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Preface

Preface

The Waterproof Binders

The Journey from a Field Display to a Digital Legacy

In May 2012, I took our 1949 CJ-3a Farm Jeep to a local
antique tractor show. My son, Evan, and I had been restoring
it for several years. I wanted a way to show it to the public,
and we had attended the local show many times as antique
tractor fans. I asked the first official I saw where I should
park. He said, “Over there with the rest of the trucks.” I
quickly realized I needed a way to explain — or perhaps
justify — why a Jeep needed to be among the rows of John
Deeres and Farmalls. That single event and what took place
there became my guide for the next fourteen years.

My goal was always to have the Jeep tell its own story when I
wasn’t around. At first, that meant collecting technical data
— gear ratios, hydraulic PSI, and original ads — and keeping
them in waterproof binders in the back of the Jeep. To this



day, if you ask me a specific engineering detail, I likely can’t
tell you off the top of my head, but I can open those binders
and show you exactly where to find it.

This e-book is the evolution of those binders. Over the last
fourteen years, I have written hundreds of pages and a dozen
articles covering the Jeep’s agricultural history. There is no
way to shove all that information into the back of a Jeep
anymore. By moving this story to a digital format, I can
reach a wider audience and use new technology to enhance
the experience — all the while staying true to my role as a
citizen-historian more interested in people than parts.

We (Evan and I) launch this project now to coincide with a
major milestone: 2026 marks the 80th anniversary of the
true launch of the Farm Jeep, beginning with the birth of the
Newgren Equipment Company and the announcement of the
Love lift.

We hope you enjoy reading about a piece of farming history.
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Introduction

Introduction

The Farm Jeep: Swords to
Plowshares

How a weapon of war became a tool of the land — and saved
the brand that forgot it

“They shall beat their swords into plowshares, and their
spears into pruning hooks; nation shall not lift up sword
against nation, neither shall they learn war any more.”

Isaiah 2:4

Ask most Jeep or farm tractor enthusiasts about the Farm
Jeep, and you will get one of two responses. A blank stare —
they’ve never heard of it. Or a dismissive shrug — “yeah, it
never really worked, did it? It was a failure.”

Both responses represent a problem. This book is the
argument for why the Farm Jeep was important and why



today’s Jeep and antique tractor fans should care.

The Farm Jeep was not a failure. It was the bridge that kept
the Jeep brand alive long enough to become an American
icon. The CJ-2A that rolled off the Willys-Overland line in
1945 — marketed as a tractor before the war was even over
— launched a platform that ran continuously for nearly four
decades. The CJ-3B stayed in production until 1968. The CJ-5
until 1983. The “Fun Jeep” explosion of the 1970s and 1980s
— the cultural moment that turned Jeep into a lifestyle
brand — didn’t emerge from nowhere. It emerged from a
platform that farm and utility sales (the Willys pickup,
station wagon, and delivery sedan) had quietly kept alive
through twenty-five lean years while Detroit’s giants
ignored it.

That is not a footnote. That is the story.

What History Got Wrong

The “failure” label comes from measuring the Farm Jeep
against the wrong standard. Yes, the Willys CJ could not
replace a dedicated row-crop tractor on a large commercial
farm. It couldn’t match the horsepower of a John Deere A or
the crop clearance of a Farmall M. Nobody who built the
Farm Jeep expected it to. What Willys-Overland needed in
1945 wasn’t dominance — it was survival. The company had



spent the entire war building one product for one customer.
When that customer — the United States Government — no
longer needed jeeps by the hundreds of thousands, Willys
needed a reason for farmers, contractors, orchardists, and
small landowners to keep walking through dealership doors.

Charles Sorensen, the production genius who had built B-24
bombers at Willow Run and Fordson and 9N tractors before
that, understood this perfectly. He didn’t come to Toledo to
make Willys into a tractor company. He came to make the
Jeep indispensable. A vehicle that could plow a field in the
morning, haul a load to town at noon, run a buzz saw in the
afternoon, and drive the family to church on Sunday didn’t
need to be the best tractor on the market. It needed to be the
only machine capable of all four tasks — and priced so that a
returning veteran with a small farm and a tight budget could
afford it.

For a remarkable stretch of postwar American history, it
worked.

The People Who Made It — And the Corporations
That Forgot Them

This book is not a history of a machine. It is a history of the
people who fought to bring that machine to life — and the



corporations that ultimately abandoned their work without
understanding what they were discarding.

You will meet Charles Sorensen, who arrived at Willys like a
force of nature and left having saved the company’s future,
though the company would not fully realize it for another
thirty years. You will meet Jabez Love, the Michigan engineer
who had been building his own truck-tractors since the
1930s and who gave the Farm Jeep its hydraulic soul. You will
meet the Monroe Auto Equipment Company of Monroe,
Michigan, and the McIntyre family, who owned it and whose
corporate ambition very nearly destroyed everything
Sorensen and Love had built.

And you will meet Robert Green. If this book has a hero, it is
Green — a quiet hydraulic engineer from Bowling Green,
Ohio, who spent more than a decade as the sole institutional
memory of the Farm Jeep program. He outlasted Sorensen.
He outlasted Love. He survived the Monroe debacle. He
fought stubbornly for a machine he could simultaneously
call “a piece of shit tractor” and believe in completely. When
he finally left Willys in 1955, he took with him the last
serious attempt to keep the Jeep’s agricultural identity alive.
The CJ-5 launched that same year — and would run for
another twenty-eight years on the foundation he helped
build.



History barely recorded him. This book attempts to correct
that.

The 4-in-1 Promise

Willys-Overland marketed the postwar Jeep as four
machines in one: a Tractor, a Truck, a Passenger Car, and a
Mobile Power Plant. It was an audacious claim, and not
entirely unjustified. The tension at the heart of this book is
the gap between that promise and the engineering reality —
the immense challenge of turning a military scout car into
something a farmer could use to make a living.

That gap was never fully closed. The Farm Jeep remained, to
its end, a compromise machine — better than nothing for a
small operator, never quite enough for a serious one. But
“better than nothing” was enough. It was enough to keep
the dealers selling. Enough to keep the engineers iterating.
Enough to keep the platform alive until the world caught up
to what the Farm Jeep had always been — a compact, four-
wheel-drive utility vehicle for people who needed to get
work done in places where roads ran out.

Kubota figured that out. Kawasaki figured that out. John
Deere figured that out. Willys — or rather the succession of
corporations that swallowed Willys whole — did not.



How to Use This Book

This is not a scholarly document, and [ am not a scholar.  am
a citizen-historian who has been taking a Farm Jeep to
antique tractor shows for fourteen years, opening waterproof
binders in the back of the vehicle to explain to curious
crowds why a Jeep is sitting among the John Deeres and
Farmalls. This book is the evolution of those binders.

It is built for two kinds of readers.

If you are a Willys Jeep enthusiast — someone who knows
what a CJ-2A is, who has wondered what those strange
brackets on the rear of early civilian Jeeps were for — this
book will give you the corporate and human story behind the
machines you already love. The engineering details are here,
but they serve the story, not the other way around.

If you are a tractor collector or farm historian — someone
who thinks of the postwar period in terms of the Ford 8N,
the Ferguson TO-20, and the dawn of three-point hitch
agriculture — this book will show you a chapter in that story
that most histories skip entirely. The Farm Jeep competed
directly with those tractors, was tested at the Nebraska Labs,
and carved out a niche that the tractor industry eventually
absorbed and made its own.



The book is designed to be read at three levels:

e & The 10,000-Foot View — an introduction to each
chapter, written for any reader. The people, the
companies, the big decisions. Start here. If that doesn’t
spark an interest, scroll down to the “To Sum Up This
Chapter” before moving on.

« » The Main Narrative — following the 10K view, is the
main story, with embedded films and ads. Some history
is better watched than read. Not every chapter will have
videos, but those videos are worth watching when they
appear.

« N Dig Deeper — every chapter ends with a link to the
primary sources, original documents, technical data, and
more videos for readers who want the evidence behind
the story. This is where the e-book format earns its
keep.

A Note on Sources — and Mysteries

Fourteen years of research have answered many questions. It
has also opened new ones. Some of the most important
figures in this story — Robert Green, especially — left thin
paper trails. Where the evidence is solid, I say so. Where it is
circumstantial, [ say that too. Where a mystery remains
genuinely unsolved, I would rather leave it open than invent
a tidy conclusion.

I have used Al extensively as a research and editing assistant
— primarily for the background chapters covering 1900-



1944, where I needed context I hadn’t spent years building
myself. I verified every source it pointed me toward. The
conclusions, the arguments, and the errors in this book are
mine.

You will also note that almost all primary sources beyond
Chapter 3 cite my work at FarmJeep.com. With very few
exceptions, there aren’t any other sources of information on
Robert Green and Jabez Love. With the exception of historian
Clint Dixon, there is little to no written history of the
involvement of the Monroe Auto Equipment Company and
the McIntyre family, who owned it.

If you find a mistake, or if you know something I don’t —
and someone reading this almost certainly does — I want to
hear from you. That is the other advantage of an e-book: it
can be corrected and improved. Reach me at
barry@farmjeep.com.

One final note. When you see the word “we,” it refers to my
son and partner, Evan. I tend to switch between “I” and

“we” because we are always in this together.

The Farm Jeep was real. It was remarkable. And it is long past time
it was remembered correctly.



— Barry
Let’s get started.

To understand the Jeep, we must first look at the muddy fields of
the early 1900s...

«— Preface
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Chapter 1 of 8

The World the Farm Jeep Was Born
Into

The Farm, the Tractor, and the Sword (1900-1944)

“The horse is too expensive to keep... It is a question of
power, and we must find a way to apply the power of the
gasoline engine to the work of the farm.”

— Henry Ford

The Farm Jeep story didn’t begin on a drawing board in 1945. It
began in the muddy fields of the early 1900s — and in the motor
pools of a country preparing for war. Both stories, the farm and
the battlefield, were running in parallel for decades before they
finally collided in a Toledo factory at the end of World War II. You
need to understand something of both to understand what
happened next.



This chapter is a prologue. It is the world the Farm Jeep was born
into.



Part One: The Farm and the Tractor (1900-1939)

A The 10,000-Foot View

In the early 20th century, the American farm was on the edge of a
mechanical revolution. For centuries, muscle power — human
and animal — had set the pace of everything that happened
between planting and harvest. What changed was not a single
invention but a collision of visionaries, competing corporate
ambitions, and a mass-production genius named Charles
Sorensen. Their work gave American farmers the affordable,
lightweight tractor — and in doing so, unknowingly created the
market the Farm Jeep would later try to capture.

Before the Farm Jeep could exist, three companies and a small
group of individuals needed to lay the foundation: Ford and
Sorensen pioneering mass-produced mechanical farming,
Willys-Overland building the engine that would power the whole
story, Monroe Auto Equipment quietly securing the financial ties
that would bind them all together, and an independent Michigan
engineer named Jabez Love, who was already dreaming of a
machine that could work the field and drive to market on the
same day.

The Visionaries: Ford and Sorensen

The development of the Fordson tractor was driven by Henry
Ford’s obsession with “Automating the horse” and the ruthless



production efficiency of his right-hand man, Charles Sorensen.
While Ford had experimented with tractor prototypes as early as
1907, it was Sorensen who played the critical role in transitioning
from heavy, cumbersome designs to the lightweight, mass-
producible Model F. By 1916, Sorensen had helped refine a
revolutionary “unit-frame” construction where the engine,
transmission, and differential housings were bolted together to
form the actual chassis of the tractor — eliminating the need for
a heavy separate frame, significantly reducing weight and cost.
Despite opposition from Ford Motor Company shareholders,
Henry formed a separate entity, Henry Ford & Son, to bring the
vision to life in 1917.

Under Sorensen’s direction, the Fordson became the first tractor
built on a moving assembly line, mirroring the success of the
Model T. This manufacturing prowess allowed the Fordson to be
sold for S750 — a price that decimated the competition and made
mechanized farming accessible to the average American family.
Sorensen’s influence extended to the tractor’s global reach;
during World War [, he oversaw a massive order of 6,000 units for
the British government to combat food shortages, which
solidified the Fordson’s dominance. By the early 1920s, Fordson
controlled roughly 75% of the U.S. tractor market, effectively
doing for the field what the Model T had done for the road.

Remember Sorensen’s name. We’ll be seeing a lot more of him.
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Willys-Overland

The story of Willys-Overland is a classic American tale of
industrial ambition, near-collapse, and ultimate redemption.
Founded by John North Willys in 1908, the firm quickly
skyrocketed to prominence — by 1912 it was the second-largest
automaker in the United States, trailing only Ford. In 1919, Willys
led a group of investors to purchase the Moline Plow Company for
approximately $28 million, producing the innovative Moline
Universal Tractor. While technologically ambitious, the venture
was short-lived; the agricultural depression of the early 1920s
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and stiff competition from Ford’s Fordson forced the company to
cease tractor production by 1923.

The road through the 1920s and 30s was notoriously bumpy. After
aggressive expansion and personal financial maneuvering by
John Willys, the company slid into receivership in 1933. It was
saved by the leadership of Ward Canaday and the engineering
brilliance of Barney Roos, who streamlined the lineup to focus on
the economical, four-cylinder Willys 77. This pivot toward
lightweight, high-torque engines proved prophetic — as the
clouds of World War II gathered, Willys-Overland’s refined “Go-
Devil” engine became the heart of the prototype that would win
the government contract for a “light reconnaissance vehicle.”

Note the pattern. Willys-Overland had already tried the farm
market in 1919 — and failed. The agricultural depression had
killed that first attempt. By 1933, the company itself nearly died.
What saved it was a lean, high-torque engine and a willingness to
pivot. Those same qualities would define its second attempt at
the farm market, a decade later.

Monroe Auto Equipment Company

The Monroe Auto Equipment Company (MAECO) originated in
1916 in Monroe, Michigan. In 1926, they introduced the “Shock
Eliminator,” the company’s first shock absorber, setting the
stage for their dominance in ride control. During the pre-war
period, Monroe solidified a critical relationship as a supplier to
Willys-Overland, located just 15 miles away in Toledo.



Following the post-WWI economic recession, Willys-Overland
found itself drowning in debt. The McIntyre family, which owned
Monroe Auto Equipment, held significant claims as a key
supplier. Rather than forcing a liquidation that might have
shuttered the Toledo plant, Monroe and other major creditors
agreed to a debt-extension plan — a strategic gamble that kept
Willys solvent and ensured the survival of Monroe’s largest
customer. This early history of mutual survival explains the
seamless transition into their post-war partnership that became
a pivotal part of the Farm Jeep story.

That partnership will eventually turn toxic. But in 1920, Monroe
saved Willys. Keep that in mind when we get to what Monroe did
to the Farm Jeep program later.

Jabez Love: The Connector

Jabez Arthur Love, born in 1909, spent the late 1920s and early
1930s establishing himself as a formidable engineer in Benton
Harbor, Michigan. Witnessing the inefficiencies of fruit farmers
who had to double-handle their produce between orchard and
market, Love envisioned a high-speed solution. In 1933, at just 23
years old, he began manufacturing his first tractors — “Tructors”
— capable of reaching 40 to 60 mph on the road, allowing
farmers to haul harvests directly from field to the Benton Harbor
Fruit Market.

The mid-to-late 1930s saw Love’s innovations evolve as he
transitioned to more standardized production models.



Recognizing that the Ford 9N introduced in 1939 represented “the
future of farming,” Love became a Ford tractor dealer. When he
discovered farmers were hesitant to buy the light Ford tractors
without a disc harrow — which Ford did not yet offer for the
three-point hitch — Love engineered his own three-point
mounted disc. This move positioned him as a pioneer in the
implement industry, setting the stage for his wartime role as a
consultant for Willys-Overland and his development of the first
hydraulic lift for the civilian Jeep.

Jabez Love was, in miniature, exactly what the Farm Jeep was
trying to be: a single machine that could do the work of several.
The Jeep didn’t find its hydraulic heart by accident. It found it
through Love.

The Machine That Changed It All

The introduction of the Ford 9N tractor in 1939 marked a turning
point in American agriculture by making mechanized farming
more accessible to small and mid-sized family farms. Developed
through the collaboration of Henry Ford and Harry Ferguson
(with Charles Sorensen also involved), the 9N was the first
mass-produced American tractor to integrate the Ferguson
three-point hitch and hydraulic lift system as standard features.
This innovation fundamentally changed how implements
interacted with tractors, improving traction, safety, and
efficiency by allowing mounted tools to rise and fall with the
tractor rather than being pulled independently. As a result, a
single operator could perform tasks that previously required



multiple animals or workers, significantly increasing on-farm
productivity at a time when agriculture was under pressure from
the Great Depression and, soon after, wartime food demands.

Beyond its technical advances, the Ford 9N had a lasting
economic and cultural impact on farming. Designed to be
affordable and easy to maintain, it lowered the barrier to entry for
tractor ownership and accelerated the shift away from horse-
powered agriculture in the United States. Its success established a
design template that influenced nearly all subsequent tractor
development, with the three-point hitch becoming an industry
standard still used worldwide today. The popularity of the 9N also
set the stage for the highly successful Ford N-series tractors that
followed, reinforcing Ford’s role in shaping 20th-century
agricultural mechanization and permanently altering how food
was produced on American farms.

The Ford 9N would be the standard for the Farm Jeep as a tractor.
The bar had been set.

The Farm Before WWII (1940)

The 1940 Census of Agriculture shows that animal power was
still dominant on American farms:

e 53% of farms used horses and/or mules and had no tractor

« 18.6% of farms reported owning at least one tractor

« About 4-5% of farms had both tractors and horses,
indicating a transitional stage



« Roughly 24% of farms reported neither horses nor tractors
(mostly very small or specialty farms)

Horse-to-tractor ratio (farms reporting power):
=4 About 3 farms rely on horses for every 1 farm with a tractor

This confirms that, on the eve of WWII, tractors were still the
minority power source nationwide, with horses and mules
remaining essential, especially on small and Southern farms.
This was the farm world the designers of the Farm Jeep would be
facing.

The Tractor Wars book and Iowa PBS documentaries of the same
title are a perfect introduction to the history and technology of
farming that led to the Farm Jeep. While the title speaks of
tractor wars, it is a history of farming in America — and a history
of the market the Jeep was about to enter. They are both listed in
the Dig Deeper section.

ToSum Up Part 1

By 1939, the American farm had been remade — but only
halfway. The gasoline engine had proven it could replace the
horse. Ford and Sorensen had proven it could be built cheaply
enough for ordinary farmers to own. And the 1940 census made
the opportunity plain: three farms still relied on animal power for
every one that owned a tractor. That was an enormous market no
one had fully captured yet.



Part Two: The Sword (1935-1944)

“The Jeep is a versatile fellow... and after the war is over, he’s
going to have a big job to do on the farm.”

— Popular Science, 1943

& The 10,000-Foot View

Between 1935 and 1942, the jeep transformed from a strict
military design requirement into a cultural icon. Even as the war
had just begun, farmers and soldiers alike were looking past the
conflict toward a future in which this rugged vehicle would
become the ultimate multipurpose tool for peace. Meanwhile, the
farms where the jeep would one day find a home were changing
forever — for reasons that had nothing to do with the military.

The sword was being forged. And almost from the moment it
appeared, people were already asking whether it could become a
plowshare.

When the Army Needed to Replace the Mule

The story of the development of the military vehicle that became
known as the “jeep” has been told many times. Some of these are
listed in the “Dig Deeper” page. In this section, we will look at
the key companies that forged the sword: American Bantam Car
Company, Ford Motor Company, and Willys-Overland. Even as



the jeep was being designed and built, some were already
thinking ahead to a “Peace Jeep.”

Between the two World Wars, the United States Army faced a
daunting logistical crisis: the “motorization” of an infantry and
cavalry still largely dependent on the mule. While trucks could
move heavy loads on improved roads, the Army lacked a small,
agile vehicle capable of traversing broken terrain, hauling
machine guns, and performing reconnaissance. Initial attempts
to replace the pack animal involved stripping down civilian Ford
Model Ts or experimenting with “motorcycles with sidecars,” but
these lacked the traction and durability required for combat. The
military’s search was driven by the realization that modern
warfare would move at a pace the four-legged mule simply could
not match, leading to a series of experimental “scout cars” and
“light personnel carriers” throughout the 1930s.

The true breakthrough began with a series of high-clearance,
lightweight experiments often referred to as “belly floppers” or
“midget cars.” Most notable was the Howie Belly Flopper, a low-
profile machine that required the crew to lie prone to reduce the
target size. While these early prototypes were ultimately
impractical for general use, they proved that a small, four-
wheel-drive vehicle could theoretically navigate the same narrow
trails as a pack mule. By 1940, the Infantry and Cavalry finally
consolidated their requirements into a single tender for a “1/4-
ton 4%4 Command Reconnaissance Truck.” This specific request
— after decades of failed experiments to mechanize the mule’s



versatility — directly led to the American Bantam prototype that
would eventually become the jeep.

American Bantam Car Company

Born from the ashes of the American Austin Car Company, the
American Bantam Car Company of Butler, Pennsylvania, was a
scrappy underdog that played a disproportionately large role in
automotive history. Reorganized in 1936 by Roy Evans, the
company specialized in “bantam-weight” vehicles — tiny, fuel-
efficient cars that were often styled like high-end luxury
automobiles that had been shrunk in the wash. Despite their
charming aesthetic and impressive 60 miles per gallon efficiency,
these miniature machines struggled to find a foothold in a
Depression-era market that still favored full-sized power. By
1940, the company was teetering on the edge of bankruptcy, its
assembly lines slowing as the American public remained
skeptical of the “midget car” concept.

However, Bantam’s legacy was secured not by its civilian
roadsters, but by a desperate, last-minute bid to save the
company through military innovation. When the U.S. Army
issued an “impossible” request in 1940 for a lightweight, four-
wheel-drive reconnaissance vehicle, Bantam was the only
manufacturer to deliver a working prototype within the grueling
forty-nine-day deadline. This vehicle, the Bantam
Reconnaissance Car (BRC), became the DNA for what the world
would eventually know as the jeep. Though Bantam’s limited
production capacity led the government to hand the massive



wartime contracts to Willys-Overland and Ford, the small team in
Butler remains the true architect of the vehicle that General
George Marshall called “America’s greatest contribution to
modern warfare.”

Bantam is often viewed as the loser in the jeep story. All the glory
has gone to Willys and Ford. The reality is that Bantam possessed
an incredible engineering department and terrible corporate
management. Although Bantam quickly disappeared from the
military jeep scene (they are remembered more for the trailers
the jeep towed), they will return in later chapters to have a major
impact on the Farm Jeep. And not in a good way.
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Credit: Senator John Heinz History Center

Willys-Overland and the Go-Devil Engine

Willys and Ford were invited to develop their own prototypes —
the Willys “Quad” and the Ford “Pygmy” — using Bantam’s
blueprints as a guide. Willys eventually won the primary
production contract because their model, the Willys MA (later
refined into the standardized MB), offered the most power and
durability of the three competitors.

The engineering brilliance behind Willys’ success was Delmar
“Barney” Roos, the company’s Vice President of Engineering.
Roos recognized that the Army’s requirements for torque and
speed could not be met by the anemic 48-horsepower engines
used in existing small cars. He took a 1926-era four-cylinder
engine and completely re-engineered it into the legendary “Go-
Devil” L134 engine. By adding a counterbalanced crankshaft,
aluminum pistons, and a superior lubrication system, he
increased the output to 60 horsepower. This engine became the
“heart” of the jeep, outperforming the Continental engine used
by Bantam and the tractor-derived engine used by Ford.

Beyond the engine, Roos was instrumental in overcoming a
critical design hurdle: weight. The original Willys prototype, the
Quad, was significantly over the Army’s strict 2,160-pound
weight limit. Rather than sacrificing the heavy, powerful Go-
Devil engine, Roos and his team embarked on a “shave and save”
campaign, redesigning every component of the vehicle to shed



ounces. They trimmed bolt lengths, reduced the body steel
thickness, and even switched to a single coat of paint. These
efforts allowed Willys to maintain its superior performance while
meeting military specifications, resulting in the production of
over 360,000 Willys MBs during World War II.

Photo courtesy of Ceorge Hollins

Ford Motor Company

While Ford eventually became the powerhouse that produced
over 280,000 Jeeps during World War II, the company’s entry into
the “war fight” was initially stalled by Henry Ford’s personal
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convictions. A staunch pacifist who had famously chartered a
“Peace Ship” during World War I, Henry Ford remained deeply
skeptical of American involvement in another European conflict.
His reluctance was so profound that in 1940, he notoriously
refused a contract to build 6,000 Rolls-Royce Merlin aircraft
engines for the British RAF, declaring that Ford Motor Company
would build only for “defense” and not for foreign belligerents.
This stance created a significant bottleneck for the U.S. military,
which desperately needed Ford’s unrivaled mass-production
capabilities.

The shift in Ford’s trajectory was largely orchestrated by Charles
“Cast-Iron Charlie” Sorensen, Ford’s formidable production
chief. Sorensen, a pragmatic realist, recognized that the global
tide was turning and that Ford’s survival — and the nation’s
security — depended on industrial mobilization. Throughout
1940 and 1941, Sorensen worked behind the scenes to nudge
Henry Ford toward military cooperation. Sorensen’s influence
was the catalyst that finally moved the company from
“isolationist observer” to the “Arsenal of Democracy,” leading to
the construction of the massive Willow Run bomber plant and the
adaptation of Ford’s Rouge plant for Jeep production.

Once the company committed, Ford’s engineering contributions
to the jeep were transformative. While the Willys-Overland “Go-
Devil” engine was superior, Ford’s “Pygmy” prototype
introduced several design features that the Army mandated for
the final standardized jeep (the MB/GPW). Most notably, Ford’s
flat-topped hood and stamped-steel grille with integrated



headlights became the vehicle’s iconic face. These design choices
weren’t just aesthetic; they were calculated by Sorensen and his
engineers to simplify mass production. Ford’s ability to
manufacture parts with extreme precision allowed for total
interchangeability with Willys’ components — a logistical
miracle that ensured a soldier in the field could take a part from a
Ford-built jeep (the GPW) and bolt it directly onto a Willys-built
model (the MB).

And here is where Sorensen’s name should ring a bell again. This
is the same man who built the Fordson. The same man who
mass-produced tractors at S750 each. In 1944, he’s about to walk
into Willys-Overland — and his next project will be figuring out
what to do with a factory producing jeeps when the Army stops
ordering them.



Ford GPW - source military.com

The “Peace Jeep” Concept

During 1942 and 1943, even as the military jeep was proving its
worth on the battlefield, the U.S. Department of Agriculture
(USDA) and various state colleges began rigorous testing to
determine whether the vehicle could replace horses and mules on
American farms after the war. These tests had come at the
request of the State Department, which, even in the earliest days
of the war, was looking ahead to having to “feed a devastated
Europe.”

On May 27, 1942, the USDA issued a press release titled “First of
Post-War Salvage Tests Shows Jeep Could Be Used on Farm.” The
Department, in collaboration with the “Country Gentleman,”
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obtained two jeeps from the War Department and conducted an
exploratory test at the USDA’s Tillage Machinery Laboratory in
Auburn, Alabama, during the period April 10-18, 1942. An article
describing these tests was prepared by and published in the
“Country Gentleman” for June 1942, under the title “Some Day
There Will Be Harnesses on the Jeep.”

The results of these 1942-1943 trials were a mix of optimism and
practical criticism. While the jeep was praised for its agility and
multi-purpose potential — acting as a truck, tractor, and power
plant all in one — testers noted significant drawbacks for heavy
agricultural work. It was found to be somewhat underpowered for
heavy plowing and lacked the necessary “crop clearance” for
cultivation, as it was too low to pass over growing crops without
damaging them. Furthermore, its narrow track width did not
always align with standard row-crop spacing.

Despite these limitations, the data gathered during this period
was invaluable to Willys-Overland engineers like Barney Roos.
The 1943 reports, including an influential 20-page monograph
from Washington State University titled “The Jeep as a Farm
Truck-Tractor,” provided the blueprint for the first civilian
models. These insights led directly to the development of the
“AgriJeep” prototypes and, eventually, the standardized CJ-2A.

Note what the critics were saying. The jeep was underpowered for
heavy plowing. It lacked crop clearance. Its track width was
wrong for row crops. None of those criticisms said it was useless.
They said it wasn’t a large commercial farm tractor — which it



was never designed to be. What the tests confirmed is that it
worked. It just worked for a specific kind of farmer, on a specific
kind of farm. Finding that farmer and convincing him to buy
would be Willys-Overland’s challenge for the next decade.



In tests at Auburn, Ala., the army’s
reconnaissonce car proved a ver-
satile source of power—oxcept for
werking row crops. Right, eper-
ating cotton or corn planter

46

Right now the jeep is not locking for @ job. It
has plenty to deo, and is deing it in every quar-
ter of the globe. But it will be different after the
war, and to keep the jeep out of unemployment
the Department of Agriculture has been testing it
as a potential postwar work horse. Above, it is
houling produce to market; at left, a jeep pulls
a spike-tecth harrow. Below, the war baby pulls
two ld-inch plows cutting furrows six inches deep

POPULAR MECHANICS
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To Sum Up This Chapter

The world the Farm Jeep was born into was shaped by two parallel
stories. In the fields, Ford and Sorensen had demonstrated that
the gasoline engine could replace the horse — if the machine was
cheap enough, light enough, and simple enough for ordinary
farmers to own. Jabez Love had proven that a single vehicle could
work the field and drive the market road. Monroe had proven that
corporate survival sometimes depends on keeping your neighbors
alive. And Willys-Overland had already failed once in the farm
market, survived bankruptcy, and rebuilt itself around a lean,
high-torque engine.

In the motor pools and proving grounds, the Army’s desperate
search for a mechanical mule had produced something
remarkable: a small, fast, four-wheel-drive vehicle that could go
almost anywhere. By 1942, even before the war was won, the
USDA was already testing whether that vehicle could come home
to the farm. The tests were promising. The limitations were real.
And the man who would figure out what to do next — Charles
Sorensen — had built both the Fordson tractor, the 9N, and the
Willow Run arsenal. He knew a thing or two about turning a
military machine into something a farmer could use.

The sword was ready. The farm was waiting. The real story starts
in the next chapter.

KX Dig Deeper: Sources & Further Reading —
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Survival Question: What Comes
After the War? (1942-1944)

Who would lead Willys into the postwar world, and what would
they choose to build?

“It has great possibilities in agriculture where a small farm is
involved, where you don’t have your money tied up in a truck
and in a tractor or in a power plant.”

Barney Roos in a February 14, 1943 article from the Washington
Post

By 1943, Willys-Overland had achieved what few American
manufacturers could claim — it had become indispensable to the
war effort. The jeep, once an experimental reconnaissance
vehicle, was now a global symbol of Allied mobility. Production
surged, revenues climbed, and the company’s name was carried
across every front of the war. Yet beneath that success lay a



growing problem: Willys had become a company defined almost
entirely by wartime demand.

The company that had built the sword now had to figure out how
to survive the peace — and the decision made in the next twelve
months would determine whether the Jeep brand survived at all.

& The 10,000-Foot View

Between 1942 and 1944, Willys-Overland faced a defining
question: what comes after the war? The answer — and the man
chosen to find it — would determine whether the company
survived the peace. This chapter traces the leadership crisis that
forced Willys to choose between returning to passenger cars and
committing fully to the Jeep as its peacetime identity.

Frazer’s Vision

Source: Willys-Overland / Kaiser-Frazer publicity photo,
circa 1940s.

President Joseph W. Frazer had guided Willys through one of the
most turbulent periods in its history. An experienced automotive
executive, he understood both the promise and the limits of the
company’s wartime position. Under his leadership, Willys not
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only secured jeep production but also began shaping how the
vehicle would be understood by the public.

In 1943, Frazer publicly promoted the jeep as more than a military
tool — a versatile machine with potential applications in
agriculture, industry, and transportation. It was an early and
important recognition that the Jeep might outlive the war that
created it.

But Frazer’s background — and likely his instincts — remained
rooted in the traditional automobile business. Like many industry
leaders, he had spent his career building and selling passenger
cars. For Willys, that path offered familiarity, but also significant
risk. The company lacked the scale, capital, and supplier network
of its larger competitors.

A Company Without a Clear Path
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WILL THE “JEEP” SPEED UP FARMING

If the post-war plans of many thousands of American
farm boys now in our fighting forces work out, it cer-
tainly will.

Many a boy, who has worked with this amazing little
Willys motorized fighting unit and witnessed it per-
forming the miracles for which it is world-famous, is
already making plans to have a “Jeep” after the war.

And what is true of the boys in the fighting forces is
also true of thousands of men now on our farms.

These are American farmers with a reasonable share
of Yankee ingenuity. In their mind's eyes they see the
rugged, powerful, versatile "Jeep™ adapted to the farm.

If it can pull a bogged lorry out of the mud, it can
pull a plow, or a harrow, or a seeder, or a cultivator.

If it can tow a big bomber it can tow a grain wagon
or stretch fence wire.

If it can haul munitionsand supplies it
can haul farm produce or milk or build-
ing materials.

If it can carry fighting men, generals, scouts, a
place at any time, it can carry folks to town, kids
school, fellows on a hunting or fishing trip.

That is the way these farm-minded Americans a
figuring about the "Jeep” after the war. Their min
are set upon having one or more depending upon t
size of the farm,

This amazing little Willys car has won the whe
world because it is a star performer in the tough
game in the world.

Not farmers alone but men in every industry, bu
ness and walk of life seem to have the desire 10 owr
"Jeep” after the war, Are you "Jeep”-planning?

Willys-Overland Motors, Inc., Toledo 1, Ohio

The power and stamina of the versatile "' Je
will serve many needs in the years of rea
struction abead.
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This August 1944 Saturday Evening Post ad references the
‘amazing little Willys car...’

By mid-1943, the question of postwar identity was no longer
theoretical. Allied victories in Europe and the Pacific had begun to
shift expectations. The war was far from over, but its direction
was increasingly clear. Across American industry, executives were
beginning — quietly, cautiously — to think about what would
come next. At Willys, the answer was anything but settled.

Even as the jeep’s reputation grew, Willys’ long-term identity
remained unresolved. Advertising and public messaging in 1943
reflected this uncertainty. Some materials still pointed toward a
return to passenger car production, while others began to elevate
the postwar or “Peace Jeep” as the company’s defining product.
This was more than a marketing question — it was a strategic
decision that would determine whether Willys could survive the
transition to peace.

Unlike Ford or General Motors, Willys could not afford to wait. It
needed a postwar product ready before the war ended, not after.
Every month of delay increased the risk that larger
manufacturers would dominate the civilian market once
production restrictions were lifted. Within the company, the
pressure to choose a direction was building.

The Break



Ward M. Canaday, circa 1940s. Source: Willys-Overland
publicity photo (author’s collection).

In late 1943, that pressure culminated in a leadership change.
Joseph W. Frazer resigned as president of Willys-Overland.
Contemporary reports described the separation only as a
“difference of opinion,” offering little detail but leaving little
doubt that the disagreement centered on the company’s future.

The timing was significant. Willys was being forced to define its
postwar identity before the war itself had been decided. Whether
the company would return to passenger cars or commit fully to
the Jeep was no longer an abstract question — it was an
immediate one. Chairman Ward M. Canaday now faced a decision
that would shape the company’s survival.

There is no evidence that Canaday conducted a broad search for a
replacement for Frazer. No competing candidates were publicly
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identified, and no extended selection process was reported.
Instead, Canaday appears to have moved decisively, seeking not a
caretaker, but a solution.

That solution would arrive from Dearborn.

Barney’s Problem



DELMAR G. ROOS

Source: Willys-Overland publicity photo (author’s
collection).
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While the marketing department painted an appealing picture of
farm life transformed by the “Peace Jeep,” Chief Engineer Barney
Roos faced a much harsher reality.

The Jeep had the power — Roos’ engine had secured Willys the
original military contract. Converting the vehicle into a truck,
passenger car, or mobile power unit was relatively
straightforward. But creating a “light tractor” presented a far
more complex challenge.

The depth of this challenge has been explored extensively by
author and historian Fred Coldwell, whose work remains
essential reading for anyone seeking technical insight into early
civilian Jeep development.

To illustrate the enormity of Roos’s challenge, I asked an Al
assistant to put itself in his chair — to produce an engineering
assessment of what it would actually take to turn the MB into the
4-in-1 machine Willys would soon promise. The result speaks for
itself.

[The following is an Al-reconstructed engineering assessment — not a
period document. It was created to illustrate the scope of the
engineering challenges Barney Roos faced in 1943.]

Willys-Overland Engineering Department — Executive Summary (1943)

Subject: Conversion of the Willys MB into a Civilian Jeep



Our mandate is not to civilianize a military vehicle, but to create
an entirely new class of machine—one that must credibly replace
a light truck, a tractor (notably the Ford 9N), and a utility power
source, while still transporting passengers. This creates a set of
competing engineering requirements that the current MB
platform is not designed to satisfy.

Below are the principal engineering problems to be resolved:

1. Chassis Dynamics vs. Agricultural Stability

e Problem: The MB’s suspension—semi-elliptic leaf springs—
provides mobility over rough terrain but introduces vertical
compliance.

 Conflict: Tractor implements (plows, cultivators) require
rigid draft control and consistent depth, which spring
deflection disrupts.

« Implication: Without addressing frame/suspension behavior,
the vehicle cannot perform true tractor work, especially
under varying soil loads.

2. Power Take-Off (PTO) Integration

« Problem: The MB drivetrain was not designed for continuous,
stationary, or semi-stationary power delivery.

« Challenges: Reliable power extraction from transmission or
transfer case; managing heat buildup during stationary
operation; providing standardized speeds (belt pulley, shaft
PTO).

« Implication: Requires redesign of transfer case outputs and
auxiliary gearing while maintaining drivability.

3. Transmission and Gear Ratios



« Problem: The MB’s gearing is optimized for mobility, not
low-speed, high-torque agricultural work.

« Conflict: Tractor work demands creep speeds and controlled
torque; road use demands higher sustained speeds.

« Implication: Need for additional gear reduction (auxiliary
gearbox or modified transfer case) without
overcomplicating operation.

4. Weight, Traction, and Ballast

« Problem: The MB is relatively light (~2,400 1bs), limiting
drawbar pull.

« Conflict: Light weight aids mobility and transport efficiency;
tractor work requires traction and ground engagement.

« Implication: Must engineer ballast solutions (wheel weights,
fluid-filled tires) without compromising versatility.

5. Implement Integration (3-Point Hitch vs. Drawbar)

e Problem: The MB lacks a standardized implement interface.

« Key Decision: Compete with the 9N using a 3-point hitch
system, or use simpler drawbar-mounted implements.

« Challenges: Structural reinforcement of frame for lifting
loads; hydraulic system development (pump, reservoir,
controls).

« Implication: This is a core architectural decision that affects
the entire vehicle design.

6. Hydraulic System Development

e Problem: No hydraulic system exists in the MB.

e Requirements: Lift implements; possibly power auxiliary
tools.

e Challenges: Packaging within limited space; powering via
engine without excessive parasitic loss.



« Implication: Adds complexity, cost, and maintenance
considerations.

7. Cooling and Duty Cycle

e Problem: Military use is intermittent and mobile; farm work
is continuous and stationary.

 Risks: Engine overheating under PTO loads; insufficient
airflow at low speeds.

« Implication: Requires enhanced cooling system design and
possibly governed engine operation.

8. Frame Strength and Load Paths

e Problem: The MB frame is designed for mobility loads, not
sustained torsional and draft loads from implements.

« Challenges: Reinforcing frame without excessive weight
gain; preventing fatigue failure under cyclic agricultural
loads.

e Implication: Structural redesign or reinforcement is
necessary.

9. Operator Ergonomics and Control Layout

e Problem: The MB’s controls are suited for driving, not multi-
function operation.

« Requirements: PTO engagement controls; hydraulic lift
controls; ease of switching between roles (driver « operator).

« Implication: Control complexity must be managed to remain
farmer-friendly.

10. Multi-Role Compromise
e Core Issue: Each intended role imposes conflicting

requirements: Passenger vehicle: comfort, speed, simplicity;
Pickup: payload capacity, bed integration; Power unit:



stationary efficiency, durability; Tractor: low-speed control,
traction, rigidity.

« Implication: The “Peace Jeep” will inherently be a
compromise machine, not a best-in-class solution in any
single role.

11. Cost and Manufacturability

e Problem: The vehicle must remain affordable to farmers.

e Challenges: Adding PTO, hydraulics, and gearing increases
cost; postwar material constraints and production scaling.

« Implication: Engineering solutions must be simple, robust,
and economical.

Final Engineering Assessment

The fundamental challenge is this:

We are attempting to make a spring-suspended, lightweight
reconnaissance vehicle behave like a rigid, heavy agricultural
tractor—while still remaining a road-capable utility vehicle.

Success will depend not on eliminating these contradictions, but
on managing them intelligently—accepting reduced
performance in specialized tasks in exchange for unmatched
versatility.

At its core, the issue was simple: Roos understood cars and
trucks, but not tractors. To solve the problem, he needed outside
expertise. That expertise appears to have come from Jabez Love,
the young engineer introduced in Chapter 1.



We will return to Barney’s problems — and Love’s role — in
Chapter 4.

By 1944, however, Roos was facing more than just engineering
challenges. A new president was about to arrive at Willys-
Overland — one who would change both his world and the
company’s future forever.

To Sum Up This Chapter

By 1943, the Jeep had proven itself on every battlefield — but
Willys-Overland’s postwar future remained dangerously
uncertain. President Joseph Frazer recognized the Jeep’s
potential beyond the war, yet his instincts pulled toward the
familiar passenger-car business Willys could not afford to
compete in. When the strategic disagreement came to a head,
Frazer resigned — and Chairman Ward Canaday was left to find a
leader who could commit the company fully to the Jeep and chart
a path from the battlefield to the barnyard. It was the most
consequential hiring decision in Jeep history — made not by a
search committee, but by one chairman who understood that
survival meant choosing the Jeep over everything else. The man
he would choose from Dearborn would change everything.

K Dig Deeper: Sources & Further Reading —
< Chapter 1: The World the Farm Jeep Was Born Into
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Cast-lron Charlie Comes to
Toledo

Sorensen and the Wartime Pivoth

“Build something simple, adaptable, and
indispensable.”

Charles E. Sorensen — philosophy brought from Ford to Willys

By the fall of 1943, Willys-Overland was no longer simply
building military jeeps — it was racing the clock. The
company’s wartime success had been extraordinary, but it
concealed a dangerous reality: Willys was almost entirely
dependent on war production. When the contracts ended, so
too might the company’s fortunes.



A The 10,000-Foot View

Between 1943 and 1945, Willys faced its most consequential
decision: commit fully to the Jeep as a peacetime product or
risk obsolescence. Chairman Ward Canaday’s answer was to
hire the most formidable production man in American
industry — Cast-Iron Charlie Sorensen — and put him to
work turning a military icon into a farm machine.

Sorensen Between Jobs

I have previously written about Charles Sorensen’s departure
from Ford and Ward Canaday’s efforts to lure him to Willys.
What remains is a great unknown: Why did Sorensen pick
Willys over all other possibilities? New research has made
me more confident in my speculations—and let me be clear,
this is pure speculation, as Sorensen never wrote about this
transition.

For the first time in decades, Sorensen had nowhere to go.
As one account put it, he did the unthinkable: he went to
Florida and sat still. But while physically idle, he was
mentally sorting problems and production scales. One thing
remained unfinished: The Peace Jeep.

At Ford, Sorensen had overseen wartime jeep production
while simultaneously understanding the success of the Ford



oN tractor. This gave him a unique perspective. He saw that
the jeep wasn’t just a military surplus vehicle; it was a tool
that could be built, marketed, and scaled for a postwar world.

The Ford Connection: I have speculated that Sorensen knew
Henry Ford would have no interest in building a postwar
jeep. Fred Coldwell, in his book, notes that Willys had
worked with the government to make sure it would be
difficult, if not impossible, for Ford to build a post-war Jeep.
One thing that is not speculative is that Sorensen had great
affection for the Ford family. He would not compete against
them.

To Sorensen, the Jeep as a “do-everything” machine—a
tractor by morning and a truck by afternoon—wasn’t
marketing fantasy; it was how industry should work. While
in Florida, he wasn’t drifting; he was narrowing his focus for
the one last big opportunity.

He wasn’t looking for a job, but the right problem. Willys-
Overland had the product, but they lacked the industrial
discipline to turn it into something bigger. Sorensen brought
both. When he joined Willys in 1944, it wasn’t a retirement
undone—it was a continuation. It was one more chance to
prove that properly executed production could reshape an
entire market. The Florida beach wasn’t an ending; it was a
pause between acts.



Enter Sorensen

e
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Charles E. Sorensen plans postwar models

Source: Newspaper photo (author’s collection).

When Charles E. Sorensen became president in the spring of
1944, he was not stepping into a stable or clearly defined
enterprise. Willys-Overland was financially fragile,
operationally uneven, and, most critically, undecided about
what it wanted to be in the postwar world. It had survived
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the war on military production, but survival was not a
strategy. What Sorensen brought with him was more than
experience—it was a disciplined, deeply ingrained
production philosophy shaped by years at Ford.

A 1946 Fortune magazine (see the “Dig Deeper section)
account makes clear that he immediately framed Willys’
situation as a reconversion problem. In his view, the task
was straightforward in concept, if daunting in execution:
take a wartime production system, convert it into a civilian
product line, and do it faster than anyone else in the
industry. Speed was not just a goal—it was the strategy.
Under his direction, the civilian Jeep program was
accelerated to the point that it reached production readiness
within days of V-] Day. That was Sorensen in full form:
urgency, decisiveness, and an unwavering focus on getting
product out the door.

Central to that push was a decision that came almost
immediately and would define the company’s future.
Sorensen abandoned any plan to re-enter the conventional
passenger car market and instead redirected Willys toward a
family of Jeep-based vehicles. The civilian Jeep was only the
beginning. It would be joined by a pickup, a station wagon,
and a panel delivery—each built from the same core concept,
each extending the Jeep’s usefulness into new markets.



Period sources make clear that Sorensen saw far greater
opportunity in expanding the Jeep idea than in going head-
to-head with Detroit’s entrenched giants.

This became the “Utility Line,” and it was more than a
product plan—it was a redefinition of the company itself.
Sorensen deliberately moved Willys out of the crowded,
capital-intensive passenger car field and into a space it could
own. Willys would not be a car company, nor a tractor
company. It would be something different: a builder of
utility vehicles. In hindsight, that strategic pivot was likely
the decision that spared Willys from the fate that overtook
so many independent automakers in the years immediately
following the war.

In the summer of 1944, Sorensen entered Willys’ world with
a vision and a plan. He would start with an assessment of not
the strategic issues — those were settled for him - but the
tactical environment. What had Willys developed so far?

The AgriJeep

Farm Jeep just seems like the proper name for the vehicle
that followed the “military jeep” in 1945. It is short and aptly
descriptive. Willys-Overland certainly thought it was a great
name and had submitted a federal trademark application in
1943. The application was rejected in January 1944 as “being



too generic,” and Willys was forced to come up with a new
name. That name was “AgriJeep,” and the trademark was
granted in December 1944. The “AgriJeep” name would
disappear, replaced with the much simpler “Universal Jeep”
at the introduction of the CJ2a in 1945. The “Farm Jeep”
name didn’t reappear until 1951, when it was introduced as a
specific model of the “Universal Jeep.” But to us, a Jeep by
any other name is still a Farm Jeep.

The “AgriJeep” (more accurately, the CJ-1 and CJ-2
prototype models) would have been the machine Charles
Sorensen found upon his arrival at Willys. Between 1943 and
1944, Willys produced a small number of the “Agrijeep” test
machines. They were the physical proof that Willys was
serious about beating the sword into a plowshare. Again,
Fred Coldwell’s book on the preproduction civilian jeep is
the primary source, along with Todd Pasiley’s website. Both
are listed in the “Dig Deeper” section. Barney Roos and his
crew of engineers had solved many of the long list of
engineering issues. However, a major hurdle remained:
Willys didn’t have its own hydraulic lift. The development of
a lift appears to have been a separate project.

Sometime in 1944, Willys had turned to outside consultant
Jabez Love. Love, introduced in Chapter 1, had developed his
truck-tractor “Tructor” and later became a Ford Tractor
dealer. Love developed 3-point implements and was believed



to be working on a 3-point lift for his tractors when Willys
approached him. Another unanswered question is how did
Willys find Love?

Love was a man who loved publicity. My extensive research
on Love relies solely on newspaper clippings, of which there
are many. During the war years, Love’s name appears in the
newspaper only in the report of a hospital admission in
October 1943 (a common practice at the time) and at the time
of his father’s death in October 1944. The most important
clue about his time at Willys appeared on the social page of
his hometown newspaper on December 26, 1944: “... Jabez
Love is now filling a responsible position with the Willy(s)-
Overland Co. at Toledo, was home with the family for the
holiday.”

Because both Sorensen and Love had the Ford 9N in common
(although one as a developer and the other as a dealer), I had
searched for a connection between the two men. I’ve found
none and now believe it is more likely that Roos or someone
on his staff somehow knew about Love’s work. Eau Claire, MI
is 180 miles from Toledo, and because Love built tractors, not
cars or trucks, it is highly unlikely that there was any prior
business connection between Love and Willys. I have found
no data to establish exactly when Love arrived at Willys in
1944. It may have been before Sorensen’s summer arrival.



Sorensen may have found that the work being done under
Barney Roos to develop a hydraulic lift was lacking in some
sense, and quickly (again in 1944) brought in his own man.
Robert Green, who will play a major role throughout the
history of the Farm Jeep, appears again and again in the last
half of this book. He was a hydraulic engineer working at
Ford’s Willow Run plant.

How Ford and Green came together remains one of the
most interesting mysteries of our story. The only
connection between Sorensen and Green is that they both
worked at Ford. What seems a plausible answer, given that
we are speaking of Sorensen, is simple. Sorensen, seeing
that he needed a hydraulic engineer, picked up the phone
and called a contact at Ford. A simple request, such as “Send
me your best hydraulic engineer,” was all that was needed.
In any case, Green was soon working with Roos in the
engineering department on the lift problem. Or was he?

What We Do & Don't Know

There are very few facts known about the development of the
first hydraulic lift for the Jeep:

1. Jabez Love is credited by Willys as the inventor of the
first lift, introduced in 1946 — some 14 months after the
introduction of the CJ2a



2. Robert Green immediately (late 1946 into 1947) made
several changes to the lift under the Newgren brand.
Love adopts most of the changes for his version of the
lift he will sell into the 1950s.

3. Green, Love, and Sorensen all seem to have arrived in
1944. (Perhaps this shouldn’t be labeled as “fact,” but as
“we have evidence of their arrival.”)

The Unknowns Include;

1