
Journal of Polish  Safety and Reliability Association 
Summer Safety and Reliability Seminars, Volume 5, Number 2, 2014                     

 

 109

Nowakowski Tomasz 

Mły ńczak Marek 

Werbińska-Wojciechowska Sylwia 

Dziaduch Izabela 
 

Tubis Agnieszka 
 

Wroclaw University of Technology, Wroclaw, Poland 
 
 
 

Life Cycle Costs of passenger transportation system. Case study of 
Wroclaw city agglomeration 
 
 
 
 
 
Keywords 
 

Life Cycle Costs, transportation system, rail cars 
 
Abstract  
 

In the article authors are interested in the issues of LCC analysis implementation in the area of passenger 
transportation systems performance. In the first step of research analysis, there is provided a briefly literature 
overview of the analysed research area. Thus, the applicability of LCC analysis is investigated on the existing 
passenger transportation system located in Lower Silesia, Poland. 
 
1. Introduction 
 

Rapid changes in the market of regional passenger 
services forced major carriers to verify the current 
model of doing business and make the necessary 
changes, often aimed at lowering their performance 
costs. 
The carriers’ main activity, in which they seek costs 
savings, is a means of transport maintenance 
performance. Such a decision is connected with the 
fact that the costs associated with technical objects 
maintenance represent a significant percentage of the 
total cost of their Life Cycle Costs (LCC) [10]. 
According to [27], LCC are estimated at 
approximately 40% of the total costs of the facilities. 
Therefore, even a slight change in maintenance 
management area can therefore lead to improvement 
of carrier's business model performance in 
technological or organizational way [10]. 
The improvement actions are mainly focused on 
searching for savings (e.g. connected with reduction 
of labour costs, spare parts purchasing, spare parts 
allocation optimization). On the other hand, there are 
expected some activities in the area of increasing 

facilities dependability or providing resources 
availability and efficiency of their use [25], [32].  
Additionally, one of the fundamental mistakes made 
during technical facilities maintenance decision-
making process performance is considering the 
future renewal and operational costs without taking 
into account the aspects of their 
reliability/availability, or carrying out an incorrect 
identification of future performance costs (e.g. some 
relevant costs omission).  
One of the possible solutions which may help 
maintenance managers to properly analyse the costs 
of an object over its entire lifespan and effectively 
invest money on dependable technical objects is Life 
Cycle Cost analysis [6].  
In addition to LCC there can be found in the 
literature other methods which take a wide 
perspective on product life cycle. Most notable are 
Total Cost of Ownership (TCO) and Life Cycle 
Assessment (LCA). However, TCO does neglect 
operations and maintenance costs, LCA is focused on 
environmental impacts instead of being a costing tool 
[13], and according to [15] LCC analysis is a method 
that can be used to evaluate alternative asset options 
or/and assets maintenance management strategies. 
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Following this, the main objective of this article is to 
present a LCC analysis implementation for the case 
company. Thus, in the next Sections, the concept of 
LCC is investigated. Later, there is presented the 
discussion about analysis results of LCC analysis 
implementation in the case company maintenance 
decision processes performance. 
The article is the continuation of authors research in 
the area of means of transport maintenance 
management issues (presented e.g. in [19], [21]-[23], 
[30]), and possibilities of LCC analysis 
implementation in the area of passenger transport 
systems performance (see e.g. [6]-[8]).  
 
2. Life Cycle Costs analysis – a literature 
review 
 

The concept of Life Cycle Cost is widely used in the 
literature and practice since 70s. of the XX century 
(see e.g. [16], [18]). According to [18], the Life 
Cycle Cost is defined as the total sum of the direct, 
indirect, recurring, non-recurring and other related 
costs incurred, or estimated to be incurred in the 
design, research and development (R&D), 
production, operation, maintenance, and support of a 
product over its life cycle, i.e. its anticipated useful 
life span. It is the total cost of the R&D, production, 
O&S and, where applicable, disposal phases of the 
life cycle. This definition was later extended in 
international standard IEC 60300-3-3:2004 [12], 
providing more detailed definition of object life 
cycle phases which are considered in LCC analysis. 
The typical areas of costs which are included in the 
process of estimation of object’s life cycle costs are 
given e.g. in [6]. 
Additionally, according to [15], the LCC analysis 
can be defined as a systematic process of technical-
economical evaluation that considers, in a 
simultaneous way, economic and reliability aspects 
of an asset, quantifying their real impact along its life 
cycle cost. Thus, the total costs of non-reliability are 
classified into two groups: costs for penalization and 
costs for corrective maintenance [15].  
The literature review in analysed research area is 
provided e.g. in [3], [17], [24], [29]. The work of 
Asiedu and Gu [1] should be underlined here. 
Authors investigated the issues of LCC analysis and 
tools that have been developed to provide engineers 
with cost information to guide them in design. They 
presented e.g. a comprehensive analysis of cost 
issues in life cycle design, and define three main cost 
estimating approaches: parametric models, analogous 
models and detailed models. This problem was later 
developed by Korpi and Ala-Risku in their work 
[13]. Authors provided there a discussion about life 

cycle costing methods and presented a review of 
literature focused on LCCA implementation.  
Durairaj et al. in their article [5] present and compare 
different life cycle cost analysis methods.  
Following the literature known mathematical models 
of life cycle costs can be classified into three basic 
groups [3], [17], [24], [29]: 
• models dedicated for technical objects’ 

manufacturers, that are designed to minimize the 
costs occurred in the early stages of its lifetime, 

• models aimed at minimizing the lifetime cost of 
the facilities being already in operation, 

• models oriented to customers wishing to 
purchase a new technical object. 

The main area of authors’ interest is the last group of 
models, which is useful to define the future costs of 
technical objects lifetime and to make a proper 
investment decision. In this group of models, there 
can be defined two subgroups [9]: 
• basic LCC models without technical objects 

reliability issues consideration, 
• LCC models with technical objects reliability 

issues implementation.  
The first group of models is focused on proper 
identification of technical objects costs incurred in its 
main life cycle phases, see e.g. [3], [11], [26], [28], 
[31]. 
The second group of models takes into account the 
technical objects reliability costs bearing. Following 
[3], there can be defined four reliability costs 
categories: 
• prevention cost,  
• appraisal cost (i.e. inspection/review cost), 
• internal failure cost, 
• external failure cost. 
For more information we recommend reading e.g. 
[3], [4], [6], [9], [17], [24], [29]. 
Taking into account the customer purchasing 
decision problems, and following the literature, the 
most commonly lifetime costs of a technical object 
can be divided into two categories of costs (e.g. [28], 
[14], [20]): the costs of acquisition (purchase) and 
operating costs. Their proper identification can be the 
base for investment decisions.  
Following this, in the next Section, the case study for 
LCC analysis implementation is provided as a base 
for definition of purchasing procedure for buying 
new means of transport with taking into account the 
objects unreliability. 
 
3. LCC analysis implementation – case study 
 

3.1. Railcar operation system 
 

The applicability of LCC analysis is investigated on 
the existing passenger transportation system located 



Journal of Polish  Safety and Reliability Association 
Summer Safety and Reliability Seminars, Volume 5, Number 2, 2014                     

 

111 
 

in Lower Silesia, Poland. The system covers several 
routes operated daily by Lower Silesian Railways 
Company on mixed-traffic railway infrastructure 
which is partially single and double track. The 
network is of irregular form with central station in 
Legnica, supplemented by the only service depot for 
the car fleet located nearby. Figure 1 presents the rail 
network. 
 

 
 

Figure 1. Schematic representation of track layout 
in Lower Silesia with bold lines marking out the 
operated routes and the service depot located in 
the centre of network [2] 
 
The operator puts into service small- and middle-
sized diesel rail vehicles, running mostly as single 
train sets, rarely coupled. Currently 21 rail buses 
dating from 2004 to 2011 are used, being built 
mostly by one manufacturer or his subsidiaries. The 
fleet comprises a homogeneous set of objects in 
terms of design solutions. 
The rolling stock remains the property of local 
province government, being spared to the operator 
which is fully responsible for all maintenance 
activities. Therefore it is especially important for the 
rail company to introduce optimal maintenance 
strategies to meet the service and cost levels 
expected by the car fleet owner. 
The process of railway operation is strictly 
determined. In short, the publicly announced 
timetable consists of trains servicing routes with 
stations. The set of trains to be run during the day are 
then combined to form the so called circulations 
which may be detailed by requirements like allowed 
railcar types. One circulation may also cover several 
trains during one or more consecutive days in 
schedule. 

Available railcars are then assigned by dispatcher to 
specific circulations, provided that the permissible 
parameters like e.g. remaining number of kilometres 
to revision, are met. Disruptions and failures cause 
instant changes in the railcar assignment. 
The maintenance process of the railcar is also 
precisely defined in service manual, including 
obligatory maintenance revisions of several different 
levels of complexity. Depending on the latter, the 
vehicle is excluded from regular operation for certain 
period of time. 
The identification of the important aspects and 
possible data sources in the operation process is 
shown as the entity-relationship-diagram in Figure 2. 
 
3.2. Maintenance data analysis for the case 
company 
 

The research analysis covered 8 single car rail buses 
of particular type X. The analysed rail cars include 
these, which were handed over to the rail carrier 
from previous railway operator, as well as new ones 
were being bought by the regional province 
government and directly sent to the rail company. 
These vehicles were owned by a company at 
different times of their life, as illustrated in Figure 3. 
 

 
 

Figure 3. Time schedule of performed research 
analysis [7] 
 
The period of research analysis encompasses 
43 months (152 568 working hours) of rail carriers 
performance, from December 2008 to June 2012. 
The mileage of analysed rail buses made before and 
during the research period of time is given in the 
Figure 4. The data about rail buses’ operational 
process performance are taken from their operational 
books which are prepared by department of tram 
maintenance employees. These operational books are 
located in every rail buses, and are filled in by engine 
drivers, warehousemen, and service engineers. 
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Figure 2. The model of railcar operation process shown as an entity-relationship-diagram [2] 
 

 
 

Figure 4. Working time of rail buses defined as a 
mileage [9] 
 
Every engine driver should fill in the date, hour and 
place of beginning/finishing his work. Moreover, 
some additional information should be taken into 
account, like e.g. all failures and irregularities 
detected during operational process performance. 
More information can be found in [9]. The collected 
performed corrective actions (failures) during 
research analysis were divided into four groups 

depending on their impact on rail buses operational 
process performance (Figure 5): 

• critical failures – which result in rail car 
operational unavailability, 

• important failures – which require immediate 
maintenance actions performance, 

• unimportant failures – when maintenance 
actions may be postponed in time, 

• irrelevant failures – when their influence on 
system dependability is negligible. 

 

 
 

Figure 5. Distribution of failures types in terms of 
their influence on rail cars operational process 
performance [7] 
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This classification of corrective actions types was 
based on the expert opinions. 
In the analysed research area, there were observed 
589 current corrective actions performance, 
including 9 (1.5%) maintenance actions without the 
possibility of corrective actions type identification. 
During these 598 maintenance actions performance, 
there are made 863 remedial actions including, e.g. a 
damaged item replacement, repair, adjustment, or 
inspection. The information about the performed 
corrective action of rail car or its components 
includes eleven different maintenance actions 
(Table 1). 
 
Table 1. Frequency of corrective actions types 
occurrence during rail cars operational process 
performance 
 

CORRECTIVE 
ACTIONS TYPE 

FREQUENCY OF 
OCCURRENCE 

Repair 392 
Replacement 382 
Assembly 28 
Seal action 23 
Inspection 17 
Carotid 8 
Adjustment  7 
Gluing 2 
Tightening 2 
Painting 1 
Washing 1 

 
The failures’ causes were connected with operational 
(internal and external) forcing factors, design and 
manufacturing errors, or rail cars collisions and 
vandalism actions occurrence. 
The planned maintenance actions are defined in five 
levels of rail bus maintenance (ML – maintenance 
level) [7]: 
• ML1 – regards to control inspection 

performance level, 
• ML2 – defines the average periodic inspection 

level, 
• ML3 – regards to the average periodic 

inspection action with extended range level, 
• ML4 – defines the revision repair process level, 
• ML5 – the main repair process level. 

 
All of the defined by ML maintenance actions are 
periodically repeated after a fixed work time, 
expressed by rail bus mileage, hours of operation, or 
fixed exploitation time in days, months or years. 
Moreover, they form a rail bus maintenance cycle.  
The inspections of type ML1 and ML2 are performed 
in carrier’s own repair department and do not 
demands rail bus closing down. However, the 
inspection of type ML3 could be performed only in 
rail bus manufacturer’s service departments where 

the rail bus has to be delivered. This maintenance 
inspection regards rail bus closing down. Because of 
the short operational period of rail buses 
performance, the inspections of type ML4 and ML5 
have not been executed yet [7]. 
Next, the transportation system characteristics can be 
obtained. The exemplary transportation system 
characteristics are presented in Figures 6–7. 
 

 
 

Figure 6. The cumulative distribution function of rail 
buses time between failures [mileage]  
 

 
 

Figure 7. The cumulative distribution function of rail 
buses repair time [hours] 



Nowakowski Tomasz, Młyńczak Marek, Werbińska-Wojciechowska Sylwia, Dziaduch Izabela, Tubis Agnieszka 
Life Cycle Costs of passenger transportation system. Case study of Wroclaw city agglomeration 

 

 114

Based on the odometer, which indicated the number 
of kilometres being registered on consecutive days in 
which the damages have been observed, the time 
between failures can be calculated. During the 
calculations, all corrective actions types were 
included. According to the analysis results, time 
between failures may be defined by a log-normal 
distribution function with parameters µ equal to 
7.8517 and σ equal to 0.9673. High compliance was 
achieved at ρ = 0.99 (Fig. 6). The MTBF is equal 
4130 kilometres with standard deviation equals to 
5107 kilometres. The calculated coefficient of 
variation is less than a value 1 (reaches a level about 
0.86). 
The time between preventive actions performance is 
defined in service manuals (Table 2).  
 
Table 2. Time between preventive maintenance 
actions performance defined in Service Manuals of 
analysed rail cars 
 

TIME BETWEEN MAINTENANCE ACTIONS 
PERFORMANCE FOR THE DEFINED 

MAINTENANCE LEVELS* 
Maintenance 

level 
Mileage 

(km) 
Engine 
hours 

Time 

ML-1 At every 
1500 km ± 
25% 

every 
50  

every 3 
days 

ML2-1 At every  30 
000 km ± 
10% 

every 1 
000  

every 2 
months 

ML2-2 At every  60 
000 km ± 
10% 

every 2 
000  

every 4 
months 

ML2-3 At every  
120 000 km 
± 10% 

every 4 
000  

every 8 
months 

ML3-1 At every   
210 000 km 
± 10% 

every 7 
000 

at every 
1,25 
years 

ML3-2 At every   
400 000 km 
± 10% 

every 
14 000 

at every 
2,5 years 

ML-4 At every   1 
200 000 km 
± 10% 

--- at every 9 
years 

ML-5 At every   2 
400 000 km 
± 10% 

--- at every 
18 years 

* whichever occurs first 
 
For the defined research time period, the mean time 
between ML-1 actions performance is equal to 3.2 
days (1304 km and 48.9 eh). The mean time for ML-
2 actions performance equals 75.3 days (30 454 km 
or 1 144 eh), respectively. The mean time for ML3-1 
is equal to 539 days (212 520 km and 7313 eh), and 
for ML3-2 – 1 009 days (427 464 km and 15 107 eh). 
In the analysed time period, only four ML-3-1 

actions and three ML3-2 actions were performed. 
Moreover, there were no performances of 
maintenance actions at ML4 and ML5 levels. 
The estimation of downtime caused by corrective 
action performance was based on expert opinion 
(Figure 7). Till January 2012, there were no data 
gathered about the time moments of maintenance 
actions (both corrective and preventive) 
starting/ending. This problem was solved now by 
introducing the new document called Service Report. 
Following this, the downtime and maintenance 
actions performance times were defined based on the 
Repairmen and Maintenance Department Employees 
conversations. The downtime includes e.g. the time 
necessary for disassembly, failure identification, 
repair/replacement time, assembly, waiting time for 
spare parts delivery, waiting for service arrival. 
The determination coefficient (ρ = 0.75) confirmed 
the compatibility of downtime empirical distribution 
with log-normal distribution with parameters µ = 
0.4750 and σ = 0.9376, the confidence level of 95%. 
The period of downtime connected with corrective 
and preventive actions performance is equal to 
15 180 hours. Average downtime was 2.5 hours with 
a standard deviation of 2.96 hours.  
It is also worth taking a note that 74% of current 
corrective maintenance actions have been made as an 
opportunity during preventive maintenance actions 
performance. Thus, the repair times hover around 
0.86 h (that is the minimal downtime for corrective 
maintenance performance). 
Maintenance actions of ML1 last on average 2 hours. 
When the repair actions were performed during 
ML1, this downtime was lengthened by an average 
of about 0.86 hours. Labour-consumption of ML1 
performance is approximately 1.4 hours. 
Maintenance actions of ML2 require on average 12 
hours. The average maintenance time of ML2-1, 
ML2-2, and ML2-3 equal 5.3 hours, 5.9 hours, and 
6.0 hours, respectively. Moreover, it should be also 
included the labour-consumption of ML1 (1.4 hours), 
and labour-consumption of current repairs 
performance (approximately 0.6 hours), if necessary. 
The maintenance actions of ML3 performance result 
in longer downtime occurrence. The average 
maintenance time of ML3-1 is equal to 326.4 hours 
with standard deviation equals to 146 hours. The 
average maintenance time of ML3-2 equals 1136 
hours with standard deviation being equal to 14 
hours. The labour-consumption of ML3-1 actions 
performance is as 230 hours, and for ML3-2 – is as 
840 hours. 
Another problem regards to economical parameters 
estimation. For the analysed rail cars, there are e.g. 
corrective and preventive maintenance actions’ costs 
easily obtainable. The mean maintenance costs are 
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presented in Table 3. Figure 8 presents the cost of 
manpower incurred during the analysed research 
time. 
Following this, the mean downtime cost is defined at 
the level of 1 962 PLN. The maintenance costs are so 
high because the rail carrier does not have its own 
service departments. As a result, all the maintenance 
activities are performed by manufacturer’s service 
facilities. 
 
Table 3. Mean costs of preventive and corrective 
maintenance actions performance for the analysed 
rail cars 
 

MEAN COST PER ONE 
MAINTENANCE ACTION 

PERFORMANCE (PLN) 
MAINTENANCE 

LEVEL 
Estimated by 
rail carrier 

service 
employees 

Estimated by 
service 

employees of 
rail carriers’ 
manufacturer 

ML-1    331.94 
ML2-1 3 900      11 520 
ML2-2 3 931      15 253 
ML2-3 3 992      18 985 
ML3-1 ---      56 504 
ML3-2 ---    338 526 
ML4     800 000 
ML5  2 500 000 
remedial action 1 729 
corrective action 2 521 
 

 
 

Figure 8. Probability density distribution of 
manpower cost [9] 
 
To sum up, the analysis of rail cars operational 
processes performance gives the possibility to gather 
main economical, operational and maintenance data, 
necessary for LCC analysis carrying out.  
Following this, in the next Section, there is presented 
the LCC analysis results for the case study. 
 
3.3. LCC analysis results 
 

To implement LCC analysis, there is used cost model 
given in Figure 9. This structure results from the 
chosen input data gathered during operational 
process and corrective and preventive maintenance 
processes performance. 
 
 
 

 
Figure 9. Cost structure used in LCC analysis of railcars [9]. 
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Following this, the estimation of operational and 
maintenance costs was based on the presented 
formulae [9]: 

• Daily operational costs dOc : 
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where: 

d
ET - daily exploitation time (km) 
z
enc - purchasing price of diesel fuel [PLN/dm3] 

enz - unit consumption of diesel fuel per unit of time  
os
umn  - number of train drivers working daily 
p
umn - number of train conductors working daily 

 cos
uk - working cost of train drivers per unit of time 

[PLN/km] 
p
ukc - working cost of train conductors per unit of 

time [PLN/km] 
 
• Cost of preventive maintenance action 

performanceOPc : 
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where: 

e
OPc  - time of preventive maintenance action 

performance [h] 
os
OPn  - number of repairmen who perform preventive 

maintenance action 
p
nzc - cost of repairmen working time [PLN/h] 

)( rzm
OPc - price of r-th spare parts or r-th exploitation 

material used during preventive maintenance action 
performance 

)( rm
OPn - number of r-th spare parts or r-th exploitation 

material used during preventive maintenance action 
performance 
• Cost of corrective maintenance action 

performanceOKc : 
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where: 
e
OKc  - time of corrective maintenance action 

performance [h] 
os
OKn  - number of repairmen who perform corrective 

maintenance action 
)( rzm

OKc - price of r-th spare parts or r-th exploitation 
material used during corrective maintenance action 
performance 

)( rm
OKn - number of r-th spare parts or r-th exploitation 

material used during corrective maintenance action 
performance 
 
There also have been made some additional 
assumptions, e.g. [9]: 
• one rail car is operated by one train conductor 

and one train driver, 
• preventive maintenance actions are made by two 

repairmen, 
• the purchase prices for exploitation materials 

and spare parts are valid for the whole 
replenishment supply time, 

• manpower cost is monthly constant.  
For more information we recommend reading [9].  
Following this, the life cycle costs were estimated. 
Preventive maintenance costs were estimated for 
each type of rail bus separately, due to the different 
panoramic bus cycle imposed by the rail 
manufacturers. Other exploitation costs such as 
operating costs and corrective maintenance costs 
were estimated without division for rail buses types. 
Due to the fact that the occurred failures had 
different influence on the vehicle operation process, 
the corrective maintenance costs were estimated for 
the three different groups, namely: 
• catastrophic failures – first group, 
• failures that do not cause safety hazards, do not 

limit values utility vehicle, and do not require 
immediate shutdown of the vehicle of use (non-
catastrophic) – second group, 

• failures caused by external events (accidents, 
vandalism, weather conditions) – third group. 

Later, there were estimated average costs for each 
group and for each time interval. This gave the 
possibility to accumulate the average values of the 
cost of the given time periods. The exemplary costs 
are presented in Figures 10-12. 
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Figure 10. Operational costs of analysed rail buses [9] 
 

 
 

Figure 11. Preventive maintenance costs of rail buses of chosen type [9] 
 

 
 

Figure 12. Corrective maintenance costs of analysed rail buses (failures group 1) [9] 
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Based on the obtained cost estimations, there can be 
the possibility to define the LCC for both types of 
rail buses used by regional carrier. The costs of rail 
buses purchase come from different moments of 
time.  In July 2007, the first type of rail buses has 
been bought. The second typed rail buses have been 
bought in February 2010. The purchase costs of the 
second typed rail vehicles converted into a moment 
of purchase of rail buses of first type, while the 
calculation of future operating costs based on 
undiscounted cost values. Such a procedure is 
justified, because they were converted to the same 
time periods before fitting them with the line trend.  

Figure 13 shows the life cycle costs for the both 
types of rail buses. 
LCC analysis showed that the purchase of rail buses 
of first type is more cost effective than purchasing 
the second typed vehicle. Comparative chart showing 
the LCC of both types of rail buses is shown in 
Figure 14. The results of the study indicate that LCC 
of first typed vehicles is about 0,93-0,98 million PLN 
lower compared to the second typed buses. Despite 
the much higher vehicle purchase of first type of rail 
buses, there are achieved significant savings in the 
preventive maintenance costs - over 3.1 million PLN.

 

 
Figure 13. LCC for analysed types of rail buses [9] 
 

 
 

Figure 14. LCC structure for analysed types of rail 
buses [9] 
 
 
 

4. Conclusion 
 

In the available literature in the area of theory of 
maintenance and reliability, authors often address the 
question of the relationship between the reliability of 
an object and its economic effects, expressed in the 
incurred operating and maintenance costs,. However, 
this research analyses are rarely made from the buyer 
perspective. Following this, the aim of this work was 
to implement LCC method as a tool that supports 
rational purchasing/investment decision making 
(buyer at the time moment of technical object 
purchase will know what are the predicted total cost 
of its existence).  
Based on the presented LCC analysis implementation 
case, it has been shown that the analysis allows for:  
• estimation of operating costs of the assumed 

useful life of a technical object,  
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• comparative analysis of alternatives (variants) 
of purchase, 

• selection of the object economically viable in 
terms of the lowest total costs (i.e. the total cost 
of purchasing and operating costs). 

The presented method is the universal tool and can 
be used for each technical object LCC costs 
prediction. At the same time cost forecasts are based 
on models of time series with trend. Moreover, LCC 
regression curve depends on:  
• the category of the analyzed LCC and its 

components, 
• width of the intervals of operational time, and 
• take into account changes in the value of money 

over time. 
The development of the presented model let 
managers capture the time variability of technical 
objects life cycle cost which is connected with 
technical and economic parameters changes regard to 
technical and moral use. In the next step of authors 
research, there is planned investigation of railcars 
reliability characteristics influence on obtained level 
of life cycle costs. 
 
References 

[1] Asiedu, Y. & Gu, P. (1998). Product life cycle 
cost analysis: state of the art review. International 
Journal of Production Research, Vol. 36, No. 4, 
883-908. 

[2] Bojda, K. & Werbińska-Wojciechowska, S. 
(2012). Data accessibility problem in 
transportation means’ maintenance performance. 
In Stachowiak A. (ed.), Transport - strategical 
and operational issues: monograph. Publishing 
House of Poznan University of Technology, 69-
87. 

[3] Dhillon, B.S. (1989). Life Cycle Costing – 
Techniques, Models and Applications. Gordon 
and Breach Science Publishers. 

[4] Dhillon, B.S. (2005). Reliability, Quality and 
Safety for Engineers. CRC Press. 

[5] Durairaj, S.K., Ong, S.K., Nee, A.Y.C. & Tan, R. 
B.H. (2002). Evaluation of Life Cycle Cost 
Analysis Methodologies. Corporate 
Environmental Strategy, vol. 9, no. 1, 30-39. 

[6] Dziaduch, I. (2010). Unreliability costs in Life 
Cycle Cost Analysis (LCCA) – comparison of 
calculation methods. Summer Safety & Reliability 
Seminars. Journal of Polish Safety and Reliability 
Association, Vol.1, 75-82. 

[7] Dziaduch, I. (2011). Analysis of the cost of rail 
buses maintenance activities in the full cycle of 
their service (in Polish). Logistics, Vol. 6, 865-
876. 

[8] Dziaduch, I. (2012). The dependability evaluation 
of railbuses.  Journal of KONBiN, Vol. 3(23), 
145-156. 

[9] Dziaduch, I. (in prep.). LCC method including 
technical object reliability. PhD. thesis. Wroclaw 
University of Technology. 

[10] Fornasiero, R., Zangiacomi, A., Sorlini, M. 
(2012). A cost evaluation approach for trucks 
maintenance planning. Production Planning & 
Control Vol. 23, No. 2-3, 171-182. 

[11] Hennecke, F.W. (1999). Life cycle cost of pumps 
in chemical industry. Chemical Engineering and 
Processing, Vol. 38, 511-516. 

[12] IEC 60300-3-3:2004 (2004). Dependability 
management – Part 3-3: Application guide – Life 
cycle costing. 

[13] Korpi, E., Ala-Risku, T. (2008). Life cycle 
costing: a review of published case studies. 
Managerial Auditing Journal Vol. 23 issue 3, 240 
– 261. 

[14] Life Cycle Costing. (1992). Public Competition 
and Purchasing Unit, Guidance. 

[15] Marquez, A.C., Marquez, C.P., Gomez 
Fernandez, J. F., Lopez Campos, M., Gonzalez-
Prida Diaz, V. (2012). Life Cycle Cost Analysis. 
in: Asset Management. The State of the Art in 
Europe from a Life Cycle Perspective. Van der 
Lei, T., Herder P., Wijnia, Y. (eds.). Springer 
Netherlands. 

[16] McKenzie, M. (1978). Evaluation of the 
Developing DSN Life Cycle Cost Standard 
Practice. DSN Progress Report 42-46, 139-145. 

[17] Mearig, T., Coffee, N. & Morgan, M. (1999). Life 
Cycle Cost Analysis Handbook. State of Alaska – 
Department of Education and Early Development. 

[18] MIL-HDBK-259 – Military Handbook: Life 
Cycle Cost in Navy Acquisitions. (1983). 
Department of Defense. 

[19] Młyńczak, M. (2007). Analysis of operating 
costs, taking into account the reliability of the 
object (in Polish). Proc. of  XXXV Winter School 
of Reliability: Problems of systems dependability. 
Szczyrk, 8-13 January 2007, WITE. 

[20] NORSOK STANDARD:O-CR-001: Life cycle 
cost for systems and equipment. Rev. 1. 

[21] Nowakowski, T., Werbińska-Wojciechowska, S. 
(2013). Computer decision support system in 
means of transport maintenance processes 
performance (in Polish). Critical  

[22] Nowakowski, T. & Werbińska-Wojciechowska, 
S. (2014). Data gathering problem in decision 
support system for means of transport 
maintenance processes performance development. 
In: Safety, reliability and risk analysis: beyond 
the horizon: proceedings of the European Safety 
and Reliability Conference, ESREL 2013, 



Nowakowski Tomasz, Młyńczak Marek, Werbińska-Wojciechowska Sylwia, Dziaduch Izabela, Tubis Agnieszka 
Life Cycle Costs of passenger transportation system. Case study of Wroclaw city agglomeration 

 

 120

Amsterdam, The Netherlands, 29 September-2 
October 2013. Steenbergen R. D. J. M. (eds). 
Leiden: CRC Press/Balkema. 

[23] Nowakowski, T. & Werbińska-Wojciechowska, 
S. (2013). Computer decision support system in 
means of transport maintenance processes 
performance (in Polish). Critical infrastructures 
dependability. Proc. Conf. XLI Winter School of 
Reliability.. 

[24] Nowakowski, T. & Werbińska-Wojciechowska, 
S. (2012). Means of transport maintenance 
processes performance. Decision support system. 
Proc. Carpathian Logistics Congress, CLC' 2012. 
Jesenik, Czech Republic, November 7th-9th 
2012. Ostrava: Tanger. 

[25] Parra, C., Crespo, A., Cortes, P. & Fyqueroa, S. 
(2006). On the consideration of reliability in the 
Life Cycle Cost Analysis (LCCA). A review of 
basic models. Safety and Reliability for Managing 
Risk. Guedes Soares & Zio E. (eds.). Taylor and 
Francis. 

[26] Sala, D. (2007). Decision support in production 
preparation process using an expert system (in 
Polish). PhD. Thesis, AGH University of Science 
and Technology. 

[27] Sarama, K.C., Adeli, H. (2002). Life-cycle cost 
optimization of steel structures. International 
Journal for Numerical Methods in Engineering, 
Vol. 55, Issue 12, 1451-1462. 

[28] Savsar, M. (2013). Modeling and simulation of 
maintenance operations at Kuwait public 
transport company. Kuwait Journal of Science, 
Vol. 40(2), 115-129. 

[29] Singh, D. & Tiong, R.L.K. (2005). Development 
of life cycle costing framework for highway 
bridges in Myanmar. International Journal of 
Project Management No. 23(1), 37-44. 

[30] Total Asset Management: Life Cycle Costing 
Guideline. (2004). Treasury’s Office of Financial 
Management. 

[31] Tubis, A. & Werbińska-Wojciechowska, S. 
(2014). Assessment of exploitation costs of 
carrier’s passenger process performance (in 
Polish). Proc. of  XLII Winter School of 
Reliability: Technical systems maintenance.  

[32] Twaróg, J. (2003). Costs of enterprises logistics 
(in Polish). ILiM. 

[33] Wireman, T. (2005). Developing Performance 
Indicators for Managing Maintenance. Industrial 
Press, Inc. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 


