evaluation will measure the greenhouse gas emissions across the entire origination-to-destination freight movement.  This analysis will determine best-practices in sustainable freight transport and inform policy makers, regulators and the freight industry.
WHY IS THIS ADVANCED RESEARCH?  This advanced research will provide an understanding of current practice of freight technologies and systems in the context of greenhouse gas production and emissions.  A better understanding of these issues will allow the industry to innovate and provide cleaner and more cost effective technologies that will meet future demands.  This research will also provide direction for future infrastructure investment for freight facilities including ports, transfer facilities, rail and freeway networks.  This advanced research will provide a tool to evaluate modal choices, locations, methods and point to potential areas of innovation in modal choices.

Finally, this advanced research will provide recommended policies for decreasing the United States greenhouse gas production from mobile sources.  This research will benchmark current practices and will highlight avenues of new innovations that will provide the ability to meet increased demand in freight transportation and reduce greenhouse gas production.  This dramatic breakthrough of understanding of freight profiles will provide recommendations to policy makers to allow for more sustainable, secure, and cost effect investments in national freight systems.

GENERAL PROPOSAL INFORMATION:  

Offerors are required to review this BAA in conjunction with the Proposer Information Package (PIP) for this EARP BAA, which is also posted as an attachment to this 

FedBizOps notice.  The PIP provides full information and detail on the proposal format requirements, the submission process, evaluation and funding processes, and other general information. Proposals not meeting the format described in this BAA and in the supplemental PIP may not be reviewed. 

All administrative correspondence or questions on this BAA should be directed to the following email address:  jodi.condes@dot.gov 

The FHWA may award either contracts or cooperative agreements as a result of this BAA. The FHWA strongly encourages cost sharing under any contract that may result.
,and can offer cooperative agreements if the proposer can offer a cost share of 50 percent from non-federal sources of funding. For cooperative agreements, the Federal share of the cost of a project or activity carried out under this program is limited by Section 5101(b) of SAFETEA-LU to fifty (50) percent, unless otherwise determined by the Secretary of Transportation.  
Proposals under this BAA that include between 20 percent non-federal matching funds and 50 percent matching, as well as those with over 50 percent non-federal matching funds, may be awarded as cooperative agreements.  Please note the special instructions for cooperative agreements in the Proposer Information Package.  Note that there is no change to the evaluation criteria including partnership and cost realism.  Other elements being similar, proposals with a greater amount of partnership funding will receive higher evaluations.

Offerors should prepare proposals with a baseline period of performance of 12 months and, if needed, with one or two options each with a 12-month period of performance. The FHWA anticipates that proposals funded in FY2008 would have an approximate award date beginning in September 2008. 

INSTRUCTIONS FOR SUBMISSION OF PROPOSALS:  See PIP

OTHER ADMINISTRATIVE INFORMATION:  It is the policy of the FHWA to treat all proposals as competitive information and to disclose the contents only for the purposes of evaluation.  Only Government evaluators will make selections under this BAA. 
This announcement, in conjunction with the PIP, constitutes the Broad Agency Announcement as contemplated by FAR 6.102(d)(2). A formal Request for Proposals or other solicitation regarding this announcement will not be issued. Requests for same will be disregarded. 
The Government reserves the right to select for award any, all, part, or none of the proposals received in response to this announcement. In addition, the Government reserves the right to award either contracts, grants, or other instruments determined to be of benefit to the government in achieving the goals of this program. 
This BAA is an expression of interest only and does not commit the Government to pay any proposal preparation costs. All responsible sources capable of satisfying the Government's needs may submit proposals, which will be evaluated. Historically Black Colleges and Universities (HBCU) and Minority Institutions (MI) are encouraged to submit proposals and join others in submitting proposals. However, no portion of this BAA will be set aside for HBCU and MI participation due to the desire to solicit ideas as broadly as possible
