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Why upgrade the stock 240SX brakes?
Most would answer because stock 240SX brakes perform poorly, they easily glaze pads, quickly heat up, and will certainly leave you high and dry on the track or during spirited driving. 


How are 300ZX brakes going to help?
It is a common misconception the bigger rotor the better stopping power and while that is true up to a point, there is a point of waste. A point in which the additional thermal capacity far exceed its application and the additional rotational&unsprung mass create more of a hindrance than a performance advantage. The rule of thumb is if all four wheels can be locked up there is more than enough braking torque or the tires are not sticky enough. If only the front or just the rears lock up there is a brake bias issue. Further discussed at towards end of this article. Finding that point just beyond the climax of size and waste is the intention of this article. Also I hope to clarify answers such as "Why am I going to upgrade this (master cylinder, rear brakes, brake booster, what have you)?" The complete Z32 brake upgrade is that point for most tracked 240SX applications. 

Regardless of your huge rotor diameter, brake pedal ratio, magic brake pad material, or number of pistons in your calipers, your maximum deceleration is limited every time by the tire to road interface. That is the point of this whole article. Your brakes do not stop your car. Your tires do stop the car. So while changes to different parts of the brake system may affect certain characteristics or traits of the system behavior, using stickier tires is ultimately the only sure-fire method of decreasing stopping distances.

—James Walker, Jr. of scR motorsports, Grassroots Motorsports Dec 2000 
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Needed
Parts
Front calipers
Z32 26mm Aluminum (1990 NA 300ZX) 

280mm x 26mm Rotor 

Lug: 5 

Conversion Lines Needed?: Yes 

Wheel Clearance: Clears Certain S13 SE wheels. See here for which wheels work. 

Z32 30mm Aluminum (1990-1992.5 Turbo 300ZX and 1991-1992.5 NA 300ZX) 

280mm x 30mm Rotor 

Lug: 5 

Conversion Lines Needed?: Yes 

Wheel Clearance: Clears S14 SE wheels. 

These are arguably the best option (if you are willing to purchase wheels) as they are large than the 26mm but still have the same weight as to not increase your unsprung mass. 

Z32 30mm Iron (1992.5-1996 Turbo and NA 300ZX) 

280mm x 30mm Rotor 

Lug: 5 

Conversion Lines Needed?: Yes 

Wheel Clearance: Clears S14 SE wheels. 

Infiniti J30 1990-1994 

280mm x 22mm Rotor 

Lug: 5 

Conversion Lines Needed?: No 

Wheel Clearance: Clears any stock S13 wheel. The caliper is dual piston and tucks away on the strut side. 

Infiniti Q45 1990-1996 (G50) 

280mm x 28mm Rotor 

Lug: 5 

Conversion Lines Needed?: No 

Wheel Clearance: Clears any stock S13 wheel. The caliper is dual piston and tucks away on the strut side. Nissan Motorsports offers this as a factory 'upgrade' replacement. 

Nissan Sentra 2003-on V-Spec (B15 - Brembo) 

305mm x 27mm Rotor 

Lug: 4 

Conversion Lines Needed?: Yes 

Wheel Clearance: At least 17" required. 

Skyline GSTS 1989-1993 (R32) 

280mm x 30mm Rotor 

Lug: 5 

Conversion Lines Needed?: Yes 

Wheel Clearance: Will fit Z32 and S14 SE wheels. 

Skyline 1989-1993 GTR (R32) 

296mm x 32mm Rotor 

Lug: 5 

Conversion Lines Needed?: Yes 

Wheel Clearance: Will fit Z32 and S14 SE wheels. 

Skyline 1993-1994 GTR V-Spec (R32 - Brembo) 

324mm x 30mm Rotor 

Lug: 5 

Conversion Lines Needed?: Yes 

Wheel Clearance: Need larger wheel. 

Skyline GTS 1993-1998 (R33) 

280mm x 26mm Rotor 

Lug: 5 

Conversion Lines Needed?: Yes 

Wheel Clearance: Will fit Z32 and S14 SE wheels. 

Skyline 1993-1998 GSTS (R33) 

296mm x 30mm Rotor 

Lug: 5 

Conversion Lines Needed?: Yes 

Wheel Clearance: Will fit Z32 and S14 SE wheels. 

Skyline 1993-1998 GTR (R33 - Brembo) 

324mm x 30mm Rotor 

Lug: 5 

Conversion Lines Needed?: Yes 

Wheel Clearance: Need larger wheel. 

Skyline GT 1998-2002 (R34) 

296mm x 30mm Rotor 

Lug: 5 

Conversion Lines Needed?: Yes 

Wheel Clearance: Will fit Z32 and S14 SE wheels. 

Skyline 1998-2002 GTT (R34) 

310mm x 30mm Rotor 

Lug: 5 

Conversion Lines Needed?: Yes 

Wheel Clearance: Need larger wheel. 

Skyline 1998-2002 GTR (R34 - Brembo) 

324mm x 30mm Rotor 

Lug: 5 

Conversion Lines Needed?: Yes 

Wheel Clearance: Need larger wheel. 

350Z 2003-Up (Z33, non-track) 

296mm x 24mm Rotor 

Lug: 5 

Conversion Lines Needed?: Yes 

Wheel Clearance: Will fit Z32 and S14 SE wheels. 

350Z 2003-Up (Z33, Track) 

324mm x 30mm Rotor 

Lug: 5 

Conversion Lines Needed?: Yes 

Wheel Clearance: 17" Required 

Comment: You can use the rotors from this application by using the 30mm Z32 Calipers and a caliper bracket adapter. 

Rear Calipers
Z32 (1990-1996 300ZX),
R32 (GTS, GSTS, and GTR 1989 - 1993),
R33 (GTS and GTST 1993-1998),
and R34 (GT, GTT 1998-2002) use a 

297mm x 18mm Rotor - Internal drum e-Brake 

240SX Rears (1988-1998 S Chassis) 

258mm x 9mm Rotor - Integrated caliper driven e-brake 

Keep in mind the S14 (1995-1998) SE rotors are 5 lug so if you wish to go 5 lug on all corners but want to keep the integrated e-brake caliper this is the option for you. 

Front 5 Lug Hubs
S13 5 Lug Conversion Hubs from Ichiba 

These by far are the cheaper/easiest solution to convert your S13 front end to 5 lug. 

S14 SE 5 Lug OEM 

This requires you to buy the hub and spindle assembly. It also requires you purchase a S14 ball joint for the lower control arm. AND you will need to keep the S14 bolts and drill out your S13 strut bolt holes OR purchase 'cuffs' for the S13 bolts; the reason this is, is because the S14 spindle/upright has larger holes/bolts for the strut. But at least this way you can claim its OEM. Rexbo of 240sxforums.com wrote an informative guide on what is involved for this option. 

Rear 5 Lug Hubs
S14 SE 5 Lug Hub 

If you are only converting the front calipers but still want 5 lug on all the wheels this option is for you. 

Z32 NA Rear Hub 

This hub is required if you are swapping the rear brakes to Z32. The S14 hubs don't have the necessary flange to keep the e-brake pin in place. The turbo model has some metal you need to grind off in order to fit properly. Avoid the turbo hubs if you can. 

Brake Lines
If converting to Z32, R32, R33, R34, or Z33 brakes you will need to upgrade your brake lines as the stock 240SX lines are banjo fittings and the Z Calipers are an inverted female flare. Most aftermarket conversion lines are braided with stainless steel to prevent hose expansion during braking. The J30 and Q45 calipers use the same banjo fitting as the 240SX and are bolt in. 

Master Cylinder
The Z32 brakes have 4 pistons per caliper on the front and 2 pistons per caliper on the rear, as opposed to the 4 pistons for the entire stock S setup. As such there will be a lot more hydraulic fluid required to push those 12 pistons firmly against the rotor. The 17/16" master cylinder is the largest available master cylinder Nissan installed on the 300ZX. There is a tendency for the 17/16" MC to lock up the tires quite easily because there isn't as much modulation as the smaller MCs. The 1" MC is more common and favored by most. The stock non-ABS 240SX bore is 7/8" which is equal to 14/16" and the ABS equipped 240SX bore is 15/16". 

If you tend to brake suddenly (as in you don't ease into the pedal) I would suggest getting the 1" or smaller MC. At least this is my word of advice from my experience of locking up the wheels (17/16" MC, dry, asphalt, 205-50-16 tires, 60MPH panic braking.) 

300ZX Master Cylinders 

46010-30P01 Manufacture date 2/89 – 7/90 (17/16" NA Tokico) 

46010-30P02 Manufacture date 7/89 – 7/90 (17/16" TT Tokico) 

46010-30P02 Manufacture date 7/90 – 2/91 (17/16" NA & TT Tokico) 

46010-30P10 Manufacture date 2/89 – 7/90 (15/16" NA Nabco non-ABS) 

46010-30P21 Manufacture date 2/89 – 7/90 (17/16" NA Nabco) 

46010-30P22 Manufacture date 7/89 – 7/90 (17/16" TT Nabco) 

46010-30P22 Manufacture date 7/90 – 2/91 (17/16" NA & TT Nabco) 

46010-45P00 Manufacture date 9/91 – 9/93 (1" NA TT Tokico) 

46010-45P00 Manufacture date 2/91 – 9/91 (1" NA & TT Tokico) 

46010-45P20 Manufacture date 9/91 – 9/93 (1" NA & TT Nabco) 

46010-45P20 Manufacture date 9/93 – Up (1" NA & TT Nabco) 

Basically if you want a: 

15/16" MC look for a non-ABS NA made between 2/89 - 7/90 

1" MC look for any made between 9/91 - 1996 

17/16" MC look for an ABS equipped Z32 Turbo or NA made between 7/89 - 2/91 

Brake Booster
The purpose of a brake booster is to assist in applying pressure to the master cylinder. A smaller diaphragm brake booster will give the pedal a firmer feel but don't let that fool you. The pedal is firm because you are relying on your leg more so than the vacuum from the engine. The S14 and Z32 brake booster will bolt onto the S13 chassis and I'm assuming vice versa. Also a larger brake booster might be required if you heal-toe and have a turbocharged engined (because you stop producing vacuum once you get into boost and can only usually pump the brake 3/5 times before the vacuum in the booster has been completely released.) 

S13: 

The brake booster from an automatic transmission equipped 240SX is the same as a manual transmission equipped 240SX. If you are wanting a larger brake booster search for a brake booster from an ABS equipped 240SX. 




S14: 

The brake booster from an automatic transmission and/or ABS equipped 240SX is actually larger than a manual non-ABS equipped 240SX. 




300ZX e-Brake Assembly
As previously mentioned, rear 5 lug hubs from a NA Z32 will be needed. S14 5 lug hubs won't operate safely due to the lack of a flange for the main e-brake bolt. 

Also its worth mentioning that the pads for the e-brake drums are only offered by Nissan and Project Mu. The price for a set is $103.33 and $175 respectively. You have better learn some better drift techniques. Also make sure the assemblies have everything labeled in the photograph below including the backplate. The backplate keeps water and debris from entering the e-brake drum and reducing the effectiveness of the e-brake pads. Nissan Fast list two part number for the "SHOE SET-REAR BRAKE" 44060-37P25 for 09-1991+ 300ZX (NA/TT) and 44060-84L26 for pre-09-1991 applications; they should bolt on either way but I would use the newer part number. 




E-brake Cable
The e-brake cable from a 1990-1996 300ZX Coupe or Turbo model is suggested for use with the S13 chassis. 

The e-brake cable from a 1990-1996 300ZX 2+2 is suggested for use with the S14 chassis. 

Alternatives 

R33 e-brake cable 36531-R33LH, 36530-R33RH - 

Pads
I'm not going to discuss aftermarket pads in great detail because I don't have the funds to test each manufacturer's products and I haven't seen any scientific comparisons. The difference in pad comes down to noise, longevity, heat resilience, heat dissipation, and arguably brand but other than that a pad is a pad. The initial friction coefficient between pads is marginal. 

Rotors
Get the appropriate sized rotor for the caliper.
Rotors come in a few varieties. Blank, slotted, cross-drilled, dimpled, and two piece. These relate back to the issues of thermal capacity, which is closely related to weight, initial bite, and reducing pad life. 

Blanks are the best followed closely by slotted (for most people). Blanks have the highest mass which is a good thing in this circumstance as the additional mass means more thermal capacity which is the whole purpose of upgrading the brakes. 

The rotors below reduce the contact surface but have advantages and other disadvantages of their own. 

Slotted offer a good initial bite and do not significantly reduce the mass of the rotor. A negative aspect of slotted rotors is they reduce the pads life much quicker than a set of blank rotors would. 

Cross drilled reduced mass (lowers thermal capacity), 'pull exhaust gases from the pad', and "look cool". Its also worth mentioning these rotors have a tendency to crack if the rotors are truly drilled (most eBay varieties) as opposed to casted with the holes. 

Unless your car is using brake pads from the 40’s and 50’s, [drill rotors are not going to offer much if any performance advantage.] Rotors were first ‘drilled’ because early brake pad materials gave off gasses when heated to racing temperatures – a process known as ‘gassing out’. These gasses then formed a thin layer between the brake pad face and the rotor, acting as a lubricant and effectively lowering the coefficient of friction. The holes were implemented to give the gasses ‘somewhere to go’. It was an effective solution, but today’s friction materials do not exhibit the same gassing out phenomenon as the early pads. 

For this reason, the holes have carried over more as a design feature than a performance feature. Contrary to popular belief they don’t lower temperatures (in fact, by removing weight from the rotor, the temperatures can actually increase a little), they create stress risers allowing the rotor to crack sooner, and make a mess of brake pads – sort of like a cheese grater rubbing against them at every stop. (Want more evidence? Look at NASCAR or F1. You would think that if drilling holes in the rotor was the hot ticket, these teams would be doing it.) 

—James Walker, Jr. of scR motorsports, Those Poor Rotors! 

Dimpled rotors are similar to cross drilled in that the intention is to 'vent pad exhaust' but like the excerpt above implies, the issues of pad exhaust do not exist these days. They also reduce the pad contact area. These type of rotors are by far the worse to purchase. 

Two piece rotors are the cream of the crop and reduce the weight arguably without reducing the heat/thermal capacity by using a aluminum center piece on the non-pad-contact surface. 

Brake fluid
The purpose of brake fluid is to allow for a wide temperature variance while maintaining hydrulic properties. When the brake fluid boils it creates air in the lines which causes a serious hindrance on the brake performance; the air easily compresses and causes the the brake pedal to travel a great distance before creating enough pressure to apply pressure to the pistons. 

DOT Specification, Dry boiling temp, Wet boiling temp, composition. 

DOT 3, 401ºF, 284ºF, Polyglycol Ether Based Fluid 

DOT 4, 446ºF, 311ºF, Polyglycol Ether Based Fluid 

DOT 5, 500ºF, 356ºF, Silicone Based Fluid 

DOT 5.1, 518ºF, 375ºF, Polyglycol Ether Based Fluid 

Dry boiling temp is the fluid in its virgin state. Wet boiling temp is the fluid with 3% water by volume. 

No brake system is completely sealed and will always absorb water. 

DOT 3,4, and 5.1 are all inter-mixable. 

DOT 5 fluid is silicone based and cannot be mixed with the other DOT standards. Silicone fluid has its ups and down. DOT 5 is non corrosive to paint unlike Polyglycol Ether based brake fluid. DOT 5 fluid also doesn't mix with water so its boiling temps stay the same (actually a negative) Since DOT 5 doesn't absorb the water, the water stays separate in the line. If the system absorbs water but it stays separate you will have 2 fluids, one of them with a very low boiling point (bad). Also silicone fluid also has more compressibility by nature and will cause a more "spongy" pedal feel. DOT 5's main advantage is it is not corrosive on paint or brake component seals. 

Wheels
One advantage to swapping to 5 lug is the greater availability of wheels. 

S14 SE Wheels are the best stock option on the S13 chassis, they won't rub and they clear the Z32 front calipers nicely. 

Z32 NA Wheels will mount on the front and rear but you will have issues with rubbing on the front. And obviously they'll accommodate the Z32 calipers as it was the stock option for those wheels. On the S14 I believe Z32 wheels don't have an issues with rubbing. 

5Zigen Becketts FN-01R (17x8", +38 offset) 

Beyond that I don't know. You'll have to research that yourself as I like to look stock. 

Spacers
Spacers may be required for caliper clearance issues with the wheels. It is my opinion that they generally aren't safe for aggressive driving and most if not all insurers of track events concur. And it is my impression that most event staff won't allow you to run spacers at their track events due to the liability. So buy some wheels with the correct offset that clear Z brakes. 

Suggestions
These are suggestions when doing the swap either because it relates to your safety or it is more convenient to do now rather than later. 

Powder Coating
Getting your calipers powder coated is just for show and doesn't effect performance. Most larger US cities will have several companies that powder coat. Ask around or check your favorite 240 centric regional section for recommended powder coaters. 




Rebuild Wearables
It is suggested that you rebuild the caliper seals and maybe the master cylinder if it is leaking. Keep in mind some of these seals were installed 17 years ago. 

Calipers
Front Caliper Seal Kit (complete front) - 1990 to 1992 300ZX - 41120-30P25
Front Caliper Seal Kit (complete front) - 1993 to 1996 300ZX - 41120-30P26
Rear Brake Caliper Seal Kit - 1990 to 1996 300ZX - 44120-43P26

Here are a couple of guides for rebuilding the Z32 front calipers:
TwinTurbo's Tech Article
NICO Tech Article
Master Cylinders
I couldn't find the part numbers on CourtseyParts but ConceptZPerformance has an order form for them. 

Resurfacing Rotors
Its suggest that you resurface your rotors if you aren't buying new rotors. This should remove any imperfections, such as mildly warped rotors, nicks, heavy rust, and scorching. Keep in mind this process involves putting the rotor on a lathe and removing some of the wear area, reducing the rotors width. As such its strongly suggested that purchase new rotors instead. 

Speed Bleeders
These will make your life so much easier and a must for someone who feels they must be self-sufficient in all situations. A speed bleeder is a replacement bleeder that contains a valve that after being cracked 1/4 of a turn from contact allows pressurize fluid/air to escape without introducing air into the lines. Some people have had issues with leaking or letting air back into the system so I steered away from purchasing these. 

Missing Brake Caliper Hardware
Front Brake Caliper Retaining Pin - 1990 300ZX NA (26mm) - 41217-30P00
Front Brake Caliper Retaining Pin - 1990 to 1996 300ZX (30mm) - 41217-40P00
Front Brake Pad Clip - 1990 to 1996 300ZX - 41218-37P00
Front Brake Caliper Spring - 1991 to 1996 300ZX - 41090-40P01
Front Brake Caliper Spring - 1990 300ZX NA - 41090-30P01
Rear Brake Caliper Retaining Pin - 1990 to 1996 300ZX - 41217-43P00
Rear Brake Caliper Spring - 1990 to 1996 300ZX - 41090-43P00
Rear Brake Caliper Seal Kit - 1990 to 1996 300ZX - 44120-43P26
Rear Brake Hardware Kit (Complete rear) - 1990-1996 300ZX - 44080-43P25

Tools
36mm Socket
22mm Socket
8mm-19mm Deep Socket Set
8mm-19mm Wrench Set
10mm Box Wrench
Torque wrench with a minimum range between 10 to 150 ft-lbs.
Breaker Bar
Hammer (Mini-sledge would be best)
4x jack stands
Jack
Clear vinyl tube (fish tank hose)
Glass bottle
Towel (clean up any spilled brake fluid)
Tin snips
Needle nose pliers

Optional
A press would greatly help getting the hubs and damaged ball joints out.
An assistant.
Air tools
Small air nozzle (for pushing the pistons out when rebuilding the calipers)

Install
There are many options I presented above. This guide is going to be directed as though you went with the complete 300ZX brakes (MC, front calipers, rear calipers, and e-brake drum) and 5 lug (Ichiba fronts, Z32 NA rears). 

Preparation
1. Double check to make sure all parts are accounted for.

2. Jack the vehicle up high enough for you to comfortably lay under it while installing/routing the e-brake cable.

3. Lower the vehicle on to jack stands under placed under the frame rails. 

4. Remove all four wheels and prop the hood/bonnet open.

5. Select the driver rear caliper and drain the master cylinder. Do this by cracking the valve and waiting for all the fluid to drain from the brake master cylinder. (This makes it far less messy when swapping out the master cylinder.)

Removal and Installation
Front Installation 

1. Now remove the front caliper by unbolting the two 19mm bolts on the back side.

2. Zip-tie the caliper unto the spring to get the caliper out of the way and also create less of a mess by not allowing brake fluid to drain anymore.

3. Take the rotor off.

4. Unbolt the strut from the spindle via the two 17mm/19mm bolt and nut combo. Note the direction of the bolt as it makes it easier to reassemble later.

5. Undo the cotter pin on the tie rod, loosen the nut until its mostly off bolt, get a hammer and whack it a coupe of time, it should drop (this prevents damaging the thread on the tie rod.)

6. Remove the tension rod by removing the two nuts on the underside of the control arm.

7. Remove the sway link by removing the 10mm nut on the underside of the control arm.

8. Loosen the nut on the ball joint, whack it a coupe of times with a hammer. It should drop.

9. Now that you have the front knuckle removed from the chassis. Take the cap off that protects the spindle nut. Remove the cotter pit and nut. And remove the hub and replace it with the one you purchased. A press might be required to separate the two. When reassembling with the new hub the axle nut will need to be torqued to 108-158 ft-lbs.

10. Also while the front upright is removed from the chassis remove the splash guard or cut the outer lip off. If you choose to keep the splash guard you will need to bend it back (towards the engine) to adequately clear the larger rotor.

11. Check the ball joint and tie rod joint/rubber boot for damage and if so replaced them now.

12. Now time to reassemble it. 

13. Torque the following to proper specification:
Strut bolts 84-98 ft-lbs.
Sway link 14-22 ft-lbs.
Tension rod nuts 65-80 ft-lbs.

14. After you have all the suspension components torqued to spec, install the new rotor.

15. Install the brake line to the caliper.

16. Remove the brake line from the chassis and install the new brake line. Remove old caliper.

17. Install the caliper to the knuckle. Make sure you installed the correct caliper (bleeder valve should be on top.

18. Leave the bleeder valve cracked to prime the caliper with brake fluid. This will make it easier to bleed later on.

19. Repeat this to the other side.


Rear Installation 

20. Break the axle nut now (both sides) while the parking brake is still attached.

21. Release the parking brake.

22. Remove the caliper from the knuckle and zip tie it to the strut.

23. Remove the front upper link, rear upper link, and lower link/HICAS tie rod. Make note of the direction of the bolt/nut as it will only reassemble that way.

24. The only things attached to the knuckle now should be the axle and the lower control arm. Pull the knuckle away and down while using a screw driver to push the axle out. Make sure not to damage the boots on the axles; wrap them with a towel if need be. After the axle is out of the way you should be able to access the 22mm nut holding the lower control arm.

25. Again loosen it almost off of the nut give it a couple of whacks and it should drop free. Your rear knuckle should be free now.

26. Remove the four 19mm bolts on the backside. I used a press to get the hub to break free of the knuckle.

27. Place the correct backplate/baffle to the knuckle then line-up the 5 lug hub and tighten down the four bolts. The bolts should be torqued to 58-72 ft-lbs.

28. While the knuckle is out I would suggest routing the e-brake cable to the e-brake hole near the center console. While under the vehicle remove the old e-brake cable and install the cable to the T-bar.

29. Reattach the knuckle to the lower control arm. Torque the 22mm nut to 52-64 ft-lbs.

30. Attach the e-brake cable end to the shoe and backplate/baffle (10mm bolt).

31. Assemble the e-brake components in the proper configuration.

32. Place the axle back through the hub.

33. If I recall correctly it is easiest to torque down the rear upper link first (57-72 ft-lbs.), then the front upper link (57-72 ft-lbs.), then the lower link (36-51 ft-lbs) / HICAS tie rod (27-34 ft-lbs.).

34. Install the rotor.

35. Attach the brake line to the caliper.

36. Swap the brake lines and remove the old hardware (caliper/brake line, e-brake cable).

37. Install the caliper via the two 19mm bolts (28-38 ft-lbs).

38. Repeat the same process of replacing the hub on the opposite side.


E-Brake Adjusting 

39. Now because the e-brake system is complete new, at least to the chassis, its in need of adjusting.

40. You will first need to adjust the e-brake cable and completely loosen it. 


41. After than you will need to reduce the shoe clearance in the drum. Here is a snippet from the Z32 FSM: 


42. Follow the factory service manual instruction to adjust the clearance. Then go back and adjust the nut in the interior. According to the FSM, it should take 44lbs of force to get to 6/7 clicks.


Master Cylinder 

43. If the 240SX has the ABS option installed you are in luck, it makes it much easier to swap a Z32 MC. If not you will have to get a flare to insert into the center master cylinder line. This can be a pain due to its availability; most people take the one from old master cylinder. Keep in mind if you hack up your old master cylinder, its made of aluminum and studies have shown that aluminum dust causes serious health risks. 
For a better idea of what is involved check this article section.

Finishing up 

44. Pulling the e-brake should work at this point. Don't forget to torque down the axle bolt. It needs to be torqued between 152-203 ft-lbs.

45. Check all bolts and nuts you removed, make sure they are torqued to spec.

Bleeding Brakes
1. Begin at the driver rear then proceeding to passenger rear, passenger front, and then driver front. 

2. Locate the bleeder screw at the rear of the caliper body. Remove the rubber cap from the bleeder screw – and don’t lose it! 

3. Place the box-end wrench over the bleeder screw. An offset wrench works best – since it allows the most room for movement. (If you do not have an offset wrench, avoid pushing the wrench head to the bottom of the bleeder screw – since the wrench may interfere with other parts during movement. Allow a standard wrench to sit near the top of the bleeder screw contact point.) 

4. Place one end of the plastic hose over the nipple of the bleeder screw. 

5. Place the other end of the hose into the disposable bottle. 

6. Place the bottle for waste fluid on top of the caliper body. Hold the bottle with one hand and grasp the wrench with the other hand. 

7. Instruct the assistant to "apply." The assistant should pump the brake pedal three times, hold the pedal down firmly, and respond with "applied." Instruct the assistant not to release the brakes until told to do so. 

8. Loosen the bleeder screw with a brief ¼ turn to release fluid into the waste line. The screw only needs to be open for one second or less. (The brake pedal will "fall" to the floor as the bleeder screw is opened. Instruct the assistant in advance not to release the brakes until instructed to do so.) 

9. Close the bleeder screw by tightening it. 

10. Instruct the assistant to "release" the brakes. Note: do NOT release the brake pedal while the bleeder screw is open, as this will suck air back into the system! 

11. The assistant should respond with "released." 

12. Inspect the fluid within the waste line for air bubbles. 

13. Continue the bleeding process (steps 7 through 13) until air bubbles are no longer present. Be sure to check the brake fluid level in the reservoir after bleeding each wheel! Add fluid as necessary to keep the level above the seam line. (Typically we repeat this process 5-10 times per wheel when doing a ‘standard’ bleed.)

14. Move systematically toward the driver – driver rear, passenger rear, passenger front, driver front - repeating the bleeding process at each corner. Be sure to keep a watchful eye on the brake fluid reservoir! Keep it full!

15. When all four corners have been bled, spray the bleeder screw (and any other parts that were moistened with spilled or dripped brake fluid) with brake cleaner and wipe dry with a clean rag. (Leaving the area clean and dry will make it easier to spot leaks through visual inspection later!) Try to avoid spraying the brake cleaner DIRECTLY on any parts made of rubber or plastic, as the cleaner can make these parts brittle after repeated exposure. 

16. Test the brake pedal for a firm feel. (Bleeding the brakes will not necessarily cure a "soft" or "mushy" pedal – since pad taper and compliance elsewhere within the system can contribute to a soft pedal. But the pedal should not be any worse than it was prior to the bleeding procedure!)

17. Be sure to inspect the bleeder screws and other fittings for signs of leakage. Correct as necessary. 

18. Properly dispose of the used waste fluid as you would dispose of used motor oil. Important: used brake fluid should NEVER be poured back into the master cylinder reservoir! Dispose of the fluid as you would motor oil.

Bedding Pads and rotors
When a system has both new rotors and pads, there are two different objectives for bedding-in a performance brake system: heating up the brake rotors and pads in a prescribed manner, so as to transfer pad material evenly onto the rotors; and maturing the pad material, so that resins which are used to bind and form it are ‘cooked' out of the pad. 

The first objective is achieved by performing a series of stops, so that the brake rotor and pad material are heated steadily to a temperature that promotes the transfer of pad material onto the brake rotor friction surface. There is one pitfall in this process, however, which must be avoided. The rotor and, therefore, the vehicle should not be brought to a complete stop, with the brakes still applied, as this risks the non-uniform transfer of pad material onto the friction surface. 

The second objective of the bedding-in process is achieved by performing another set of stops, in order to mature the pad itself. This ensures that resins which are used to bind and form the pad material are ‘cooked' out of the pad, at the point where the pad meets the rotor's friction surface. 

The bed-in process is not complete until both sets of stops have been performed. Bedding-in Street Performance Pads 

For a typical performance brake system using street-performance pads, a series of ten partial braking events, from 60mph down to 10mph, will typically raise the temperature of the brake components sufficiently to be considered one bed-in set. Each of the ten partial braking events should achieve moderate-to-high deceleration (about 80 to 90% of the deceleration required to lock up the brakes and/or to engage the ABS), and they should be made one after the other, without allowing the brakes to cool in between. 

Depending on the make-up of the pad material, the brake friction will seem to gain slightly in performance, and will then lose or fade somewhat by around the fifth stop (also about the time that a friction smell will be detectable in the passenger compartment). This does not indicate that the brakes are bedded-in. This phenomenon is known as a green fade, as it is characteristic of immature or ‘green' pads, in which the resins still need to be driven out of the pad material, at the point where the pads meet the rotors. In this circumstance, the upper temperature limit of the friction material will not yet have been reached. 

As when bedding-in any set of brakes, care should be taken regarding the longer stopping distance necessary with incompletely bedded pads. This first set of stops in the bed-in process is only complete when all ten stops have been performed - not before. The system should then be allowed to cool, by driving the vehicle at the highest safe speed for the circumstances, without bringing it to a complete stop with the brakes still applied. After cooling the vehicle, a second set of ten partial braking events should be performed, followed by another cooling exercise. In some situations, a third set is beneficial, but two are normally sufficient. 

Also worth mentioning
Technical considerations and further modifications. 

ABS
In short the ABS system on your S13/S14 will no longer properly work. During the design process of any vehicle equipped with ABS the ABS controller is programmed with stock hardware limits such as the maximum deceleration, stock wheels, stock brake system (thermal capacity, rotor size, braking split, the engineers even factor in such variables as line expansion.) The ABS controller expects the physics of the vehicle to remain constant, as in it won't learn if you put larger wheels on the vehicle much less the calipers/rotors/master cylinder. 

For further reading I would suggest this article. Also I don't mention anything about Traction Control Systems or anything advanced like that because the S13/S14 aren't equipped them. But basically if the ABS doesn't function correctly it will create issues in the other more advance systems. 

Brake Bias
This is hugely important. Having an improper balance will actually increase stopping distance; as the improper bias will only partially utilizing the front/rear brakes. There are many thing that factor into brake bias: weight split, master cylinder proportioning, tire stickiness, rotor size, weight transfer to front while braking, ride height, wheel base, pad composition, and caliper piston size to name a few. Brake bias is not static, it varies depending on all the factors mentioned above and can change while the vehicle is decelerating (for example when you mash on the brakes and the vehicle's nose dives causing a weight transfer). Although optimizing bias for hard breaking is key. Having a slightly front bias is more favorable than having a rear bias as the rear tires will unexpectedly loose traction. 

	Factors that will increase front bias
	 
	Factors that will increase rear bias

	Increased front rotor diameter
	 
	Increased rear rotor diameter 

	Increased front brake pad coefficient of friction
	 
	Increased rear brake pad coefficient of friction

	Increased front caliper piston diameter(s)
	 
	Increased rear caliper piston diameter(s)

	Decreased rear rotor diameter
	 
	Decreased front rotor diameter

	Decreased rear brake pad coefficient of friction
	 
	Decreased front brake pad coefficient of friction

	Decreased rear caliper piston diameter(s)
	 
	Decreased front caliper piston diameter(s)

	Lower center of gravity
	 
	Higher center of gravity

	More weight on rear axle 
	 
	Less weight on rear axle

	Less weight on front axle
	 
	More weight on front axle

	Less sticky tires (lower deceleration limit)
	 
	More sticky tires (higher deceleration limit)


Table from this article.

I would suggest reading this article to fully appreciate the subject as I have not done it justice above. 

Stock dry weights
Weights were grabbed from Edmunds.com 

Z32 NA: 3219 lbs 

Z32 Turbo: 3414 lbs 

Z32 Convertible: 3443 lbs. 

S13 Coupe: 2699 lbs. 

S13 Hatchback: 2730 lbs. 

S13 SE Coupe: 2772 lbs. 

S13 SE Hatchback: 2807 lbs. 

S13 SE Convertible: 2800 lbs. 

S14: 2753 lbs. 

S14 SE: 2753 lbs 

The difference between the Z32 NA and S13 Coupe is 520 lbs. and between the Z32 Turbo and S13 SE Coupe 642 lbs. for an idea of how the Z32 brakes are comparable to big brake kits for the S-chassis; not to mention the actual difference in rotor size. 

Z32 Aluminum Upright
This modification is only practical if your suspension setup includes coilovers with replaceable bottom mounts. As the 300ZX uses a fork-type rear shock, while the 240SX uses a bolt-type rear shock mount. You could modify a S13 strut by welding on a lower fork-type rear shock but would pose safety issues. The Z32 rear suspension upright is made out of aluminum (versus the S13 rear uprights made out of iron) and is about 8lbs lighter per side. This is significant because it saves unsprung weight (which helps to improve suspension performance and handling of the vehicle.) The Z32 lower control arm is identical to the S13 lower control arm except for the addition of a conical ball joint seat (Nissan] part # 40173-33P00, about $10 at your local Nissan dealer), and this part is required to properly mount the upright onto the lower control arm. Other than the LCA joint seat and shock mount, the Z32 upright will bolt right into the S-chassis. KTS Coilovers purchased from SPL Parts offers Z32 rear bottom mounts at no additional cost when purchased with them or $95 if you originally purchased S-chassis rear bottom mounts. 

Non Nissan/Infiniti Rotors
There is the possibility of using non Nissan/Infiniti rotors but there really isn't a performance advantage to using them. For example the 13" Cobra rotor can be used with a bracket and the 30mm Z calipers BUT you are still using the Z calipers or put into different perspective you are still using the Z pads so you aren't sweeping the entire rotor per rotation. So you are adding a lot weight (1/4-1/3 of the weight is unused rotor), creating a front brake bias issue (increasing your stopping distance); I see they only positive is the 'bling' factor. 

Zilvia's lengthily non Nissan/Infiniti rotor page. 

NICO - Cobra Rotor Install 

Common Setups and Relative Prices
Theses prices are based on Craigslist and eBay markets, as of this writing, for good used condition items. The final prices don't factor in such things as tires, pads, rotors, brake fluid, powder coating, or labor to install. 


Overkill.
This setup is for those who have more money than they know what to do with and think they need the extra thermal capacity. ConceptZPerformance sells a bundle 350Z kit (rotor and adapter) but is overpriced. There will be a heavy front bias. 

350Z Front Track Rotors (New blanks) (324mm x 30mm): $150 

350Z Track Model Big Brake Rotor Adapter Kit For The 300ZX Caliper: $195 

300ZX Front (30mm) and Rear Calipers: $270 

300ZX e-brake assembly: $230 

R33 e-brake cable: $90 

300ZX 17/16" Brake Master Cylinder: $75 

Conversion Lines: $100 

Front S14 spindle/upright and 5 Lug: $200 

New Nissan Ball Joints: $140 

Rear Z32 NA 5 Lug: $100 

350Z 17" Wheels: $400 

Total: $1950 


Complete 300ZX and 5 Lug
This setup is for those who really demand performance and don't want to take shortcuts on their brakes. And want to maintain near OE brake bias Why is this important. Stopping distance is greatly reduced and 100+mph slow downs are stable with the user giving in before the brake system. There will be a slight front bias but having a staggered setup will balance it. Using the Inchiba or other aftermarket front hubs will save the hassle of find OE parts. 

300ZX Front (30mm) and Rear Calipers: $270 

300ZX e-brake assembly with cables: $230 

300ZX 1" Brake Master Cylinder: $75 

Conversion Lines: $100 

Front Ichiba 5 Lug: $300 

Rear Z32 NA 5 Lug: $100 

S14 SE Wheels: $200 

Total: $1275 


Complete 300ZX and 5 Lug true OEM form
This setup is exactly the same as above except that you can make the claim it is all OEM for those OEM whores.

300ZX Front and Rear Calipers: $270 

300ZX e-brake assembly with cables: $230 

300ZX 1" Brake Master Cylinder: $75 

Conversion Lines: $100 

Front S14 spindle/upright and 5 Lug: $200 

New Nissan Ball Joints: $140 

Rear Z32 NA 5 Lug: $100 

S14 SE Wheels: $200 

Total: $1315 


Front Sentra SE-R brakes, 4 Lug
This setup is for those who are on a budget but want to have the bling look. There will be heavy front brake bias.

Sentra SE-R Brembo Front calipers: $400 

Conversion Lines: $50 

Stock Sentra SE-R Wheels: $300 

Total: $750 


Front 300ZX brakes, 4 Lug
This setup is for those who are on a budget but still want to claim they have Z brakes on their 240.

300ZX Front calipers (26mm): $220 

Conversion Lines: $50 

Labor for Machine Shop to redrill rotors to 4x114.3 pattern: $40 

Proper S13 SE Wheels: $150 

Total: $460 


J30/Q45 Front Brakes, 4 Lug
This setup is for those who are really on a budget but still want/need brakes that are better than the stock setup. If I were to do it again, I would go with this setup. The cost/performance ratio is the highest with this setup. Q45 calipers are to Z32s as Z32s are to R32 GTRs. Its only a 2mm difference in width (compared to the Z32) and I've never reached the Z32 rotors thermal capacity by a long shot.

J30/Q45 Front calipers: $70 ($120 for Q45 remanned from AutoZone) 

Machine Shop to redrill rotors to 4x114.3 pattern: $40 

Total: $110 

The author's opinion 20,000 miles later
Since installing these calipers (full Z32 brake conversion) I've beat the crap out of them. Countless 100+mph to 40mph slow downs (clover-leaf exit ramps, or short exits), spirited driving, and heal-toeing it through roundabouts the brakes have never failed me and I have yet to have an "oh shit" moment due to the brakes. And keep in mind this is with the used the rotors and pads that were on the car I pulled my parts from (120k supposedly on them); still never had an issue. Which makes me think that I could of gone with the Q45 brakes and had the same performance at a much lower cost. I mean the only difference is the 2mm narrower in the fronts (280mm x 28mm). That is the same difference the Z32 (280mm x 30mm) rotors have against the R32 GTR (280mm x 32mm). 

External Links
Vendors
Woodmen Nissan - Nissan Auto Parts Wholesale Dealer open to the public. SPLParts
StopTech
Ichiba
CourtseyParts
ConceptZPerformance
PDM-Racing
Brembo
Wilwood Engineering
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