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INTRODUCTION AND ACKNOWLEDGEMENTS


INTRODUCTION


Mercedes-Benz achieved extraordinary things with the R107 SL and C107 SLC. Look at how long they remained in production and how many were sold, at the celebrities that owned them and the place the cars have in so many people’s affections, and it’s hard to believe these were cars born into an era of uncertainty, confusion and change. It was such a confusing era that even Mercedes’ own people struggled to understand and agree what form their new car should take, and how they could make it relevant for the brave new motoring world of the 1970s.


The cars they created turned out to be good enough not just to last the expected lifespan of a generation of the SL-class, but near enough two generations – at the time the longest a Mercedes model had ever survived in production. It lived on long after pundits had written it off as an antique, surviving into a new golden era when it sold more than ever and cemented its place as a genuine automotive icon. And apart from regular engine updates and improvements to the equipment list, the 107-series cars hardly changed from the day they were launched in 1971 to the day production finally came to a close in 1989.


With Mercedes in the middle of its self-imposed exile from racing, the SLs and SLCs would never be able to have illustrious careers as works racing cars, but even in motor sport they made an indelible mark. It was left to a few privateers – including AMG, then a separate company – to race the 107-series and despite the lack of factory help it won races and championships. And it proved to be a bigger success in the world’s toughest rallies, enjoying genuine success in epic events that stretched for tens of thousands of kilometres across South America and Africa. It might have achieved even more success on the loose but a further campaign with the SL was stopped before it ever really got started. So we will never know.


What we can be sure of is that the R107 SL captivated a generation or more of buyers, owners and enthusiasts who were enthralled by its speed and its elegance, by its safety and surety as much as its quality and efficiency. It was a car that appealed across age barriers and across continents, generating a wealth of enthusiasm that began way back in the early 1970s and continues right through to the present day.


The story in the pages that follow is one of a methodical, logical carmaker letting its hair down, allowing itself to think for a moment about what might make buyers not just respect its achievements but also be excited by the glamour of what it could do. It’s the story of some of the motoring world’s finest engineers, cleverest designers, clearest thinkers and most talented drivers, but not always the story of them getting it right first time. As we will see as the story develops, it’s a tale just as often of overambition or over-caution as it is one of the right solution at the right time. But above all this is the story of a machine that became one of the best-known and longest-lived products its brand has ever made, and one the best loved.


The 107-series SL and SLC deserve a special place in motoring history because they came to define what an entire class of car was about, embodying the perfection of those virtues for nearly two decades. That the cars are still held in such esteem today, that they are still regarded as a paragon that in some ways exceeds any of the generations that went before or have come along since, is all too easy to understand.


ACKNOWLEDGMENTS


Any study of the history of anything relies in part at least on the reports of those who were there at the time, and I would like to thank all the journalists and commentators whose contemporary reports and opinions I consulted while researching the 107-series story. As always they are too many to list, but their contribution has been invaluable. In addition I would like to thank: the staffs of the press offices of Mercedes-Benz in the UK and Germany and Mercedes-Benz Classic, Jonathan Ashman, Serge Beankens, Paula Goddard, Paul Gover, Bruce Greetham at The SL Shop, Philippe Hubert, Nick Hull, Caroline Hunt, Paul Kooyman, Brent Martin, Chris Meaden, Simon and David at Pfitzner Performance Gearboxes, Kari Pykäläinen, Owen Ready and Risto Takala. The information, insight, photographs, leads and help in all sorts of other ways that they have provided have contributed enormously to telling the 107-series story in depth. The errors and omissions are all my own.




MERCEDES-BENZ 107-SERIES SL/SLC TIMELINE 1966–89










	1966


	First discussions inside Daimler-Benz on a replacement for the W113 Pagoda-roof SL.







	1968


	Daimler-Benz board decides 107-series will be a roadster, not a coupé or targa.







	1971


	R107 SL launched as 350 SL for Europe and 350 SL 4.5 for US market. Hardtop SLC Coupé is added to the range later in the year.







	1973


	4.5-litre 450 SL introduced into Europe. 350 SLC competes in Tour de France.







	1974


	6-cylinder 280 SL added as a response to the oil crisis.







	1976


	450 SLC appears in Texaco Tour of Britain.







	1977


	Alloy-block V8 engine introduced in the 450 SLC 5.0.







	1978


	Works rally 450 SLCs appear for the first time, in the Vuelta a la America del Sud rally – Andrew Cowan’s SLC wins. AMG ‘Mampe’ SLC races for the first time.







	1979


	Hannu Mikkola wins the Bandama Rally in a works 450 SLC 5.0.







	1980


	Revisions for all models. Alloy-block V8s power new 380 SL and 500 SL models. Björn Waldegård wins the Rallye Côte d’Ivoire in a works 500 SLC. AMG SLC wins at the Nürburgring in its final race.







	1981


	C107 SLC replaced by the C126 SEC coupés, based on the W126 S-class saloons. R107 SL continues.







	1986


	Further revisions, including front air dams. New 300 SL 6-cylinder model and 420 SL V8. 560 SL for US market.







	1989


	R129 launched at Geneva show to replace the R107 SL.













CHAPTER ONE


THE SL LINEAGE


Of all the great names in motoring and motor sport, few have achieved as much as Mercedes-Benz, and none can boast such an extraordinary breadth of ability. The Mercedes-Benz brand has become synonymous for quality and engineering excellence across a wide range of types, sizes and applications of vehicles. What other brand not only makes passenger cars and commercial vehicles, but also builds taxicabs and tractors – and puts the same logo on its limousines as it does on its off-road trucks? Most automotive companies would be content to excel in one area. Mercedes does it all over the automotive spectrum.


The origins of the marque date back to the 1880s, and the stories of three men – and one woman – who between them founded and named the companies that came together to create the Mercedes-Benz brand.


THE PIONEERS


Carl Benz was born in the German town of Mühlburg, near the border with France, in 1844. He was the son of a railway engine driver. After studying engineering at the nearby Karlsruhe Polytechnic he set up his own business, Benz & Cie, a few miles north at Mannheim in Baden-Württemberg in 1880. There he made two-stroke stationary engines to power pumps, mills and electricity generators. In 1885 he put one of his engines into the back of what was little more than a pedal-powered tricycle, for which he was awarded a patent in January 1886. He was soon selling copies, many of them going to France, and by the turn of the century Benz & Cie was the biggest carmaker in the world with total production exceeding 2000 cars. By then the company had moved on to four-wheeled vehicles, but they still had much in common with the original tricycle of a decade before. Meanwhile competitors were now building more sophisticated machinery, and it took Benz a long time to realize that his company’s designs had to evolve to keep up.
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Carl Benz built the world’s first successful motor car, and with it one of the brands that became Mercedes-Benz. DAIMLER





Gottlieb Daimler, the son of a baker, was born in Schorndorf, near Stuttgart, in 1834. He learned his engineering as an apprentice gunmaker before working in a series of engineering firms and studying at the Stuttgart Polytechnic. By 1872 he was technical director of the engine manufacturer Gasmotorenfabrik Deutz near Cologne, working with chief engineer Wilhelm Maybach to refine the four-stroke engine that had been created by Deutz founder Nikolaus Otto. But Otto opposed their ideas for a new ‘high speed’ engine, so in 1882 Daimler and Maybach left the Deutz company and set up in business for themselves in a greenhouse behind Daimler’s home in the Stuttgart suburb of Cannstatt. There they further developed their ideas for new engines and by 1886 had built a motorized coach. In 1897 they moved the engine from the rear of the car to the front in the new twin-cylinder Phoenix, then developed a 4-cylinder engine for greater performance.
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The patent for Benz’s original car. DAIMLER





The call for more speed had come from the third key figure in what would become the Mercedes-Benz story, Emil Jellinek. Consul-General of the Austro-Hungarian empire in Nice, Jellinek was also an unofficial dealer for Daimler’s cars in the south of France, selling them to his wealthy friends and contacts. Jellinek believed he would do more business in France if the cars had a less German-sounding name. Another prompt for the name change came from French car company Panhard-Levassor, which was importing Daimler engines into France to power its own cars and had acquired the French rights to the Daimler name. Jellinek took to calling the cars he was selling ‘Mercédès’ after his ten-year-old daughter, and the name was eventually adopted by Daimler for all its cars. Under the technical guidance of Maybach, Mercedes cars adopted features that set the pattern for modern cars, from the front engine and rear drive layout to details like a steering wheel instead of a tiller, pressed-steel chassis members and high-pressure cooling.
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A replica of Benz’s 1886 motor car. DAIMLER
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Gottlieb Daimler was one of the early pioneers of gas engines. His company merged with Benz’s in 1926. DAIMLER
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Emil Jellinek with his daughter Mercédès, from whom the brand gets its name. DAIMLER
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The 35hp Mercedes of 1901 designed by Wilhelm Maybach laid down a pattern for the modern car. DAIMLER





The Daimler company flourished, despite the death of Gottlieb Daimler in 1900. A larger factory in the Untertürkheim district of Stuttgart was established in 1901. Maybach left the company in 1907 after clashing with Daimler’s son Paul, who succeeded him as chief engineer. Then in 1909 a new logo was adopted: a three-pointed star, signifying that Daimler’s engines were used on land, on the sea and in the air.


MERCEDES AND BENZ MERGE
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Development of the famous Mercedes-Benz logo. The original three-pointed star signified that Daimler engines were used on land, on sea and in the air. DAIMLER





With the advent of war in 1914, both Daimler and Benz turned to military work, producing vehicles and aero engines. When hostilities ended in 1918 the car industry was in tatters, with damaged and disorganized production facilities, and little demand for new cars either at home or abroad. The Daimler and Benz companies realized their best option was to work together. In May 1924 they entered into a cooperative agreement, and two years later they agreed a full merger, eventually creating Daimler-Benz Aktiengesellschaft (AG). The new company’s logo combined the three-pointed star of Daimler with the laurel wreath used by Benz. The cars were produced under the name Mercedes-Benz, and quickly became synonymous with fine engineering and faultless build quality. Daimler-Benz went from strength to strength, becoming a major part of Germany’s industrial might: by 1935 the company accounted for nearly a third of the country’s automotive exports.
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The famous SSK, with star driver Rudolf Caracciola on the way to another win. DAIMLER





Mercedes-Benz cars were not only successful in the marketplace: they also became regular winners in motor sport. From the earliest days of Mercedes the cars had competed in hill-climb events, and in the 1920s the supercharged Mercedes-Benz SSK designed by Ferdinand Porsche became the car to beat. In the 1930s Mercedes-Benz responded to a new 750kg upper weight limit for racing cars with the W25, beginning a series of streamlined racing cars which, alongside those of Auto Union, made Germany the dominant force in Grand Prix racing.
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Mercedes racing cars were hard to beat between the wars. At the Tripoli Grand Prix in May 1939 eventual winner Hermann Lang’s W165 leads the sister car of Rudolf Caracciola away from the start. DAIMLER





When war came again in 1939 Daimler-Benz became a major contributor to the Nazi war effort, a key role being as a manufacturer of fuel-injected aero-engines for Luftwaffe aircraft, though it also produced numerous military trucks and staff cars. The company became an important target for the Allies, and Daimler-Benz’s three main factories around Stuttgart were almost totally destroyed by bombing.


POST-WAR REBUILDING


Car production did not restart until 1947, and then with nothing more exciting than a mildly updated version of the pre-war 170 saloon. But it was enough to get Daimler-Benz going again and generated vital cash flow that helped to fund development of a new, bigger saloon car, the 300, with the American market in mind. The 300 was unveiled at the first post-war Frankfurt motor show in April 1951. The design team led by Karl Wilfert had gone for a very modern style with integrated front wings and only vestigial running boards, but had kept the characteristic Mercedes grille under orders from Daimler-Benz chief Dr Wilhelm Haspel. It was the biggest and fastest car that post-war Germany had yet produced, and it found favour with heads of state, celebrities and VIPs all over the world. Architect Frank Lloyd Wright had one, as did film stars Yul Brynner and Gary Cooper, James Bond film producer Albert R. Broccoli and crooner Bing Crosby. Emperor Haile Selassie of Ethiopia and President Jawaharlal Nehru of India used 300s as their official cars, as did West German Chancellor Konrad Adenauer, who liked the model so much and used it so extensively that the 300 became known as the ‘Adenauer Mercedes’.


BIRTH OF THE SL


In 1947 the Daimler-Benz board discussed the idea of producing a sports car to return the Mercedes-Benz marque to motor racing, but the design of new production cars took priority. In 1949 chief engineer Rudolf Uhlenhaut was finally given the go-ahead to work on a competition car, known internally as W194, with the proviso that it had to use an existing Mercedes engine and production running gear. A triple-carburettor 150bhp engine had already been developed for the 300S two-door cabriolet, and Uhlenhaut’s team developed a racing version with a higher compression ratio, reshaped intake and exhaust ports, a tubular manifold and dry-sump lubrication that produced 170bhp.


The 300 saloon’s independent front suspension was carried over to the SL with little modification beyond rudimentary lightening of some components. The saloon’s swing-axle rear suspension was also used, but it was reworked with the coil springs and telescopic dampers moved behind the axles rather than in front as they were on the saloon. Braking at both ends of the car was by big aluminium-finned drums.


To make up for the heavy production-based engine and running gear, the chassis had to be as light as possible. It was a proper spaceframe, made from a multitude of straight, small-diameter tubes, carefully designed using stress calculations and scale models. The full-size finished chassis weighed just 110lb (50kg).


The rolling chassis underwent its first tests at the Nürburgring in November 1951, and the complete car was revealed to the press in March 1952. Unlike conventional sports racing cars of the time, such as the Jaguar C-type, the 4.5-litre Ferrari and the Talbot-Lago, which were all open roadsters, the Mercedes was a fixed-roof coupé to provide the ultimate aerodynamic efficiency, so that the W194 could make the most of the comparatively meagre output of its production-based engine. The Ferraris had purpose-built race engines that were producing in excess of 300bhp by this time.


The high side members of the spaceframe chassis, essential for the chassis to be stiff enough, left no room for conventional doors. Instead the W194’s doors extended from the waist of the car upwards into the roof, where they were hinged near the centre-line of the roof panel. The steering wheel was made easily detachable to aid entry and exit.


W194 was known publicly as the 300 SL, the letters standing for sportlich leicht (sports lightweight). It made its racing debut in the 1952 Mille Miglia, driven by an all-star driving team: Karl Kling, Hermann Lang and Rudolf Caracciola. Giovanni Bracco won the race for Ferrari with Kling’s Mercedes second and Caracciola fourth. Lang had retired after sliding into a stone marker post at the side of the road. At Berne in May the SLs faced slim opposition and won an easy victory, but even so they were not expected to do well at the most important race of the year, Le Mans, as the classic 24-hour race attracted a much stronger field, including a fleet of British Jaguar C-types. But as the Le Mans race unfolded, one by one the challengers were delayed or eliminated, leaving the reliable 300 SLs to motor on to first and second places. The Lang/Riess 300 SL won an easy victory, with the Helfrich/Neidermayr car a lap behind it. Then at the Nürburgring in August there was more success: Mercedes fielded six 300 SLs and finished 1-2-3-4.
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The first Gullwing SL s were racing cars. They won the Le Mans 24-hour race in 1952, after faster opposition fell by the wayside. DAIMLER
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The spaceframe chassis of the SL – the black small-diameter tubes – made it stiff but also very light. DAIMLER





A tougher challenge awaited at the Carrera Panamericana, a 2000-mile road race across Mexico that had been inaugurated in 1950 to celebrate completion of the Mexican stretch of the Panamerican Highway. Many pundits reckoned the Carrera to be harder on car and driver than the classic Targa Florio, Mille Miglia and Vingt-Quatre Heures du Mans races in Europe – but that played to the strength of the reliable Mercedes, and the company’s South American distributor urged them to take part. So in September four 300 SLs were shipped to Mexico: Karl Kling had his Le Mans coupé, there was a brand new coupé for Hermann Lang, and two roadsters. One roadster was driven by American John Fitch, who had impressed in a Cunningham at Le Mans earlier in the year, and the second was taken along as a spare car and driven from stage to stage by team manager Alfred Neubauer’s assistant, journalist Günther Molter. Kling was with his regular co-driver Hans Klenk, while Lang was back with his Mille Miglia navigator Erwin Grupp. Fitch was partnered by mechanic Eugen Geiger.
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Hans Klenk emerges from the battered SL he shared with Karl Kling on the Carrera Panamericana, after they hit a buzzard. DAIMLER





The SLs hit trouble almost the moment they left the start at Tuxtla Guttierez when Lang hit a dog at speed, denting the front of his coupé. All three race cars quickly hit tyre problems because Continental, who as usual were supplying the tyres for the SLs, had not had time to analyse the road conditions as the decision to compete in the Carrera had come too late. The tyres they had supplied were the same as those used at the Nürburgring, and on the fast Mexican roads they overheated and threw treads. As a result all three cars had to stop during the first stage to change tyres – not once, but three times. And worse was to come.


The Kling/Klenk coupé was racing north towards Oaxaca at around 140mph (225km/h) when it collided with a flying buzzard. The bird smashed straight through the laminated windscreen and into Klenk’s face. Dazed but, incredibly, unharmed, Klenk donned a pair of goggles and the pair continued. Klenk later found that as a result of his encounter with the bird he had been given the nickname Geier, German for ‘vulture’.
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The SLs beat Ferrari and Jaguar through a combination of reliability and speed. DAIMLER





Ferrari provided the main threat to the 300 SLs. Bracco fought for the lead with his Mille Miglia adversary Kling until the axle failed in his red car, leaving the 300 SL to claim victory in the Carrera Panamericana at record pace after a stunning drive from Kling, with the Lang/Grupp car in second place. Fitch was disqualified on a technicality after reversing into a service area for attention to deranged steering, but after representations to the organizers from Neubauer he was allowed to complete the course and even picked up an award for the fastest time on the final leg.


The SLs ended 1952 with an enviable record: five races, four wins and five second places. From seventeen entries the W194s had failed to finish just three times. It proved that the Mercedes SL was reliable, and swift enough to challenge the best sports racing cars Britain, Italy and France could pit against it. The 1953 season looked set to be a classic, with Jaguar and particularly Ferrari looking to beat the might of Mercedes-Benz.




RUDOLF UHLENHAUT


Born in London in 1906, Rudolf Uhlenhaut had an English mother and German father. He studied mechanical engineering in Munich then joined Daimler-Benz in 1931, working in Fritz Nallinger’s test department. In 1936 he was appointed head of the racing department, developing the W125 and W154 Grand Prix cars and at the same time learning to drive them as fast as the Mercedes racing drivers could. At one test session at the Nürburgring in 1955 the great Juan Manuel Fangio told Uhlenhaut his car wasn’t set up correctly – so Uhlenhaut took the car out and lapped the Ring three seconds quicker than the reigning world champion. When he got back he told Fangio there seemed to be nothing wrong with the car that a bit of practice wouldn’t solve.
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Rudolf Uhlenhaut was a supremely talented engineer and an exceptionally skilled driver. MERCEDES-BENZ CLASSIC
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Uhlenhaut takes his son Roger for a ride in the SLR Competition Coupé. DAIMLER





Around this time Uhlenhaut’s own road car was the 300SLR ‘Competition Coupé’, a thinly disguised racing car with a top speed of 290km/h (180mph), which he would use to make rapid trans-continental trips to Grand Prix races.


Uhlenhaut had a hand in all Mercedes cars from the 1950s to the 1972 W116 S-class. He retired at the end of 1972, not long after the 107-series was launched, and died in 1989 at the age of 82.
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The 300SLR Competition Coupé, also known as the Uhlenhaut Coupé. DAIMLER








AN IMPROVED SL


Major improvements to the W194 were planned for the new season. Chassis number 11, known inside Mercedes as the Hobel (‘old banger’), was rebuilt with a shorter 90.6in (2,300mm) wheelbase and 3in (76mm) narrower tracks, reducing overall weight by about 143lb (65kg). The body kept its gullwing doors but now had a longer tail and a larger, squarer air intake at the front with air-exit vents in the front wings to remove hot air from the engine bay. The bonnet line was lower than before, with a streamlined bulge on one side to clear the engine and a corresponding bulge on the other side of the bonnet to even up the appearance.


The engine now had fuel injection, which Mercedes-Benz had been experimenting with on petrol engines since the 1930s, and had used on the DB600 aero-engine that went into the Messerschmitt Me 109 fighter plane during the war. The compression ratio was raised from the 8.0:1 of the W194s to 8.6:1, and the power output jumped to 214bhp at 5,960rpm – up more than 20 per cent from the carburettored 1952 engine. Early tests of the new car at the Solitude circuit near Stuttgart were promising.




[image: image]


Hobel, the ‘old banger’, was the next generation of SL racing car, which became the prototype for the road car in 1953. DAIMLER





But Daimler-Benz was re-evaluating its racing priorities. It decided it had done all it needed to do in sports car racing – it had beaten the top teams, Ferrari and Jaguar, and had won most of the major races – and now was the time to switch to Grand Prix racing with the W196. The sports car racing programme was cancelled. But that was far from the end for the SL.


In 1952 Max Hoffman had been appointed as the distributor for Mercedes-Benz cars on the East Coast of the USA, and Hoffman felt that a production version of the 300 SL would sell well. Legend has it that he not only told Daimler-Benz management that he could sell a thousand road-going 300 SLs in America, he backed up his claim with a down-payment on them all.


The Hobel prototype was reworked as a road-going car. Known internally as W198, it reverted back to the longer 94.5in wheelbase of the original racing coupés, and the body was now predominantly steel with an aluminium bonnet, boot lid and doors. On the race cars the doors had been fitted with simple folding props to keep them open, and a sliding bolt extending into the B-pillar to keep them closed. The road car was more sophisticated, with a pair of hydraulic struts to hold the doors up and a proper latch and lock at the bottom of the door. The windows were removable and could be stowed behind the seats in a protective bag.
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Mercedes concentrated on Grand Prix racing from 1953. Here the maestro Stirling Moss races to victory in the 1955 British Grand Prix, one of the last Mercedes wins before the company gave up motor racing. DAIMLER





The squarer air intake at the front was redrawn into a smoother, softer shape but it retained the huge Mercedes-Benz star that had been a feature of the racing 300 SLs, and the bold chrome bar that had appeared on the prototype. The front-hinged bonnet still had its twin bulges, but was now shorter leaving a fixed slam panel at the nose. The most striking additions to the road car were the ‘eyebrows’ above the wheel arches at all four corners, which served to break up the otherwise slab-sided shape. Daimler-Benz also claimed that they had an aerodynamic function, separating the airflow over the top of the car from that around the sides, helping to keep the windows clean in bad weather. To brighten up the austere race-car appearance, the headlight surrounds were now plated, there was a bright air intake grille at the base of the windscreen and a bright strip along the lower part of the body, and the front wing vents now carried twin horizontal chrome trim strips – but the use of exterior brightwork was still very restrained for the period.


A low-pivot swing-axle rear suspension was trialled on Hobel, but the production car reverted to the original racing SL swing-axle layout, itself closely related to that in the 300 saloon. Though some carmakers were now fitting disc brakes, Mercedes stuck to tried-and-tested technology by using the racing car’s huge aluminium-finned drum brakes.
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Max Hoffman, US importer for Mercedes-Benz cars, was convinced a 300 SL road car would sell well. DAIMLER
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Evolution of the Gullwing: from 1952 racing coupé (left) to 1953 Hobel prototype (centre) to the production road car. DAIMLER





Inside, wider, flatter seats were fitted, with the accent on comfort rather than retention of the body in fast corners, the driver’s seat being adjustable fore and aft. Tartan cloth was the standard trim material, as on the racing cars, but the road-going 300 SL also came with the option of leather seat facings. There was full carpeting, with vinyl trim panels covering the prominent sills and the inside of the doors. The instrument layout was very similar to the racer, with two large main dials and subsidiary gauges in pairs either side of the steering column. Heating and ventilation levers, controls for cold-start enrichment and a hot-start auxiliary electric fuel pump, and even a duplicate horn button for the passenger, were contained in a thick chrome strip that ran the width of the dashboard. The large-diameter white plastic steering wheel was no longer removable, but it could be tilted back at the top until it was almost horizontal for easier entry and exit. Behind the seats there was a semicircular, carpeted shelf, which was the only real luggage space in the car – the boot was almost useless for carrying luggage because it was full of spare wheel and fuel filler.


At 178in (4,520mm) overall, W198 had grown by a foot compared to the racers, and weighed in around 430lb (195kg) heavier. It weighed about the same as a Ferrari 250GT with its tubular frame and aluminium alloy body, and up to 100lb (45kg) lighter than a steel-bodied Jaguar XK120 or glassfibre-bodied Chevrolet Corvette.


TWO NEW SLS


The W198 300 SL made its debut at the International Motor Sports Show in New York in January 1954, where it stole the show. Autosport described it as ‘a car with a wonderful external appearance, coupled with virtually unbelievable performance’, while German car magazine auto, motor und sport said it was ‘the most refined and the most fascinating’ of all sports cars. US magazine Road & Track explained that the 300 SL’s combination of refined comfort, remarkable handling and grip, precise steering and breathtaking performance meant just one thing: ‘the sports car of the future has become reality’. British journalists were able to experience the 300 SL in October 1954 when Rudolf Uhlenhaut demonstrated one of the cars at Silverstone just prior to the London Motor Show in 1954, and all were impressed by both the car and by Uhlenhaut’s mastery behind the wheel.
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