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Summary of the Draft Smart Housing Incentives Act
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Promoting economic growth in New Jersey by creating homes
that are affordable to the workforce and friendly to the environment

The Smart Housing Incentives Act is intended to provnde people who live and work
in New Jersey W|th greater opportunities for homeownership and rental housing they can afford, especially
near jobs and with access to transportation alternatives. This housing will be located and designed to use our
natural resources wisely and respect the environment. By meeting the needs of our workforce, it will
facilitate economic growth.

The act creates a voluntary state pilot program designed to overcome a key obstacle: local opposition to
residential zoning. The program rewards municipalities that adopt as-of-right zoning for housing that is:

v Well-located — in places where state and regional plans support significant growth, where
wastewater can be provided and in an area either near transit, concentrated development, identified
by a municipal plan as appropriate for higher density or containing a brownfield or greyfield site.

¥v" Walkable - compact development with minimum densities ranging from eight units/acre in suburban
neighborhoods to 20 units/acre near transit to 50 units/acre in urban downtowns. Public sidewalks
and roads must connect the development with surrounding neighborhoods.

v Water- and energy-efficient - meeting standards for Energy Star and water conservation.

v" Mixed-income - including a mix of opportunities for low, moderate, middle and upper-income
households, thereby helping towns meet COAH requirements and address local housing needs.

The program fosters well-designed projects, by encouraging a mix of uses, éuthorizing municipalities to
adopt design standards and reduced/shared parking requirements, and calling for tailored Residential Site
improvement Standards.

The program offers municipalities three types of incentives:

1) Planning and visioning grants,

2) Incentive payments for every net new unit in an approved Smart Housing Zone of $1,000 when
zoning is adopted and $4,000 when construction is complete. Payments are limited to 500 units
per municipality for five years.

3) Priority for other state programs that help local officials address the impacts of growth.

Municipalities can spend up to one-half of the incentive payments for any capital or operating expenditure
reasonably related to providing services to additional residents. The remainder must be spent on “green
investments” such as land preservation, park/public space improvements and energy efficiency measures.

The program would be administered by the Department of Community Affairs. The Department could require
a municipality to return incentive funds under certain conditions.

The program can be launched as a revenue-neutral pilot program. Planning grants would be provided using
funds from existing programs. A new state revolving fund would be created to pay incentives to
municipalities. It would be replenished by developer fees of $4,000 for each net new middle and market-rate
unit, and grants from the New Jersey Affordable Housing Trust Fund for net new low and moderate income
units. It was inspired by successful programs operating in Massachusetts and Connecticut.

For more information or sign on as a supporter, visit our website: www.njfuture.org, contact Chris Sturm:
csturm@nifture.org, 609-393-0008, x114 or Jay Corbalis: jcorbalis@nifuture.org, 609-393-0008, x110.
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g, I /[tpe™ Promoting economic growth in New Jersey by creating homes
INGENTIVES ACT that are affordable to our workforce and friendly to the
SR environment

THE PROBLEM: People who live and work in New Jersey need greater

~ opportunities for homeownership and rental housing they can afford, especially near jobs and transportation
alternatives. They also want homes that use our natural resources wisely and don't harm the environment.
Meanwhile, the state’s economic health depends upon the availability of workforce housing.

THE PROGRAM: To address these needs, New Jersey Future convened the 30-member Smart Housing for
Economic Prosperity task force in late 2007. (See opposite side for list of task force members.)
Representatives from state agencies and offices also participated. In May 2008, the task force released its
report recommending “Smart Housing Zones,” a voluntary state program designed to overcome a key
obstacle: local opposition to residential zoning.

The program would reward municipalities that adopt higher-density zoning for housing that is well-located,
walkable, water- and energy-efficient and includes a mix of opportunities for low, moderate, middle and
upper-income households. Inspired by a successful program operéting in Massachusetts, the program would
offer municipalities planning and visioning grants, financial payments for new housing units zoned and
constructed, and priority for other funding programs that help local officials address the impacts of growth.

THE PLAN: The state can launch this initiative through legislation creating a revenue-neutral Smart Housing
incentives program. Incentives would be funded through a combination of existing state programs,
developer’s fees, and support from the NJ Affordable Housing Trust Fund. By providing local leaders with
needed resources, the Smart Housing Incentives program can strengthen communities and address the
statewide need for environmentally sustainable housing for workers, families and young professionals.

A preliminary list of suppbrters of the concept is shown below; many more are expected once final legislation

is available for review.
NJ Community Development Corporation

American Planning Association/NJ Chapter New Jersey County Planners Association
Clarke Caton Hintz New Jersey Future

CMX . ' New Jersey Policy Perspective

Congress for the New Urbanism/NJ Chapter New Jersey Smart Growth Aliance

Cooper Health Systems New Jersey State Chamber of Commerce

Downtown New Jersey Plainsboro Township

Group Melvin Design LLC PlanSmart NJ

Homc.?s for NJ . : Policy Research institute on the Region, Princeton Univ
Housing & Community Development Network : Princeton Regional Chamber of Commerce

Housing Partnership for Morris County Raritan Valley Habitat for Humanity

HO\{nannan Enterprises, Inc. Regional Plan Association

Institute for Community and Regional Transformation Somerset County Planning Board

Kinsey & Hand . St. Joseph's Campenter Society

Mercer A_Illa.nce to End Homelessness The Community Preservation Corporation

Mercer Regional Chamber of Commerce Tri-state Transportation Campaign

New Jersey Apartment Association Tyco International

New Jersey Builders Association ' U.S. Green Building Council NJ Chapter

New Jersey Business & Industry Association - Whitman Strategy Group

For more information or to join our growing list of supporters, please see our website:
www.njfuture.org or contact one of the staff listed on the opposite side.
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“Smart Housing for Economic Prosperity’’ Steering Committee
Chair: Jane Kenny, The Whitman Strategy Group, NJF Board of Trustees

Roland Anglin, Initiative for Regional and Community Transformation, Rutgers
Alison Badgett, Homes for NJ
Martin A. Bierbaum, Municipal Land Use Center, The College of New Jersey
Anthony Cancro, Edison Township
Mike Egenton, N] Chamber of Commerce
* Conor Fennessy, NJ Apartment Association
Mary Forsberg, NJ Policy Perspective
Robert Frantz, TYCO International, NJF Board of Trustees
Shing Fu-Hsueh, West Windsor Township
Thomas J. Hall, Sills Cummis & Gross
Robert Hillier, RMJM Hillier
Pilar Hogan, St. Joseph’s Carpenter Society
Karen Jezierny, Princeton University, Princeton Regional Chamber of Commerce
Martin Johnson, Isles & Regional Equity Coalition
Richard F. Keevey, Policy Research Institute for the Region, Princeton University
Tara Kenyon, Somerset County Planning Board
David Kinsey, Kinsey & Hand, Princeton University
William Lashbrook, PNC Bank
Monica Lesmerises, Cooper Health Systems
David Listokin, Bloustein School of Public Policy, Rutgers University
Alan Mallach, National Housing Institute
Bob Melvin Group, Melvin Design LLC
Michael Meyer, City of Newark
Robert Reinhardt, Merrill Lynch Community Development Company
Peter Reinhart, Hovnanian Enterprises, Inc.
Mark Remsa, Burlington County
Carlos Rodrigues, Regional Plan Association, APA/N]J
Diane Sterner, Housing and Community Development Network
Thomas Troy, Sharbell Development Corporation
Annemarie Uebbing, The Community Preservation Corporation
Kevin Walsh, Fair Share Housing Center
Susan Zellman, The Housing Partnership, Sussex County Board of Freeholders,
_NJTPA and NJF Board of Trustees

Advisors
Henry Coleman, Bloustein School, Rutgers University, and NJF Board of Trustees

Staff :
Peter Kasabach, Executive Director, pkasabach@njfuture.org, 609-393-0008, x |04
Chris Sturm, Senior Director of State Policy, csturm@njfuture.org, 609-393-0008, x| 14
Jay Corbalis, Policy Analyst, jcorbalis@nijfuture.org 609-393-0008, x110



NEW JERSEY

Connectmg Cllmate Change and Land Use

There is growing recognition, in New Jersey and across
the world, that global warming is a serious problem that
will require action in the coming years and decades. Add
to that the recent spike in fuel prices, and more and more
people are talking seriously about hybrid cars, renewable
energy, green building technology and other ways to
reduce greenhouse gases and save on energy costs. There
is one crucial piece of the puzzle, however, that is often
omitted from this conversation: the role of land use in
influencing carbon emissions.

Land use—the decisions we make about where and how to

- develop—has a profound and lasting effect on our
greenhouse gas emissions. And unlike cars or appliances,
which can be replaced every few years if a newer, more
efficient model comes along, the decisions we make about
how to develop, and the impacts those decisions have on
our carbon footprint, will be with us for generations. Poor
land-use decisions not only lead to higher emissions today,
but they also limit our ability to reduce those emissions
well into the future.
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Climate Change & Land Use
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Figure 1.

NJ Gross Greenhouse Gas Emissions by Sector, 2000
The transportation sector contributes more than one-third of New
Jersey’s greenhouse gas emissions and is its fastest-growing source.

Other, 2.6%

Res/Com Fuel Use,
22.0%

Transportation,
35.0%

Industrial Fuel Use,
12.0% Industrial Process,

2.2%
Waste, 5.2%

Electricity
Consumption, 21.0%

Source: NJ Department of Environmental Protection, Draft Greenhouse Gas
Inventory ond Reference Cose Projections 1990-2000, February 2008

Transportation Sector is Dominant Source

of Carbon Emissions in New Jersey

Land use plays a critically important role in climate
change because it directly affects emissions from the
transportation sector. In New Jersey, transportation
accounts for the largest single sector of our carbon
footprint, representing 35 percent of emissions (See
Figure 1), compared with 26 percent for the nation as a
whole. It is also projected to be the fastest-growing sector
for the foreseeable future. The vast majority, 78 percent,
of emissions from the transportation sector are attribut-
able to gasoline burned in private automobiles.

Three main factors determine the emissions rate from the
transportation sector:

1) Vehicle miles traveled (VMT), or the amount each
person drives;

2) Fuel efficiency, or how many miles per gallon
(MPG) a car gets; and

3) The carbon content of gasoline, calculated as
emissions per gallon, which influences how much
carbon dioxide is released for each gallon of gasoline
burned.

Working for Smarter Growth . .. More Livable Places and Open Spaces



Regulatory strategies, both at the state and federal levels,
have tended to focus on the second and third factors, while
not addressing the first: vehicle miles traveled. The federal
government, for example, has recently increased corporate
average fuel economy (CAFE) standards to achieve a
fleet-wide vehicle efficiency rate of 35 miles per gallon by
2020. Meanwhile, California recently passed a low-carbon
fuel standard to reduce the carbon intensity of vehicle
fuels 10 percent by 2020. While these steps are important,
studies” have shown that emissions reductions achieved
through increasing fuel economy and regulating the
carbon content of fuels will be wiped out by projected
increases in VMT. Overall CO, emissions from the
transportation sector will rise if nothing is done to curb the
rise in VMT, which in New Jersey has been growing by an
average of 2 percent per year since 1965.

Spread-Out Development Underlies

Increased Driving

Land-use decisions have a major impact on the number of
miles we drive. Historically, cities in New Jersey were
designed with walking or transit in mind. They were built
with a mix of uses—residential, commercial and recrea-
tional—all close to one another. After World War II, New
Jersey turned away from its downtowns and main streets

decreased and, as a result, walking became impractical or
impossible.

The effect of this development pattern on our driving
habits has been enormous. Between 1970 and 2005,
VMT grew 40 percent faster than the number of regis-
tered drivers and 64 percent faster than the number of
residents in the state (See Figure 2). The resulting loss of
open space over this period has been equally dramatic.
Between 1985 and 2002 (the broadest range for which
data are available), population increased by 13 percent
while the amount of undeveloped land decreased by 20
percent. If this trend continues, researchers estimate the
state will be the first in the nation to reach build-out
sometime in the next few decades.?

Density Matters

Any discussion about the role of land-use decisions in

influencing VMT is incomplete without recognizing the

influence of density. Population density, generally
defined in terms of residents per square

Figure 2. mile, can have a major impact on the
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and adopted an approach to land use in favor of an
automobile-oriented growth pattern. Development was
segregated by uses and connected by a road network
characterized by poor local connections and over-
dependence on major arterial highways. Density also

! http://gov.ca.gov/index.php?/fact-sheet/5155/

2 Ewing, Bartholomew, Winkleman, Walters and Chen, Growing Cooler:
Evidence on Urban Development and Climate Change, UL, 2007.

3 Hasse & Lathrop, Tracking NJ's Dynamic Landscape: Urban Growth
and Open Space Loss 1986-1995-2002, CRSSA and Rowan Univ., 2008



areas.* This relationship also
appears to hold true on an individ-
ual project basis. In a study of a
mixed-use urban infill project in
Atlanta, researchers found that the

Figure 3.

Population Density vs. Per-Capita Daily Vehicle Miles Traveled (VMT), 2002
Residents in compact areas drive less, thanks to good transportation alternatives.
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the sixth lowest per-capita VMT in
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County

transit ridership; about 10 percent

of the state’s residents commute to work using transit,
roughly twice the national average. This level of transit
ridership would not be feasible without the corresponding
density to support it. Even within New Jersey, the
relationship between density and VMT is clear. Looking at
the state’s 21 counties, those with the highest population
density invariably have the lowest per-capita VMT, and
vice versa (See Figure 3).

SB 375: California Uses Smart Growth

to Address Climate Change

On September 30, 2008, Gov. Arnold Schwarzenegger of
California signed into law Senate Bill 375, a first-of-its-kind
law designed to fight global warming by curbing sprawl.
The law, which is intended to complement a larger effort in
the state to reduce greenhouse gas emissions to 1990 levels
by 2020, operates on three fronts: transportation planning,
housing policy and regulatory relief.

On the transportation side, the law requires the state’s met-
ropolitan planning organizations (MPOs) to develop sus-
tainable community strategies aimed at reducing green-
house gas emissions from the transportation sector in their
region, and to link their transportation funding plans to
those strategies. On housing policy, the law requires the
MPOs to apportion regional housing obligations among
municipalities based on the sustainable community strate-
gies. The intent is for more affordable housing to be built in
places where growth makes sense, near jobs and transit,
while still requiring all municipalities to meet their “fair
share” of the state’s affordable-housing need. Finally, the
law establishes a process whereby some development pro-

jects can be designated as “transit priority projects,” ex
empting them from certain regulatory aspects of the Cali-
fornia Environmental Quality Act review.

Like New Jersey, California is a home rule state, where
municipalities control local land-use decisions through
planning and zoning within their borders. Rather than at-
tempt to alter this control, SB 375 instead uses the powers
held by the state—transportation funding, affordable hous-
ing and environmental regulation—to try to reduce sprawl
and the greenhouse gas emissions associated with it.

. land use and home energ‘y*usea

In addltlon to |nf|uenc|ng'the amount of greenhouse gas emit-
ted from the transportatlon sector Iand -use. dec|S|ons affect -
re5|dent|al .energy use. Speclﬁcally, both the: type of housing, -
whether: smgle-famlly or muItl-famlly, and the density- at
which that housing is built, srgnlﬁcantly affect energy use, and
therefore greenhouse gas-emissions. In. general the- smaIIer
the: house the less energy it uses. Attached houses typ|caIIy
require less energy because ‘their. shared waIIs make them S
more echlent to heat and cooI

On average fam|I|es living'in smgle-famlly detached houses* :
consume 54 percent more energy for spacetheating-and 26 - - -
percent more energy for space coollng than similar- fam|I|es in
muItl-famlly housing. Densrty also’ affects household' energy.
use. One study-found that CO, emissions from ‘homes.at four ]
units per acre were 25 percent greater than homes burIt at 20
units per acre. :

4 Ewing, Bartholomew, Winkleman, Walters and Chen, Growing Cooler:
Evidence on Urban Development and Climate Change, ULIL, 2007.
5.1,

Ibid.



Recommendations for Reducing Carbon Emissions through Land Use

New Jersey’s Global Warming Response Act has set
ambitious targets for the reduction of greenhouse gas
emissions—a 20 percent reduction by 2020 and an 80
percent reduction by 2050—and has tasked the Depart-
ment of Environmental Protection with creating a plan to
reach them. Achieving these targets will require a
significant reduction in emissions generated by the
transportation sector, which in turn will require changes in
land-use patterns in order to make getting around easier
without relying exclusively on the automobile.

We must foster compact development in locations that are
appropriate for growth—places that are near existing
infrastructure such as transit, roads, water and sewer—
and discourage it in less developed locations where new
growth would destroy prime farmland and significant
natural resources. New Jersey Future recommends the
following course of action:

1) Establish a statewide target for reduction in vehicle
miles traveled (VMT). This would provide a measurable
framework for state actions aimed at addressing the land-
use side of emissions reduction. The target would need to
be developed jointly by each of the state agencies, in
particular the Departments of Transportation and Environ-
mental Protection, and coordinated by the State Planning
Commission (SPC), in order to arrive at a rate that is
meaningful as well as feasible.

2) Develop state and local land-use strategies to reach
the stated targets. One approach would be to empower
the State Planning Commission to apportion VMT goals at
the regional level and to work with counties and munici-
palities within these regions to develop and implement a
suitable land-use framework to achieve the goals. The
implementation strategy would be informed by the State
Development and Redevelopment Plan currently in place.
Strengthening the State Planning Act would help ensure
successful implementation of the land-use strategies.

3) Align state rules, regulations and infrastructure
investments in accordance with the land-use strategies,
including prioritized investments in the transit system.
Beyond improvements needed for public health and safety,
ensure that funds flow primarily to areas slated for growth
that will contribute to emissions reductions. Condition
these investments on local government cooperation with
the SPC’s implementation plan to ensure that new
developments will provide tangible VMT reduction
results. Prioritize funding for rail, bus and ferry systems
to provide more accessibility and offer more comfortable,

frequent and reliable service. Increase funding for both
transit capital improvements and ongoing operations.
Focus interagency efforts on overcoming other obstacles
to growth in appropriate places.

'4) Call on local governments to adopt plans and zoning

regulations that foster compact development in areas
appropriate for growth and discourage spread-out and
sprawling development patterns. Municipal govern-
ments, through the state’s strong home rule tradition, hold
the key to development decisions. Without sound local land-
use plans and ordinances to support the VMT target, the state
will not achieve its greenhouse gas reduction goals.

5) Provide local governments with financial incentives
to change their land-use plans and zoning ordinances
to support walkable, mixed-use development. While
many towns see the inherent benefits of this type of

“zoning, others have difficulty overcoming the financial or

political barriers to change. Creating financial incentives
for municipalities that plan and zone for compact mixed-
income, mixed-use housing in appropriate locations will
speed acceptance and implementation. The state should
also help prime development areas near transit stops by
strengthening the existing Transit Village program’s
work with qualified towns, as well as assisting eligible
communities under the Urban Transit Hub Tax Credit
Act to plan for investment.

6) Design places that are friendly to multiple modes of
transportation, including biking, walking, transit and
automobiles. New Jersey residents need more conven-
ient, less auto-dependent ways to get around. One way to
achieve this is to adopt a statewide “Complete Streets”
policy that requires transportation agencies to plan for the

‘needs of all users when building or improving roads.

Issue Coordinator: Jay Corbalis, Policy Analyst, jcorbalis@njfuture.org
New Jersey Future | 137 West Hanover Street Trenton, NJ 08618 | 609-393-0008 | www.njfuture.org
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SYMBEORIS: Traffic congestion, vanishing open Jands,

global warming, sprawling development,

rising housing costs, neglected cities,
wheezing economy

Biagnesis: Decades of bad decisions affecting where and

how New Jersey has been developed

Prognasis: If ueated quickly and aggressively,
New Jersey can reestablish its heritage as a
state of livable communities for people and
businesses alike, with:
o Preserved forests and fields
o Revitalized cities and towns
e More transportation choices beyond cars
e Safe and affordable neighborhoods
« Sustainable lifestyles
< /1 prosperous economy

Treatment: New Jersey Future connects with a host of
partners to promote responsible land-use
policies. This collaborative approach has put
New Jersey Future in the unique position of
shaping the discussion and crafting smatt
growth solutions.

New Jersey Future is a nonprofit,
nonpartisan statewide research, policy
and education organization that
advocates for better land-use practices

resulting in environmental protection,
community redevelopment, center-based
growth and transportation choice.

www.njfuture.org



New: Jersey Futire works o shape state policies and

practices, improve local land-use outcomes and build an
educated public through the following activities:

Sriginal Research: ouresearch and dana analysis are
used regularly by both the public and private sectors to drive
decision-making.

Effective Paficy: Using our research, we craft policy
solutions that solve problems. We build broad support for
the solutions by convening groups with disparate views and

working toward consensus.

Practical EHECatien: We frame the discussion and
pave the way for progress by meeting directly with state
decision-makers, by holding public events—including our
annual Redevelopment Forum and Smart Growth Awards—
and through our acclaimed printed reports, website,
newsletter and our twice-monthly Future Facts policy e-brief.

All of our funding comes {rom private philanthropic
sources, including foundations, corporations and individu-
als. Our members include municipal, county and state
officials, environmentalists, planners, attorneys, architects,
engineers, builders, open-space advocates and concerned
citizens. Four previous Governors of both parties serve

as honorary chairs of our board.

To find out more about New Jersey Future and smart
growth, to access our research and resources and to

become an individual or corporate member, e-mail us at
njfuture@nifuture.org or call (609) 393-0008.

Join us in creating more livable places and open spaces! ;

Peter Kasabach, Executive Director

New Jersey l'uture
37 W. Hanover Street
Trenton, NJ 08618

www.njfuture.org
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