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Have protest singers all sung their swansongs? Modern pop and rock seems so politically bland 
compared to the angry music of the late 20th Century. Maybe we’re just not listening hard enough.

Global transport and energy is evolving 
faster than ever. Discover some of the more 
innovative ideas that have popped up on the 
MS Amlin radar.

Sterling customer service, a larger product 
range, and a pan-European customer base…
MS Amlin has bold ambitions for its marine 
and aviation insurance, as regional director 
Folkert Strengholt explains.

Where have all the rebels gone?

Radar

Next year tourists will be able to dive in a 
submersible to visit the wreck of the Titanic, 
3,800 metres beneath the North Atlantic.  
But what will they actually experience?

Two miles down

...where no human has gone before. There's 
a new space race – this time to Mars – 
and private companies as well as wealthy 
governments are in contention.

Frustrated by modern life? Sick of the rat 
race? Find out what it’s like to live on a 
private island.

To boldly go…

In Robinson 
Crusoe’s footsteps

Bold ambitions

C O N T E N T S Welcome to the launch issue of CHART 
magazine, brought to you by MS Amlin’s 
marine and aviation business. Here you’ll find a
selection of intriguing stories on subjects close 
to our hearts, taking you on a journey from 
miles beneath the North Atlantic, all the way
into deep space. We hope you enjoy the ride. 

Enjoy reading.
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Wonder Woman, unexploded ordnance, 
porpoises, shipwrecks… all in a day’s work for 
the hydrographers on the mighty River Thames. 

What lies 
beneath? 
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Throughout history cartographers have 
embellished their maps with fictitious islands, 
cities, mountains, races, countries, sometimes 
entire continents. Edward Brooke-Hitching, 
author of The Phantom Atlas, picks out the 
most intriguing examples.

Global fashion becomes less formal with 
every passing decade, yet somehow the 
humble necktie remains perennially popular. 
We pay homage to this essential accessory.

Here be dragons

Smooth as silk

Stephen Hill is chief operating officer 
at Britoil Offshore Services, based in 
Singapore. Here, in the first of a series 
of interviews with MS Amlin clients, he 
describes his life as a British expat.

Wine-makers all over the world are 
experimenting by maturing their vintages 
under water. Is it a passing fad or a 
vision of the future? 

The nine marine and aviation product 
groups available from MS Amlin.

New Japanese ownership is having a 
positive effect on MS Amlin’s working 
culture, helping both clients and 
employees. MS Amlin's Marine and 
Aviation global MD explains how.

Meet the client 

Sea change for wine

MS Amlin 
insurance

Andrew Wright
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Tech entrepreneur Elon Musk has already 
revolutionised the electric car industry. 
Now he has his sights set on train travel 
with a transportation system he’s calling 
Hyperloop. Essentially, it’s an underground 
train that levitates on magnets, allowing 
it to shoot through a frictionless vacuum 
tube at speeds, he claims, of up to 
700mph. He suggests it’s ideal for linking 
up cities “less than 900 miles apart”. Rival 
start-up MagLev is taking a more prosaic 
approach, bringing Japan’s famous 
magnetic bullet train technology to the US. 
Top speed? A rather more sedate 311mph.

21 3

H Y P E R LO O P 
I N  A  H U R RY 

Professor Stephen Hawking says that humans must colonise space within the next 100 years 
in order to survive the challenges posed by over-population. Freedom Ship International, 
however, believes that floating cities are an easier solution. The Florida-based firm wants to 
build a 1,370-metre-long ocean-going metropolis atop a series of giant barges. The vessel, 
complete with offices, hotels, restaurants, shops, schools and a hospital, will house up to 
40,000 residents in luxury apartments. (Sea views are obviously guaranteed.) Sadly, the 
US$10billion project has temporarily run aground due to planning and maritime regulations.
freedomship.com

L I F E  O N  T H E 
O C E A N  WAV E

R
A
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The Yara Birkeland, which is planned for 
launch in 2018, is set to become the world’s 
first fully autonomous cargo ship. Designed 
and built by a Norwegian fertiliser company, 
the electric-powered vessel will usher in a 
new age of commercial shipping. With no 
need for crew, accommodation or traditional 
fuel, the vessel will be able to carry more 
freight and, according to the manufacturers, 
save up to 90 per cent of normal operating 
costs. And since most maritime accidents 
are caused by human error, it will also be 
safer than crewed vessels.  
yara.com

S A I L  BY W I R E

Global transport and energy is evolving faster than ever.  
These innovative ideas – some far-sighted, others just pipe 

 dreams – have popped up on the MS Amlin radar.
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The 150-metre-long Shaddai won’t be the largest mega 
yacht in the world – but it’s certainly one of the tallest. 
The skyscraper-inspired concept by Italian yacht designer 
Gabriele Teruzzi includes an eye-catching 105-square-metre 
penthouse suite (complete with infinity pool) suspended 
38 metres above the water line. “I wanted the owner to feel 
like they could touch the clouds,” explains Teruzzi. Down 
below, the 300-square-metre on-board beach club features 
a nightclub sound system, aquarium and furniture swathed 
in the finest Italian fabrics. Those who suffer from vertigo 
can always opt for a more traditional bedroom below 
decks, complete with a glass ceiling that offers views into 
a swimming pool. 
gabrieleteruzzi.com

Those involved in aviation will know that 
the idea of a circular runway has been 
knocking around for decades. But Henk 
Hesselink – the Dutch aerospace engineer 
who has designed what he calls the 
Endless Runway – believes the concept 
is now finally viable thanks to advances 
in autonomous navigation systems. The 
beauty of a circular runway is that there 
are always two free landing spots, allowing 
simultaneous landings and take-offs. This 
avoids the need for aircraft stacking at busy 
times, thereby reducing fuel consumption 
and noise pollution. Crosswinds cease to 
be problematic since pilots can choose to 
approach from any angle. Airport capacity 
is increased, too, because one circular 
runway can accommodate the traffic of 
four traditional straight ones. 
endlessrunway-project.eu

4 5 6

T H E  H E I G H T O F  LU X U RY

R I N G S  F O R 
C O M M E R C I A L  W I N G S

It has two cockpits, six engines, 28 
wheels, and three times the wingspan of 
a Boeing 737. The twin-hull Stratolaunch 
aircraft, commissioned by Microsoft  
co-founder Paul Allen, is designed to 
deliver satellites into low orbit. Unlike 
single-use rockets, which can only be 
launched once the Earth has rotated to 
the correct position, this behemoth can 
take off and land at any time. It’s due 
to be flight-tested in 2019.
stratolaunch.com

B I G  B I R D
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It’s our ambition at MS Amlin to be much closer to our clients, and 
to offer our full range of marine and aviation insurance products 
across all of Europe. We’re fortunate in that we are already very 

strong across the Benelux countries in the sectors of cargo, hull, 
yacht, liability, and protection and indemnity insurance. But we now 
want to expand this across other European countries, and increase 
our offering to include war, specie, energy and aviation insurance. Our 
aim is to offer our clients tailor-made insurance solutions for any of 
the marine or aviation risks they might encounter.

In order to reassure our clients that we are giving them the best 
customer service, we want them to know that they are insuring with 
MS Amlin, and feel well protected.

We’re of course aware that the market for marine and aviation 
insurance across Europe right now is very much price-driven. 
Although we always aim to be competitive in our pricing, we know that 
our clients are willing to pay a little bit more for an insurer who offers a 
great service and who is always available. Our team of 150 marine and 
aviation experts in continental Europe are all part of this great service. 
Among the most knowledgeable minds in the insurance industry, 

they offer practical advice and assistance to any client who might 
require it.

If you need evidence of MS Amlin’s strength, consider this: our 
parent company MS&AD is the eighth-largest non-life insurer in the 
world. Across the Benelux countries MS Amlin is the market leader 
in marine. Our aim is for MS Amlin to eventually become the market 
leader throughout all of continental Europe and be known as a true 
service provider to our clients. 

Fixed-premium clients will have noticed the rebranding of 
RaetsMarine. It was acquired by MS Amlin back in 2013 and, 
throughout 2017, has been going through a rebranding process  
– a crucial aspect of the integration of both companies under a  
single brand. By the beginning of 2018, all of the company’s  
sub-brands will be fully integrated within MS Amlin.

However, other than a name change, this will make no 
difference to our clients or the excellent way we work. Clients can 
still count on our expertise and our exceptional customer service.  
As a brand, RaetsMarine may no longer exist, but the company’s 
quality and legacy will live on through MS Amlin. 

Sterling customer service, a larger product range,  
and a pan-European customer base… MS Amlin has 

bold ambitions for its marine and aviation insurance, as 
regional director Europe, Folkert Strengholt, explains.

M A R I N E  &  A V I A T I O N  I N S U R A N C E

B O L D  
A M B I T I O N S

F O L K E R T  S T R E N G H O L T
R E G I O N A L  D I R E C T O R  E U R O P E ,  M S  A M L I N  M A R I N E  &  A V I A T I O N



“Our aim is for 
MS Amlin to 
eventually become 
the market leader 
throughout all of 
continental Europe.”



A  first-class cabin on the Titanic cost £870 
back in 1912. In today’s prices that equates 
to US$105,000. Which just happens to be 

what it would cost you to dive 3,800 metres below 
the North Atlantic in a tiny submersible to visit the 
wreck of the Titanic.

$105,129, to be precise. The price includes one 
dive, a week’s accommodation aboard the support 
ship, plus equipment and training. Only this time, 
since the missions are taking place in the Northern 
Hemisphere’s summer, there’s presumably little risk 
of icebergs.

Stockton Rush is head of Seattle-based 
OceanGate Inc, the expedition organisers. He says 
several intrepid travellers have already signed up for 
next year’s dives, including future astronauts on the 
Virgin Galactic space programme. After travelling to 
the wreck site from Newfoundland, each passenger 
(or “mission specialist”, as OceanGate rather 
dramatically calls them) will spend up to six hours 
below the surface, viewing the wreck but, more 

A D V E N T U R E  T R A V E L

Two miles 
down

Next year tourists will be able to dive in a 
submersible to visit the wreck of the Titanic, 
3,800 metres beneath the North Atlantic.  
But what will they actually experience?

8
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importantly, helping survey it and the debris field 
around it using sonar, laser and photography. It’s 
hoped that, once the series of week-long missions 
is complete, scientists will be able to produce a 3D 
model of the shipwreck, and assess the condition 
of the wreck’s structure, and the flora and fauna 
living around it. 

The submersible they will be using is a Cyclops 
II. Just under seven metres long, with a top speed 
of three knots, it has a carbon-fibre hull more than 
12-cm thick, designed to dive to 4,000 metres – 
200 metres deeper than the Titanic herself. It is 
armed with four LED lights powered to 20,000 
lumen each – useful since of course no sunlight 
penetrates this far down.

While those on board will be encouraged to 
engage with the scientific side of the mission, it’s 
the deep-sea money shots of the decaying ship 
that they’re paying for. “In the past, submersibles 
have gone right next to the ship, come up on the 
bow, and then hit the lights,” Rush explains. “That’s 
going to be a very impressive moment. That’s the 
image most people expect to see.” There will be 
a certain poignancy too, no doubt, when those in 
the submersible remember that more than 1,500 
passengers went down with this mighty ship. 

55-year-old Rush hasn’t yet visited the Titanic 
himself. He has a background in the aerospace 
industry, but is also a lifelong scuba diver, and now 
wants to encourage more people to explore the 
oceans. “People don’t think twice about getting into 
a thin-walled aluminium tube, and flying at minus 
40 degrees centigrade at the edge of space,” he 
says of aviation. “It doesn’t seem to throw anybody 

these days. I wondered why there wasn’t that sort 
of extreme access to the ocean.”

As well as the Titanic visits, he has other 
missions on the horizon. (Or below it, rather.) Later 
this year another of his submersibles will dive off 
the Bahamas to depths of between 300 metres 
and 500 metres, “where surface-dwelling sharks 
and bottom-dwelling sharks interact”. He has plans 
to visit the ships (including aircraft carriers and 
destroyers) sunk during the Battle of the Coral Sea 
between USA and Japan in 1942. He would love 
to observe hydrothermal vents – deep-sea cracks 
in the earth’s surface where geothermally heated 
water escapes, creating entire eco-systems.

Rush has made over 150 submersible dives 
so far, in locations all over the world. His standout 
experience was off the coast of Miami. “The sonar 
showed a smudge 100 feet long which looked like 
a shipwreck,” he recalls. “I approached it, fighting 
the current through the Gulf Stream. When I finally 
came up on it I could see it was a World War II Hellcat 
fighter that had crashed and inverted. I’d expected 
a sailboat, and then there’s this small fighter plane. I 
didn’t know if someone had died in it 70 years before. 
That’s the biggest thrill of diving in a submersible: 
when you see a target on your sonar, you approach it, 
and then you see something totally unexpected.”

There could be something totally unexpected 
when Rush and his paying guests visit the Titanic 
next year. It’s estimated that fewer than 200 people 
have ever laid eyes on the ship since its sinking. As 
Rush says: “More people have flown into space, or 
summited Mount Everest. So it’s a pretty rare thing 
to do.” 

9

Shipping is a constantly changing 
and innovating industry, just as it 
was at the time of the Titanic. Right 
now, artificial intelligence and 
digitalisation are hugely important 
as manufacturers and owners 
of large ships look to streamline 
their businesses.

Within the International Union 
of Marine Insurance and within 
MS Amlin, there is a great deal of 
discussion about autonomous 
vessels and what is known as 
e-navigation. This allows vessels to 
talk to each other, giving real-time 
data about co-ordinates, weather 
and sea conditions.

Another innovation called 
blockchain technology allows 
owners and underwriters to 
know the exact location of any 
given vessel. Smart containers 
mean cargo underwriters will 
know their aggregation on any 
given voyage. Making containers 
automated means they can be 
precisely located on the vessel 
or the dockside. This streamlines 
transactions between owners and 
underwriters, allowing brokers 
to be less involved in day-to-
day processes and act more as 
consultants for the insured parties.



1 0

T O

B O L D L Y

G O . . .



1 1

...where no human has gone 
before. There’s a new space race 
– this time to Mars – and, as 
space journalist and broadcaster 
Sarah Cruddas discovers, private 
companies as well as wealthy 
governments are in contention.

H U M A N S  O N  M A R S

In 21st Century space exploration, all eyes are on 
the Red Planet. From government agencies, such 
as NASA, to private companies, such as Boeing 

and SpaceX, the next key step in human space 
exploration is a crewed mission to Mars. “It is one of 
spaceflight’s long-term goals and desires to have a 
human presence on Mars,” says Tracy Lamm, chief 
operating officer at Space Center Houston, in Texas. 

It is easy to be sceptical that such a mission will 
ever take place. Humans have not returned to the 
Moon since December 1972. For the past 17 years 
they have been living and working in the relative 
comfort of low Earth orbit. According to Buzz Aldrin 
who, back in 1969, was the second person to step 
foot on the Moon: “If we had carried on with the 
same momentum as Apollo, we could have been on 
Mars by the 1980s or 1990s.”

What is different now is that space is no longer 
the preserve of governments. There is a new private 
space race, no different in fact to any other type 
of exploration throughout history. “It’s how it was 
historically; lots of exploration was done by private 
industry,” explains Sean McDaniel, head of Atlas 
Space Operations, a company working to develop a 
commercial deep-space communication network. “If 
governments won’t do it, it’s up to private industry.”

But a journey to Mars is unlike anything we have 
done before. Even with robotic missions the failure 
rate is high. Taking humans there (and back again) 
poses an extra challenge. 

Mars is at least a hundred times further away 
from the Earth (54.6 million kms at its closest orbit) 
than the Moon. With Mars and Earth in different 
orbits, the ideal launch window comes about only 

T O

B O L D L Y

G O . . .
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once every 26 months. Even then the journey would 
take at least six months. 

Tracy Lamm explains that the huge distances 
and long time periods involved in deep-space human 
exploration “will require innovative technologies from 
countries and individuals across the globe”.

Fortunately we have already mastered the 
basics thanks to long-duration space missions on 
the International Space Station. But there are further 
hurdles to overcome. On a mission to Mars there 
will obviously be no supply spaceships to bring 
food; and water will have to be reused. But there 
are also less obvious challenges such as clothing. 
“On the International Space Station garments are 
currently thrown away as there are no washing 
machines,” says Ted Southern, president of Final 
Frontier Design, a company developing commercial 
spacesuits and safety garments. “We are working on 
clothes that can be worn for long durations, and also 
waterless washing techniques.” 

A mission to Mars would have gruelling effects 
on the human body. Astronauts will be forced to 
experience three different types of gravity: first 
Earth’s gravity, then microgravity in deep space, 
and finally Martian gravity, which is about a third 
of that on Earth. NASA is currently exploring how 
weightlessness might impact their crew. As on 
the space station, astronauts would be required to 
exercise daily to counteract muscle loss. There are 
also psychological issues to be considered, with 
crews isolated in a confined space over such a long 
period of time.

“It’s how it was 
historically; lots of 
exploration was done 
by private industry.  
If governments  
won’t do it, it’s up  
to private industry.”

S E A N  M C D A N I E L ,  
A T L A S  S P A C E  O P E R A T I O N S

H U M A N S  O N  M A R S

Now consider the mechanics of actually getting 
there. For NASA and partners Boeing who are 
developing the heavy lifting rocket known as the 
Space Launch System, a direct mission to Mars will 
require smaller steps first. “Phase one, we envision, 
will be developing an outpost around the Moon, in 
what we refer to as cislunar space,” says John Elbon 
at Boeing. “It would be a place crews could visit, 
where they are in the radiation environment of deep 
space, not protected by the magnetic field of the 
Earth. Phase two would be living in that area for a long 
time. Phase three would be travelling to the vicinity of 
Mars and eventually going down to the surface.” 

Buzz Aldrin favours travelling to Mars but not 
landing on the actual surface. He suggests humans 
land on one of the planet’s two moons (Phobos or 
Deimos) first, before later journeying to the surface. 
Other innovators such as Elon Musk (founder and 
lead designer of SpaceX) prefer a mission direct to 
the surface. 

Once a crewed spaceship has arrived at 
Mars, there are more technological challenges. 
The planet has a far thinner atmosphere than the 
Earth’s, making landing difficult because there is 
less friction from the atmosphere to slow a craft 
down. The largest object to land so far has been 
the NASA Curiosity Rover, which is about the size 
of a car. Currently NASA is testing new landing 
techniques in the Earth’s upper atmosphere, where 
conditions are similar to those on Mars. It sounds 
like science fiction but one idea is to use inflatable 
flying saucers.
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On the surface, there are further considerations. 
“Dust is an issue,” says Ted Southern. “By the end 
of the Apollo missions to the Moon, the suits were 
covered in dust.” New types of spacesuits will be 
needed for Mars, and crew will need to take into 
account the planet’s higher radiation since, unlike 
Earth, Mars does not have a protective magnetic 
field. Although it is likely that trips away from the 
safety of the astronauts’ habitats will be timed to 
coincide with periods of low radiation.  

Finally, one of the most vital aspects of any 
mission to Mars is communication. “NASA recently 
had to shut down its Curiosity Rover and put it in a 
standby state as it risked losing contact,” explains 
Sean McDaniel. “They had to wait for orbit alignment 

to enable Earth-to-Mars communications. You can’t 
risk communications outages when there are people 
on Mars. Optical communication [using light] should 
be the primary way of communicating, with radio 
as secondary.”

While there are multiple challenges for any mission 
to Mars, there are similarities to when, in 1961, President 
John F. Kennedy set the USA the goal of landing 
humans on the Moon. Like then, the innovations being 
developed in our efforts to send humans to Mars will 
also bring about huge benefits in terms of science and 
technology for all of us back on Earth. 

It is within the nature of human beings to want 
to explore; to find out what’s over the next hill. Right 
now, that next hill is Mars. 

Opposite page above: a 
NASA recruitment poster for 
potential Mars astronauts. 
Left: potential astronauts 
practise for Mars conditions 
in the desert of Utah, USA. 
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Have protest singers all sung 
their swansongs? Modern 
pop and rock seems so 
politically bland compared 
to the angry music of the 
late 20th Century. But as 
music writer John Lewis 
suggests, maybe we’re just 
not listening hard enough.
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part privately educated. In the UK, the dominant 
figures in recent British pop music – Ed Sheeran, Lily 
Allen, Ella Eyre, Laura Marling, Coldplay, Mumford & 
Sons, Florence Welch and dozens more – were all 
educated at private schools. 

“Of course, there’s nothing wrong with wealthy 
people making music,” says British singer Paul 
Weller, one of the architects of political pop in the 
1970s and 1980s. “But when the posh kids seem 
to be taking up all the places, you do sometimes 
wonder if the music scene is becoming like law 
or medicine or something. Nowadays, the UK 
government might even have more representatives 
from state schools than the Top 40.”

Stadium-filling new wave band Depeche 
Mode had a hit this year called Where’s The 
Revolution. “You’ve been kept down, you’ve 

been pushed ‘round,” barks their lead singer, 
55-year-old Dave Gahan. “Your rights abused, 
your views refused…Come on, people. Where’s 
the revolution.”

It’s a question many have been asking in recent 
years. In the wake of Donald Trump, Brexit, the rise 
of a populist far-right and a seemingly endless war 
on terror, where are the protest songs? In the late 
20th Century the charts were filled with them. But 
nowadays, in a world where pop is dominated by 
the escapist fantasies of Taylor Swift, Miley Cyrus, 
Katy Perry, Rihanna, Justin Bieber, Bruno Mars, 
and Pitbull, where in popular culture is the rage 
against injustice? 

“We live in ridiculous f***ing times now,” Noel 
Gallagher, formerly of the British rock band Oasis, 
told music magazine Mojo. “Yet the music that’s 
being made now is so f***ing bland. It’s nice and 
kind of meaningless. Then you turn on the television 
and the news is so savage! The music doesn’t reflect 
the times at all.”

Pop was, traditionally, always a vehicle for 
protest, dissent and transgression. In the 1960s, 
utopian hippies and soul singers soundtracked the 
African-American civil rights movement and the 
protests against the Vietnam War. In the 1970s 
came the violent rage of punk rock and the birth 
of roots reggae and hip hop. In the 1980s came 
a massive outpouring of confrontational pop that 
opposed the policies of right-wing leaders such as 
Margaret Thatcher and Ronald Reagan, music that 
was steeped in the increasing dread of what seemed 
like an imminent nuclear war. Even the hedonism of 
rave culture in the 1990s – with its underground club 
nights and communitarian ethos – was often highly 
politicised around Europe.   

But, since the turn of the millennium, politics 
has been drained from popular music. Some have 
suggested this is because pop – traditionally one of 
the few avenues where a bright spark from the lower 
orders could find success – is increasingly attracting 
performers from more privileged backgrounds, with 
less to be angry about.

“In our day, pop was implicitly political because 
nearly every pop star you met came from a working-
class background,” says Martyn Ware, founding member 
of British bands The Human League and Heaven 17. 
“Nowadays there’s a lot of rich kids slumming it, like it’s 
a gap year, and perhaps that has removed some of the 
sense of insurgency from the scene.” 

Increasingly, the new generation of pop stars 
are from very wealthy families. In North America 
the most recent wave of indie hipster bands – from 
The Strokes to Fleet Foxes via Animal Collective, 
Arcade Fire, Interpol, Midlake, Vampire Weekend and 
Dirty Projectors – include members for the most 

Above: Paul Weller of
The Jam in concert at
Portsmouth Guildhall,
January 1979.
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Another reason that contemporary music 
appears apolitical is because pop simply doesn’t 
occupy the same lofty position in the cultural 
pantheon it once did. This is an increasingly 
fractured cultural world: instead of a single television 
in the house hosting a handful of channels, there 
are now multiple computer screens, phones and 
tablets for each family member. Today’s teenagers 
are as likely to be interested in the latest YouTubers, 
vloggers, gamers, WWE wrestlers, comedy 
podcasters and reality TV stars as they are pop 
stars. Pop music is an increasingly niche area in 
a crowded marketplace, and its cultural capital 
has plummeted. 

The viral nature of an interconnected, ever-present 
social media has also made it more hazardous for 
musicians to take a potentially contentious political 
position. In the old days, the music newspapers in 
Britain and America had a readership of millions, and 
articulate pop stars such as Morrissey (The Smiths), 
David Byrne (Talking Heads) or Chuck D (Public 
Enemy) were given uncontested room to hold forth 
about politics and society. Nowadays, in the age of 
social media, a stray comment by Lily Allen or Lady 
Gaga might be seized upon on Facebook or Twitter, 
instantly transforming a celebrity into a figure of 

hate and ridicule. “Some stars just think, ‘Screw this, 
I can do without the grief’,” says Irish singer Sinead 
O’Connor. “It’s why pop stars are often reluctant to 
take a political line.” 

Of course, the politics of rock ‘n’ roll has always 
been about more than just party politics. Part of 
pop’s celebration of dissent and transgression has 
often concerned sexuality, gender and racial politics; 
and one can argue that pop music is currently more 
effective than ever on this front. The biggest names 
in hip hop and R&B at the moment – Beyoncé 
and her sister Solange Knowles, rapper Kendrick 
Lamar, Chance the Rapper, Run the Jewels – are 
making music that is steeped in contemporary 
debates about racism, police brutality, the growth 
in America’s black prison population and the Black 
Lives Matter movement. And one can argue that 
Lady Gaga’s Born This Way or Katy Perry’s Chained 
To The Rhythm are as political and anthemic as 
anything by The Clash or Rage Against The Machine. 

Veteran British singer-songwriter and left-wing 
activist Billy Bragg, who leads the Left Field stage 
at Glastonbury, the world’s biggest music festival, 
remains positive about the power of pop music. “For 
some people of a certain age, it can often seem like 
today’s kids are apolitical and apathetic, and our pop 
stars sometimes seem the same,” he says. “I don’t 
get that impression at all. The more you look, the 
more you find notes of resistance: rappers and grime 
MCs and singer-songwriters singing about gender. 
This year’s Glastonbury Festival was the most 
political I’ve seen since the early 1980s. In Britain, I 
think that Brexit has crept up on the under-30s in the 
same way that Thatcher crept up on my generation. 
And, in America, I think that Trump has had a similar 
effect on young people. These are events that have 
galvanised a whole generation of people on both 
sides of the Atlantic, and it’s already having an effect 
on pop music.” 

Left: American pop star 
Taylor Swift. Below: Canadian 
favourite Justin Bieber.

 “When the posh kids seem 
to be taking up all the 
places, you do sometimes 
wonder if the music scene 
is becoming like law or 
medicine or something.”

P A U L  W E L L E R ,  B R I T I S H  
S I N G E R - S O N G W R I T E R 

E X P E R T  E Y E

J A S O N  H E R R I O T T
G L O B A L  P R O D U C T  L E A D E R , 

W A R ,  T E R R O R I S M , 
P O L I T I C A L  R I S K  &  

A L L I E D  P E R I L S

Live music is a niche but important 
area within MS Amlin’s war and 
terrorism insurance sector. The 
recent terrorist attack at the 
Manchester Arena music venue in 
the UK demonstrates why people 
come to us seeking event cover. 

In the past insurers feared 
large-scale vehicle-borne explosive 
devices where the aim was to 
cause economic damage. The 
terrorist focus now is on smaller-
scale attacks on crowded venues 
in which people, not finance, are 
the target. 

Although large-scale attacks 
cannot be ruled out, there is more 
attention now on threat cover. 
An organisation doesn’t have to 
be a direct target to suffer loss. 
Following the bombings in London 
in 2005, four major events were 
cancelled that night because they 
were proximate to the attack itself.

Where once we were insuring 
mainly big concerts and sporting 
events, we’ve now broadened 
out to smaller events, including 
business conferences where 
organisers and companies 
are less able to withstand the 
financial impact of their events 
being cancelled.
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H Y D R O G R A P H Y

Down on the riverbed, at the bottom of the 
Thames, it’s so dark and murky that divers 
struggle to see their hands in front of their 

faces. No such problems for the hydrographers 
working for the Port of London Authority. Their 
data-gathering equipment is so high-tech that they 
claim they can identify items on the riverbed only 
12cm long. Just as well since it’s their job to ensure 
the entire London stretch of the Thames – 400 
square miles in all, from Teddington in the west to 
the North Sea in the east – is safe for river traffic.

Wonder Woman, unexploded ordnance,  
porpoises, shipwrecks… all in a day’s work for  
the hydrographers on the mighty River Thames,  
as Colin Hubbuck discovers.

B E N E AT H ?
W H AT  L I E S
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And sometimes that traffic can be very large 
indeed. Like the 400-metre-long container ship, 
the Al Muraykh, which last year docked at London 
Gateway (the capital’s container terminal) with 
over 18,000 containers on board. This ocean-
going behemoth wouldn’t have found its way 
up the shipping channel without the maps and 
navigational information provided by the PLA 
surveyors. It’s fair to call them the unsung heroes 
of London’s shipping industry. 

Jim Powell is senior surveyor at the PLA. On 
board one of his team’s five vessels, the Maplin, on 
a recent trip to survey the edges of the shipping 
channel close to London Gateway, he explained 
the challenges he faces. “The river is constantly 
changing. It doesn’t stand still. We get regular users 
up in the shallow end (as they call the western end 
of the tidal Thames) who say: ‘We think we touched 
the bottom here’. So we’ll go and have a look. 
When there were the floods a few years ago, all 
the sand shoals that we knew were there suddenly 
disappeared. Where did they move to? We had 
to investigate.”

Part of Powell’s role is to produce 3D images of 
underwater infrastructure; calculating the volume 
of material that needs to be removed prior to a 
dredging or demolition operation, for example. 
They inspect walls, weirs and power station pipes. 
Often commercial companies will have old plans of 
their buildings which the surveyors can update and 
correct. If need be, they can pinpoint the best spot 
to drop a diver, saving time and cost.

Passing a colony of seals sunning themselves 
on the sandbank, Powell extols the virtues of his 
job. “Working on boats is a bit addictive, even in 
rough weather. We work right up in central London 
with a lot of traffic, or right out in the estuary where 
you can’t see land. You see harbour porpoises, 
seals, loads of cormorants. You never get tired of 
sights like that.”

Segments of the new superhero movie Wonder 
Woman were filmed recently at Tilbury Fort, on the 
north bank of the Thames. Powell and his team 
saw all manner of action movie-type explosions. 
Further east is another rather explosive spot – the 
Shoeburyness firing range.

“We’re currently working on a survey which 
takes us right into the range,” Powell adds. “But 
we can only go in when the firing range is inactive. 
You see tanks on the beach, phosphorous tracers, 
things blowing up, massive clouds of smoke. 
They test all kinds of stuff, so this area is littered 
with ordnance.”

The hydrography team are quite used to 
ordnance, however, since there is still so much left 
over from the Blitz during the Second World War. 
“Our salvage guys found a big camouflage mine 
and nobody knew what it was apart from one of 
our old guys,” says Powell. “They were hitting it 

with hammers and he was saying, ‘I don’t think 
you should be doing that’. They had to shut down 
the whole salvage craft until bomb disposal 
experts from Portsmouth could come up and do 
a controlled explosion.”

Thames shipwrecks are a regular feature of 
their daily work, too. “We’ve got a database of 800 
wreck entries,” Powell says. “Some of them look 
quite nice when viewed through our equipment. 
There are a few old lightships that sank with their 
anchors and chains.”

Powell also helped the Royal Air Force locate 
a submerged German Dornier Do17 bomber from 
World War II off the coast of Dover. The salvaged 
aircraft is now in the RAF Museum in Hendon.  
“The plane was upside down,” Powell remembers. 
“You could see the bomb bay and the propellers.  
It was amazing.” 

At the height of the British Empire, London 
was the largest port in the world. So the Thames 
has been mapped for hundreds of years. In the 
Museum of London there are hand-painted charts 
dating back to the 1800s. “When you look at the 
depths on these old charts, they’re quite similar to 
what they are today,” says Powell. “I suppose we 
are the modern equivalent of the guys measuring 
depths with sounding lines. Except they collected 
just a handful of depths. Nowadays we’re 
collecting millions.” 

Left: One of Port of London 
Authority’s scans of the 
Thames riverbed. Below: 
hydrographer Jim Powell.

E X P E R T  E Y E

R I C H A R D  L U R C O T T
S E N I O R  U N D E R W R I T E R 

H U L L

I enjoy a perfect start to my day 
by commuting to work along 
the River Thames on one of the 
catamaran commuter boats. 
Gliding past the Houses of 
Parliament, on my way to the City 
of London, I can see the Royal 
National Lifeboat Institution 
station on Waterloo Pier which 
we’re proud to insure along with 
numerous other RNLI piers and 
lifeboats. My nine-mile trip also 
reveals the many construction 
vessels we insure. They’re hard at 
work extending piers for docking, 
or working on the Thames 
Tideway scheme, a replacement 
for Sir Joseph Bazalgette’s 1865 
sewerage system which was never 
intended for today’s eight million 
Londoners. Finally, in the Pool of 
London, I catch a glimpse of other 
marine hulls we support, evidence 
of London’s rare capacity to host 
at its very heart some of the finest 
and largest ships in the world.
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I N  

R O B I N S O N 

Frustrated by modern life? Sick  
of the rat race? Dominic Bliss 
finds out what it’s like to live on  
a private island.

Dave Glasheen has lived on his own private 
island off the north-eastern tip of Australia 
for the last 20 years – most of it with 

just pet dogs as companions. With his long white 
hair and straggly beard, and a dress code rarely 
amounting to much more than scruffy swimming 
shorts, he looks like a modern-day Robinson Crusoe.

A former big-city businessman who lost his 
fortune in the 1987 stock market crash, Dave first 
came to Restoration Island, a 100-acre volcanic islet 
right at the top of the Great Barrier Reef, when he 
and two business partners bought the lease back in 
1994. Now 74 years old, he lives all alone in a run-
down boat shed, eating local fish and fruit, growing 
his own vegetables and brewing his own beer. “It’s 
a luxury item but it’s a necessary luxury,” he says of 
the latter.

The only income he has is his Australian state 
pension. He also manages to trade his home-brew 
beer with passing fishermen for the odd fish dinner. 
“It’s not trading,” he says, wary that bartering beer is 
actually illegal under Australian law. “People like to 
give me fish and I like to give them beer.”

With only the most basic modern conveniences 
– solar-powered electricity and computer, plus a 
dwindling supply of rainwater plumbing – much 
of Dave’s life consists of scavenging for food. But 
he seems genuinely happy. He says the best thing 
about living on an island is “the complete privacy 
and tranquility”. The worst thing, however, is “not 
having someone special to share the experiences 
with”. Indeed, for the last few years he has been 
trying to find a suitable lady friend to move in with 
him. It seems the simplicity of his lifestyle (not to 

P R O P E R T Y
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mention the beard and the scruffy shorts) might be 
putting potential contenders off the idea.

Most private islanders enjoy a lot more luxury 
than Dave does. Peruse some of the paradises on 
sale at specialist estate agents such as Sotheby’s 
International Realty, Private Islands Inc or Vladi 
Private Islands and you’ll quickly realise just how 
much more. In Thailand there’s the 110-acre (44 
hectare) Rangyai Island for US$160 million, featuring 
multiple dwellings, pristine beaches, all just 20 
minutes from an international airport. Off the coast 
of Florida, for $95 million, there’s 26-acre Pumpkin 
Key with its three-bedroom main house, two staff 
cottages, a marina, and tennis courts that double 
up as a helipad. In French Polynesia, for $12 million, 
there’s 800-acre Lataro Island which comes with a 
main house, a guesthouse, staff accommodation, 
and its own airstrip, harbour and coral reef.

The eventual owners of these miniature 
kingdoms will be paying a premium for guaranteed 
privacy. But not all private islands are the exclusive 
realms of millionaires. Head for less clement 
climates and you can pick up a very remote, very 
pretty (but probably very chilly) islet for the same 
price as a suburban apartment. 

Private Islands Inc lists the 13-acre Inishbigger 
Island, off the west coast of Ireland for $83,000, or 
three juxtaposed islands covering 54 acres in Nova 
Scotia for $147,000. 

Head for less 
clement climates 
and you can pick up 
a very remote, very 
pretty (but probably 
very chilly) islet for 
the same price as a 
suburban house.
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Above: Cave Cay, in 
the Bahamas, is priced 
at US$60 million. 
Bottom right: Mannions 
Islands, off Ireland’s 
southwest coast, is just 
150,000 Euros. Both 
for sale through Vladi 
Private Islands.

Vladi Private Islands has a three-and-a-half-
acre wooded islet in Nova Scotia, Canada, called 
Whispering Trees for $58,000, a 12-acre island in 
the Norwegian fjords for $85,000, or the four-acre 
Mannions Island off Ireland’s southwest coast for 
150,000 Euros. None feature any buildings worth 
writing home about.

If you’re really clever you can turn your private 
island into a viable business. That’s what Nigel 
Bower has done in the Bahamas. For the last ten 
years he has inhabited a private paradise called Ship 
Channel Cay, just two miles long and a quarter of a 
mile wide. Through his tourist company Powerboat 
Adventures, he welcomes day-trippers and overnight 
guests. Facilities include guest cabins, restaurant, 
bar, kitchen, boat dock and two beaches.

“I love the disconnection from the mainstream,” 
says this 53-year-old Bahamian who spends three 
out of every four weeks living and working on his 
island. “Sometimes it’s good not to know what’s 
going on in the world. You have time to absorb your 
surroundings: the beauty of nature and its wildlife.” 
The Caribbean experience Nigel offers his guests 
includes encounters with sharks, stingrays and  
rock iguanas.

But paradise has its drawbacks. The nearest 
shop is a six-mile boat ride away. Otherwise it’s 
over 30 miles to commercial shops in the Bahamian 
capital Nassau. “It takes a certain type of person to 

P R O P E R T Y

You don’t need to be a multi-
millionaire to afford your own 
private island. Some cost less 
than an apartment in the 
suburbs. Here’s what you get for 
your money.

US$83,600
Inishbigger Island, Ireland 
Lying just 200 metres off the coast 
of County Galway, in western 
Ireland, 13-acre Inishbigger could 
be bigger. At low tide you can wade 
to it from the mainland. 

$147,500
Jones Island, Canada
You won’t struggle to keep up with 
the Jones’s here. This is a string 
of three islands in Nova Scotia, 
protected by sandy dunes. Great 
beaches and lobster fishing are all 
part of the attraction.

$199,000
Deadman Caye, Belize
This Caribbean islet is less than an 
acre in size. But with its reef diving 
and bone fishing, and situated just 
an hour’s boat ride from Belize City, 
it punches above its weight.

$229,000
Lizzie’s Cove Island, Canada
Just off the coast of British 
Columbia, this six-and-a-half-
acre island is covered in pristine 
forest. When you’re not enjoying 
the nearby Shearwater Marine 
resort you can go fishing or 
whale- spotting.

$262,000
Motu Matatahi, French Polynesia
This tiny islet covers less than 
two acres, but what a beautiful 
two acres. There are palm trees, 
a turquoise lagoon, and an airport 
just an hour away by boat.

survive island life,” Nigel adds. “You need MacGyver 
skills to maintain and repair the equipment. We 
generate our own power with diesel fuel delivered by 
boat. We also make our own fresh water. Life gets 
really basic when the power quits or the fresh water 
runs out. But the beauty of the island, and the peace 
and quiet make up for the chores. Except maybe 
when a hurricane is bearing down on you.”

He says he wouldn’t dream of moving away. 
“The wildness of it all is set in my soul. No city life for 
me. Maybe just an occasional visit to the mountains 
for the snow – just to balance everything out.”

Another voluntary Robinson Crusoe is French 
businessman Gauthier Toulemonde. In 2013 he 
spent 40 days cast away on a tiny 700-metre by 
500-metre Indonesian desert island with just a pet 
dog and cats for company. (The locals asked him 
not the reveal the island’s exact location since they 
don’t want hundreds of tourists visiting.) Publisher 
of a philately magazine, Gauthier wanted to prove 
that it’s possible to continue one’s job, even on an 
uninhabited coral outcrop in the middle of nowhere. 
He took along his laptop and a satellite phone, 
powering them with solar panels and a tiny windmill, 
and successfully continued working. After a few 
days he grew to love the isolation.

“There’s always the risk that when you actually 
fulfil a childhood dream, it won’t live up to what you 
expect,” he said on his return. “In this case, far from 
it. I was extremely happy. Every day was magical.”

Now 54 years old, Gauthier found solace in the 
fact that, aside from his hammock and his laptop, 
he required very little else on his island hideaway.  
“I was totally disconnected from the modern world,” 
he added. “When I thought, ‘Okay, I will have to be 
back in modern life’, that’s when I started to cry.” 

In fact he loved being cast away so much that 
he now works for a specialist travel company called 
Docastaway, reviewing desert islands for other 
potential modern-day Crusoes. He says his 40 days 
on his island hideaway was “the happiest time of 
my life”. 

“It was, I think, the true life.” 

I S L A N D  L I F E
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Global fashion 
becomes less formal 
with every passing 
decade, yet somehow 
the humble necktie 
remains perennially 
popular. Ian Valentine 
pays homage to this 
essential accessory.

S M O O T H 
A S 

S I L K
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S T Y L E

Your choice of tie tells a lot more 
about you than simply your fashion 
sense. The colour, the pattern, the 
shape, the material, the knot… all 
convey subliminal messages about 
your personality and intent. As the 
following tie wearers prove.

Donald Trump
The 45th president of the United 
States is a committed tie wearer, 
especially long, loud red ones that 
reach down below his belt. A field 
day for psychoanalysts.

Ellen DeGeneres
Neckties are typically seen as a male 
preserve, but this comedienne and 
chat show host has made the look 
her own, regularly sporting a suit 
and tie.  

Larry King
The veteran TV broadcaster and 
journalist made the tie and braces 
combination his signature style  
over many decades and some  
30,000 interviews. 

Jon Snow
Famed for his direct line of 
questioning, this British news 
anchorman is instantly recognisable 
by his collection of hand-painted 
Victoria Richards ties. 

Prince Charles
You’d think the heir to the British 
throne might tie a Windsor knot, 
named after his great uncle Edward 
VIII. But no. He prefers the simple 
four-in-hand knot, tied exceedingly 
tight and small.

T I E D  U P  I N  K N O T S

Despite the best efforts of turtlenecks, 
T-shirts and polo shirts, the traditional 
necktie refuses to get knotted. This 

accessory originated 400 years ago during the 
Thirty Years’ War when Croatian mercenaries (the 
word ‘cravat’ derives from ‘Croat’) wore small, 
knotted neckerchiefs.

Nowadays top fashion houses retain global 
clients willing to part with over US$200 for a 
handmade tie, and the reason is straightforward. As 
with an exquisitely tailored suit, shirt, hat or pair of 
shoes, you can actually feel the craftsmanship when 
you wear a gorgeous silk tie. 

Take Turnbull & Asser, for example, the London 
tailors who have kitted out gentlemen (and ladies), 
royalty and celebrities for the last 130 years. Their 
ties, formed from three sections – the blade, the 
gusset and the under end – are all hand-stitched in 
the UK by skilled craftsmen using top-grade silks.

According to the manufacturer, these ties will 
hold their shape over many years and show excellent 
bounce-back-ability despite constant use or rough 
treatment. Turnbull & Asser put this durability down 
to “a magic loop of indestructible bonded thread” in 
the blade of the tie. “This allows the tie to ruche and 
relax back into shape no matter how many times it 
is pulled from the collar after a long day,” they add. 
“Cutting the silk and the wool lining, stitching the 
seams, ironing out the creases and crinkles – if any 
of these stages is completed by a machine, the end 
product will not offer the same quality.” 

The name Hermès is synonymous with 
exquisite accessories, although its neckties are a 
comparatively recent offer. Founding his company 
in 1837, Thierry Hermès was a saddler by trade 
(hence the famous equestrian logo) who supplied 
leather goods to the Parisian gentry. The famed 
bags and scarves followed in the 20th Century. 
The story goes that the first ties were quickly 
stitched in 1949 to smarten up high rollers who’d 
been failing the dress codes in Cannes casinos. 

Today, the process is meticulously planned, 
right down to the production of the thread in 
private Brazilian silkworm farms. Hermès ties are 
perhaps best known for their striking colours. 
Indeed, every tie includes ten different colours, 
from a total of 75,000 hues. 

Hermès has quickly adapted to 21st-Century 
consumer needs. Struggling to choose the right 
knot? Then download the Hermes Silk Knots 
app on your smartphone. Want to network with 
like-minded tie wearers? Then join the Hermès Tie 
Society: a “club for the sartorially savvy and subtly 
adventurous. If you have a taste for discovery and 
pleasure… let us be your mirror.” 

The Italians also know a thing or two about 
tie-making. E. Marinella, in Naples, provides 
conservative resistance to relative newcomers 
such as Giorgio Armani or Dolce & Gabbana. 
Established in 1914, Don Eugenio’s company set 
out to create a small corner of England on Naples’ 
Piazza della Vittoria, still a waterfront destination 
for the city’s high society. Today, the third-
generation family owes the quality of their ties to 
“scrupulous attention to the raw materials and 
rigorous handicraft”. 

Globally, it’s estimated that more than half of 
all ties are purchased by women as presents for 
men, so it’s perhaps no surprise that both JFK 
and Aristotle Onassis wore Marinellas. No doubt 
Jackie was a fan. It’s said the shipping magnate 
only ever wore jet-black neckties at work in order 
to camouflage his mood. 

As with many tailors, Eugenio Marinella was a 
ready source of sartorial guidance for gentlemen. 
“The only rule is to follow your instinct,” he would 
say. “Choosing a tie must be an irrational action. 
Never take advice or allow anybody else to pick 
your tie. Yet, the instinct must follow a certain 
logic. Absolutely avoid: too wide and showy 
patterns, or too pale and anonymous ones. 
Remember that the tie reveals the personality. The 
tie must stand out against the suit and the shirt, 
without clashing. It must be of a colour darker than 
the shirt’s one and more intense than the jacket’s 
one. But pay attention not to exaggerate. Avoid 
pea green, canary yellow, fire red and sugared 
almond pink.” 

What on Earth would he have made of  
Donald Trump? 

The heir to the British 
throne knots his ties 
extra tight.
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H E R E  B E  
D R A G O N S

Throughout history 
cartographers have 
embellished their maps 
with fictitious islands, cities, 
mountains, races, countries, 
sometimes entire continents. 
Edward Brooke-Hitching, 
author of The Phantom 
Atlas, picks out the most 
intriguing examples.

In the 16th Century several cartographers charted 
a 31-square-mile island in the Gulf of Mexico, 
calling it Bermeja. On maps, at least, Bermeja 

existed for 470 years until it was finally discovered 
to be a myth by marine scientists in 2009. 

What other myths, mistakes and outright lies 
have been drawn as fact on maps throughout human 
history? Dig deep enough and you’ll discover stranger 
and stranger stories – not just of non-existent islands, 
but also ghost mountain ranges, mythical civilisations, 
monsters and even entire invented continents.

The reasons for these are varied: superstitions, 
classical mythology and careful adherence to 
religious dogma have a role to play. But one can 
also blame mirages and other visual phenomena, 
as well as the odd honest error, especially in the 
time before we could measure longitude precisely. 
Most surprising, though, are the lands made by lies 
– and in a way, this practice continues. In 2005, a 
representative of the Geographers’ A–Z Street Atlas 
revealed that the London edition of their map book 
contained more than a hundred fabricated streets, 
as copyright traps, to prove whether another map-
maker had copied their work. 

However certain we are about the world  
around us, there is always more to the story, as  
the following examples prove. 

Left: Rupes niger
This 1570 map by Ortelius depicts 
the theory that, at the very top of 
the world, there lay a 33-mile-wide 
mountainous island of magnetic 
black rock, encircled by a sea that 
poured into the Earth. The belief in 
a magnetic mountain at the North 
Pole dates back to Roman times, 
but this particular incarnation 
was based on information from 
the travelogue of a Franciscan 
friar from the 14th Century who 
explored the North Atlantic region 
on behalf of English king Edward 
III. The idea helped to explain why 
all compasses pointed north.

Edward Brooke-Hitching is author of The Phantom 
Atlas: The Greatest Myths, Lies and Blunders on  
Maps (Simon & Schuster).

M A P S



Above: The island of California 
A striking European misbelief, 
originating from a Spanish voyage 
along the North American coast, 
was that California existed as an 
earthly island paradise, entirely 
separate from the North American 
mainland. Despite contradictory 
reports from explorers of the region, 
California continued to live as an 
island on maps until 1747 when King 
Ferdinand VI of Spain was forced to 
issue the decree that “California is 
not an island.”

Right: Australia’s inland sea 
Speculative geography or 
“wishful mapping”, as it’s 
known, can result in strikingly 
fantastic cartography. This map 
accompanies Thomas J. Maslen’s 
The Friend of Australia (1830), a 

2 8

work of pure theory in which the 
English writer suggests there 
might be a wealth of rivers and 
fertile paradise lying hidden 
in the heart of Australia. The 
centrepiece of this colonial 
fantasy is a great lake the size of 
a small sea, placed in what is now 
known as the Simpson Desert.

Top right: Morrell’s lands 
In the accounts of his voyages 
in the 1820s, the American 
sea captain Benjamin Morrell 
displayed a knack for discovering 
and exploring islands that never 
existed. Only open water is 
found at the coordinates for New 
South Greenland, Byers’ Island 
and Morrell’s Land, earning the 
explorer the reputation of being 
“the biggest liar in the Pacific”. 
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E X P E R T  E Y E

A L E X  B E C K E R
S E N I O R  M A R I N E  &  A V I A T I O N 

U N D E R W R I T E R

The world’s waterways have never 
been busier. Many vessels suffer 
from navigational error, making 
hull and machinery insurance 
key to MS Amlin’s understanding 
of claims.

The basis of risk in this sector 
hasn’t changed much since the 
world’s first maps were crafted. In 
the old days, wooden vessels were 
harder to salvage or wouldn’t be 
recovered because they broke up, 
resulting in more constructive total 
losses. Vessels today, however, 
are so much larger, weighing 
over 100,000 tonnes and carrying 
in excess of 20,000 containers. 
This can create a more complex 
salvage operation.

The question is, where does 
the responsibility for navigational 
safety lie? With vessel owners who 
ought to have the most up-to-date 
navigation systems and a highly 
trained crew? Or with governments 
and port authorities who should 
have mapped their territorial waters 
and advised vessels of safe routing? 

Much of the time accidents are 
caused by human error. There 
seems to be a dependency on 
technology, rather than using 
paper maps or simply looking out 
of the window.

Above: St. Brendan and the whale 
The Voyage of Saint Brendan, one 
of the immrama (or sea tales) of 
early Irish lore, can be found on 
a number of antique maps. This 
abbot, who lived during the fifth 
and sixth centuries BC, was said to 
have navigated the Atlantic with 
a group of monks, overcoming 
demons and creatures while 
discovering various islands and 
experiencing adventures along 
the way. At one point he and his 
brethren took refuge on what 
they thought was an island when 
a sudden shift in the land made 
them realise they were actually 
standing upon the back of a giant 
whale. It began to dive as they 
hastily made their escape. Saint 
Brendan’s Island was marked on 
maps for centuries.

Right: Patagonian giants 
A wonderfully strange belief 
that haunted maps from the 
16th Century was that there 
lived a race of 15-foot giants in 
Patagonia. The oversized men 
and women were first spotted 
in 1522 by Magellan during his 
circumnavigation, and sightings  
of the giants continued to be 
reported up until 1766 when  
John ‘Foul-Weather Jack’ Byron 
and his crew of the Dolphin 
reported an encounter during a 
South American expedition.  
Their claim was even supported  
by Dr Matthew Maty, secretary of 
the British Royal Society, who  
wrote in a letter to the French 
Academy of Sciences that  
“the existence of giants here  
is confirmed”. 

“In 2005, a representative 
of the Geographers’ A–Z 
Street Atlas revealed that 
the London edition of their 
map book contained more 
than a hundred fabricated 
streets, as copyright traps, 
to prove whether another 
map-maker had copied 
their work.”

M A P S



Stephen Hill is chief operating 
officer at Britoil Offshore 
Services. He works and lives 
in Singapore with his wife and 
two daughters. Here, in the first 
of a series of interviews with 
MS Amlin clients, he describes 
his life as a British expat. 

M E E T 
T H E 
C L I E N T 
S T E P H E N  H I L L ,  B R I T O I L

G L O B A L  V I E W

Weekdays start early in the Hill 
household. We’re usually up at 6am 
and out of the door by 7.15am. After 

dropping my daughters – 15-year-old Ashleigh 
and 17-year-old Lauren – off at the British 
school here in Singapore, I sometimes hit the 
gym before driving the 20-odd miles from 
our home to the Britoil offices in Tuas, on 
Singapore’s west coast. Fortunately the 
number of cars on this country’s roads are 
regulated so the traffic is rarely bad. 

Our office is in a three-storey 
industrial unit, close to the Tuas 
causeway that crosses from Singapore 
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to Malaysia. It’s quite spacious and, although the 
managers have their own offices, the remainder 
is laid out open plan as the company encourages 
an open-door policy among its employees. Just 
under 60 people work here. 

Britoil, the world’s largest provider of anchor-
handling tugboats, was formed back in 1988. I’ve 
been working for the company since I moved to 
Singapore from the UK in 1997. 

My role as chief operating officer is to 
oversee the day-to-day running of the group. 
I’m also responsible for financial matters and 
assisting our CEO with company strategy. As well 
as our 60 employees in Singapore, we employ 
around 120 in our Indonesian shipyard (where we 
build vessels both for our own use and for other 
operators) and up to 450 crew on all our vessels. 
We also have recruiting and training centres 
in Manila and Jakarta. The universal language 
among employees is English, which simplifies 
communication. However, working across 
multiple time zones can be tricky, especially as 
our vessels operate 24/7.  

Britoil is always working on a huge variety 
of projects around the world. Our two platform 
support vessels (Britoil Power and Britoil Energy) 
are used to provide support services to offshore 
oil and gas facilities while our fleet of 28 anchor-
handling tugboats are used for towing, anchor 
handling, pipe transportation and salvage work. 
Right now many of these are working in Saudi 
Arabia, Kuwait, Angola and the Gulf of Thailand. 

I feel very passionate about Britoil. I find the 
most rewarding part of my job is being able to 
guide the growth of the company and witness 
our continuous improvement. Our staff and crew 

are our most important resource, and I derive 
a great deal of satisfaction motivating 

them and seeing them develop within 
the company.

The tropical climate in 
Singapore can be very warm 

and humid, and is pretty 
much dictated by the 
monsoons. Between 
December and March 
we have the Northeast 
Monsoon, bringing a lot of 

rain and temperatures of around 30 degrees. 
Then, between June and September, we have 
the Southwest Monsoon when temperatures can 
rise to 34 degrees. This means most people wear 
open-necked shirts at work instead of suits. I 
rarely wear a tie – only perhaps when I’m asking 
the bank for money!

Once I get home after work – we live towards 
the middle of the island in a residential area 
near Holland Village – I like to exercise. Three 
times a week I go for a run. At weekends I might 
go swimming. There’s not much countryside in 
Singapore, except in the north of the island, but 
there is a fantastic network of what the locals 
call park connectors – cycling and walking paths  
that link up the country’s many public parks  
and gardens. 

Singapore is a very vibrant, cosmopolitan 
city. We live less than ten minutes from the 
centre so there’s plenty of opportunity for  
my wife Dawn and I to go to the cinema, theatre, 
or out to restaurants with friends. We also go 
to the ballet a lot since my youngest daughter 
Ashleigh has a scholarship with the Singapore 
Dance Theatre. We’re also members of the 
British Club, a sport and social club for expats. 

We tend to socialise within the British expat 
community. We’ve lived here for 20 years now 
and, in hindsight, I wish we had branched out to 
get to know the local Singaporeans more. But 
that’s often the way it is with expat communities. 
My daughters are much more integrated through 
their ballet and music interests. Lauren plays 
the harp.

Dawn, who owns her own Pilates studio, and 
I are both permanent residents here in Singapore 
but we still have our British passports, and we 
still view the UK as our home. My daughters, on 
the other hand, were both born here so they view 
Singapore as their home even though they hold 
British passports, too.

I’m originally from North Yorkshire, in the 
north of England, and Dawn is from Bedfordshire, 
in the south. We have family back in the UK and, 
in the future, we plan to move back there. I was 
brought up on a farm and I’d love eventually to 
end up living on one again. That would complete 
the circle. 

S I X  

Q U E S T I O N S

The last film you enjoyed? 
Lion. Based on a true story, it’s 
about a young Indian boy who gets 
lost on a train and is adopted by 
Australian parents. Later he returns 
to India to find his real mother. 

Where is your ideal holiday 
destination? 
Somewhere wild and remote like 
the North York Moors. It’s God’s 
own country, but I’m biased since I 
grew up on a farm nearby. I’m very 
nostalgic for the area.

Which books are you reading? 
I typically have two books on the 
go at the same time. Nearly always 
fiction. I try to read something 
classical (right now that’s A Farewell 
To Arms by Ernest Hemingway) and 
something that’s not (currently the 
latest John Grisham).

What’s your favourite meal? 
Roast beef and Yorkshire pudding.

Which five famous people would 
you love to invite to dinner? 
Captain James Cook, Wilfred Owen, 
Sir Arthur Conan Doyle, Etta James 
and Sir Winston Churchill. 

If you won millions in a lottery? 
I’d love to buy a farm in the UK.  
I’d also sponsor children’s education 
in the developing world. My wife 
and I currently sponsor children 
through the Christina Noble 
Children’s Foundation.

Education

BSc in mechanical engineering  
(University of Dundee)
MSc in industrial robotics  
(Cranfield Institute of Technology)
MBA (University of Liverpool)

S T E P H E N  H I L L ’ S  C V
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Career

1988-1989 Data engineer at 
Anadrill Schlumberger
1990-1991 Systems engineer at
Computerised People Movers International
1991-1995 Systems engineer and projects 

manager at Thames Valley Lift Company
1996-1997 Lecturer at University 
of Liverpool
1997-Director and chief operating 
officer at Britoil Offshore Services

Born September 27, 1964



Wine-makers all over the world 
are experimenting by maturing 
their vintages under water. Is it 
a passing fad or a vision of the 
future? Ian Valentine finds out.

S E A  
C H A N G E
F O R
W I N E On paper, the case for ageing wine 

underwater is a strong one. Deep beneath 
the waves the temperature of your cellar 

never fluctuates, allowing your wine to mature at its 
own pace. You don’t need to worry about oxygen 
contamination. No ultra violet light can yellow the 
wine or damage the flavour. For now, at least, the 
storage is free and limitless. Tucked up in their 
underwater bed, your bottles will be gently cradled 
and rocked by the motion of the ocean. 

One gets a better wine, say the producers 
leading this marine revolution. The colour is brighter. 
The lees are kept moving in just the right rhythm 
for smooth maturation. White wines taste crisper 
and fresher. The salinity raises levels of sodium 
carbonate just enough to inspire more intense, 
complex flavours, especially for oak-aged red wines. 
The water pressure results in better bubbles. 

Nonsense, reply the cynics. You’re pulling our 
chain. It’s marketing gone mad. Any changes in 
nose or taste are hard to detect, let alone isolate as 

W I N E
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In 2014 Veuve Clicquot 
stored bottles of its 
champagne beneath the 
Baltic Sea.
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a definitive product of underwater ageing. The only 
thing appreciating is the price tag.

Whichever side of the fence you sit on, it’s 
hard to ignore the gathering noise. There are some 
serious names taking a serious interest. They don’t 
come much bigger than Veuve Clicquot. In 2010 
a cache of 170-year-old champagne was retrieved 
from a shipwreck in the Baltic Sea. Marked with 
the maison’s stamp on the cork, the wine was still 
fizzy and drinkable. True to its reputation as an 
innovator, the producer has now sent a vault of 350 
bottles to the bottom of the Baltic in a controlled 
40-year experiment. 

Louis Roederer, founded in 1776 and still owned 
by the family, could be forgiven for taking a laissez-
faire approach to champagne production. When you 
have Cristal in your stable, why over-complicate? 
But they too have dabbled in undersea-ageing by 
dropping a stash of brut premier 15 metres off the 
Normandy coast. Chateau Larrivet Haut-Brion are 
sinking barrels rather than bottles. The domain 
plunged Neptune – a 56-litre barrel of Bordeaux 
– into the waters off Cap Ferret, on the coast of 
western France, and kept its identical twin on land. 
Critics were forced to concede that the seabed 
proved the better cellar, creating a softer and more 
complex wine. 

It’s not just the sea that’s getting French 
producers excited. Crates of Arbois wine are now 
chilling 60 metres down in a man-made lake, 
courtesy of Henri Maire. The Jura pioneer has 
form in pushing boundaries, having matured his 
distinctive yellow wine at temperatures of minus 40 
degrees in the Arctic Circle, just because he could. 
Famously, in 1955, he walled a number of bottles 
in the caverns beneath the Paris restaurant Tour 
d’Argent, with orders they remain untouched until 
2055 – long after his death. 

And it’s not just the French. Across the border 
in Switzerland, a thousand bottles of Clos de Chillon 
are suspended by a 30-metre cable in Lake Geneva. 
In Croatia you can dive for your own amphora of 
sea-matured red wine off the Pelješac peninsula. On 
the Italian Riviera, Pierluigi Lugano stores his Abissi 
wine over the quayside. How much the flavour is 
altered by its underwater sojourn is open to debate, 
but the net benefits for Pierluigi are considerable, as 
his wine is now celebrated worldwide. 

In Spain, a project called Crusoe Treasure is 
taking research to new heights (or is that depths?) 
by comparing wines from 27 bodegas that are 
simultaneously aged on land and at sea. The 
respected oenologist Antonio Palacios is providing 
microbiological analysis of the wine at his Excell 
laboratory in Rioja. They have even built an offshore 
reef to house the bottles – and innumerable sea 
species – in the Bay of Biscay. 

Keep going west across the Atlantic and 
you’ll eventually wash up in Charleston Harbour, 

Above and right: wine 
aged underwater by 
California’s Mira Winery. 
Far right top: Veuve 
Clicquot’s experiment 
with champagne stored 
beneath the waves. Far 
right bottom: the Croatian 
winery that charges £270 
for an amphora of sea-
aged red wine.
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another testing ground for underwater wine. The 
Mira Winery, based in the Napa Valley, was inspired 
by the discovery of bottles in sunken British 
trading ships up and down the eastern seaboard. 
Unfortunately experiments were curtailed by 
government rulings that maintained the corks risked 
being degraded by sewage in the water. Is this a 
sign of the practical challenges ahead if underwater 
ageing progresses from backwater research to 
mainstream industry? 

In Chile, South Africa and Australia, producers 
are teasing secrets from an array of damp cellars, 
including sea caverns and freshwater tanks. Soon, 
the idea of underwater ageing will be old news. 
Then the wine will need to do the talking, not 
the marketers. 

Veuve Clicquot has submerged 
what it calls its Ocean Cellar filled 
with 300 bottles and 50 magnums of 
champagne off the coast of Finland in 
the Baltic Sea. 

Louis Roederer placed several 
dozen bottles of its brut premier on 
the seabed close to Saint-Malo, on 
the Brittany coast. Frogmen hid the 
bottles to confuse would-be pirates. 

Chateau Larrivet Haut-Brion sank 
a 56-litre barrel of Bordeaux off the 
Atlantic coast. The wine was found 
to have softer tannins than its land-
lubber siblings. 

The Espelt winery in Catalonia 
aged 300 bottles for 400 days under 
the water, including red, white, 

sparkling and sweet wines. Most 
of the contents were sold in the El 
Bulli restaurant. 

The Enrique Mendoza winery 
near the Spanish city of Alicante 
offers visitors the chance to dive for 
their own wine treasure, hidden in 
submerged chests. 

The Mira Winery in the US coined 
the term ‘aquaoir’ (think terroir) for the 
underwater ageing of their wine in 
Charleston Harbour. 

Pierluigi Lugano, founder of 
Bisson wine shop in Chiavari, Italy, 
extended his bottle store into the sea. 

Greek producer Gaia Wines 
submerges its white Thalassitis off the 
Santorini Coast. After several setbacks 

to storms and sea pressure, the wine 
is gathering a following. 

The Edivo winery in Drače, 
Croatia, will decant your amphora of 
red wine at the dinner table for a fee 
of around £270. 

Swartland-based Lammershoek, in 
South Africa, has experimented with 
underwater Syrah by sinking barrels in 
a filled fermenting vat. 

Yarra Valley wine-maker 
Dominique Portet, in the Australia 
state of Victoria, didn’t have access 
to the sea, so he weighed down a 
barrel of Shiraz in a rainwater butt 
for 12 months. Once their Ten Men 
Submerged had emerged, it was an 
instant hit.

O C E A N  C E L L A R S

E X P E R T  E Y E

L A U R E N C E 
H U M B E R S T O N E

P R O D U C T  G R O U P  

L E A D ,  S P E C I E

Fine wines fall under specie 
insurance at MS Amlin, which 
covers the likes of fine art, 
stamps, bullion, jewellery and 
vintage cars. While our clients 
might retrieve a half case for 
a special occasion, it’s whole 
investment-grade cellars 
that we’re insuring. The most 
expensive are French and Italian 
ones. There are some good 
New World wines out there but 
their industry is not as mature 
as Old World wines which carry 
the premium.

As an insurer, I’d have 
questions about keeping wine 
underwater. One of the biggest 
issues with wine is water 
damage because labels fall off 
the bottles. In that case, we’d 
pay a total loss: you couldn’t 
sell a 1947 Pétrus without its 
label for full value since you 
couldn’t prove what was inside 
the bottle. I’d also want to know 
about security. How do you 
stop someone stealing wine 
dangled off the end of a chain 
or prevent it being swept off in a 
turbulent sea?

W I N E
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H E L P I N G  C L I E N T S 
W O R L D W I D E

MS Amlin Marine & Aviation helps clients 
insure in nine product groups.
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M S  A M L I N  S E R V I C E S

Run by a highly experienced 
underwriting team, our aviation business 
handles a globally diverse portfolio  
of business.

Our airline clients range from small 
fleets to large international carriers, and 
include major airframe and component 
manufacturers, general aviation aircraft 
operators, airports, refuellers and 
refiners, air navigation service providers 
and ground handlers. We provide a 
bespoke service and our underwriters 
frequently travel to meet directly with 
clients. We manage complex risks in 
challenging regions of the world, and 
we can guide you through the many 
contractual relationships that exist in 
the industry.

A V I A T I O N

Through intelligent use of data, analysis 
and experience, we provide cover for 
cargo and transit by land, sea and air 
across most parts of the world.

We protect against loss and/or damage 
to goods both in transit and in storage, 
often in areas where infrastructure 
is poor and weather unpredictable. 
We cater for small, straightforward 
requirements as well as large, complex 
and capacity-driven risks.

Our major business areas include 
stock throughput, storage, project 
cargo and capital equipment, including 
delay in start-up, manufactured 
goods and heavylift, as well as oil and 
other commodities. We also provide 
comprehensive cover for inland transits, 
and the worldwide import, export and 
cross-voyage of goods. We can deliver 
this through delegated authorities and 
brokers’ lineslips.

C A R G O

Our portfolio of hull and machinery 
business is both large and varied. We 
provide expert underwriting, but more 
than this too — giving you a service that 
provides far-reaching support.

We offer coverage for vessels of all 
sizes, from the smallest harbour craft 
to the largest ocean greyhounds. We 
specialise in a number of key shipping 
sub-sectors, including blue-water hull, 
dredgers, heavy lift, offshore supply and 
small craft. 

Our experienced team write all 
sub-classes of hull coverage, including 
niche products such as builders’ risk, 
restricted conditions, mortgagee’s 
interest, tows/final voyage and loss of 
hire. We also underwrite marine hull 
war and piracy risks, and offer tailored 
balance sheet protection to guard 
against these unpredictable dangers.

H U L L
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M S  A M L I N  S E R V I C E S

We use our detailed knowledge of the 
marine market to help our broker partners 
support our mutual clients, creating 
peace of mind, confidence and continuity.

 
Our portfolio includes worldwide 
watercraft liabilities including protection 
and indemnity, charterers’ liability, crew 
and employees, social responsibility 
insurance and vessel pollution. We work 
across ports, terminals, shipyards and
marinas, including incidental 
exposures together with excess liability 
programmes. This includes liabilities 
associated with all road, rail and air 
transit; transportation and incidental
storage exposures including carriers’ 
liability, cargo and container liability, 
transport and handling equipment liability,
seepage and pollution and shore-side 
construction. We also consider specialist 
contractual liabilities, hazardous pollution
risks and other risks associated with 
the areas above. Our energy portfolio 
includes upstream exploration and
production companies, drilling and well 
service contractors, offshore construction 
projects and pipeline operators.

M A R I N E 
L I A B I L I T Y

P R O T E C T I O N  
&  I N D E M N I T Y 
( P & I )

Through our experience working with 
clients on a wide range of complex
requirements, we’ve developed solutions
that span the entire marine market.

Our approach is holistic, working with you 
to help avoid or minimise your exposure 
to risk. Our marine P&I clients include
ship owners, charterers, traders, port 
authorities, logistics operators, special 
craft, fishing vessels and others involved 
in shipping around the world. Our 
cover includes charterers’ liability, ship 
owners’ P&I, inland craft P&I, multimodal, 
ports and logistics, marine defence 
and insurance (FD&D), marine traders’ 
insurance ancillary covers, blue card and 
bunker convention liability cover.

We provide cover and protection for the 
unusual, desirable and unique, as well 
as items with high value due to their 
importance to global trade.

We insure some of the largest and 
best-known museums and exhibitions 
around the world. Our cover includes fine 
art, vault risks, cash, precious metals 
in transit or storage and insurance 
for securities.

We also insure companies producing 
precious metals and stones from 
some of the world’s largest mines, as 
well as providing cover for secondary 
market dealers.

S P E C I E
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Energy is a key enabler of global 
trade, but the market is challenging, 
competitive and volatile. We understand
this environment and our clients value 
the continuity we provide.

You can expect us to deliver solutions 
quickly and with absolute transparency. 
We cover exploration and production-
focused risks globally, offering a range 
of coverage for oil and gas operators, 
such as independent exploration and 
production operators, onshore and 
offshore contractors, and national 
oil companies.

The protection we provide can 
include physical damage to property and 
equipment, control of well (operators’ 
extra expense), business interruption and 
offshore construction.

U P S T R E A M 
E N E R G Y

We have the knowledge, network 
and strength to bring continuity for 
businesses trading in the face of 
geopolitical conflict.

We actively seek out creative methods 
of helping businesses to continue their 
operations. We are flexible, resourceful
and knowledgeable, thinking laterally 
about the problems and working together 
with clients to solve them.

We provide insurance solutions 
for marine, property and aviation 
assets against the dangers of political 
violence and geopolitical instability, and 
the implications of political risks and 
trade credit. We offer political violence 
cover for almost any type of asset, 
including commercial property, power 
stations and petrochemical facilities, 
cargo stocks during storage, and fine 
art collections. For political risk we 
protect clients from foreign government 
interference such as confiscation, 
expropriation, nationalisation, deprivation 
and license cancellation, contract 
frustration, trade credit risks, currency 
inconvertibility on trade-related 
transactions and lenders’ interest.

W A R ,  T E R R O R I S M  
&  P O L I T I C A L 
R I S K S We are among the UK’s leading 

providers of yacht insurance, with a 
team of knowledgeable, experienced
and client-focused professionals.

We cover the full spectrum of marine 
craft, from a much-loved rowing boat to 
multi-million pound super-yachts and
almost everything in between, including 
canal boats, blue-water cruisers, charter 
yachts, craft involved with commercial 
activity and racing yachts.

In addition we provide marine trade 
packages, which cover both property and 
marine and non-marine liabilities.

We deliver a service based on years 
of experience on the water, giving us a 
deep understanding of your requirements 
and expectations.

Y A C H T



4 0

M S  A M L I N

I’ve been with MS Amlin for almost 30 years, 
seeing this company grow from a few small 
Lloyd’s syndicates into a huge global insurer. 

During all that time, the most dramatic change I 
have seen was last year, when we were acquired by 
the Japanese insurance group MS&AD. This union 
has benefitted us immensely, not only, arming 
us with more financial clout, but also enhancing 
both our skillset and global reach thanks to our 
now much more diverse workforce and business 
portfolio. Traditionally, the London financial sector 
has been somewhat narrow minded and even 
blinkered in setting its approach to business and 
getting the job done; setting its targets, treading 
the worn but proven route to get there and not 
considering the value of reappraising or straying far 
from the tried and tested format.

But now at MS Amlin, influenced by MS&AD, 
we are actively subscribing to a different style 
of working culture. Instead of focusing solely on 
productivity, we are cultivating a more collegiate 
and inclusive workplace. The reason for this is 
simple. By encouraging teamwork we believe we 
can foster a better way of doing business both 
internally and externally, with, crucially, no loss of 
efficiency or return.

However, both the Marine and Aviation sectors 
are currently feeling the impact of soft market 
conditions. I personally haven’t seen conditions 
as bad as this since the late 1990s. Good news for 
clients in the short term but bad if they are looking 
for continuity and a long-term relationship with their 
insurers. On top of this the market is dealing with 
the recent global events such as the Caribbean/
USA hurricanes and whilst we at MS Amlin will 
do all we can to help our clients in their time of 
need, the market finds itself in an unsustainable 
situation with regard to current pricing levels. 
Smaller outfits may survive as long as they are 
niche, but in general it will be the fittest, largest and 
most diversified insurers that see it through and 
ultimately thrive. Fortunately, thanks to long-sighted 
and strategic forward planning, MS Amlin, falls into 
this camp.

Examples of the diverse sectors we insure 
are illustrated in this new magazine you’re holding 
in your hands right now. We trust you’ve also 
enjoyed reading about subjects as varied as 
space travel, adventure, music, fashion, wine and 
marine exploration.

Our next issue is out in April 2018. We hope 
you’re looking forward to it as much as we are. 

New Japanese ownership is having a 
positive effect on MS Amlin’s working 
culture, helping both clients and 
employees. The company’s global MD 
for marine and aviation explains how. 

A N D R E W 
W R I G H T



4 1

L O N D O N 
 

MS Amlin Underwriting Limited

The Leadenhall Building

122 Leadenhall Street

London EC3V 4AG

United Kingdom

+44 (0)20 7746 1000

P A R I S
 

Amlin Insurance SE

58 bis rue La Boétie

F-75008 Paris

France

+33 (0)1 44 70 7100

A N T W E R P
 

Amlin Insurance SE

De Keyserlei 5 box 31

B-2018 Antwerp

Belgium

+32 (0)3 222 27 11

R O T T E R D A M
 

Amlin Insurance SE

Beurs World Trade Center

Beursplein 37

3011 AA Rotterdam

Netherlands

+31 (0)10 799 58 00

MS Amlin Marine N.V.

Fascinatio Boulevard 622

2909 VA Capelle

A/D Ijssel

Netherlands

+31 (0)10 242 50 00

H A M B U R G
 

MS Amlin Marine N.V.

Axel-Springer-Platz 3,

20355 Hamburg

Germany

+49 (0)40 8090 84010

D U B A I
 

MS Amlin (MENA) Limited

Level 3

Precinct Building 2

DIFC

P.O. Box 506929

UAE

+971 (0) 4709 6900

S I N G A P O R E
 

MS Amlin Asia Pacific Pte Ltd

138 Market Street,

#03-01 CapitaGreen

Singapore

048946

+65 6557 0580

H O N G  K O N G
 

MS Amlin Asia Pacific Pte Ltd

Level 3

Three Pacific Place

1 Queen’s Road East

Admiralty

Hong Kong

+852 2855 6930

MS Amlin has offices in multiple locations, so wherever you are, you can expect 
the support of a team that speaks your language, understands your priorities and 
is familiar with local markets and customs.

L O C A L  S U P P O R T 

W O R L D W I D E
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RaetsMarine is now part of MS Amlin’s 
range of marine products – a smooth 
transition in which the same people 
continue to deliver the same policies 
with the same great service...  
all backed by one of the world’s  
top 10 specialist insurers.

msamlin.com

 

RaetsMarine is now  
P&I from MS Amlin
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