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BR’s Last Main Line Diesel Hydraulic 
Locomotives  

Rodger P Bradley 

The 56 locomotives that came to comprise 
the Class 14 diesel hydraulics, and 

numbered between D9500-55 were a 
product of Swindon, and really perhaps, 
should never have been built. It is strange 
to consider that official sanction was given 
to this specific 'Western Region’ 
requirement after the decision to abandon 
diesel-hydraulic transmission had been 
taken. These  'Type 1’s were designated 

main line locomotives, intended primarily 
for shunting and trip freight work, initially 

in South and Mid-Wales. This idea being to 
provide early and complete dieselisation of 
the Cardiff Division. In fact, it was 
proposed to accomplish this by the end. of 
1964, but due to slow delivery, this was 
not achieved until the 24th July 1965. On 
that date, the last steam shed in the Cardiff 
Valleys – 88B Radyr – was closed. 

 

Responsibility for overall development of 
the D9500 series, rested with BR’s Chief' 
Mechanical Engineer, J.F.Harrison, with 
Swindon’s Mechanical Engineer (Design) 
being responsible for the detail work. In 
appearance they were unique for a Type 1 
design in two obvious ways. Firstly they 
were of� an 0-6-0 wheel arrangement, with 

rigid mainframes, and secondly, of course 
they� were the only B.R. Type 1 
locomotives to have a hydraulic 
transmission. The intention was to provide 
them with almost universal route 
availability on �Western Region metals, with 
the exception only of some dockside lines. 
They� were a robust and simple design, 

First of the class, as new from Swindon Works in August 1964, and withdrawn less than 5 years later in 
May 1969.  D9500 was sold in 1969 to the National Coal Board, and is now preserved on the Peak Rail 

line in Derbyshire, together with sister engines D9502 and D9524. 
(Photo: RPB Collection) 



 

 3 

incorporating a single 650hp diesel engine 
from Paxman’s stable of high-speed designs, 
and coupled to a jackshaft final drive 
through a Voith-NBL torque converter. 
They were an interesting, if' very short 
lived prototype; all bar 13 were withdrawn 
between January and November 1968, � 
with the last thirteen going before the end 
of May 1969. In total 48 of the class went 
into industrial service after withdrawal, 20 
at various National Coal Board sites, and 
24 at British Steel, mostly at Corby works.  
No less than 18 are in various states of 
preservation at various locations around 
the country.  

The original proposal to draft the Class 14 
into the Welsh Valleys provided for the 
replacement of a number of ex-GWR 0-6-
2 tank engines, predominantly of the 
56XXseries. A number of the class were 
allocated to the newly opened  (18th 
September 1964) Cardiff Canton depot, 
direct from Swindon Works.  Having said 
that however, a small number were first 
seen on the West of England main line 

between Reading and Newbury and 
working parcels trains up to� Paddington. 

On economic grounds, it was considered 
more suitable for trip freight working than 
Type 2 diesel locomotives, the 
employment of' which resulting in an over 
abundance of locomotive power. In 
addition, it was possible to consider a 50 
ton non-bogie locomotive on the grounds 
that many more freight vehicles� were then 
“fitted”, whereas previously, this 
locomotive’s lack of weight and� brake 
power would have precluded its 
consideration. Of course, on purely 
financial grounds the simple 0-6-0 type 1 
was much cheaper to build than an� 
equivalent number of say the Bo-Bo 
designs. Again in consideration of the type 
of work it was intended that these 650hp 
0-6-0's would operate, even the Type 1 
Bo-Bo would have been too much. Hence, 
in the eyes of the Western Region’s 
operating authorities, the need for a small 
type.  

Leading Dimensions 

Length over buffers: 34ft 7ins 
Overall height: 13ft 0ins 
Overall width: 8ft 7¾ ins 
Total wheelbase: 15ft 6ins 
Wheel diameter: 4ft 0ins 
Weight in working order: 50 tons 
Maximum axle load: 15 tons 2 cwt 
Minimum radius curve: 4 ½ chains (297ft) 
Maximum tractive effort: 30,910 lbs 
Maximum speed: 40 mph 
Fuel capacity: 338 gallons 

Engine & Transmission 

Paxman 4-stroke diesel engine type 6YJXL � 
Max. continuous output: 650hp at 1,500 rpm 
Cylinders – No.: 6 
Bore x stroke: 7.75 ins x 8.5 ins 
  
Transmission: Voith-North British type L217u, two torque convertor/fluid coupling  
Final drive: Hunslet type 650 gearbox and jackshaft drive to side coupling rods.  
Braking equipment: Air for loco. (from  Westinghouse type DH 16B air compressor),vacuum for 

train.(Reavell type FRU 105 exhausters.) 
Auxiliary generator: Type L.D.&C. C12W  
Battery: Crompton-Parkinson (48 ce1ls)  
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Structural Details 

The basic equipment layout of these 
locomotives had a central driving cab, with 
the forward nose compartment housing 
the engine, cooling equipment and 
exhausters, whilst in the rear hood section 
were the transmission, auxiliary generator, 
and compressor. The final drive and 
reverse gearbox was bolted between the 
frames under the cab.  

The power unit selected for this type was 
essentially that which the Western Region 
had always preferred - a quick running, 
compression ignition engine. Specifically, 
one of the Paxman Ventura series, 
designated type 6YJXL,its six cylinders 
developing 650bhp at 1500 rpm. 
Interestingly, the first engine type in 
Paxman's Ventura range, a twelve cylinder 
12YJXL,was fitted to Warship Class 
No.D830 “Majestic”. Or rather, I should 
say, two of this design were fitted, since of 
course, all the Warship Class locos. had 
two engines.  

The cylinders were arranged in 60° vee 
formation, and were� 7 ¾” bore by 8 ½” 
stroke. The crankcase itself was the only 
one in the range to be manufactured from 
an iron casting; the larger Ventura series 

engines were of fabricated, and cast, steel 
construction. The crankshaft was carried in 
plain bearings, a flange at the drive end was 
provided for connection to a flexible 
coupling and cardan shaft, between engine 
and transmission. Aluminium alloy, oil-
cooled pistons were used, with fork and 
blade type connections, and running�in wet 
type cylinder liners of seamless steel tube. 

Each of the separate�cylinder heads 
housed two inlet and two exhaust valves, 
actuated by push rods and rockers from 
the camshaft. The latter being fitted in 
the vee between the cylinder banks and 
gear drive from the crankshaft.  

Fuel supply was via a direct injection 
system with a single multi-hole injector 
in each cylinder, these in turn supplied 
by monobloc �injection pumps fitted each 
side under the air manifolds. Pressure 
charging of the incoming air was 
achieved through a single Napier exhaust 
gas driven pressure charger, mounted on 
top of the engine. The exhaust itself, or 
rather the lagged exhaust pipes, were 
housed in the vee between the cylinder 
banks, and were of cast iron, with 
expansion joints inserted to prevent 

distortion of the cylinder head. 

The whole engine was quite compact in 
size, 63 ¼" long (1605mm), by 55 ¾”wide 
(1415mm) and 56 7/8” in height (1111mm), 
from the top of the pressure�charger to the 
mounting points at the base of the 
crankcase. The basic weight of the engine 
was 6750lbs (30G0Kg), including oil 
coolers, filters, fuel and�water pumps, etc. 
As fitted into the D9500 locomotives it 
was attached on top of the mainframes at 
four points, through Metalastik resilient 
mounts. Starting the engine was in fact 
much the same as the conventional motor 
car, through a CAV non-axial starter 
engaging in teeth in the engine flywheel.  

The cooling system, supplied by Serck 
Radiators Ltd., included�the provision at the 

Impressive looking beast from this front end view – just a bit too late to 
be of any real value to BR. (Photo: RPB Collection) 
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nose end of two radiators, one on each 
side of the bonnet, with the rotation of the 
roof mounted air-intake fan controlled 
thermostatically by the engine cooling 
water temperature. This arrangement of 
hydrostatic fan drive was employed almost 
universa1ly, known as the Serck-Behr 
system, on B.R.'s diesel locomotive fleet. A 
Holset flexible coupling attached to the 
engine flywheel was in turn connected to 
the primary input shaft of the Voith-North 
British transmission unit through a Hardy-
Spicer Cardan shaft. This shaft running in a 
tunnel through the centre of the cab at 
floor level, separating the Driver's and 
Secondman's positions. In the type L217u 
transmission, two torque converters and a 
fluid coupling were provided, as compared 
with the triple converter type transmission 
used in the North British bui1t “Warship” 
locomotives. The two torque converters in 
this instance were used for starting, low 
and intermediate speeds, with the coupling 
taking over at speeds above 32mph,to�the 
maximum permissible speed of 40 mph. 
Changeover from coupling to converter(s) 
and vice-versa, was automatic, there being 
no gear changing. The main output�shaft 
was connected through a shorter Cardan 
shaft to the Hunslet triple reduction and 
reverse gearbox. This final drive gearbox 
was bolted to the locomotive frames 
directly beneath the cab, so that the 
bearing housings for�the jackshaft were 
precisely midway between the trailing and 
intermediate coupled wheels. An air 
operated reversing arrangement was 
provided for normal use, but this could be 
overridden and reverse effected manually 
if' required. The spiral, reverse bevel gears 
were fitted in in the second reduction 
stage, the�actual gear shift being through a 
lever and s1iding clutch fork, operated by 
a�double pneumatic cylinder.  

A secondary output shaft from the 
transmission unit operated the auxiliary 
generator, mounted in the extreme rear of 
the transmission compartment. The 
generator in turn supplied the various 
electrical auxiliaries, such as the lighting, 

heating of the cab, certain instrumentation, 
train indicators, marker lights etc., Also 
located in the rear compartment were the 
air compressor and fire fighting equipment.  

The chassis of these locomotives were 
constructed on virtually the same 
arrangement and principles as a steam 
locomotive. Steel plate frames of 1 ¼” 
thickness, and 30' 6" in length were stayed 
horizontally and vertically by fabricated 
steel spacers. Cantilevered support 
brackets, or outriggers, were attached to 
the top outer faces of the frames, to carry 
the cabside fuel tanks and. battery boxes. 
Both buffer beams were very deep plates, 
with that at the leading end being no less 
than 5” thick whilst the rear beam was 1" 
thick, �giving a total length over beams of 
31ft. exactly. The leading end was of�course 
easily distinguishable as having the radiator 
air-intake louvres, and�the longer "hood" 
section. The axles were fitted with roller 
bearing axleboxes inside the frames, 
running in manganese steel faced 
hornblocks. The 4’ 0” dia. Wheels had cast 
steel centres with pressed on tyres, and 
balance weights�covering three of the 
twelve spokes on each wheel. The flycrank 
was fastened to the projecting ends of the 
jackshaft, and gave a "throw" of 10". The 
non-fluted steel coupling rods were jointed 
at the flycrank and intermediate axle 
positions. 

Suspension was simplicity itself, six 
independent leaf springs, bearing direct1y 
on the upper faces of the axleboxes. The 
vacuum controlled air brake system 
supplied by Westinghouse had the rigging 
arranged in true steam locomotive style. In 
this case, a single hanger just in front of 
the�wheel, supported two separate shoes 
bearing on the tyre tread. Air assisted 
sanding was provided, with the sandpipes 
feeding in front of the leading 
coupled�wheels and behind the trailing 
wheels, the sand boxes being fitted to the 
outside�of the frames. An interesting 
feature of the braking system was the 
provision�of a passenger/goods valve, 
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whose function being to slow down the 
proportional brake application made when 
in the “goods" position. The idea being to 
prevent bunching when working fitted and 
non-fitted vehicles in the same train. In 
addition to the proportional valve a 
Driver's air-brake valve was also provided, 
to operate the locomotive brakes only. For 
creation of' vacuum, two Reavell 
exhausters were carried between the 
engine and radiators in the nose 
compartment. 

What may be termed the body of the 
1ocomotive can be conveniently separated 
into three compartments; the nose, hood-
section, driving cab, and rear, hood section. 
Unlike the majority of main line diesels, 
this particular�line service type did not have 
a body designed as a load bearing structure, 
all loading being applied through the frames.  
Consequently, the hood sections were of 
simple light gauge sheet steel construction, 
with the full width driving cab being 
insulated thermally, and from engine noise.  
Hinged access, doors were provided in the 
hood section, four to each side at the front 
and three to each side at the rear. Sections 
of the roof were also made removable. At 
the forward end of the nose compartment, 

fixed radiator louvres were positioned on 
either side, with a circular grille in the roof 
for the air-intake fan. Twin train headcode 
boxes were provided to front and rear, 
with one double digit box housed in the 
back of each access doer. Curiously, all the 
side access hatch handles, and the lower of 
the two cab doer handles, were recessed, 
though the upper door handle of the latter 
was not.  

Although often described as centre cab 
locomotives, as can be seen from the 

illustrations, the 
cab was most 
definitely not 
central. It was 
not “slab sided” 
but tapered 
inwards from 
just on the 
lower edge of 
the sliding side 
window, to the 
high end profile 
of the roof 
proper. The cab 

entrance�doors 
were fitted with 
droplights. Inside 
the cab, the 
electrical control 
cubicle was 

positioned 
against the forward bulkhead, with the 
Driver's desk, seat and Second man's 
positions against the rear bulkhead. Four 
large windows were provided in both, 
contoured to follow the profile of the roof 
and uppermost corners of the hood 
sections. Air operated windscreen wipers 
were fitted. Mounted on top of the hoods 
to both front and rear were twin warning 
horns. In the case of' the leading hood 
section, these were fixed in front of the 
engine exhaust stack, which in turn was 
attached centrally to the outside of the 
forward cab bulkhead. 

The locomotives’ fuel capacity of 338 
gallons was carried in three tanks. Two of 

Class 14 diesel-hydraulic D9516 working a train on the branch line at Didcot Railway Centre. 13th 
June 2015.  (Photo Courtesy: Roger Marks) 
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these were positioned on the footplating 
alongside the�nose and in front of the cab, 
one on either side. The third. tank was 
carried between the frames, low down at 
the leading end, with the object of this 
arrangement being to more evenly 
distribute the weight. The shorter boxes 
with hinged chequer plate lids, one to each 
side, on the footplate behind the cab 
housed two� 24 cell Crompton-Parkinson 
batteries. Front and rear shunters' steps 

were provided, built up from steel plate, 
with a third set of strap type steps giving 
access to the cab. Wire mesh was fitted 
behind the cab steps to prevent�contact 
with the flycranks. Curiously, the handrails 
running along the top�corners of the hood 
sections were not the traditional round 
bar, but a flat�metal strip. These handrails 
did not pass completely round the front 
and�rear ends, but stopped short, just 
around the outer corners. 

 

B.R. Western Region Type 1 Diesel Hydraulic Locomotive 

Running 
No. Built Lot No. 1st Allocation Last Allocation Withdrawn 

D9500 8/64 456 82A CF 5/69 

D9501 8/64 456 86A CF 6/68 

D9502 8/64 456 82A CF 5/69 

D9503 8/64 456 82A 50B 4/68 

D9504 8/64 456 82A 50B 4/68 

D9505 8/64 456 82A 50B 4/68 

D9506 9/64 456 86A CF 11/68 

D9507 9/64 456 86A 50B 4/68 

D9508 9/64 456 86A CF 11/68 

D9509 9/64 456 86A CF 11/68 

D9510 9/64 456 86A 50B 4/68 

D9511 9/64 456 86A 50B 4/68 

D9512 9/64 456 86A 50B 4/68 

D9513 10/64 456 86A CF 1/68 

D9514 10/64 456 86A LE 5/69 

D9515 10/64 456 86A 50B 4/68 

D9516 10/64 456 86A 50B 4/68 

D9517* 10/64 456 86A CF 11/68 

D9518 10/64 456 86A CF 5/69 

D9519 10/64 456 86A CF 11/68 

D9520 11/64 456 86A 50B 4/68 

D9521 11/64 456 81A LE 5/69 

D9522 11/64 456 81A CF 1/68 

D9523 12/64 456 81A 50B 4/68 

D9524 12/64 456 81A LE 5/69 

D9525 1/65 456 82A 50B 4/68 

D9526 1/65 460 82A CF 2/69 

D9527 1/65 460 82A CF 5/69 

D9528 1/65 460 82A CF 3/69 

D9529 1/65 460 86A 50B 4/68 
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D9530 2/65 460 86A CF 11/68 

D9531 2/65 460 86A CF 1/68 

D9532 2/65 460 86A 50B 4/68 

D9533 2/65 460 86A 50B 4/68 

D9534 3/65 460 86A 50B 4/68 

D9535 3/65 460 86A CF 2/69 

D9536 3/65 460 86A LE 5/69 

D9537 3/65 460 86A 50B 4/68 

D9538 3/65 460 86A LE 5/69 

D9539 4/65 460 86A 50B 4/68 

D9540 4/65 460 86A 50B 4/68 

D9541 4/65 460 86A 50B 4/68 

D9542 5/65 460 86A 50B 4/68 

D9543 5/65 460 86A 50B 4/68 

D9544 5/65 460 86A 50B 4/68 

D9545 6/65 460 87E 50B 4/68 

D9546 6/65 460 86A 50B 4/68 

D9547 7/65 460 86E 50B 4/68 

D9548 7/65 460 86A 50B 4/68 

D9549 8/65 460 86A 50B 4/68 

D9550 8/65 460 86A 50B 4/68 

D9551 9/65 460 86A 50B 4/68 

D9552 9/65 460 86A 50B 4/68 

D9553 9/65 460 82A 50B 4/68 

D9554 10/65 460 82A 50B 4/68 

D9555 10/65 460 82A LE 5/69 

 

Livery Details 

From construction to withdrawal, the 
D95XX Class locomotives were painted in 
standard green, with cab sides and front in 
a lighter shade. �This latter colour often 
referred to as “Sherwood Green”. Front 
and rear ends were 'decorated' with 
alternate black and yellow hazard warning 
stripes. � 

The areas covered in B.R. standard green, 
Spec. 30A Item 34 included the greater 
part of the upper works, and the sides and 
tops of the front and rear hood sections, 
valances, running boards, fuel tanks and 
battery boxes, The exterior surface of the 
cab sides, extending over the gutters to 
the upper rainstrips, was in the Sherwood 

Green, actually BR Spec. 30A Item 58.  
Standard grey was applied to the roof. Cab 
window surrounds were natural aluminium, 
and the interior surfaces of the cab roof 
and sides were finished in cream.  

Below footplate level, the exterior surfaces 
of the frames, wheels, brake shoes and 
hangers, sandboxes and delivery pipes, 
were finished in a general-purpose black, 
to BR Spec. 30A, Item 5. Front and rear 
footsteps, and the treads only of the cab 
steps were, like all handrails, originally 
finished in white.  Also fixed on the sides 
of the front and rear hoods, exactly 
opposite each of�the corner footsteps, 
were electrification warning flashes.  
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Interestingly, the buffer beams and stocks 
were finished in yellow, to the then 
current British Standard, BSS2660-0-
003.(BSS 2660 was superseded in 1974 by 
BSS 4800). The screw couplings and 
fliexible pipe connections were in the 
general purpose black. Standardisation of 
the distinctive striped warning panels on 
shunting locomotives, (Despite all that I’ve 
said�about these being line service types.) 
was decided upon from October 1959, 
consisting of alternate black and amber 
chevrons, 6 ins. wide. 

Running numbers and crest were carried 
on the cab sides, below the windows. The 
roundel type crest was the standard post 
1956 coach insignia, and the asymmetric 
numerals were a small but virtually unique 
departure from the standard lettering 
styles. No locomotive of this class carried 
the rail blue livery or double arrow 
symbo1.  

Operation 

Considering the reasons given for 
postponement of dieselisation of the 
Cardiff Division - i.e. slow delivery of Class 
14 locomotives. It is surprising to see that 
for the months of August, September and 
October 1964, delivery was at the rate of 
six or seven a month.  All of these going to 
either Bristol (Bath Road), or Cardiff 
Canton, with the exception of the one 
loco., D9517, which was retained at 
Swindon for testing, this totalled some 19 
examples in the West of England and 
South Wa1es - 14 going to Cardiff Canton.  

Construction at Swindon Works was in 
two lots, numbered 456 and 460. Lot 456 
covering locos. D9500-25, and Lot 460 the 
remainder, D9526-55. By the 29th 
November 1964, all of the first 26 had 
been completed, up to and including 
D9525. Construction of the 30 locos. of 
Lot 460 seems to have been much slower, 
notwithstanding the fact that the frames of 

Two class 14 diesel-hydraulics at Preston Riverside station in 2015. Green D9539 is based here on the Ribble Steam 
Railway by sand-coloured D9537 is making a visit from the East Lancashire Railway.   (Photo Courtesy: Geof Sheppard) 

(This file is licensed under the Creative Commons Attribution-Share Alike 3.0 Unported license.) 
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the first nine, Nos. D9526-,34 were 
complete, with transmissions, and the 
finished frames for D9535, by the end of 
November 1964. It was not until the end 
of May 1965 that the next ten were 
completed, some six months later.  

Of the first locos. delivered to the newly 
opened Canton Depot in Cardiff, during 
September 1964, one was subsequently 
despatched to Llanelli � for crew training in 
the Welsh Valleys. All the locos. allocated 
to the division  were employed on the 
duties for which they were intended, 
although there were a number of problems 
and teething troubles which, in addition to 
the delayed delivery helped postpone the 
elimination of steam to the following year.  
Amongst some early workings were freight 
trips to Pontardulais and an afternoon 
working from Margam to Newlands 
Colliery. They were not as successful as 
was hoped, and some of the reports of 
their operations from other depots seem 
to emphasise this. A couple of Bristol's 
allocation were stationed at Gloucester, 
though they were frequently under repair, 
and Pannier tanks and Class 2 2-6-0s were 
on�their normal-duties.  Although at least 
one D95XX was found work on the 
Nailsworth Branch in early 1966. The 
remaining Forest of Dean workings were 
diagrammed for these locos. in 1966. 
Singling of the Yate to Bath Green Park 
provided more of what might be called 
menial work for the D95XX locos., with 
workings to Stoke Gifford and back, and 
another to Portishead. The locos. on these 
workings�coming from Bristol's allocation.  

Considering the problems later associated 
with this c1ass, the early workings 
diagrammed for Old Oak Common's four 
locos. may even be seen�as optimistic. They 
were all initially based at Reading, and 

worked Reading to Newbury freights, with 
a parcels to Paddington, pilot duties and 
trip freights from Newbury to Hungerford 
and Aldermaston. A third diagram included 
the�working of the Wallingford Branch, 
with the fourth being spare engine and 
ballast specials. By late i966 though the lack 
of operational success was becoming an 
increasing burden, and an interesting 
example of this was that of Bristol Bath 
Road's 12 D95XX's, no less than 11 were 
on shed on at least one occasion in 
September.  

Withdrawal of these locomotives was 
begun when they were barely four years 
old, coming primarily under that condition 
of withdrawal tinder the National Traction 
Plan, for those types which had given 
trouble in service. Of course, they were 
not only non-standard types (having 
hydraulic transmission), but also, were 
relatively small in number. And, as you can 
see from the list, by 1968, all 56 were 
distributed between three depots - Cardiff 
Canton, Landore, and Hull (Dairycoates). 
The transfer of 33 locos. to the North East 
Region was completed in 1967, and 
amounted, on the surface at least, to 
nothing more than a very short lived face 
saving effort. By May 1965, B.R. had 
withdrawn all its Class 14 0-6-0's, with a 
number going into industrial use. 
Considering the operational problems that 
beset these locomotives during their time 
with B.R., maybe it is a little odd to� see the 
preservation of so many of this type, but 
perhaps it is a desire by some enthusiasts 
to record the failures as well as the 
successful achievements of British Railways. 
They certainly seem to have had better 
luck at coal mines and steel works, and 
after that on the preserved lines across the 
country.  

 

-oOo- 
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Life in Preservation 

The following table summarises those 
examples from the class after withdrawal 
from BR service, and the industries where 

they were used for around 5 to 10 years, 
until their rescue and preservation. 

 

 

 

BR 
Running 

No. 

BR 
Withdrawal 

Date 
Industrial Use Preserved 

D9500 5/69 National Coal Board Preserved at Peak Rail 

D9502 5/69 National Coal Board Preserved at East Lancs Railway 

D9504 4/68 National Coal Board Preserved at Kent & East Sussex Railway 

D9513 1/68 National Coal Board Preserved at Embsay and Bolton Abbey Steam 
Railway 

D9516 4/68 British Steel Corp. Preserved at Didcot Railway Centre 

D9518 5/69 National Coal Board Preserved at West Somerset Railway 

D9520 4/68 British Steel Corp. Preserved at Nene Valley Railway 

D9521 5/69 National Coal Board Preserved at Dean Forest Railway 

D9523 4/68 British Steel Corp. Preserved at Derwent Valley Light Railway, York 

D9524 5/69 BP Grangemouth Preserved at Peak Rail 

D9525 4/68 National Coal Board Preserved by Heritage Shunters Trust 

D9526 2/69 APCM Westbury Preserved at West Somerset Railway 

D9529 4/68 British Steel Corp. Preserved - normally at Nene Valley Railway 

D9531 1/68 National Coal Board Preserved at East Lancs Railway 

D9537 4/68 British Steel Corp. Preserved at East Lancs Railway 

D9539 4/68 British Steel Corp. Preserved at Ribble Steam Railway 

D9551 4/68 British Steel Corp. Preserved at Severn Valley Railway 

D9553 4/68 British Steel Corp. Preserved at Vale of Berkeley Railway 

D9555 5/69 National Coal Board Preserved at Dean Forest Railway 


