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AUTHOR'S NOTE 

T
his chronicle and celebration of Daimler­

Benz's first century has evolved with the 

contributions of many. Our gratitude is 

manifold ... 

To Bela Ban~nyi, Eugen Bohringer, Briggs Cun­

ningham, John Fitch, Heinz Hoppe, Karl Kling, 

Hermann Lang, Gunther Molter, Rudolf Uhlenhaut 

and the late Manfred Lorscheidt, for sharing their 

personal reminiscences. 

To Max von Pein, curator of the Daimler-Benz 

Museum and Archives, for opening the door to one of 

the world's finest company historical collections and 

for offering the assistance of Rainer Karnowski, 

Michael Rau and Stanislav Peschel of his staff. To 

Hans-Peter Kassai for supplying answers to numer­

ous questions, and to Gerhard Haerle and Elisabeth 

Kolb for providing voluminous detail on the com­

pany's competition record. To auto motor und sport, 
for access to the Weitmann Archives, and to Walter 

Gotschke for courtesies extended in Stuttgart. 

In the United States, to Henry Austin Clark, Jr., 

William L. Bailey and Fred W. Crismon for their 

gen~rous cooperation throughout the project; to Ron 

Grantz, Gloria Francis and Margaret Butzu Peters 

of the Detroit Public Library's National Automotive 

History Collection, James A. Wren of the Motor 

Vehicle Manufacturers Association of the United 

States and the many assisting librarians at the New 

York Public Library and the New York Society 

Library for access and guidance in researching those 

collections; to John Burgess of the Briggs Cun­

ningham Automotive Museum, Jack Martin of the 

Indianapolis Motor Speedway Museum, and 

Charles L. Betts, Jr., James H. Cox, Ralph Dun­

woodie, David L. Lewis, William]. Lewis, Keith 

Marvin, John B. Montville and John M. Peckham of 

the Society of Automotive Historians for counsel in 

historical research. And to Peter Heick, for many 

kindnesses. 

In England, to Keith Fletcher of H. M. Fletcher 

Books, London, for allowing photographs to be 

taken of Roy Nockolds' paintings; to David Moncur 

of Quadrant Picture Library, Surrey, for permission 
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to reproduce paintings and illustrations by F. Gordon 

Crosby; to Kathy Agar of Motor Sport and LAT for 

access to that magazine's photographic archive; and to 

photographers Geoffrey Goddard, Louis Kleman­

taski and George Monkhouse. 

To Barrett Clark in the United States, Norman 

Halsey and Mac Hanna in England, and Herve 

Poulain and Francis Paudras in Paris for research, 

advice and counsel about illustrative material. 

Memories shared in years of personal friendship 

with Alice "Baby" Caracciola were continually 

evoked as this book was being written, and were 

enriched by the recollections of Rene Dreyfus, who 

cheerfully answered queries about the ambiance of 

motor sport's golden years at any time of day or night. 

Published reminiscences and private correspondence 

of those who drove for, or against, the three-pointed 

star were essential sources, as were the recorded 

memories of those who were there when Daimler­

Benz corporate history was being made, and of those 

who made it. The Daimler- Benz Archives have care­

fully preserved all this lore. We gratefully acknowl­

edge the guidelines provided by the works of such 

scholars of the marque as Karl Ludvigsen, David 

Scott-Moncrieff, St. John Nixon , Friedrich 

Schild berger, Paul Siebertz and Alec E. Ulmann. 

Finally, to Leo Levine, our mentor throughout, 

and his staff at Mercedes- Benz of North America, 

particularly Pat Gunther through whose typewriter 

all words passed; to Christa Ficken, who translated 

at least twenty pounds of research and as many hours 

of tape from German to English; to Jacques Vaucher 

of L'Art and L'Automobile, whose help extended 

beyond the call; and to Paul Gamarello of Eyetooth 

Design, Inc. for his book design - more thanks than 

words can express. 

Beverly Rae Kimes 

Harris Lewine 



FOREWORD 

I 
am one of those fortunate enough to be em­

ployed by Daimler-Benz as the company and 

the industry it created are about to celebrate 

their 100th anniversary-on January 29, 

1986, just a few months after this is written. Whether 

you read these words before that date, or on it, or at 

some time afterward, consider them as written on the 

birthday itself, as a reflection on being a part of 

something that is celebrating a century of existence. 

Reaching a hundred does not bring with it any great 

degree of exclusivity; people reach that age every day 

(there is even a community in the Caucasus where one 

hundred is considered little more than middle age). 

Any number of public companies have long since gone 

past the century milestone; countless family-owned 

proprietorships have been in existence for several 

centuries. But in this case one hundred years are 

special for several reasons. First, this is not, with all 

due respect, the centennial of some butcher, baker, or 

candlestick maker, but of an industry that has 

changed the way man lives. Further, we can say with 

pride that Daimler-Benz at the age of one hundred 

stands at the highest level of the industry we founded, 

with a reputation for quality unmatched anywhere in 

the world. 

Reaching this point has been an adventure. In the 

United States alone more than 5,000 different car­

makers have existed, in one form or another, for 

shorter (mostly) or longer periods. The 5,000 have 

boiled down to four, if we consider only the native­

born. The numbers of people and companies who 

have tried to make cars in other parts of the world, 

most notably in Europe, can only be guessed at, but 

they can certainly be counted in the thousands. The 

fact that the union of Daimler and Benz has survived 

this almost Darwinian selection process, and also two 

world wars during which the company was in the 

defeated country, and dozens of other social and 

economic upheavals, yet has reached its present sta­

tus, is indeed noteworthy. 

To organize a century of activity into a narrative of 

reasonable length that would be of general interest­

more a popular history than one concerned with the 

7 

business dealings of the company-is a formidable 

task. I know this from personal experience, since I 

wrote a much more limited history some years ago; the 

main problem was constantly deciding what not to 

include. But when Mercedes-Benz of North Amer­

ica decided to publish a centennial history, the choice 

of Beverly Kimes, with her considerable reputation as 

an automotive historian, to write it was an obvious 

one, and our confidence in her was not misplaced. 

She has our thanks for a job well done. 

Equal thanks go to Harris Lewine, who produced 

this volume. The title "producer" is usually associated 

with films or television; in publishing it is com­

paratively new. What it means in this case is that 

Lewine, one of the preeminent art directors in con­

temporary publishing, took our idea and made it 

tangible. He decided how this volume would look and 

feel and what the graphic presentation would be, and 

he also oversaw all the mechanical steps that led to the 

finished book. The results of his dedication, which 

included a massive task of graphic and pictorial 

research, are now in your hands. 

Particular thanks should also go to Anne Murphy, 

one of those increasingly rare people who know how 

to manage the English language, and who functioned 

as copy editor for this volume. Beverly Kimes has 

included the rest of the acknowledgements in her 

author's note, and to hers I can only add the thanks of 

Mercedes-Benz of North America to all who have 

made a contribution in one way or another. 

Contribution to what? one may ask. Why is an 

auto manufacturer, or the North American subsidi­

ary of an auto manufacturer, expending so much effort 

on publishing a book? The reason is simple. When we 

began to discuss the centennial celebrations, we made 

two decisions. The first, obviously, was to celebrate 

the anniversary at the proper time. The other was to 

insure that, after the celebrations were over, we would 

have a permanent record of our first century. This 

book, along with two films, is the centerpiece of our 

attempt to present some of our history in accessible, 

popular form. The first printing has been set at 

50,000 copies, which is probably a record for a 



company-sponsored book. And we intend to make it 

available to as many of our customers as possible, to 

libraries, which are receiving a copy as our birthday 

present, to the nation's press-and to have some 

copies left for Mercedes fans who are also book 

collectors. 

Some of us in this business still view the automobile 

as something more than just transportation from A to 

B. We look upon it as a personal statement, as 

something that demands creative talent from its de­

signers and builders, a quality above and beyond the 

utilitarian and mundane. We know the automobile has 
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a multitude of problems, but we also know that the 

same creativity that produced and developed it in the 

first place will eventually find solutions, and that this 

medium of individual transport will serve us and our 

children in the future. In the meantime, as we reach 

one hundred, it is our hope that you enjoy the results of 

Beverly Kimes' and Harris Lewine's labor. 

Leo Levine 

Montvale, N.j. 

November, 1985 



INTRODUCTION 

V
ulcan produced twenty tricycles in a single 

day, Homer tells us in the Iliad. Vulcan 

had the advantage of divine power; man 

alone would need centuries to accomplish 

the same thing. The idea of the automobile is at least 

as old as recorded time. How to make one was the 

stumbling block. 

Self-propelled vehicles were forecast by Roger 

Bacon in the thirteenth century, sketched by 

Leonardo da Vinci in the fifteenth, discussed by 

Isaac Newton in the seventeenth. Who tried to build 

the first one will never be known. Two-masted car­

riages fitted with sails are known to have plied the 

roads of the Netherlands by 1600, and a clockwork 

carriage unwound its way through Paris streets 

around 1 750. Neither idea made much headway. 

Steam seemed more promising. 

Since ancient Alexandria, when Heron used its 

power to open temple doors, harnessing the energy of 

steam had engaged inventive minds. Again, we do 

not know who first tried to build a steam vehicle. The 

earliest inventor known to have succeeded, however 

fitfully, is Nicolas Joseph Cugnot, the French military 

officer whose three-wheeled tractor, with a huge pot­

shaped black boiler suspended in front, managed 

approximately three miles an hour during a short trial 

run in the summer of 1771. Towing artillery was the 

Cugnot's intended purpose and when it could not 

effectively manage that, it was abandoned in a corner 

of the Paris Arsenal. 

Steam was not enough to make the Cugnot work, 

but it was the source that provided the power for the 

Industrial Revolution, the single greatest agent for 

material change that the world has ever known. It is 
impossible to say just when the Industrial Revolution 

started, but it could have been the day in 1775 when, 

after improving the N ewcomen steam concept and 

patenting the result, the Scottish instrument maker 

James Watt allied himself with the English engineer 

Matthew Boulton and began making steam engines at 

Soho, near Birmingham. They were visited shortly 

afterwards by George III, who was curious to know 

what was going on. "Power, Your Majesty," Boulton 
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answered, "I possess what all the world desires." The 

King's reply is not recorded. Presumably he had other 

things on his mind, not least the treason being perpe­

trated in his colonies across the Atlantic. 

But Boulton was right. Steam, previously used 

only to pump water from mines, now replaced work­

ers or water wheels to power machines; machines 

replaced handwork; manufacturing moved out of 

piecework shops and into great factories. By the early 

nineteenth century, steam had taken to the water, 

augmenting sail for the first time in a transatlantic 

crossing in 1819. George Stephenson built his first 

steam locomotive in England in 1814. In 1830 Peter 

Cooper's Tom Thumb replaced the horses that had 

previously pulled the cars of the Baltimore and Ohio 

Railroad in America. 

What of a vehicle for the road? The idea had not 

been forgotten. Soon after patenting his steam engine, 

Watt declared his resolve "to try if God will work a 

miracle with these carriages ... but I have small 

hopes of their ever becoming useful." He gave up 

quickly; his low-pressure steam engine was unsuitable 

for vehicular use. A steam carriage was included in 

his 1784 patent not because he intended to build one 

but to dissuade others from doing so, a strategy that 

worked in at least one case. Watt's foreman, William 

Murdock, built a single steam carriage model and 

then went on to invent coal-gas lighting. 

Experimentation in high-pressure steam engines for 

vehicular use followed both on the Continent and in 

America. In England, beginning about 1830, a cote­

rie of inventors and entrepreneurs built elaborate 

steam coaches to carry passengers through the coun­

tryside. Gloucester to Cheltenham was Sir Golds­

worthy Gurney's route, nine miles in 45 minutes, four 

scheduled round trips a day. With a driver up front, 

an engineer in the engine room, and a boy at the rear 

to feed the fire with coal, these steamers were a 

colorful sight, and not a welcome one. The public was 

not enthralled, nor was Parliament. Stones and trees 

were often laid in the steamers' path. The tolls 

charged them were exorbitant: 5 pounds for passing 

the same tollgate at which a coach and horses was 



charged just threepence. But still the inventors strug­

gled for success and acceptance, arguing before the 

House of Commons that hooves wore down British 

roads three times faster than wheels, and enjoying 

some support from the Scottish road builder John 

Loudon McAdam. To no avail. The horsemen were 

joined in their anti-steamer cause by the railroad 

interests, the carriage owners, who objected to having 

their horses terrified, and the thoroughly frightened 

pedestrian populace. 

Meanwhile, the Industrial Revolution was stim­

ulating progress in other fields. The printed word was 

spread faster after Friedrich Koenig's development of 

the power-driven flatbed press in 1811, and faster 

still with Robert Hoe's rotary press of 1846. The 

Italian Alessandro Volta, the Frenchman Andre 

Ampere, the German Georg Simon Ohm, the 

Englishman Michael Faraday, and the American 

Samuel F. B. Morse made enormous strides in the 

science of electricity. By 1862, 150,000 miles of 

telegraph wires stretched all over the world. The 
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transatlantic cable was laid in 1866. 

Cheaper and better steel was revolutionizing 

bridge building. Sophisticated machinery was ad­

vancing road and tunnel construction. Refrigeration 

and pasteurization were realities, and so were pack­

ages for foodstuffs and the soon-to-be-ubiquitous tin 

can. Clothing could be bought ready made. There 

were machines for sewing and washing and mowing 

the lawn. Elisha Otis invented his elevator in 1852. 

Alexander Graham Bell talked on a telephone in 

1876. 

But the ultimate machine of the machine age had 

not yet arrived. At this point the story of the auto­

mobile remained one of abandoned dreams and un­

fulfilled hopes, with as many forces impeding its 

progress as were propelling it into being. But the 

spread of industrialization made the automobile inev­

itable. As the nineteenth century wore on, the tech­

nology needed to create it was rapidly being 

developed. 

N ow the concept needed someone to make it work. 



CHAPTER ONE 

THE DREAMERS 
ARE DOERS 
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A journey of a thousand miles 
must begin with a single step. 

- LAo TZU, 

TAo TEH CHING 

886 
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