September 13, 1993

« 14 Creekwood Ct.
@‘: :) Danville, CA 94526
Dear Pam;

Just a couple of items on Ed Kay's reanalysis to produce your requested
age recommendation. Ed states that he initially resisted your request,
and complied only after your rather strong urgings. My comment was
that he would have been better served had he continued to resist.

First: In Ed's search for a defensible "age," he states that he considered
no process other than a search for a "reversal of trend," and used that,
in turn, as the basis for your requested recommendation. I believe this
process identifies the pilots of lowest possible risk, and would be a valid
regulatory consideration only if those so identified were the only ones
then permitted to operate.

In my view, no regulatory effort directed toward managing safety (risk)
"in the public interest" (whether FAA, EPA, OSHA, FDA, etc.) can
ignore either the relative levels of risk experienced by each population
group, or the portions of the total risk assumed by the public that are
contributed by each of these population groups, separately.

Assessing the real-life situation (i.e., total risk) as an accumulation of
the fractional contributions of all groups is recognized by Robertson
(1980, fractional contribution), Froom (1980, decision analytic model),
Benbasset (1989, decision analytic model), Bruckart (1990, statistical
inference), Bruggink (1991, individual examinations of 10-year
universe of Part 121 fatal accidents), Guide and Gibson (1991, cited by
Hilton Systems), Struck (1992, probability and fractional contribution),
ete. 1
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I provided Ed with copies of the papers identified in the footnote above,
and send them on to you as well.

Second: Ed advises that he ignored everything else in his study
(including all of Fig. 5-9, and ages 50-62 in Fig. 5-10), analyzing only
ages 63 through 69 to produce his next-to-last paragraph, p. 6-3:

Finally, looking year-by-year at the accident rates of Class I1I
pilots with more than 500 total flight hours and more than 50
recent flight hours (see Fig. 5-10), there was an increase in
accident rate for the years 63 through 69 (linear trend,
F(1)=5.93, p<.05 if planned, not significant if post-hoc).

These seven data points, then (with two of them "outliers," well in excess
of 2 std. devs.) become the sole basis for his (your requested) policy
recommendation:

Taken together, these analyses give a hint, and a hint only, of
an increase in accident rate for Class III pilots older than 63
years of age. This suggests that one could cautiously increase
the retirement age [for Class I, air carrier pilots] to age 63.

For your convenience, I've prepared a graphic illustration of that
process.

Regards;

SAMUEL D. WOOLSEY
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