Rear suspension on hydraulic models shoots up during braking
This is indicative of air in the rear suspension circuit. 

The "air" could be small amounts of N-gas leaking out the suspension sphere's membranes - as the neoprene membranes are somewhat porous to N-gas. 
This will be noticeable if the car is left unused for longish time. 

Check the HP pump's feed hose from reservoir for surface cracks & loose fit on studs - which is known to cause the pump taking in air. If the hose is generally rotten - it must be replaced. 

You should first do the Citaerobics. 

Then bleed the rear brakes with several brake pedal strokes. 
The reason is : 
Everytime you use the brakes - part of the rear pressure & any air will move up in steps - by each pedal stroke - to the brake doseur (master/ pedal) valve. 
The pressure to the brakes - from doseur valve - is pressed back again when pedal released - and so is any air - to the reservoir by the caliper piston retracting. 

Only if you open the brake lines - it should be necessary to bleed the brakes - or if bleeding to replace the LHM in the system.

Replacing the cambelt.
This method will save you the hassle bringing all axles to absolute engine reference indexes - especially the bothersome indexing of diesel roto-pumps. The method is known as Relative Indexing - as opposed to the standard Absolute Indexing using all axles set to absolute engine indexes. The only technical difference is the method - result is huge labour saving. 

Note : 
If you by bad or "tired" engine running suspect a cambelt offset with the old belt - then you have to insert the indexing bolts/pins & find the diesel roto pump index - to check the Absolute Indexing. 
If these can then not be inserted without unduly violence to the cambelt or index bolts - you then know the belt has an erroneous offset. 

Relative Indexing : 
1) Clean the edge of the old belt & the sprockets using a solvent/degreaser. 
2) Using white ink - mark up 1 tooth on each sprocket - and the 2 surrounding teeth on the belt. On the outside (flat) of the belt - make a line corresponding to each marked tooth - ensuring you can find the marked teeth. 
3) On the cam sprocket belt markings - mark up an arrow pointing towards front of car. This arrow indicates direction of belt rotation - and ensures you find this arrow as cam index. In case of 2 cams - allways use the leftmost (viewed in to the sprockets) as reference. 
4) Remove old belt - transfer all the markings to new belt. Have an assistent checking equal teeth count between markings on both belts - ensuring no offset made by error. 
5) Fit new belt according to markings. 
6) If the belt tensioner wheel is fitted with a tensioner spring - this is used for correct tensioning of the belt. 
7) Loosen any lock nuts/bolts on the tensioner wheel bracket - and let the spring tension the belt. 
8) IMPORTANT. Refit any drivebelt wheel onto the crank axle - to keep the cambelt on the crank sprocket. 
9) Turn the engine in running direction a couple of full rev's - by handtool - ensuring the belt seats correctly on wheels & sprockets. 
10) Now turn the cam backwards a bit - to take up any slack in the belt's longest run. 
11) In case the engine has 2 cams - then turn both cam sprockets backwards - to take up any slack between cams - and slack in the belt's longest run. 
12) In case the tensioner wheel has no tensioner spring (center offset adjusting) - then tension the belt such that it's exactly possible to twist the belt 90degree on it's longest run - using normal finger forces. 
13) Tighten the tensioner wheel bracket lock nuts/bolts. 

But my engine has 2 cambelts ? 
Sometimes seen on diesels - with no 2 belt driving the roto pump. 
Simply repeat the above procedure for this belt.
Handbrakes adjustment on BX & Xantia.
The handbrakes on BX, Xantia & XM works on the front brakes - via a pushrod thru the caliper - pushing on the main brakes caliper piston - and thereby on the regular brake pads. 

Inside the brake caliper piston is fitted mechanical bits to automatically adjust the handbrake lever position - compensating for normal brake pads wear. 

NOTE : Do not drive the car while adjusting the handbrakes. 

The handbrake is adjusted in either of 2 ways : 
Have engine idle - select neutral. 
Press & hold brake pedal down to first stop point. 

Either on pedal : 
Press a bit further on pedal untill you feel it hits a second firm bottom stop - some 1" further down. You can positively feel it won't give anymore on this stop. Calmly "pump" the pedal against this bottom stop 2-3 times. 

- or by the lever : 
Grab the handbrake lever - hold the release button pushed in by your thumb - then firmly work the lever up/down 3-5 times. 

There is no reason to use violent force doing this. 

Otherwise the risc is that on RHD export BX'es the pedal box is damaged. 
Or the handbrake get's too tight adjusted - causing the brakes to constantly bind more or less - untill un-necessary pads wear releases such binding again. 
This also makes a risc the brakes overheats.

Replacing handbrake cables on BX & Xantia.
During every brakes service - the handbrake cables should have a good look after. 
A known problem is worn cable guides - which makes sharp edges catching on the cables outer sheath - eventually shearing this. Result is ingress of water & wintersalt - causing a stuck cable. 
Often this problem has developed to a broken (rusted thru) outer cable. 
Another result may be the cable sticking in the guides - and then rubbing against the tyres - a common problem indeed. 

Happily these handbrake cables are common & cheap spares - and easy to replace - as an example here is the procedure for replacing the cables on the BX : 

At brake calipers : 
1) Press in the lever arms and release the cable from the lever arm. 
2) Pull out the outer cable from the caliper retaining hole. 

Inside car : 
3) Unclip & remove the rear coin/utility plastic cup from the center console - then uscrew the 2 retaining bolts found here. 
4) Pull up the handbrake lever - then unscrew the center console retaining bolt under the lever. 
5) Gently work free the center console from the handbrake lever - unclipping if necessary any electric connectors. 
6) Release handbrake lever - then unhook each cable eye. 
7) Attach at least 1.5m length of wire to each cable eye. Secure opposite end of wire - preventing it disappears when old cable is withdrawn. 

At brake calipers : 
8) Withdraw the old cables. Then detach the wire from the cable eyes. 
9) Attach the wire to the cable eyes on the new cables. 
10) Have an assistant firmly draw in the new cable by the wire - while you help/guide the new cable backwards thru the cable guides. 
Known problem is difficulty with cable glands seating correctly in the thru holes under the handbrake lever. 
11) Wind back the cable adjuster nuts - then push new cables thru the caliper retaining holes - do not fit cable on lever arm for now. 

Inside car : 
12) Remove wires and attach cable eyes to handbrake pulling triangle. 

At brake calipers : 
13) Fit the cables on the lever arms. 
14) Adjust the cable adjuster nuts - to take up any slack on inner cable only. 
When correctly adjusted - the caliper lever arm & inner cable should just exactly be under tension. 
Do not use the adjuster nuts to adjust the handbrake action ! 
15) Check the handbrake lever pull triangle for even cable pulling - adjust on both cable nuts to even out cables. Finally lock the adjuster nut by it's smaller locknut. 
16) Refit center console - taking care any removed electric connectors are firmly secured. 
17) Adjust the handbrake - procedure found elsewhere in Tips & Tricks.

Getting pressure back on system - priming the pump.
After any service work involving removal of HP pump, the HP pump's feed hose or after a low reservoir level event - the HP pump has lost it's feed. 
The HP pump has a very weak suction capacity and will in many cases not start taking in the LHM on suction side. 

The problem is similar to any other fluid suction pump located on a higher level than the fluid surface. 

You then need to prime the pump. 

The less resistance the pump has to overcome on the pressure side - the higher the flow rate through the pump will be - and thus the suction side will take in the most fluid. 
This means you help the pump if it does not have to pump up the system first off. Opening the pressure relief valve on the PR gives the highest flow through the pump without system resistance. 

Warning ! 

On HA or antisink models : 
If the suspension was NOT lowered while system pressure still was present - then the car may indeed suddenly sink when system pressure builds up again - even if the height controller is left un-touched ! 
Be careful ! 

To prevent standard hydraulic suspension cars suddenly gaining height while you fiddle with the hydraulics and system pressure builds up - then set the suspension control to lowest height on these cars ! 

Collect the following items : 
Small funnel. 
1L bottle of LHM. 
1" hose worm clip. 
Rags & papers to collect spillage. 

Inspect the hose clip for the HP pump's feed hose on the reservoir. If the clip is the original production line one-off clip - it must be replaced with a new hose clip. Be sure it's located over the hose for a quick re-assembly of the hose. 

Below on the front of the engine block you find the hydraulic system pressure regulator (PR) - with the accumulator sphere directly attached. 
On the PR you find the system pressure relief valve - also commonly referred to as the system bleed valve. 
It's the only 12mm head bolt found in this area - you can't miss it - the bolt head is protruding a few mm from the PR body - like a seal is missing (but is not !). 

This bolt you loosen ½ turn anti-clockwise - no more. 
Do not remove the bolt - as then the relief valve ball bearing will disappear down your driveway. 

As you loosen the bolt - you'll hear a hissing sound from any pressure left in the accumulator sphere - now escaping to the reservoir. 

Remove the HP pump's suction hose at the reservoir - and using the funnel fill the hose the best you can with LHM. Wriggle the hose around - to let air burb out the hose. 

When no more LHM goes into the hose - block the open end with your thumb - and quickly refit the hose to the reservoir stud - trying not to spill from the hose. Tighten the hose clamp. 

Start the engine - then gently rev it up (don't be harsh to a cold engine !) to some 2000-2500rev's for some 30sec's. 
Have an assistent to keep the engine slightly rev'ed - then close the PR's pressure relief valve (clockwise). Do NOT overtighten it - it's a valve - not a retaining bolt. 
Take it easy here - there's no need to rush to have success. 

At the instant the pressure relief valve is closed - you should hear the familiar ticking from the HP pump & PR - indicating the system is building up pressure as usual - and soon the hydraulic pressure warning light should exstinguish. 

If you missed your luck and pressure will not build up - then open the pressure relief valve again - let the engine rev for some 30-60 sec's - and try close the pressure relief valve. In real hard cases you may need to do the whole procedure over again priming the hose - of course with engine off and pressure relief valve open. 

In some cases the pump will start building up pressure by itself with increased engine idle after a few seconds - at the instant the relief valve is closed. 
This is the perfect situation.

DIY sphere removal tool.
We all know that the correct tools is half the job. 

Removing a sphere from a hydraulic Citroen faces the average DIY-er with his first real challenge. 

Ready made tools are available - but rare and a bit expensive. 
Often you then revert to a common chain strap tool - as used for oil filter removal - but these will most definately not withstand the necassary forces removing a sphere - or the tool will not positively grip on the sphere surface - due to the in-adequate steel-to-steel friction. 

Here is one description of an easy made DIY sphere removal tool - that withstands the often immence forces needed to unwind the sphere. 

Collect 1ea. of the following items : 

3/4" standard water pipe Tee. 
0.5m lenght of 3/4" water pipe threaded at least one end. 
0.1m lenght of 3/4" water pipe - no thread needed. 
0.4m by 60mm wide thin rubber sheet (old bike/tyre hose). 
0.1m by 0.1m thin rubber sheet. 
Old safety belt 1.5m long anchorage bracket fitted one end (scrapyard). 
8mm (or similar inch size) bolt 60mm long. 
Nut & sturdy (thick) washer for the bolt. 

Take the pipe Tee - lay it flat on a table in front of you - the exit opening pointing towards you - you then have the 2 other open ends pointing right/left. 
Take the pipe and screw into the Tee open end towards you. Then lay the assembled pipetool down - now the open/free end of the pipe towards you. 
Drill a hole for the bolt thru the pipe - some 0.2m from the Tee. 

Take the safety belt - with it's anchorage bracket one end - and bolt the bracket onto the pipe using the large sturdy washer. Fold the belt over the Tee - and back under itself - reaching thru the anchor bracket. Now you have a double layer of belt over the Tee - which is folded apart - the large piece of rubber inserted - and the whole plot placed around the sphere as a sling. 

What remains are some means of locking the belt. The free end of the belt is winded over the short pipe (covered with the smal rubber pice) - and the free end of the belt is then again inserted under itself thru the slit in the anchor bracket. 
As you place the sling around the sphere - then taking up slack on the free end of the belt - the tool will lock on the sphere when you move/pull the pipe handle trying to unlock the sphere. 

After a couple of trials - you soon find out to lock the free end of the belt permanently - when experience have learned you how the tool works. 
The tool works exactly the same way as a chain wrench - where the belt & rubber are tensioned round the sphere - when you pull on the handle - thereby producing a positive grip. 

To my experience it works best using at least 3/4" sized water pipe bits. 1/2" waterpipes would suffer from the force from the bolt drilled thru. But it may work equally well using 1" piping - maybe a bit clumpsy in use. 
As you may allready know - standard water piping fittings are available cheap all over - in any possible size & shape. May even be found as scrap in most workshops amongst your family members.

BX Air con info.
Here is a response I posted in relation to air conditioning on the BX. 
It contains a bit of general info that should be of help to any owner as regards preparing the car for repairs to the air conditioning system, after all, these things have to be left to the specialist repairers due to the special equipment that has to be used, however, money can be saved by the average owner if he/she can troubleshoot the job initially and then give the repairer ready access to the offending parts. 

"Could I just add a little something here? 
I didn't respond earlier to this as the air/con systems differ from Country to Country due to specs, gas & the like so it's easy for me to have given you a bum steer. 
However, the receiver dryer will have a switch or switches as Graham says; on sone there are either 2 switches or there is one dual type. One high pressure; one low. 
The High pressure switch is there so as to mainly prevent problems in the advent of moisture or any other kind of blockage in the system. It's there as a safety switch. The reason: I've seen domeatic sealed units pumping out over 450 psi when defective (not very often & not for very long.) but the limit they will go is possibly only governed by the strength of the belt or the headbolts Also if running with a high head, the fuel consumption & load would be greatly increased. 
The other switch type is the Low pressure and it is there again to prevent major damage to your system. A compressor running extra low gas will, after it pumps it's gas into the evaporator, then go ino vacuum. On vacuum, there is always the possibility that the oil from the sump/crankcase of the compressor will be sucked up & pumped through the system. A small amount of oil circulates in the system under normal circumstances but a sudden gush can do several things including totally or partially blocking the system at the T/X valve, receiver/dryer or become trapped within the evaporator. The local "fridge man" won't be overly happy when he has to get it out, nor will you be when he gives you the bill for doing so. There is also another devil in disguise with this; once under vacuum, the low pressure side of the system is of course sucking; even under normal circumstances, it's know as the "suction side" hence if the leak is on this side of the system, it will be ingesting air into the system & leaving behind all kinds of contaminents which will be hard if not impossible to remove when the system is recharged and can create long term damage caused by acid action of internal moisture mixing with gas & oil residues etc. 
As regards the source of the leak, start off by looking at the TX valve area. About all you can do here is go looking and at least make access for the air/con repairer to speed up its replacement if it is in fact the problem. 
If the car is RHD, the glove box needs to be removed, which isn't a big job and this is what you look for as regards it's location and how to spot it. In this case, it was leaking through a split on the bellows:- 

http://www.btinternet.com/~weird_world/BXinfo.html 

So the moral of the story is: It's OK to bridge the switch out for testing purposes, but long term, left bridged out can be a somewhat risky business. 

Hope that is some help.
Citaerobics - how to vent air from hydraulic suspension. 

After replacement of suspension spheres - or pressure lines - some air will evidently be trapped in the suspension on assembly. Air may also be trapped in the suspension if the pump suction hose leaks. Sometimes leaking spheres also causes "air" in the suspension. 

This air is not vented automatically by the system - and must be vented out - to avoid any strange symptoms from the suspension during drive. 

Please note - that this procedure does not vent air in the brake lines/calipers - these must be bleeded manually - as they are dead ends in the system. 
Only the closed circuit between HP pump & PR pressure regulator is vented automatically. 

To vent the suspension system : 
Select neutral on gear selctor - apply handbrakes - have engine idle. 
Set the height control selector to the HIGHEST setting - allow time for the height to fully settle - indicated by the regulator clicking calming down to normal again. 
Then set the height control selector to the LOWEST setting - allow car to fully sink down on the rubber stops - indicated by a vibration from both front & rear. 

Repeat this 5 times - then all air will be vented out.

Bleeding the brakes on hydraulic models.
Bleeding the brakes on hydraulic Citroen models - on which the brake force is derived from the hydraulic system pressure - is similar to bleeding the brakes on any other car. 

- excepts it's a lot easier. 

On these models you allways have brake pressure present - when engine (& HP pump) has run for a couple of minutes. 
The brake accumulator ensures you have spare pressure for several brake actions - when engine is stopped. 
All you need to do is holding down the brake pedal. 
Easy done by clamping a piece of wood between driver's seat and the brake pedal. 

However there are a few preliminary works - & precautions - to be done. 

1) If the engine is running - you must take precautions on the exhaust fumes - when working low down at wheels & brakes. Be sure the work area is well vented. 

2) The brakes should be in good service condition - especially the bleed screws must have been serviced - insuring they are not stuck. 

3) During the bleeding - it's important to keep an eye with the LHM level in the reservoir - and topping up if necessary. 

4) When bleeding the rear brakes - the height must be set to the highest - to have pressure in the rear brakes circuit. 

Now simply bleed each wheel brake in turn - starting/idling the engine a while if pressure drops. Discard the bleeded out LHM. 

Finally : 
On earlier models you also have a bleed screw on the doseur (master/pedal) valve - take a look and bleed if fitted.

BX return hose complex (Octopus) replacing.
Here is my suggestions on how to replace the BX LHM return hoses - known as the Octopus. 

From experience with 6 different BX'es over the past 14 y's - I have to say that the job replacing the Octopus is not that scary as reputed. 
It's more a nuisance really - than a complex job. 

The BX Octopus is reputed for leaks - once the car is past 10-12 y's old. Not because of bad design - but simply because any rubber material detoriates over the y's when exposed to harsh environment from engine & roads. 
There are in fact only 2 valid arguments using rubber hoses for this purpose : material cost & ease of fitting. Any solid/stainless piping would be a lot more expensive & fiddly during production. 

You may find a schematic on the Octopus hose run here : 
http://www.bx.citroen.org/m15/m15e.html 
Unfortunately the above link is dead, but Bob Smith has a good Citroen document here : 
http://www.rwbsmith.plus.com/citroen2/Hydraulics/hydraulics.pdf 
(page 18 on in this document) 

This schematic shows (by colour code on the japanese site) which hoses are part of the Octopus - and which hoses are not. 

I suggest you first try locate precisely where the leak is - as there is 1 certain known problem spot. 

Have an assistant in car - engine idle - keeping front wheels turned to RH end stop. 
Prepare a floodlight - then observe from RH wheel arch rear/under the engine - exactly on the HC - while your assistant first set car to max height - then to min height. 

While the car is lowering - observe if LHM is spraying out from the HC. 
If this happens - then it's NOT the Octopus leaking. 
Instead it's the working return flow hose leaking from it's location on the HC stud - because the hose is split in the sharp bend here. 

This hose is NOT part of the Octopus return hose complex - but a separate hose. 
At the reservoir - this hose is 1 of the 2 smaller hoses - moulded on to the next large dia return hose on the reservoir (the largest hose on reservoir being the pump feed). 
The OTHER of these 2 small hoses - is the similar return hose from the rear HC. This in turn is connected to a steelpipe on the rear of the front subframe - as the return from rear HC is in fact a steelpipe on it's longitudinal run under the car. 

This next-large hose with the 2 members moulded on is available separately as spare - known as the "Small Octopus". 
These are the blue coloured hoses in the above mentioned schematic. 
In some locations of the planet - this Small Octopus is ONLY available for NON servosteering fitted BX'es (like BX14 & BX16). No problem - as this simply means the larger of the hoses are that long it can reach from reservoir to the PR's return stud. 

You may prefer a lasting DIY repair - even having much higher reliability (which I allways do - when this problem appears) : 
Skip this hose - i.e. cut it some 4-8 inches from where it moulds to the large hose. Instead unscrew the stud from the HC - and fit a lenght of standard 3.5mm hydraulic steelpipe - with pipe union nut & seal into the HC's stud-port. The pipe should be some 1.2m long. 
Then join the pipe into the original hose at reservoir. 

HOWEVER - if the above does not apply to your leak problem - then it's likely the Octopus that is past it's era of usefull service. 

Replacing the Octopus is dreadfull for 2 reasons : immense amount of oily dirt & lack of workspace. 
I recommand to run/lift the front wheels on to ramps (or blocks) for this work - if a servicepit is not available. Remember safety blocks on rear wheels - in case the front wheel blocks/ramps moves. 
Start the job using engine cleaner all over on the subframe & adjoining area - repeat the process untill the whole area is sensible to work on. 
Let it dry - evt. move the car to a new dry work area - or you may prefer delaying the job to next day. 

Working on clean parts is so much more encouraging - now concentrate on gaining adequate workspace : 
Disjoint the exhaust downpipe flexible coupling - then remove the horizontal & vertical bolt & nut holding the lower engine support bracket. Remove the support bracket. 
Clamp a block of wood in a suitable location - to force bottom of engine forwards. Then tow the engine to the crossmember under radiator & remove the block. 

The rest is fiddly work removing the Octopus complex. Note lots of dripping from the hosing will occur. 
Recover the short plastic pipes - noting where/how they fit - and clean them before re-use. The Octopus does not contain new plastic pipes. 

NOTE 1 : (LHD vehicles) : alongside the front edge of the subframe the hoses runs in a larger plastic hose. Here you have a slightly larger dia rubber hose - which runs from the Brake Doseur (master) valve to the reservoir. 
This hose is NOT part of the Octopus - but may certainly be in need of replacement. You may then use 2m of standard fuel hosing - internal dia of 4.5mm. 

NOTE 2 : The short run hoses from chassis edge both sides (front strut returns) are NOT part of the Octopus. If parts of the old Octopus hosing is in good shape (often the case) - then use this for replacement fittings. Otherwise use standard fuel hose 3mm internal dia. There are 2 of these some 0.15m run. 

NOTE 3 : There is NO need to prime the pump or do the Citaerobics when job done. All these hoses are low pressure return hoses - where air is "allowed". Likewise it's NOT necessary to depressurise the hydraulic system. 

NOTE 4 : the Octopus is the same part for the WHOLE range of BX production. No matter year/model/variant or servosteering fitted. 

TIP 1 : before removing ANY hose - identify the hose fittings using cheap coulored plastic zippers - to both studs & hose ends. 
Once the old Octpus is out - copy the coulored zippers to the new Octopus. 
Don't worry re-using same colours - as the hoses tends to group in long runs & short runs - groups located very differently. You then simply need to identify each hose in a group. 

TIP 2 : grease ALL rubber joins with LHM - makes a world of difference fitting them. In bothering cases use standard (bearing) grease - especially the plastic pipes can be a nuisance to push fully home into the rubber. 

TIP 3 : the short hose from Octopus lump fitting on to the (small) front HC stud - I found VERY advantageous to extend using 0.2m length of good hose from the old Octopus. Join hoses using a 40mm curved piece of standard 3.5mm hydraulic steelpipe. It's MUCH easier to fit the hose on to the stud then. 
I suspect this would especially apply to RHD models - as the steering pinion gear is located very close to the HC on these variants.

Tracing fast ticking problems on 1. generation hyd systems.
Tracing fast ticking problems on the Citroen 1. generation hydraulics systems. 
As found on BX, CX and earlier XM & Xantia. 
The basic testing may however perfectly be applied to later XM & Xantia models as well. 

Note : this problems tracing does not cover servosteering problems. 

My experience is that problems with the hydraulic system requires brains work - reflecting over how the system in fact is working. 
If you don't use brains - the only other option is to replace all components one by one untill problem is solved. By the laws of Murphy this means you ONLY solve the problem when the LAST possible component is finally replaced 
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- indeed a very expensive/fiddly method solving the problem and a common method used by garages 

Using the brains method : 

It is common that you may have a mix of more problems - it's then VERY important NOT to try being "smart" and solve ALL problems in one go - as you're often cheated by the mix of problem symptoms. 
Solve the most evident problem first - then go through the complete tracing procedure once again to find next problem. 

First option is to isolate main problem areas. While you perform the tests - make notes in writing - as your memory is often cheated once you have to deal with practical problems. 

By setting the suspension height to the LOWEST setting - any pressure to the suspension (and rear brakes) is locked out by the HC's. This means that pressure loss in these circuits causing fast ticking is excluded. 
The components involved in the suspension circuits are : 
All 4 suspension cylinders. 
The 2 Height Correctors (HC's). 
The brake doseur (master) valve (rear brakes circuit). 

Initial test : (Start here & repeat after any repair) Time the ticking interval with suspension set to lowest & engine idle. 

-> Case 1 : If the low suspension setting did NOT change the fast ticking interval (or only makes it a fraction slower) - you then know for sure the suspension circuit is NOT causing the main problem. 

-> Case 2 : If the low suspension setting now causes the ticking interval back to normal (or at least clearly slower) - you then know for sure that the suspension circuit clearly causes the problem. 

Case 1 : This means the main circuit is causing suspension loss - and thus the fast ticking. 

a) The BX and pre -'95 XM & Xantia servosteering (PAS) pressure is taken DIRECTLY from the pump - BEFORE the pressure is feeded to the regulator. This means that the servosteering can NOT cause fast ticking - as the servosteering pressure is NOT taken from the PR (pressure regulator) - which is the fast ticker. 
The components involved in the PAS servosteering are : 
The Flow Divider Valve (FDV). 
The steering rack pinion valve. 
The steering rack servo ram cylinder. 

b) The pump itself is the pressure feeder point. This can ONLY have 2 options : either it feeds adequate pressure - or it does not. 
If the pump is weak (or the pump belt is a loose fit !) - it does NOT cause fast ticking - instead the ticking in most cases will be missing - in some cases substituted by a strangling like sound from the PR. 
The fact that the PR is ticking - means the pump is capable to deliver the needed upper PR cut-out pressure of approx 170bar ! 

c) If a new accumulator sphere in fact is a regassed sphere - there is LARGE possibility it STILL may be flat - even if it is "new". This can be tested by swapping the accumulator sphere with a known good suspension sphere for a quick test (easy option is to take one from the front suspension). If you then suddenly have good long ticking times - you know for sure the "new" accumulator sphere is useless. 
Optionally the suspect accumulator sphere may be tested as suspension sphere - with suspension in normal height - then jiggling the corner of the car where this sphere is fitted - it should of course positively feels soft. 
Do NOT drive the car with an accumulator sphere fitted as supension sphere - as the accumulator sphere has NO shock damper valve fitted. 
The point is to POSITIVELY be sure the accumulator sphere is in good condition - as this is the most common cause to fast ticking. 
Note that the CX (and early LHD XM V6) with DIRAVI servosteering has an extra (some Ozzie and ALL US variants even have 2 extra) accumulator sphere(s) - which can STILL cause fast ticking. 

d) With a tested known good accumulator sphere fitted - the only option left (here in case 1) is a failing PR. 
A common problem with the PR is the non-return ball-valve leaking. This ball valve is located on the surface where the accumulator sphere is located - off-center on the surface. 
Note that at center of this surface the PR main valve piston is located - do NOT try dislocate this piston ! 
Depressurise the system pressure and remove the accumulator sphere. You can then see a small bolt holding a tiny bracket in turn keeping the ball valve. Unscrew the bracket and catch the ball. Clean the ball seat - then re-fit the ball with a tiny dap of grease such the ball sticks in it's seat. Then using a soft metal drift (important !) on the ball - give the drift/ball one good blow with a hammer. This makes the ballseat re-seat preventing leaks. 
Other options are either replacing or overhauling the PR. The PR is in fact quite easy to overhaul - as there are NO rubber O-rings involved in the pressure functions. All rubber O-rings are only there to prevent external leaks. 

Case 2 : The suspension circuit is leaking and causes fast ticking. 
Note : suspension in normal height and engine idle during testing. 

a) The most common leak problem in the BX suspension are the front struts. The XM & Xantia front struts are of a much longer lasting construction. 
This can be diagnosed by testing for any flow in the small hoses at the reservoir. If flow - even pressure - is present in one of these hoses - the problem is evident. Some fast dripping is acceptable - this does not cause fast ticking but rather prevents the "perfect" ticking interval reaching up in the minutes interval. 
If flow is evident - then you can positively diagnose a bad leaking front strut by repeating the flow test directly at each front strut return hoses in the wheel arches. 
The BX front struts can be overhauled using available rep. kits. 
This is not the case for XM & Xantia front struts. 

b) There is a chance one of the rear suspension cylinders may leak in it's O-ring - on the CX this includes the front cylinders. 
If flow is present at reservoir hose - and the front struts does NOT seem to leak by testing the return hoses in the wheel arches - then test the flow from sphere-most plastic pipe at the suspension cylinder rubber gaiter. Any flow here positively diagnoses a leaking suspension cylinder. Again slow dripping is acceptable. 

c) The brake doseur (master or pedal) valve would rarely leak such amounts to cause fast ticking - rather it would contribute to less "perfect" slow ticking intervals. It can be tested by judging the flow at reservoir in the return hoses clearly running from the valve. Problems with the doseur valve are most often seen as the fast rear sink symptom - or the front brakes binding due to wrong pedal-to-valve clearance. 
On the BX this is the hose which has a plastic pipe connected right before the reservoir. 
As with the PR - in most cases an overhaul of the doseur valve makes wonders - as likewise there are no rubber O-ring seals responsible for internal leaks. They are only there to prevent external leaks. 

d) The HC's themselves are only leaking small amounts in their leak-off hoses - not able to cause fast ticking. Gross faults in the HC's are either sticking valve pistons (dirt) or the end rubber caps ballooning out - also caused by dirt in the leak-off bores. 

e) The safety (priority) valve is by far the most reliable hydraulic component - by it's sheer simplicity. Like the HC's - it can not leak off to such amounts causing fast ticking - and the build-in piston spring is so strong it will never stick in open position. More likely (if it ever happens) - it may not open for pressure to the suspension. The pressure to the brakes would ALLWAYS flow through by the design.

Xantia brakes on a BX.
A swedish BX16V owner has fitted Xantia front calipers, rotors and pads to his BX. 

He used the front calipers, rotors & pads from a V6 Xantia Estate (Break) - simply because this Xantia model has the largest dia. rotors. 
Besides he reckons the standard range Xantia brakes should be a direct bolt on too. 

If you're ready to replace the BX 14" wheel rims to (4stud) 15" rims - it's a direct bolt on to the BX wheel hub. 

Using Peugeot 405 15" rims leaves approx 2mm gap between rim & caliper body. But suitable larger alloys would presumely do as well. 

The only real modification - is a necessary 3-4mm spacer distance ring - between hub & rotor. 

To use his own words : 
"Be warned guys ! First time you test drive the car be very careful - as these Xantia brakes on the BX has a positive bite never felt before on the BX."

Overhauling a brake doseur (master/pedal) valve.
Many owners have experienced the reputed rear sink on Hydraulic models. 

The problem is the brake valve leaking in it's rear brakes circuit - and commonly also in the front brakes circuit after hi mileage. 

The problem can be overcome by overhauling the brake valve. 
It's strongly recommanded to do a hydracleanse cure of the hydraulic system before overhauling the brake valve. 
Simply to prevent your new/overhauled unit are gunked with dirt released by the Hydracleanse. 

This original Citroen document describes how to do it : 
http://www.rwbsmith.plus.com/citroen2/Brakes/doseur.pdf 

It's important to clean all bits well - especially the fine bores in the valve body and pistons. 
The most "interesting" bits concerned - are the seals for the rear brakes circuit piston cup. 
These are designated & shown as items 17 & 18 in the brake valve schematic as 2 O-ring seals. One would be a flat square profile tephlon O-ring and the other would be a round profile rubber O-ring. 

These seals can be found in the the BX partslist page 67 as items 9 & 10 : 
Tephlon O-ring seal : item 9 : 95 495 759 / 01 (ea.) / CNTRL-UNIT SEAL 14.7X14.9-2 
Rubber O-ring seal : item 10 : 79 03 065 984 / 01 (ea.) / BRAKE O-RING 16.4X19-1.3 

Some owners would have experienced the end rubber knob had split and wetted the carpets with LHM. It's then recommanded to replace this part while you have hands on the valve : 
Rubber end knob : item 3 : 95 640 067 / 01 (ea.) / BRAKE PROTECTOR 

All other seals are provided to prevent external leakage - rarely a problem. 
Rarely you'll find any significant trace of mechanical wear. This is normal for Citroen hydraulic parts. They fail because of dirt - and worn O-rings included in the pressurised circuits if fitted. 

When the brake valve is refitted - the pedal clearance must be checked/adjusted : 
The BX/CX brake pedal have an end stop adjuster screw - that decides how far UP the pedal will rest. 
This is located behind the stop lamps switch - quite in-accessable down/under the dash in the footwell. 

Approx midpoint down the pedal arm - you have a circular member pushing on the protruding rubber bulb from the doseur valve. 
The pedal adjuster screw is adjusted for a clearance from this member to the valve rubber bulb of 0.1-1mm - using feeler blades. Try get it at approx 0.5mm. 

NOTES : 

1) RHD vehicles may have a spacer fitted on the valve body - and then also a spacer rod for the valve rubber bulb. Clean and lubricate this spacer rod and bore in the spacer. 

2) The XM & Xantia brake doseur valves are the same construction - and suffers the same problems. But I have not (yet) found if the above part numbers also applies for these models. 

3) Please PM me if you have any info on parts/rep kits - or info to refine this description.

Overhauling a height corrector (HC).
The Height Corrector (HC) is the heart of hydropneumatic Citroen's automatic levelling suspension. 

When your Citroen has problems achieving the correct ride height on start - and the linkages has been overhauled & greased, then the HC comes in as the main suspect for the problem. 
A failing HC would almost always fail due to dirt, disturbing the moving of it's valve piston. 
Sometimes the HC may leak from it's diagphragm, or even bulb out. 
As always with Citroen hydraulic parts, mechanical wear is rarely seen. 

The problem can be cured by overhauling the HC. 
It's strongly recommanded to do a hydracleanse cure of the hydraulic system before overhauling the HC. 
Simply to prevent your new/overhauled unit are gunked with dirt released by the Hydracleanse. 

After removal of the HC, then immediately make an identification mark on the HC body for the ball-hooked end, as later you can't remember which end it goes. This marking should also show how the ball is fitted UP, related to the HC body. 
Now clean the exterior of the HC in engine cleaner. Other detergents are not recommanded, as the rubber caps and diagphragms may be harmed. 
Then remove the protective rubber caps, and further clean these down. 

Referring to page 58 in the BX partslist, you can see how all bits are located. Note on this schematic the valve piston is still retained in the HC body. 
Apart from the ball-hook, and mating hole in exterior protector cap, parts are identical at both ends, and fitting of parts are thus mirrored. 
But note the ball hook end of piston rod has a longer protrusion, and longer thread. 

Before disassembling, the ballhook must be removed from the piston rod. 
First back off the nut opposite the ballhook end, ensuring it winds off easy. 
Removing the ballhook may be a challenge, as most often the nut is stuck on the thread by rust and LockTite. Be careful if heating, as the rubber parts melts down if overheating. 
I found clamping the hook in a vice, and then tapping on the nut with a tiny and sharp chisel did the trick, after heating to some 120'C. (heated air gun with tipped duct, lo setting on temp). 
Any spanner seems to be defunct here, as the nut is too small for positive grip. 

Start dismantling opposite to ball-hook end, noting how each bit is located/fitted during disassembly : 
1) Unwind the small nut from piston rod and remove the steel dished washer. 
2) Carefully prise off the diagphragm locator steel ring, by lubing the edge with LHM, then careful press out the ring from body in small steps, inserting a screwdriver, all the way 'round the circumference. Remove the ring from both ends of HC. 
The rings may be very rusty. 
3) Remove the diagphragm, the inner dished steel washer and the weak spring. Note how this spring fits against the dished washer. 
4) The delicate thin steel shim is best removed by letting it drop off the piston rod. Then carefully remove the small circlip. 
5) Free the diagphragm from HC body at ball hook end, then withdraw the piston rod with bits from HC body. 
6) Now you possibly only have a return stud remaining as removable bit in the HC body. If fitted, then unwind & remove it. Do not remove the small brass return stud, which is a pressfit in the HC body. 
7) Now disassemble the bits from the ballhook end the same way as above. 

Cleaning : 
All parts, except the rubber bits, are now brush-cleaned in petrol, and then dried. 
They should either be lubed immediately with clean LHM, or stored in a bowl with clean LHM, as stain quickly builds up on the clean & dry steel bits. 
The piston rod must be cleaned well in the fine grooves. 
You can see which part of the piston rod is moving inside the HC body. If stain, even pitting, is found here, you must find a secondhand, or a new HC. 
Outside this part of the piston rod, it's perfectly allright to clean/rub down any stain. 

The HC body is first brushed/rubbed down for dirt, then progressively cleaned in petrol. 
When the exterior is immaculate, then continue by cleaning all bores. Especially the very fine orifice off center, which - if blocked - is responsible for the diagpragm bulbing out. 
Do not use any tooling that may mark the bores. 
Blow clean the bores using an air line. 
The rubber diagphragms are cleaned with LHM wetted clean rags, and left LHM wetted. 

New parts : 
If all parts are fine, there is no reason to replace as a precaution. But often the diagphragm retainer ring is a rusty mess, and the diagphragm may have split causing HC to leak. The outer protective caps are sometimes missing, or may have dried out and split. 

Protector cap no hole : item 6 / 5 410 408 
Protector cap w/ hole : item 7 / 5 410 407 
Diagphragm rubber : item 11 / 5 410 732 
Diagphragm retainer ring : item 8 / 5 410 406 

Reassembly : 
Ensure you have clean hands, then wipe all bits with a clean lintfree rag wetted with LHM during reassembly. 
Starting opposite the ballhook end, the fitting is a reversal of ... 
Use a tiny drop of LockTite on the threads when fitting ballhook/nut, then torque nuts, counter acting on one nut, sensible according to the size. 

Refitting : 
Before refitting on car, blank off the pipe ports. If dirt gets in while refitting the pipes, you're a looser. 
A good dap of grease is applied to the ball hook. 
Do the Citaerobics, then check the height setting.

Overhauling a pressure regulator (PR).
At times fault tracing a fast ticking pressure regulator (PR) leaves this as the main suspect itself. 

As the PR is the same design & construction since the 50'es, it's known to be indeed a very reliable component. Thus suspecting a faulty PR should be the last resort. 
It's quite easy to overhaul, as no seals are involved with the pressure valves. Seals found are only provided to prevent external leaks. 

It's strongly recommanded to do a hydracleanse cure of the hydraulic system before overhauling the PR. 
Simply to prevent your new/overhauled unit are gunked with dirt released by the Hydracleanse. 

Detailed schematics on the PR are found here : 
http://citroeny.cz/servis/xmser/akumulator_hyd_ventil.gif 
http://www.rwbsmith.plus.com/citroen2/Hydraulics/hydraulics.pdf (page 13) 

Removal : 

Before removing the PR, the system pressure must be released by the pressure relief valve, found on the PR. This is the only 12mm bolthead protruding from the PR body. The bolt looks like it has never been completely winded in, and clearly does not hold anything. 
Unwind (ccw) this bolt 0.5-1 turn. 
Have papers & rags ready to take LHM spillage, then remove the accumulator sphere, unwind union nuts and remove the rigid pipes. Then remove the return hose. 
Clogg the return hose with a suitable rod or drill bit. 
Clogg the large (6.35mm dia) pipe from HP pump, with a compressed small rag. 
The PR body is retained by 2 long bolts 11mm head, and a bracket at rear end. 

Disassembly : 

During disassembly, place all bits which mates together in separate containers/jars, not to mix up bits from various locations on the PR. 

I recommand you start dismantling by removing the return stud housing, as this is somewhat fragile. The housing is bolted down by 2 screws. Wind them up step by step ensuring the housing is not left tilted under pressure from the spring inside. 
Then place a hand over the housing while you finally nip out both screws, catching the housing, spring and spacer washers. Note that these spacer washers are unique to this spring, calibrating the cut-out pressure. 
Note : Catch the small rod now free to come out when bottom spacer under spring is removed. 
Note how the return stud is oriented related to the PR body. 

The main hassle dismantling the PR is the very heavy spring under the end retainer cup, at RHS on above schematics ref. 
Clamp the PR body in a vice with wide opening jaws, together with a large nut pressing on the spring retainer cup. Then compress the retainer cup a few mm's to access the wire circlip retaining the cup. 
Prise out the circlip using a hardened steel fine to medium flat screwdriver. 

Once the circlip is removed, then wind a rag round the end body, ready to catch all bits ejected by the heavy spring. Then release the vice. 

Warning ! the spring is surprisingly heavy, capable to shoot out the end housing as a bullet ! 

Here you also find a couple af distance spacers, unique to this spring, calibrating the cut-in pressure. Take careful note on how all bits are located and fits. 
Note : Catch the main (center) valve piston rod now free to fall out once the heavy spring and bits are removed. 

The remaining dismantling is simple : 
Remove the tiny bolt and bracket retaining the non-return valve ball bearing. 
Remove the pressure relief valve bolt and catch the relief valve ball bearing. 

Cleaning : 

Clean the PR body exterior in petrol. 
Clean/rub the heavy spring cavity for corrosion, especially the groove for the circlip. 
Then continue to clean all bores with petrol and blow dry/clean with an air line. Immediately grease all over with clean LHM to prevent the fast building of stain on the exposed steel surfaces. Use clean rags and cotton sticks wetted in LHM, then blow clean for any lint. 
It's not recommanded to try remove the internal center block. 

It's important to clean all bits well in petrol, especially the fine grooves in the main valve piston rod. Blow clean/dry, then immediately lube all bits with clean LHM, or store in a jar with LHM. 

As usual with Citroen hydraulic parts, it's unlikely to find any mechanical wear which influences the operation and functionality of the PR. 

New parts : 

Examine the rubber O-ring seals for the endcup and the return housing. These seals do not wear, but may be dry/split in the rubber, or be compressed out of shape. 
The small O-ring seal on the relief valve bolt may likewise be dry or split. 
The plastic return stud housing is known to crack, or get out of shape at PR body mating face. 
The 2 ball bearings may be out of true, or stained. 
From the BX partslist page 49 these part no's are found : 

Non-return valve ball bearing : item 14 / 22 707 009 / BALL DIAM 6 
Relief valve ball bearing : item 13 / 22 709 009 / BALL DIAM 7 
Relief valve bolt O-ring seal : item 19 / 24 890 009 / RP 96 157 738 / HYD OIL O-RING 6.7X10.5X1.9 
Return housing O-ring seal : item 17 / 24 880 009 / RP 96 157 730 / HYD OIL O-RING 33.2X37X1.9 
End cup O-ring seal : item 18 / 24 881 009 / RP 96 157 736 / HYD OIL O-RING 29X34.4X2.7 
Return housing : item 3 / 95 611 213 / CIRC BREAK BODY 

Note that these parts may/not be available as spares ! 

The ball bearings may be available from your local bike shop. 
The O-ring seals may found in a machinery shop which carries a selection of standard O-rings. The rubber must be suitable for mineral oils. 

Reassembly : 

Start by re-seating the ball bearing seats. Fit the ball bearing on seat, using a tiny dap of grease if you have troubles retaining it. Using a soft-metal (brass) drift, then give the ball one blow with a hammer. 
Warning ! If you use a steel drift, the ball will get out of true causing leaks ! 
Then fit the retaining bits for the ball bearings. 

Have your spacer nut and the endcup retainer circlip ready. 
Fit the O-ring seal to the end cup, then lube the O-ring and endcup well with LHM. 
Lube the spring cavity in the PR body well with LHM. 
Fit the main valve piston rod, grooves near the end of rod pointing towards sphere, then all other bits including the spring. 
Fit and hold the spacer washers and endcup aginst the spring, then immediately clamp all bits in your vice. Be sure the bits are not allowed to disappear out your workshop. 
Now fiddle your spacer nut and circlip down between end cup and the one jaw in your vice. 
Slowly press the endcup into the PR body, observing it presses in squarely, then fit the circlip. 
Now release the vice and remove your spacer nut, then again clamp the PR body, return housing facing upwards. 
Refit the small rod, and the cup washer. 

Have the return housing retaining bolts ready. 
Fit the spacer washers and then the spring in the return housing, then smartly fit the bits over the PR body, lightly compressing the bits with one hand, while you nip up the retaining bolts with your other hand. 
Progressively wind down both retaining bolts. 

Refitting : 

The rear bracket retaining the PR is droplike in profile, with largest bolt hole fitting over the PR, to adjust for no strain on the PR endcup. 
Fit & nip up the 2 long bolts and bracket, then observe the bracket fits squarely over the PR end body. If not then remove bracket and re-shape it. 
Then torque the bracket bolts, while observing the 2 long bolts easyly nips out/in. 
Then torque the 2 long bolts. 

Now any strain must be released from the bracket, as this bolts onto the PR endcup, which may be disturbed causing it's seal to leak ! 
Back off the bracket bolts, observing again the bracket fits squarely. Ensure the bracket does not strain the endcup while finally torqueing down the bolts.

Overhauling a safety valve.
The safety valve suffers from one main problem : the male connector for the cable breaks off ! 
At times the tiny leak-off (seepage) hose stud also breaks off. 

As you then need to remove the valve, you might as well overhaul it. 

The safety valve was introduced on latest '60 DS & GS models, as a safety enhancement for saving the AS spare pressure for the brakes. 
The valve is about the simplest Citroen hydraulic component, and hence the function is outstanding reliable. 
It works by only admitting pressure supply to the suspension, when the system pressure has reached a maximum of 100bar. 
Thus in the event of a gross failure, or pressure loss by engine (and then HP pump) stall during drive, the AS spare pressure is no longer drained by suspension height regulations, when the system pressure has dropped to a minimum of 80bar. 
The remaining AS spare pressure is then exclusively admitted for front brakes. 
By the way the valve functions, the front brakes are then also feeded with any available system pressure initially after engine start, as no pressure is "lost" in the suspension while the AS is charged. 

As the valve then provides priority for the brakes, it's also referred to as the priority valve, or the safety/priority valve. 

The valve admitting pressure to the suspension at 100bar is utilised by a switch operated by the moving valve piston. This switch is closed to earth when valve has not yet admitted pressure supply to suspension, and goes open circuit by the moving valve piston. 
Thus the pressure warning lamp extinguish when system pressure has reached 100bar. 

The valve is not known to be sensitive to dirty LHM. By it's location in the system and it's function, it's well flushed during operation. 
But in severe cases it may lock in the closed postion, not admitting pressure to the suspension. 
NOTE : the valve always admits pressure to the front brakes, no matter if it's closed or open. It simply works as a pipe distribution point for the brake pressure feed pipe. 

Detailed schematics on the safety/priority valve are found here : 
http://citroeny.cz/servis/xmser/akumulator_hyd_ventil.gif 
http://www.rwbsmith.plus.com/citroen2/Hydraulics/hydraulics.pdf (page 13) 

Removal : 

First the suspension must be set to lowest height and then the system pressure released on the PR pressure relief valve. 
By the location on car the removal is about the biggest hassle on the safety valve. 
Commonly it pays to unscrew the valve from the chassis, then very carefully bend out the valve and attached piped to access the pipe unions. 
Then place papers under the valve while removing the pipes, noting how the pipes fits. 

Disassembly : 

The valve is quite easy to disassemble. Start by unwinding the leak-off stud housing containing the valve spring, taking care to retain it, as a compressed spring is located inside the long housing. 
Carefully observe how all bits are fitted when you let the spring eject. 
Earlier units will have a steel housing, later units will have a plastic housing. These are interchangeable. 
Catch the valve rod letting it fall out. 
Note the thin rubber O-ring seal for the housing. 
Then unscrew the pressure warning switch, noting the copper washer seal. 
The warning switch would either have the earlier round male connector or the later spade connector. 
Also the exterior design of the switch may vary, but they are interchangeable, as long as the copper seal face is the same. 
If new switch fitted, the cable female connector must be replaced accordingly. 

Cleaning : 

Clean the body exterior in petrol. 
Then continue to clean all bores with petrol and blow dry/clean with an air line. Immediately grease all over with clean LHM to prevent the fast building of stain on the exposed steel surfaces. Use clean rags and cotton sticks wetted in LHM, then blow clean for any lint. 
It's important to clean all bits well in petrol, especially the fine grooves in the main valve piston rod. Blow clean/dry, then immediately lube all bits with clean LHM, or store in a jar with LHM. 

As usual with Citroen hydraulic parts, it's unlikely to find any mechanical wear which influences the operation and functionality of the valve. 

New parts : 

Examine the rubber O-ring seal for the housing. The seal do not wear, but may be dry/split in the rubber. 
If the leak-off hose stud has broken off, you need a new housing for the spring. 
If the male connector is broken off the switch, you need a new switch. 

From the BX partslist page 50 these part no's are found : 

Spring housing with hose stud : item 2 / 96 049 204 / VALVE PLUG 
O-ring seal for housing : item 7 / 24 887 009 / HYD OIL O-RING TO-20.7X24.5X1.9 
Pressure warning switch : item 9 / 95 494 963 / HYD OIL SWITCH 
Copper seal for switch : item 8 /24 831 009 / RP 4048 H5 / 14.2X18X1.9 

Note that these parts may/not be available as spares ! 

The O-ring seal may found in a machinery shop which carries a selection of standard O-rings. The rubber must be suitable for mineral oils. 

Reassembly : 

Fit the O-ring seal on valve body, the valve piston in the valve body, then fit all bits inside the spring housing. 
Wind on the the housing to the valve body. 
Note that the spring body is not under pressure, no reason to torque it, let the rubber seal compress. 
Fit the copper seal to the switch, then wind on the switch and torque it. 
The switch is under pressure, hence a copper washer seal. 

Refitting : 

Note that the valve has one larger pipe port of the 4. This is for the larger 4.5mm system pressure feed pipe running from the PR. 
The pipe exactly opposite to this is for the front brakes pressure supply running to the brake doseur valve. The other 2 are for front/rear suspension feeds. 
Note that pipe seals must be fitted on pipes before fitting the pipes to the valve.

BX, Xantia & XM jerky front suspension struts.
Thanks to Tom Sheppard for this simple approach to a wellknown problem ! 

Many owners have experienced problems with jerky & groaning front struts when suspension is raising. Furthermore the front suspension may be noisy and feels hard during drive, despite good (even new) front spheres fitted. 

The problem is often caused by a dry slide bearing, making the strut bind. 
Thus the logic approach is to try lube the protruding (shiny) rod, which is seen under the protective gaiter in the wheel arch. 

Tom's approach solving the problem is much simpler. Using the strut's overflow & vent hoses attached externally to the strut, the internals of the strut are completely filled with LHM, lubing the slide bearing and soak the internal felt washer with LHM. On completion the strut internals are emptied for excess LHM to normal operation. 
This gives a better lubrication than greasing externally the rod under the gaiter. 

Note that Xantia & XM only have a single return hose attached to the strut ! 

You need : 
1L of LHM. 
Rags & papers for cleaning and any spillage. 

The procedure : 

1) Apply parking brakes and select neutral gear. Set the suspension to lowest height, allow the height to lower completely. Insert ignition key to unlock steering, no need to start engine now. Turn steering wheel to full lock one side. 

2) From front wheel arch clean the surroundings and the 2 return hoses from strut where hoses attaches to chassis pipe studs. Then detach both hoses. Be sure the hoses are clean. 

3) Place LHM bottle to immerse the 2 hose ends in the LHM. Be sure both hose ends are held immersed deep in the LHM, using a counterweight or wires. Be sure the bottle will not tilt from LHM spraying out the hoses, and the botlle is clear of chassis & suspension parts. Start engine. 

4) Set suspension to highest height. Check the hoses are still immersed in LHM, ensuring the strut has filled with LHM. Then reset the suspension to lowest height to empty the strut for excess LHM. 
You may wish to repeat this step, to have the strut pump LHM in & out a couple of times. 

5) Stop engine, wipe the strut hoses and refit to chassis studs. Turn steering wheel full lock opposite, and repeat procedure for other side's strut. 

NOTE : If replacing a strut, then it's a very good idea to lube it up internally using this procedure manually, before fitting. 

NOTE : It's likely the LHM will be rather dirty from this operation, as the strut internals are in fact flushed. Discard the LHM. 

NOTE : On earlier cars the strut return hoses may be in bad shape. Do not hesitate to replace, as these hoses are not expensive. Remember the special hose clip comes as a separate part. 

BX strut details : http://www.rwbsmith.plus.com/citroen2/Struts/struts.pdf 
XM strut details : http://citroeny.cz/servis/xmser/predni_vzpery.gif
BX (& others) tech info download links.
- a lot of hard-to-find genuine Citroen tech stuff & own materiel is now available from these homepages : 

Bob Smith's BX download page : 
http://www.rwbsmith.plus.com/citroen2/ 

Bob Smith's homepage other models (with manuals from Manuel) 
http://www.rwbsmith.plus.com/citroen2/other_models/ 

Vanny's homepage : 
http://www.bxproject.co.uk/ -> download pages (login required) 
Vanny included a mirror of the manuals from Manuel. 
Note that Vanny's site requires a download password - due to bandwidth restrictions - mail to Vanny from his site for a password. 

Nylander's XM front strut repair kits : 
http://w1.431.telia.com/~u43116231/ 
Now with english pages ! 

Other fine tech info sites with descriptions on repair/overhaul work : 

The wellknown Japanese BX tech info page from Narabayashi : 
http://www.bx.citroen.org/ 
Unfortunately this URL does no longer respond ! 

IJsbrant Smitt's BX pages (dutch) w/ rear arm bearing replacement procedure (& photo's) 
http://members.fortunecity.com/werkplaats/draagarmachter/draagarmlagers.html 
AndyC has discontinued his BX pages. 

Gabor's BX DIY site with lots of technical explanations/descriptions : 
http://www.tramontana.co.hu/citroen/ 
ECU code reader & fault code table found here : 
http://www.tramontana.co.hu/citroen/fuel/test.html 
Especially I recommand the Citroen tech document - available as .pdf download. 
One the best Citroen technical description on all hydraulic models I've ever seen. 

The Czech CCC site has a very fine tech info download section (simply choose to save the pictures locally from your browser - once displayed) : 
http://citroeny.cz/servis/servis.htm 

Supplementary Air Device on some injection systems explained (Peugeot example) : 
http://www.205gtidrivers.com/articles/e3-sad.html 

The genuine BX parts list may be found here : 
http://www.aya.or.jp/~tisso/ssr/BX-PL.pdf 
This URL does not respond at the time. Do a google search on BX-PL.pdf instead. 

Brij's BX specifications reference site : 
http://www.citroenz.com/ 

Please note ! 
- that the above sites may at times have restricted access due to bandwidth limits. 
- any material found on these sites may be Copyrighted.
