
A TALE OF SMOKE, MIRRORS AND HEIGHT CORRECTORS. By Dave Rogers

DEESSE had developed a pain in her posterior.  Over the last few months I had begun to 
notice that driving DEESSE had started to be akin to driving any other car; she had 
stopped floating over road irregularities and had picked up the nasty habit of bumping over 
them.  This trait had crept up slowly so it took a while to dawn on me that things in the 
back-end department were not as they should be.  Awareness came crashing down upon 
me when Mary and I were off on the Brias run in July.  We were sitting in DEESSE in the 
driveway, chatting away while she warmed up, not really concentrating on the car, I 
noticed, through the windscreen, the front end come up, so popped her in reverse and got 
underway.  When we crossed the pavement and dropped onto the tarmac we felt a chassis 
jarring thump.  On getting out and inspecting the car I quickly saw that the front end was at 
normal ride height but that the rear end was hard down on her stops.  A couple of manual 
adjustments through all the ride heights from minimum to maximum restored the normal 
setting but we didnʼt really ʻfloatʼ along for the rest of the day.   

The following weekend John Wyers and I set about investigating the problem.  Firstly we 
manually moved both the front and rear height correctors at the levers on the actual 
correctors taking them through the entire height possibilities.  Then we checked the 
linkages from the driverʼs seat height adjustment lever.  These linkages, that go across the 
car under the front seats, and then fore and aft on the outside of the chassis rails were 
very  loose so we tightened them and re-checked all the various height settings.  The three 
driving positions were now way out, so we reset the levels via the adjustment of the height 
corrector setting rods attached to the front and back anti-roll bars.  This is a fussy job 
requiring one person to be under the car in a position that allows them to take accurate 
measurements of the distance from the anti-roll bar to the road surface while the other 
person lifts and drops the car by the front or rear bumper or stands on each bumper and 
then lets the car rise.  Measurements are taken from each side of the anti-roll bars after 
each forced rise or drop  and then averaged, added together, averaged again and then 
checked to see if the final result is within tolerance.  If not, adjustments are made; in the 
case of the rear, via the rod connected to the anti-roll bar, or in the case of the front, by 
adjusting the thread that runs vertically down the outside of the suspension arm bracket. 
This will even up any differences in height between the left and right hands sides of the 
car.  It certainly pays to have the use of a pit, and I do have one but not at full depth, so 
poor old John was down under the car doing the contortionist act with the stick and ruler 
while I did the lifting and dropping.  After many attempts; firstly  it would be too low, and 
then too high, then too low again, we got it to the level we thought was pretty good, and 
we called it a day.

The next morning I took DEESSE out for a drive and after she had gone a goodly distance 
I found a quiet flat piece of road with very little camber at the gutter edges so I parked and 
crossed the road to view her side-on from a distance.  The front end I was happy with; a 
clenched fist with a thumb over the top  could just pass between the top surface of the tyre 
and the underside of the mudguard.  But the back end was far too high, so I manually 
moved it through all heights from dead low to full high and back to normal ride height, and 
blow me down, now she was too low at the back.  Now, Iʼve only owned this car for a little 
over three years and while I clean the LHM filter regularly and my LHM looks a nice bright 
green and has no odour, I donʼt actually know how long it has been since it was fully 
replaced.  Going back through receipts covering major work about twelve years ago shows 
some LHM billing, but not enough for a full re-change, and I canʼt confirm that the hydraulic 



system has ever been properly flushed, so I reasoned that I had blocked and grubby 
height correctors.  

I consulted the DS workshop manual and that spoke about special LHM purging jigs and 
sterile working environments, which all sounded a bit daunting so I thought I'd get some 
honest practical advice and next went to the helpful guys at AussieFrogs; what a mixed 
bag of replies I received. Some spoke about the absolute necessity for a sterile 
environment, others suggested that that environment could be replicated by working with 
all components fully  immersed in a bowl of alcohol, others poo-poo'd the idea entirely, 
stating that the internals of most still functioning height correctors contain more gunk than 
a relatively clean workshop  would ever inject into a height corrector on re-assembly. I was 
warned about the fragility of the shims and how critical the order of re-assembly would be, 
and that I'd need a special tool to dis-assemble the unit. I was implored not to attempt the 
work myself and to leave it to experts, so that is what I decided to do. Then some good old 
Aussie sense came through with Double Chevron ( Shane Leviston) urging me to, "Give it 
a go, Dave.  If it's stuffed now, you can't make it any worse".  

I found some expanded diagrams of the workings of a height corrector, as I had absolutely 
no idea of what I may be working with and then got permission from John Wyers to use, 
for a 'dry run', an old GS height corrector that he had left with me. I made a 'special tool' by 
simply cutting a slot in a 7mm bolt, spread out some clean white paper (the sterile 
environment) and got to work carefully  and methodically  dis-assembling the GS corrector. 
What I found was neither complicated or remarkable really, I still have no idea of how they 
actually  function, but the mechanical construction was pretty straight forward. Once you 
remove the rubber seals, the diaphragms and springs, the actual 'working' components, 
those that will be affected by a build-up of gunk, are a series of very thin discs penetrated 
by an extremely small hole through the centre of each and separated by wider spacers 
which have a much larger centre hole. These discs and spacers are housed within a 
capillary in the lower body of the corrector and are accessed by  removing a threaded plug 

with the 'special tool'. The photo below shows the expanded result of my surgery.
And this photo shows a close-up of the discs and spacers.

The capillary in which the 
discs & spacers are housed.



Now armed with a rudimentary understanding of what I was up  against, the next weekend I 
removed the nearside rear wheel, the aluminium cover over the height corrector and 
started disconnecting the unit from the car. The corrector is fed by one hydraulic pipe into 
its underside, two feeds come form its top surface which go to each rear sphere and there 
is a return pipe which comes off its front face. I had previously released the pressure from 
the regulator so I started with the main feed pipe; all good there, as it unscrewed easily. 
Next I pulled off the return pipe and the rubber sleeve came away easily. Then I tried the 
two top pipes which go the each sphere, these were tight, in fact so tight that my new flare 
spanners couldn't even begin to budge them. Without removing these two pipes it would 
prove impossible to extract the corrector completely from the car and if that couldn't be 
done I had a problem. So figured that heat may break the seal, so out came my 
neighbours heat gun. It is a commercial paint stripping gun and I fabricated a cone to go 
on its nozzle so I could direct a pin-point of heat to a precise spot.  For all efforts all that 
was achieved was a literal smoke screen as all the excess LHM and cleaning solvents 
were burnt off, I nearly  choked as I persevered with applying enough heat. Back on with 
the flare spanner, but it wouldn't budge, any extra effort would damage the nut and that 
was something definitely to be avoided. Next I made a call to the gran-daddy of D 
disassembly and reassembly, Bob  King, surely he had come across this problem before 
and would have a solution. His advice was to strike the head of the nut so as to break the 
seal. Good advice but how do I contrive to strike the full surface to the head of the nut 
when I have a pipe sticking out of it?  I scoured the garage and came up  with a solid cast 
aluminium skate-board truck. I cut the securing lug away from its centre, chopped some of 
its length off, drilled out the steel axle and ground a slot done some off its length. This 
gave me a tool that would enshroud the hydraulic pipe, have complete contact with the 

head of the nut and give me a large, solid 
striking area.  

A few decent cracks and no change, more heat applied and a few more crakes with a 
hammer and still no change, it would not budge at all. "Blooming heck" (or stronger 
words), what am I to do now?  My only option was to have a go at removing the discs and 



spacers and cleaning out the capillary and replacing everything with the corrector in-situ. 
The only difficulty (and a major one) is that the capillary faces towards the C  pillar and not 
towards the era of the car, the effective working clearance is only a couple of inches and 
precludes the option of having a direct line of sight to the work area.  So this is where the 
mirror enters the tale.  I removed the frame from the old laundry mirror and balanced it 
against the C pillar. The fact that it was able to be positioned in such a way as to give me a 

'square on' image of the corrector I like to 
imagine as another example of Citroen's 
thorough design ethics, but I doubt it; just 
luck I reckon.  Working in a mirror image 
was a bit disconcerting but I was able to 
use my 'special tool' to remove the capture 
nut from deep within the capillary  and 
knowing what was to be removed and 
exactly in what order they were to come 
out made sure that I captured each disc 
and spacer into a clean plastic container 
that I held in front of the corrector as I 
applied compressed air into the capillary 
from the other end.  Having a wife who 
works in a doctors surgery  is a great help 
when it comes to accessing syringes and 

surgical buds that don't leave threads of 
cotton behind when they get wet.  Using both of these I was able clean out the capillary 
and flush it with petrol.  What a lot of fine black 
gunk came out, of smaller dimension, but not 
unlike the findings that comes out of the bottom 
of some red wines. The discs and spacers were 
similarly covered with a fine black sludge and 
were thoroughly cleaned. Using some fine 
pointed tweezers I was able to re-insert the 
discs and spacers in the correct order and re-
assemble the whole corrector.  It did require the 
removal of the back seat so I could reach 
around into the boot cavity  and with my left 
hand screw up  the bolts attaching the corrector 
to the wheel arch while holding the corrector in 
position with my right hand. 

All that was left to do now was to re-attach the 
feed and return pipes, reattach rear wheel, tighten 
the regulator bleed screw and start DEESSE and watch her rear end fly up  and down as 
the corrector bled itself.  

I'm pleased to report that DEESSE now has a soft and squishy rear end but to get her ride 
heights accurate it took a couple more trips to the bottom of my pit with visits to the roll bar. 
This time John Wyers was spared the contortionists job as he was overseas and I press- 
ganged one of my sons into the role. 

In summary I'd like to say that I'm not particularly mechanically blessed but this is a job 
that anybody with a modi come of practicality and a workshop that is reasonably  equipped 
with appliances could tackle without too much difficulty.  


